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REPORT TO THE ADVISORY AND TECHNICAL COMMITTEE 
FOR COMMUNICATIONS AND TRANSIT BY THE CHAIRMAN 
AND THE RAPPORTEUR OF THE TECHNICAL COMMITTEE 
FOR MARITIME TONNAGE MEASUREMENT ON THE REPLIES 
RECEIVED FROM THE GOVERNMENTS TO THE CIRCULAR 
LETTER FORWARDING THE RESULTS OF THE TECHNICAL 

COMMITTEE'S WORK. 

In pursuance of a resolution adopted by the Advisory and Technical Committee ~t. its 
eighteenth session, the Chairman and the Rapporteur of the Technical Committee for Mant1me 
Tonnage Measurement (hereafter referred to as the Sub-Committee) met in Geneva from May 
Bth-rsth, 1934. -

The Sub-Committee carefully examined the replies received from the Governments to the 
Circular Letter by which the Secretary-General of the I,eague of Nations had forwarded to them 
the draft Regulations (document C.r76.l\I.65.I9JI.VIII), the Figures (document C.I76(a).M.65(a). 
I9JI.VIII) and the Supplementary Report (document C.7Ig.M.J24.I9JI.VIII) prepared by the Tech
nical Committee. The Sub-Committee noted that the following Governments declared themselves 
ready to accept the draft Regulations in their present form, or as a basis for discussion at a future 
Conference, without proposing any alterations : Canada, Cuba, Free City of Danzig, Egypt, Estonia, 
l"inland, Hungary, Iraq, Mexico, New Zealand, Poland, Spain and Venezuela. The following 
Governments forwarded observations on the draft Regulations as a whole or on parts thereof : 
United Kingdom, Denmark, France, Germany, Iceland, Irish Free State, Italy, Japan, Norway, 
Netherlands, Sweden and Yugoslavia. These observations are reproduced in Amiex r to the 
present report which is printed separately. The following Governments stated that they had 
no observations to make : Albania, Australia, India, Monaco, Siam and South Africa. 

The comments which the Sub-Committee thought fit to make,_ along with the amendments _ 
to the draft Rules which it proposes as a result of the observations from the Governments, will 
be found below. 

I. GENERAL OBSERVATIONS. 

Germany. 

The Sub-C?mmittee notes that the German Government intends to make a communication 
to the Secretanat at a later da1le, after having communicated with the other parties to certain 
inter-State agreements on the subject. 

United Kingdom. 

. The Sub-Committee a~preciates the ~emarks in yaragraphs r and 2 of _the reply, but, 
s111ce the work cmmected_with the Loa~-L1_ne Conventwn and the Convention on Safety at Sea 
ha_s now been completed, It hopes that It will be possible for the competent officials to deal with 
this matter shortly. _ _ 

. In reply to_ parag;raph J, the Sub-Committ~e would point out that there are, in practice, even 
111 those countne~ wh1ch use the so-called English method, many divergencies both in the d t ·1 
of th: rule~ and_ 111 the practice, resulti~g in_ differences in tonnage and cons~quently in du~sa~~ 
be paid whic~ nught cau~e undue hardship to the ships of certain nations. Such hardships would 
not necessanly be remedied by the system of bilateral agreements. -

As regards P:'lragr~:phs 4 and 5, the Sub-~~mmittee i~ glad to note that, at present, the.Govern
m:nt of the U,mted Kmgdom do~s no~ anticipate any Important alteration in their regulations 
be~ng n_ecessai). . The ~ub-Comm1ttee, mdeed, endeavoured, as far as possible, to draft the Re u
latl_ons m_~onformit~ wtth_the sound pr~ctice of the United Kingdom. It therefore ho es that the 
U mted. Kmgdom_ will senously reconsider the possibility of some international -a gr~ement and 
regulations on this matter. 

Denmark. 

thi The tub-Committee gathers from this reply that the Danish Government while not regarding 

a s ques twn ~s an urgen~ one, ":oul~ not nevertheless, shoUld other Governm:ents desire a general 
greemen , raise any senous obJection. -



-s-
Iceland. 

As Iceland has associated itself with the point of Yiew of the Danish GoYernment, the 
Sub-Committee refers to its comments on the Danish Goyermnent's reply. 

Italy. 

~he Sub-Committ~e, having_consid~r:d the observations of the Italian Government on the 
Tra~sttory JI.Ie~sures, .did not ~eelm a postbon to propose any alterations, since they might inYolve 
constderable dtfficultles, posstbly even some of a legal character. It was therefore decided to 
make no changes in the existing draft. 

Japan and Norway.l 

The S:ub-.Committee regards it as i~portant that the Suez and Panama Canal Authorities 
s~ould be t?vtted to any Conference which may disc~tss the proposed rules, and hopes that they 
wtll se: thetr way to be represented at any such meetmg. Any measure of uniformity that mi<rht 
be ::'chteved would be very much more valuable should these Authorities find it possible to acc~de 
to 1t.. The fact tha~ the n:ajority .of sea-going ships, besides holdin~ the national tonnage certi
ficat~ •. must be provtde~ wtt~ spec1al to?nage certtficates for the smd canals, prepared according 
to dtfferent systems, gtves nse to considerable work for the tonnage authorities. 

Japan. 

The Japanese sugg~stions. on the Transitory Measures are made .conditional on the acceptance 
of the proposals made 111 thetr memorandum, and the Sub-Commtttee has not seen its way to 
accept these proposals for reasons which are explained later in detail. 

The further question raised of possible bilateral agreements between countries is not one that 
the Sub-Committee can deal with. It would have to be provided for in international agreement. 

Japan and Netherlands (Overseas Territories). 

The Sub-Committee considered whether it would not be possible to obviate the dilliculties 
to which attention has been drawn by the Government of the Netherlands Overseas Territories, 
and thought it desirable-,-in view also of the comments made by the Japanese Government on 
Article 2 of the draft Regulations-to propose that, in any future agreement, all vessels not 
having a gross tonnage of more than forty tons might perhaps be excluded. 

Norway. 

The Sub-Committee would have preferred to make the draft formulre of measurement 
compulsory as suggested by Norway. Since, however, the Technical Committee had confined 
itself to suggesting that these formul::e might give useful guidance, the Sub-Committee did not 
see its way to propose that they should be made compulsory, leaving this question to be settled 
by a future agreement. 

Sweden. 

The Technical Committee has endeavoured to draw up regulations which should be as simple 
as possible, while providing for all reasonable possibilities. While appreciating the theoretical 
arguments in favour of the displacement tonnage system, the Sub-Committee, in view of the fact 
that this displacement tonnage has already been advocated without success in 1746 by th~ French 
admiral Bouguer in his "Traite du Navire ", and, since~then, on other numerous occaswns, felt 
that it was not feasible to propose the introduction of such a system. Moreover, such a system 
would seriously disturb present conditions, and would therefore be unfavourably regarded, not 
only by Governments levying dues on shipping, but also by shipowners and dock and harbour 
authorities. 

The proposed Regulations have already met with the approv.al of a number '?f G?vernmcnts 
and authorities, and, in view of the circumstances, the Sub-Commtttee does not think 1t necessary 
to reopen these questions at the present time. 

As regards uniformity, the Sub-Committee·appreciates the general com~ent on the draft 
Regulations and is of opinion that a general agreem.ent, even on a s1stem ~htcl~ may. not fully 
satisfy all parties concerned, could be considered as be~n~ the first step m the dtrecbon of tmproved 
rules generally satisfactory and based on modern pnnctples. . 

The draft Regulations only apply to measure~ent of ships and n~t to t~e levymg of ~\1e~. 
These Regulations do not necessarily apply to ships solely engaged 1? n?-twnal traffic. lhts 
point will have to be c~msidered :lsewhere ~hen a general a~reement ts dtscussed. 

The points concenung the arttcles mentiOned are dealt wtth later. 

1 The Konvegian Government sent in a provisional reply forwarding the observations of its teclmical 
authority, without stating whether it fully enuorsed them. 

I 
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Yugoslavia. 
The first three points raised in the general observations seem to. the Sub-Committee such as 

should be settled in the contemplated draft Agreement, but fall outs1de the terms of reference of . 
the present Sub-Committee. . . . 

In the opinlon of the Sub-Committee, points 4 and 5 have already been dealt With 1ll the 
proposed Regulations. · . . 

With reference to open vessels, the Sub-Committee refers to the remarks of the Technical· 
Committee on Maritime Tonnage Measurement under Ru1e IV in its report of October 23rd, 1928. 
Should the point be raised in any future discussion, there wou1d not appear to be any serious 
objection to the suggestion made. It is intended that fishing-ships other than open should come 
under the draft Regulations. 

II. DETAILED OBSERVATIONS ON THE ARTICLES OF THE DRAFT REGULATIONS. 

Article I. 
France, Japan and Sweden. 

The last paragr~ph of the article as printed in the draft Regu1ations seems to meet the French 
requirements, but, in order also to cover the objections on the part of Japan and Sweden, the 
proposed article was modified as follows : 

The fifth line reads : 
" . the first time, shall be accompanied, if possible, by plans." 

Paragraphs A, B and C are deleted. 
The word " also " is deleted in the last line of the last paragraph but one. 
The last paragraph is deleted. . 

Article 2. 
Japan. 

(See General Observations, page 6.) 

France. 
Article 3. 

. On account of an observation from France, the following drafting amendments were made 
1n the French text : -

F~rst tx:ne: The words "A mesure" are replaced by "Au fur et a mesure ". 
Fzfth /me : The words "les troisieme a sixieme parties" are replaced by "les parties III a VI". -

Italy and Japan. 

The formulre have only been given as an indication (see Supplementary Report (document 
. C.7Ig.M.324.193I.VIII), page 4). .. 

Sweden. 
Article 4· 

T~e co~me1~t on Article 3 appears to refer to Article 4· The Sub-Committee considered that 
the pomt ra1sed 1s already covered by the draft. 

Japan and Netherlands (Overseas Territories). 

A _new par~graph may_ l;>e inserted to the effect that, in the case of small vessels the 1 
aut~onty may 1ssue a_prov1s1<?nal certificate subject to checking by the central autho -'t Soc~ 
cert;1ficates should be _mtern~twnally recognised, provided that they be replaced "th !1- y. u~ 
penod by a final certlficate lssued by the Central Authority. - Wl m a certam 

Japan. 

to m~e~u;~~ ~~~~~~--;;?;:p~~~-Committee regrets that, for practical reasons, it does not seem possible 

Yugoslavia. 

The Sub-Committee airees that it rna b u f 1 t · . · 
national and in a widely used other langu~e.e se u o lssue the tonnage certificates both in the 

Norway. Article s. 

First Paragraph.-In conformity with an obse t" f · · 
Sub-Committee made the following modifications: rva lOU rom the Norweg~an Authority, the 

First line : After '.' 63 " insert " and "; delete " 76 (d) and " 
At the end of the fourth line add · " Th 77 : 

marked in the same manner". . e spaces referred to 1ll Article 76(d) shall be 



Sweden. 

~econd P~ragraph.-Though the Sub-Committee fully appreciates the Swedish Yiew, it feels 
that 1t would m:'olve a ~arge amount of work ~o tonnage sury~yors all oyer the world, if they had 
to check from time to hme whether the markmg has been mamtained. It therefore hesitat ,, t 
propose an addition to the draft on the lines suggested by Sweden. ' ' ' ~:s 0 

Article 6. 

France, Italy, Japan and Norway. 

§I and F ~ (a) .-It is agreed to insert a part of Article 33 in this article, since it also deals with 
the same pnnc1ples. Consequently, II (a) should read as follows: 

" (a) \V'hen determining : 

" (r) The common interval between the transverse sections (see Article 21); 
" (2) The common interval between the breadths in each trans1•crse section (see 

Article 33) ; 
" (3) The common interval between breadths in double-bottom tanks (see Article 45) 

in 'tween decks (see Article 48) and in superstructures (see Article 53). ' 
" If usin,g feet." 

As it takes less time and is slightly more exact to multiply the number of cubic metres by · 
0.353 than to divide by 2.83, it is proposed to modify the draft to this effect. The method here 
proposed gives approximately the same results as the method proposed by Italy. 

§II (b), (4) and(6).-Further, "(See Article 53)" in II (b), (4). should be replaced by "(See 
Article 54) ",and" (See Article 48) "in II (b), (6), s~ould be replaced by" (See Article 49) ". 

Italy, Japan, Sweden and Yugoslavia. 

§II.( b), (8).-The Sub-Committee considered once more the number of decimals to be applied 
and came to the conclusion that, when using metres, the number of decimals could be reduced 
by one in either case. This, however, should not apply to the common interval. 

In the light of these observations, the Sub-Committee modified in paragraph II (b), (8), the 
fifth and sixth lines on page 8 as follows : 

" If using metres, with two decimals, the second being increased by one if the third is 5 
or more." · 

. Article 7· 
France. 

3.-0n account of an observation made by the French Government, a drafting amendment 
was made in the French text : 

3. second line: "d'un bout a l'autre, was replaced by "d'un bord a l'autre ". 

The same correction was made in the first line of the relevant footnote. 

(English text unchanged.) 

Article g. 
France. 

Third §.-The clause concerning the "upper deck" has been drawn up _in acc?~dan~e 
with that of the Load-Line Convention of 1930 (Annex I, Part I, Rule I). In tl~1s defimtwn, 1t 
is indicated that tonnage openings not permanently closed. should not be fit_ted 111 such a dc~k .. 
Therefore, the definition of tonnage deck seems to be sufficiently clear, also 111 the case of shlps 
having two ~ecks. 

Article ro. 
Sweden. 

The Sub-Committ~e considers the rule of the draft preferable but leaves the question open. 

Article 12. 
France. 

In conformity with an observation made by the French Government, the word " in~erieur :: 
in the second line of the French text is replaced by "interieur ", and the words " du vmgrage 
in the fifth line are replaced by the words " d'un vaigrage ". 

(The English text remains unchanged.) 

Article 13. 
-Netherlands. 

Second §.-In order to meet th_e Net~.erlands requ~;ements, the Su~-Committee agrees to 
read in second line, instead of " spacmg of , the words space between · 

(French text unchanged.) 
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Article rs. 
Italy. 

The adoption of the Italian proposal would introduce a p:Jnciple u~n?wn in most ot~er 
countries and would complicate the work of tonnage surveyors w1thout prov1dmg a corresponding 
advantage. 

Articles r6 to 20, 22 to 24, 27, 33. 34, 37, 43 and 44· 
Japan. 

It is essential, for uniformity of tonnage, to give explicit rules concerning the actual measuring 
and these articles therefore cannot be dropped. 

Article 17. 
Yugoslavia. 

In order to meet the wishes of Yugoslavia, the article was modified as follows: 

Third line: After the word "beam " delete the word "is", and insert "should, as a 
general rule, be ". · 

Sixth line (of the French text) : the word "mesure "was replaced by the word '' mesurera ". 

(English text unchanged.) 
Seventh line (of the French text) : the word " represente " was replaced by the word 

" representera ·•. 
(English text unchanged.) 

Article r8. 

The following corrections were made : 
Second line: replace "Article 9. paragraph 2 ", by "Article ro, paragraph 3 ". 
Third line : insert the word " the " before " tonnage ". 

(French text unchanged.) 
Article rg. 

France. 

On the proposal of the French Government, the words " de ces deux parties " in the last 
line but one of the Frc1uh text were replaced by the words " des deux parties ". 

(English text unchanged.) 
Article 21. 

France. 

A misprint in the French text was corrected : " Articles 2I " was replaced by " Article 2I ". 

Articles 2I, 32, 42, 53a and 73· 
Japan. 

The Sub-Committee first considered the rule proposed by Japan, but abandOned it because 
of the difficulties that would arise if a ship, having been measured according to certain units of 
length, had to be remeasured aftenvards in another country where other units of length are in use. 

Article 22. 
France. 

Considering the fact that, in the case indicated, extra sections are used instead of the regular 
section, the area of which could not be ascertained by direct measurement, the Sub-Committee 
did not think it advisable to strike out the word" subsidiary ". 

Italy. 
Article 24. 

The Sub-Committee agrees with the observation of the Italian Government and decides to 
replace the word " measured " in the third line by " determined ". 

Yugoslavia. 
Article 25. 

It seems to the Sub-Committee that there is some misunderstanding and it desires to point 
out that the_ spaces shown in Figures 30 and 3I 1 between the ceiling and the tank-top are supposed 
to be occup1ed by wooden grounds and air-spaces. 

Article 26. 
Sweden. 

(~) General.-Th~ Sub-Committee sees no reason for changing the draft on account of the 
S~ed1s~ remark. It 1s to ~e understood that the draft has been arrived at after very long 
d1scusswns and careful cons1deration by the Technical Committee. 

1 See document C.I]6(a).M.6s(a).I93I.VIII. 
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France. 

. (a) 2.-The Sub-Committee ~oes not ~ink it s;1perfluous _to maintain the draft as it stands, 
1n_ ohrder ~o prevdent as ~ar ashposs1ble thde mtroductwn of specml constructions exclusively made 
v.d'l

1
t a 'h11_ew to . ~creasmg t e tonnage epth and, therefore, cannot agree with the proposal to 

e ete t 1s pro,'1swn. 

Italy. 

(a) 3.-lf the _depth of the longitudinal girders excee~s what is strictly necessary for access, 
the ~on?ag_e d~pth 1s t~ be taken t? the top of floors, but 1t was not thought necessary to give a 
spec1al !nd1catwn to this effect, as 1t seems clear enough as it novv stands. 

Norway. 

(a) 4 and 5.-The Norwegian proposal to use the wording" open floors "instead of" skeleton 
floors " is not accepted. · 

France. 

(a) 5--The remark of the French Government results from a mistake in the Frrnch draft, 
which was corrected as follows : 

§ 5, second line : " d'une tres grande hauteur "is replaced by " d'une hauteur anonnnle ". 

Japan. 

(a) 5--The Japanese observation has been noted, but the Sub-Committee docs not 11ud any 
reason for amending the draft. · 

As to the second point raised, it is not clear exactly what construction the J apancse 
Government has in mind and, since in any case this only refers to exceptional cases, the 
Sub-Committee does not think it necessary to alter the draft. 

Yugoslavia. 

(a) 5, 6 and 8.-With regard to the comments of the Yugoslav Goverument, the Sub
Committee desires to point out that Figures 18, 20 and 21 1 exclusively relate to floors without a 
double-bottom. 

With regard to the construction of a double-bottom according to Figure 19, the Sub-Committee 
is of opinion that both the figure and the paragraphs of the article relating thereto should be left 
unaltered. Difficulties with regard to measurement are not anticipated. 

Italy. 

(a) ro.-It is thought that the Italian requirements are sufficiently covered by the draft, 
seeing that the regulations for strength and safety should be interpreted in a wide sense. 

Yugoslavia. 

(a) 10.-As to the Yugoslav remark, the Sub-Committee thinks .that the .defi.niti?n is 
satisfactory. The question might, however, be left open and decided by mternatwnal 
agreements. 

Japan and Sweden. 

(b ).-In the case indicated by Figure 251 the result of the J apat~ese ai_ld Swedish proposals 
would be the exemption from measurement of part of the peaks which might be available for 
stores, cargo or fuel; and is, therefore, not acceptable. 

Article 27. 
Italy. 
• Last §.-While recognising that the Italian observations are justified to a certain extent, the 

Sub-Committee did not find that the advantages that would accrue from the proposed amendment 
would outweigh the disadvantages. 

Article 29. 
Sweden. 

§ 2.-The Sub-Co~mittee agrees ~n substance, but thinks it unnecessary to make an express 
provision to this effect m the Regulatwns. 

1 See docmnent C.I76{a).M.6s(a).I93I.VIII. 
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Article 33· 
Norway, Sweden and Yugoslavia. _ 

As already stated in the observations on Article 6, the second phrase of Article 33 : 
common interval is calculated . . . fifth decimal ", was deleted. · 

" The 

France. 
In conformity with an observation made by the French Government, a drafting amendment 

was made in the footnote in the French text : 
Second line: "d'un vaigrage" was replaced by "un vaigrage ". 

(English text unchanged.) 
Article 34· 

Sweden. 
'!'he Sub-Committee is not of opinion that it is necessary to add_mor~ detail~d regulations as 

to the method of measurement. If the Swedish Government thinks It advisable that such 
regulations be added, it would be appreciated if they would indicate more precisely what they 

desire. 
Article 35· 

Sweden. 
The present wording appears to cover the case referred to by Sweden. 

Article 36. 
Japan. 

'fhis article is not intended to apply to the " stern-tube bossing ". The cubic capacity of 
such bossing should be ascertained separately and included in the under-deck tonnage. 

Sweden. 
A definite rule cannot be laid down as the position of the assumed line depends on the curvature 

of the ship's sides; therefore, each case should be dealt with on its merits. 

Article 37· 
Italy. 

The method explained in Article 37 is the only one which is practised to the knowledge of 
the Sub-Committee. If, however, the method indicated by the Italian Government was used, 
the result would be practically the same. 

Article 38. 
Italy. 

§ 2.-The method suggested in the Italian remark is that hitherto employed in the British 
system for ships with a double-bottom. The rule laid down in the draft was· chosen as being 
simpler and easier to apply in practice. 

Yugoslavia. 
§ 2.-This comment appears to be based on a misunderstanding. Fig. 58 1 indicates that the 

lowest breadth should be measured on top of ceiling between the points where the curve com
mences, which seems to meet the wishes of the Yugoslav Government. 

Article 40. 
France. 

In conformity "i.th an observation made by the French Government, a misprint in the French 
text was corrected-toe., the word " quant " was replaced by the word " quand " in the first line. 

Article 41. 
Norway. 

!irst §.-In view of certain comments made by the Norwegian Authority the following· 
modifications were made in the wording of the first sentence : ' 

The word " calculated " was replaced by " ascertained "---in the first line and after 
"transverse section ", same line,. the words "at its correct position " were inserted. 

Japan and Yugoslavia. 

Second §.-In conformity with observations made by the Japanese and Yugoslav 
Governments, the last sentence of the second paragraph was amended as follo:ws : _ -~--- ___ _ 

. After " by dividing the number of cubic feet by 100 " delete " or by dividing the number of . 
cubic metres by 2.83 ". Put a full stop after "100 " and add: 

" If cubic metres are employed, these shall be converted into recnster tons by multipl,ring 
by 0.353-" t:.• J• 

1 See document C.r76(a).M.6s(a).I9JI.VIII. 
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Article 42. 
Japan. 

( b ).1-Refused under 26 and also here . 
. (I).1 -Refused .as. contrary t~ the ge~eral principle and inYolYing practical difficulties 

particularly as the lim1t suggested IS au arbitrary one . 
. (2).1 -Thi.s seems ~mpracticable, as the method propose~ would result in many cases in a 

cons1~er~ble difference ~n .under-deck tonnage as compared w1th that obtained by the common 
practice m the vast maJonty of cases. 

Italy, Japan, Sweden and Yugoslavia. 

Second §.-It is agreed by the Sub-Committee that the comments from four countries on this 
point are not without foundation. The Sub-Committee did not, however, feel that it was in a 
position to propose a new draft on a point such as this, which might involve certain complications. 
It has been suggested that, should the length of the slopes exceed a certain fixed percentage 
of the tonnage length the under-deck tonnage might be ascertained without measuring in parts 
and that the results would not be unduly modified by such a procedure. 

Article 43· 
Norway. 

In conformity with an observation made by the Norwegian Authority, the word" au-dessous" 
in the first line of the last paragraph, was replaced by "au-dessus ". 

(English text unchanged.) 

Article 44· 
Italy and Yugoslavia. 

The draft merely gives an example and countries are left free to prescribe which exact method 
should be used. 

Norway. 

§ 2 (a).-After discussion, the Sub-Committee decided not to accept the Norwegian proposal. 
§ 4.-The Sub-Committee retained this observation and replaced the words "on prend" 

in the first line of the second paragraph, by "i1 conviendrait de prendre ". 
(English text unchanged.) 

Article 45· 

The following misprints were corrected : 

Third line: " (see Article 70) " was replaced by " (see Article JI) ". 
Fourth line: " I5.25 metres " was replaced by " I5.24 metres". 

· § 6.-As a consequence of the alteration made in Article 41 (conversion of cubic metres 
into register tons), the Sub-Committee modified the two last lines of this paragraph to read as 
follows: 

" The capacity in register tons is obtained by dividing the number of cubic feet by roo or 
by multiplying the number of cubic metres by 0.353." 

Japan and Sweden. 

It is understood that, in some ports and canals, dues are _levied on doublc-?ottoms whe? 
available for carriage of cargo, stores or fuel, and, therefore, 1t would be undesirable to omtt 
measuring double-bottom spaces. 

Yugoslavia. 
In conformity with an observation made by the Yugoslav Government, the first sentence 

of the third paragraph of the French text was amended as follows : 

" La longueur de chaque compartiment est mesuree entre les varangues extremes. " 

(English text unchanged.) 

Article 46. 

Yugoslavia. 
The point raised by the Yugoslav Government is covered by Article 48. 

1 These paragraphs refer to subdivisions in the ] apanes'e observations. 
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Article 48. 
Norway. 

Method I (c).-The following footnote should be added after " overhead " in the third line 

from below : . 
"If the lower deck ends at the sternpost or in the neighbourhood thereof, the helght at the 

stern post shall be taken as representing the height of the after part." 

Yugoslavia. 
Method 3 (a) .-Fig. 741 is only a diagram and does not represent half the deck. The ordinates 

Y indicate the breadths measured. . . h be 
The proposed correction, which seems to be meant for F1g. 73 (not 75) lS t~ou~ t to 

superfluous. As regards the observation on I<'ig. 74, see reply above. The suggestwnm the last 
paragraph also seems superfluous in view of Article 49· 

Article 49· 
Norway. 

In consequence of the corrections made to Article 48, the Norwegian amendment was judged 
to be no longer necessary. -

Article 50. 
Sweden. 

The Sub-Committee was of opinion that the definition of a permanent superstructure_ must 
be left to the surveyors of each count~, as an intern~tiona~ defin~tio~ would be too comp_lic~~ed 
-e.g., when taking into account the different cases which mtght anse m respect of small pnm1hve-
ships. 

Yugoslavia. 

Fourth line: Substitute for" Article 58 ", "Articles 57 and 58 ",in order to meet the remark. 

Article 51. 
Sweden. 

'fhis must also be left to the surveyors. No berths, banks, tables, etc., should be provided. 

Article 53· 

The following error was corrected in the English text : 

§ 2, fifth line: Read "Length I " instead of" Length ". 
(French text unchanged.) 

Sweden. 

§ I.-The normal distance will generally be regarded to be between 2 and 3 feet, but tonnage 
surveyors are naturally expected to exercise their discretion in this matter. 

The method indicated in Article 53 for measuring the height of superstructures is in full 
agreement with that given for the measurement of the height of 'tween-deck spaces in Article 48. 

Norway. 

§ 2.-To meet the Norwegian observation, footnote 1 was inserted after the word "lengths " 
at the end of § 2.-This footnote reads as follows: 

" See footnote to Article 48." -

Japan. 

§ 3.-To meet the Japanese observation, footnote 2 was inserted after the words " of the 
present article " at tlze end of the second paragraph of § 3: This footnote reads as follows : 

" In the case of a superstructure having the same breadth at all points of its length it 
is sufficient to measure only one breadth." 

1 

Norway. 
Article 54· 

~he Sub-~om~nittee considered the first observation made by the Norwegian Authority, 
but did not thtnk 1t necessary for th~ moment t~ make any change in the draft. With regard 
to the last paragraph of the Norwegian observations, the Sub-Committee decided to make the 
following drafting amendments : 

"S~ven~h line on page 32: Replace the words in parentheses " (i.e., in this case .) " 
by (z.e., m general . . .) ". 

Paragraph 2 : Add, at the end of the first line, the words " footnote to paragraph 3 and ". 

1 See document C.I76{a).M.6s{a).I93I.VIII~ 
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Japan. 
Article 55. 

First. §.-The Sub-Committee thought it better not to grant this exemption, as it mi!!ht 
lead to rmsuse. ~ 

Italy. 

Second §.-'.(_his amendment is considered as superfluous as it is already the common practice 
to regard the hatchways referred to by Italy as ordinary cargo hatchways. 

Article 56. 
Sweden. 

In the opinion of the Sub-Committee, Article 56 is sufficiently e:l>.'"})licit. 

Article 57· 

The following misprints were corrected : 

Paragraph I, third line : " Article 74 " was replaced by " Article 77 ". 

. Further in ~~e Eng~sh tex~: a double ~pa~e was inserted ~t the end of the paragraph 7 ti.nishing 
wtth the words (see Ftg. 87) , so as to mdtcate that the satd paragraph ends with these words. 

France . 

. § 2.-If machinery is_ fi~ted in these pla~es, exemption is provided for in paragraph 2 of 
Arttcle 57, whether the shtp 1s a passenger ship or not. In no other case may exemption from 
gross tonnage be granted under the proposed ru1es. 

Sweden. 

§ 2 and 4.-The observation is logical, but the text reflects the historical development and 
corresponds to the practice of the majority of ~aritime countries. 

Italy. 

_ § 4.-The Sub-Committee is of opinion that the space mentioned by the Italian Government 
is included in the space referred to under 4· Moreover, in a large passenger liner, a considerable 
part of this space may be exempted under paragraph 2. The Sub-Committee, therefore, does 
not think it necessary to amend the text. 

§ 7.- There seems to be no reason for adding these spaces to the exemptions already granted 
under the proposed rules, but in so far as they are appropriated to and used exclusively by the 
master and crew, they are to be deducted under the provisions of Articles 6I and 62. 

Irish Free State. 
§ 7, paragraph 2.-The Sub-Committee considers that the definition proposed by the Irish 

Free State would be still more arbitrary. Each case should be dealt with on its merits. 

Norway. 
Following a suggestion made by the Norwegian Authority, the words" of the spaces referred 

to in paragraphs 2 to 7 " were inserted after the word " measurements " in the fourth 
sub-paragraph, on page 34 (of the English text). 

Article 58. 

The following misprints were corrected in the French text : 

First paragraph, fifth line: The words" de tels espaces "were replaced by" ces espaces ". 

II (a), 2, first lz"ne: "S'il est demande" were replaced by "si l'on demande ". 
II (c), 3, last line: "(voir figure 85) " were replaced by "(voir figure 97) ". 

(English text correct.) 
Taking into account a practice accepted by certain countries (United Kingdom, Netherlands, 

Norway and Sweden), the Sub-Comittee decided to add the following footnote after the word 
"shifting-boards" in II (c) 2: "Instead of wooden boards, panels made of steel channel-bars 
may be used." 

Japan. 
II (a).-The Sub-Committee, although realising that the proposed. sys~el?l _may i~volve 

certain anomalies, still does not see its way to make any other proposal, smce tt IS tmposstble_to 
provide for every possible contingency. If, however, some Government or other a?thonJ;' 
wishes to levy dues on open spaces, nevertheless the proposed system may be used, smce t e 
proposed formulre for tonnage certificates indicate the tonnage of all open spaces and all necessary 

details. 
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Sweden and Netherlands. 
II (a) -The Sub-Committee having considered the Netherlands and Swedish observatit~ns 

· ! h t ·t uld b advisable to return to the common prac 1ce concerning II came to the concluswn t a 1 wo e · · ·th "but in no 
in most countries, and therefore to delete tlze end of tlze paragraph begmmng Wl 

case ". 

Italy. 

II (b).-The Sub-Committee has noted _w!th ~nterest the Italian G~wernment's prorosal, 
but finds difficulty in expressing a definite opmwn m the absence of details and figures. 

Norway. 

I I (b), 2.-The Sub-Committee, on account of an observation from the Norwegian Authority, 
deleted the word "closed " in the first line of (b) 2. 

l " · · " d add " at most " II (c), I (i).-The Sub-Committee proposes to de ete nummum an 
after " o.6IO metre ". 

II (c), I (ii).-The following phrase is added at the end of the paragraph: 

"If a coaming is fitted, its height shall not exceed 2 feet, or o.6ro metre at most." 

II (c), 2.-The Sub-Committee, in view of the fact that, ~n. the majority of coun~ries it is 
not permitted to close tonnage openi~gs and bulkhe~ds by shiftmg-boards together w1th loose 
plates, did not see its way to meet this recommendatiOn. 

France. 

I I (c), 3.-0n account of a proposal made by the Frenc1 Government, the word ': d:hiloires " 
was replaced by " de seuils " in the fourth line; in the relevant footnote, the word " h1l01res " was 
replaced by " seuils ". 

Norway and Sweden. 

II (c), 4.-The Sub-Committee, while realising the reasons f_?r the objection made l;>Y the 
Norwegian Authority and the Swedish Government does not see Its way, under present cucum
stances, to propose any alteration in the present rule. 

Sweden. 

II (c), 5.-The Sub-Committee, while realising that some small difficulties may arise as a 
result of the rule laid down in this paragraph, does not think it advisable to propose any alteration 
in the text. 

Norway. 

II (d).-On account of an observation made by the Norwegian Authority, the French text 
was completed by the following paragraph : 

" d) Dispositions generales. 

" I. Toutes les ouvertures de tonnage en raison desquelles il est reclame une 
exemption de jauge brute devront etre situees de maniere a etre exposees aux intemperies 
eta la mer. 

"2. Les dimensions des ouvertures de tonnage susmentionnees servent a calculer 
l'aire minimum degagee d'une ouverture; par consequent, la longueur minimum doit 
exister sur toute la largeur minimum (voir figure roo) ou la hauteur minimum sur toute 
la longueur minimum (voir figures 92 et 93). 

"3· En determinant les dimensions des ouvertures de tonnage, on tiendra compte 
des barres, chandeliers, crapaudines, etc., qui font saillie car ils diminuent l'aire degagee 
d~ ces ouvertures. !outefois, dans_l,e cas des ouverture~ laterales, les pannes des membrures 
d attache au borde peuvent emp1eter sur la surface libre des ouvertures (voir figures g

2 et 93)." 

(The French version was thus brought into harmony with the English text.) 

Sweden. 

II (d), I:-Th_e Sub-Co~mit~ee realises that ~he observation is logically justified, but the 
generally admitted mterpretabon Is that these openmgs are regarded as open to weather and sea. 

Japan. Article 59. 

Same reply as to Article 58. 
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Article 6o. 
Japan and Sweden. 

The Sub-Commi!tee reconsidered this article in the light of ~he obserYations made by the 
Japanese and Swedish GoYernments and c~me to !he conclusion that both the footnote and 
paragraph 2 should be deleted and the matters m question be left to the national legislation. 

Sweden. 

It is naturally understood that Article 6o does not atiect any country's rirrht to issue special 
orders in respect of inland navigation or its national coasting trade. "' • ' 

.-1 rticles 6r and 62 (general). 
Japan. 

Third § of Article 6r and Fifth § of Article 62.-The term " adjacent " should be read in the 
light of the footnote. Therefore, a change in the wording of this article does not seem necessary. 

Sweden. 

Second § of ~rtic!e .6r and Fou;th § of -1rticle 62.-If the vessel is not to be regarded 
as a passenger ship w1thin the meamng of Article 64, saloons may, in general, be regarded as 
officers' mess-rooms, unless there are already separate mess-rooms for o!licers and for engineers 
on board the ship. 

Article. 6r. 
France. 

First §.-The Sub-Committee, after considering the French proposal, was of opinion that the 
present text of this article is less liable to misuse than that suggested. 

Norway. 

• Third §.-In conformity with an observation made by the Norwegian Authority, the 
Sub-Committee deleted "and " before "bathroom" and added "an office and wardrobes". 

Article 62. 
Norway. 

In conformity with an observation made by the Norwegian Authority, the Sub-Committee 
deleted" intended " before " voyage " in the third line of the second paragraph, and put" wardrobe " 
in plural in the second line of the fourth paragraph. It further placed a footnote after " pursers " 
in the third line of the last paragraph. This footnote reads as follows : " Or officers acting as 
such". 

Italy. 

The COJ,llment is not clear, since the point would appear to be covered by Article 63. 

Article 63. 

The following misprints were corrected in the French text : 

Second paragraph, seventh line : The words " (voir figure 103) " were replaced by " (voir 
figure ro2) ". 

Second paragraph, tenth line : The words " (voir figure 104) " were replaced by " (voir 
figure 103) ". 

Sweden. 

The Sub-Committee was of the opinion that the observations made by the Swedish Government 
with regard to spaces used for heating, lighting and ventilation of crew spaces a.re covered .by 
Article 57, paragraphs 2 and 5, and by the first two lines of Article 62. The observatwn concernmg 
fresh-water tanks and sanitary tanks is not quite clear to the Sub-Committee. It seems to ~he 
Sub-Committee that the point raised concerning fresh-water tanks is covered by the th1rd 
paragraph. 

Norway. 
First §.-In conformity with an observation made by the Norwegian Aut~?rity, the 

Sub-Committee decided to add, in the first paragraph, after " cargo ship ", " a medicme locker 

and, ". 
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Italy. 

Second §.-Since the Technical Committee arrived at this draft, w~ch _gives refere1;1-c~t ~0 
figures, after very long and careful consideration, and since Italy has no obJectiOn to the pnn P ' 
the Sub-Committee sees no reason for a change. 

Norway. 

Second §.-The Sub-Committee, while U?derstandil!g the reasons for the observation, 
not consider it possible to accept the Norwegtan suggestwn. 

Yu~oslavia. 

does 

Second §.-In the opinion of the Sub-Committee, the Yugoslav observation is met by the 
draft. 

Japan. 

Third §.-Same reply as to Norway, under second §. 

Article 64. 

First §.-The Sub-Committee, rtalising that several nations desire a somewhat more liberal 
conception as to the number of spare berths which might be available_ in a cargo s~p, proposes 
to make a small amendment in the first paragraph to the draft to this effect. . This paragraph 
should therefore read as follows : 

" Spare rooms shall not be deducted. The existence, . however, of tw? spare ro_oms 
for the use, e.g., of pilots or extra officers will not be considered as rendenng the ship a 
passenger ship, on condition that the said spare rooms are fitted with not more than four 
berths in all, including sofa-berths. " 

Japan and Italy. 

General.-The Sub-Committee does not see its way to accept the suggestion that a ship shall 
be considered as a passenger ship if it carries more than twelve passengers, and considers that 
the definition of a passenger ship need not necessarily be the same in two conventions of different 
scope. It is pointed out that, in order to make the rules more elastic, the number of spare rooms 
has been increased to two. 

Italy. 

The point raised in the last paragraph but one of the Italian observations seems to be covered, 
since the word " intended " has been deleted in paragraph 2 of Article 62. 

Norway. 

Sec?ud paragraph.-The word "provision-room " has been inserted after "bakery " in the 
sccoud ltue, to meet the suggestion made by the Norwegian Authority. 

The answer to the second point raised by Norway is in the affirmative if the conditions laid 
down in the second paragraph of Article 64, the first paragraph of Article 62 and the third paragraph 
of Article 63, are complied with. 

Article 65. 

The following misprints were corrected in the English text : 

First paragraph, first line: read "shall," not "shalls ". 
First paragraph, second line: read "spaces " not "space,". 

(French text unchanged.) 

France. 

Second §.-On account of an observation made by the French Government the words "se 
composent de " in the second line of the second paragraph were replaced by " son't les suivants " 

(English text unchanged.) 

France. 
Article 66. 

First paragraph.-8ame reply as under Article 6r. 

Italy. Article 67. 

G Secondt~aragraphd.-b In t~e opi~on of the Sub-Committee: the point raised by the Italian 
overnmen IS covere y Art1cle 79 m the case mentioned b thi G · · · 

~oiler is· used for heating fuel-oil, it should be considered ~s p:rt ~;~~~m;~~e~~g l~aa~~f~~~~ 
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France. 

Last. parag~aph, seco1zd line.-The " above c?~1dition~ " was deliberately put in the plural 
because 1t ~vas mtended to apply to all the cond1ttons lmd down in Article 67 and not onlv to 
the preceding sentence. · 

Article 68. 
Japan and Norway. 

General.-The Sub-Committee is of opinion that some maximum should be fixed in order to 
prevent ~suse .. In the case of lar~e s~ps, hm:·e:•er, while mainta_ining the percentage of gross 
tonnage la1d down, the Sub-Committee 1s of opnuon that a more hheral allo\\"ance in ton~ than 
is actually stated in the draft Regulations may perhaps be ginn. 

France. 

First §.--:-On account of an observation made by the French Government under Article 78 
the follow~ng addition was made ,~n the first paragraph, tl:ird_linc: af~er the wor~s ·• cargo pumps.: 
the followmg words were added : or transfer pumps for hqmd fuel situated outs1de the boundaries 
of the propelling machinery space", and the word" all "was inserted after the word'' prO\·ideJ. " 
in the same line. 

Article 69. 
Italy. 

Third §.-In conformity with an observation made by the Italian Government, the worJ. 
"store " in the first line of the third paragraph, was put in plural. 

Last §.-In order to make the text clearer, the Sub-Committee further decided to insert, 
after the words " fishing and hunting ships" in the first line of the last paragraph, the words: 
" (e.g., whalers and sealers) ": , 

Article 70. 

The following misprint in the English text was corrected : 

Paragraph 3, last line: Replace "Article 68 " by "Article 69 ". 
(French text unchanged.) 

Japan. 

Paragraph z.-The draft being already more liberal than the general practice, there docs 
not seem to be any reason for altering it. 

Article 71. 
Italy, Japan, Norway and Sweden. 

In view of the objections raised by certain countries, the Sub-Committee considers that 
limits for the deduction for water-ballast tanks might be less strict, but does not feel justified 
in making any definite proposal. 

Sweden. 

Second paragraph.-In the opinion of the Sub-Committee,_ experience has show~1 that the 
. provision concerning an application in writing from the owner 1s likely to prevent mtsuse. 

France and Italy. 
Ad (a).-There is a mistake in the French version; the last line of Ad (a) should read: 

"les membrures ala hauteur du plafond des water-ballasts ". 
(English text correct.) 

Japan and· Sweden. 
Ad (a) and Ad (b).-The Sub-C?mmittee ~ec~de~ not to accept th~ suggestions of ~he 

Japanese and Swedish Governments, smce some mdtcatwns as to the spaces to be dealt ~ 1th 
need to be given. 

Italy. 
Ad (b).-While realising the reasons for the Italian comments on this point, the Sub

Committee, for practical reasons, does not think it advisable to alter the draft. 

Norway. 
Ad (b) dAd (c) -On account of the suggestion made by the Norwegian Aut~ority, the 

d " ·1anfor motor ~ooling water " were added after the third line in Ad (b), and 111 Ad (c). 
wor s or 01 • f ., f t .. 1 " t r for " after 
third paragraph, the words " or oil " were added a ter · or wa er anc wa e ' 
" cooling, ". 
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Italy and Sweden. 
Ad {c).-In the light of the observations made, the Sub-Committee altered paragraph I, 

Ad (c) to read: 
"The manholes shall have an area not exceeding 2.5 square feet or 0.255 square metre ". 

As concerns the addition proposed by the Italian Government at the end of Ad (c), .the case 
seems to be covered by paragraph (c) . 

Italy. 
Ad (c), second paragraph.-The Sub-Committee carefully c~msidere~ and discusse~ the 

Italian proposal as to coffer-dams, but finally came to the conclusiOn that It was not advisable 
to alter the proposed regulations. 

Netherlands and Norway. 

The Sub-Committee thought it advisable to replace the graph on page 47 by a table (see 
Annex 2). 

Article 73· 

The following misprint was corrected in the second line (English and French versions) 
instead of "Articles 6r to 64 ", read "Articles 61 to 63 ". 

Italy. 
First paragraph.-Though theoretically logical, the adoption of the Italian proposal would 

be contrary to the common practice. 

Sweden. 

First paragraph.-The Swedish comment on the first paragraph is not understood by the 
Sub-Committee as, in its opinion, the case raised is covered by Article 72 and the first paragraph 
of Article 73· 

Yugoslavia. 

First paragraph.-In the light of the Yugoslav observations, the first paragraph of Article 73 
was amended as follows : insert in the seventh line, after the words "frames and ", the words 
" if the space involved has a bulkhead in common with a superstructure of which it forms part, 
to the inner edges ". (Figure ro6 is amended accordingly.) (See Annex 3.) 

As to the remark concerning the limitation of water-ballast spaces, the Sub-Committee 
refers to the reply under Article 71, first paragraph. 

Italy. 
Article 75· 

The Sub-Committee considers that the latitude requested by the Italian Government, if 
granted, might place the authorities in an awkward position and, therefore, prefers to maintain 
the draft. 

Footnote to paragraph 3.-In order to meet the remark on note 2, the word "special" has 
been inserted before " fire-pump " in this footnote. · 

Japan, Sweden and Yugoslavia. 

For the reasons given on pages 19 and 20 of the main report,1 the Sub-Committee considered 
that no change is advisable. . . . 

Japan. 

Para_graph_ 3.-The. S~b-Committee, while realising that, logically, the present traditional 
system gives nse to objectiOn, does not see its way to alter the draft. 

Article 76. 

The following misprint was corrected : 

Ad (a), (b) and (c),_ second paragraph, last line: The words" (see Figs. 98 and 99)" 
were replaced by " (see Figs. ro8 and 109) ". 

Italy. 

First §.-In the light of an observation from Italy, the Sub-Committee decided to replace 
" may include " by " includes " in the first line. 

1 Document C.IJ8.:i\I.JI.I928.VIII. 
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Japan. 

(d).-In Yiew of the opinion taken by the Sub-Committee with recrard to the 1,r·111 •• 1' f 
d d . f II" h" . d ,.. clp e or e ucti~:m or prope mg-mac mery space, It oes not seem possible to accept the Japanese 
suggestion. 

Article 78. 
Italy and Netherlands. 

The Sub-Committee decided to add "main" before ·• boilers,. in A (3). , 
A (6) (a) .-The Sub-Committee, while realising that A (6) (a) gives rise to certain difficultic' i 

practice a~d should be recou~idered later, do~s not feel ~hat it ~hould make any other prop~s~~ 
for alteration than the deletzon of the followmg words 111 parentheses : '"(not iucludin" motor 
ships with internal combustion machinery) ". '"' 

Japan. 

A (6) (a).-The Japanese comment seems to be based on a misunderstanding, since" settling
tanks " and " tanks for lubricating oil " are distinctly different. 

France. 

A (6) (n).-An addition was made to Article 68 in order to meet the French point. 

Sweden. 

B.-The Sub-Committee, considering the fact that this article was drafted with the full 
approval of the Technical Committee and provides useful guidance to surveyors, sees no reason 

· to alter the draft. 

Article So. 

On page 53 of the :£nglish text, fourth paragraph, last line but one, the following misprint 
was corrected _: 

Read : " amidships " instead of " admidships ". 

The following further misprint was corrected : 

End of first paragraph of paragraph (3) : Read " (see Figures III and II8) ", instead of 
" (see Figures IIO and II8) ". 

(French text correct.) 

Article 81. 
Yugoslavia. 

General.-In view of the opinion taken by the Sub-Committee witli regard to the principle 
for deduction for propelling-machinery space, it does not seem possible to accept the Yugoslav 
suggestion. 

Japan. 

(a) (1).-The Sub-Committee thinks that no great objection can be raised against the 
Japanese observation, which is compatible with the present wording of the article. 

France. 

(a) (5) .-The Sub-Committee does not share the French Government's views on the danger 
that would arise out of the exception referred to, but the setting up of an international body 
exceeds its competence. 

Sweden. 
(b) (4).-If this remark is correctly under~tood, it relates to p~ragraJ?h (b) (4), an~ if s~ch 

is the case, it may be observed that a platform m an escape trunk will not mfluence the mclusion 
_ of such trunks in the propelling-machinery space. 

Norway.· 
(c) (z).-The question of the inclusion in the gross tonnage of .the por:t:ions of the s~aces 

referred to in (c) (z) which do not fulfil the requirements of (c) (z) {I) and (u) h~d been raised, 
but the Sub-Committee did not feel that it could make any concrete proposal 111 the matter. 

Article 82. 

Yugoslavia. 
While realising that there are certain mathematical ~onsiderations in fayour of the method 

d b the Yugoslav Government the Sub-Committee does not consider that the draft 
;~~~f~ebe altered, as it implies fewer cal~ulations and gives approximately the same result. 
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In order to make the draft clearer, the Sub-Committee decided to add the word " arithmetic " 
before " mean " in the first line of the last paragraph. 

Article 83. 
France and Norway. 

In view of the observations made, certain figures in the tables (pages 57-59) were corrected 
(see Annex 4). 

Japan. 

(See answer to Article 75.) 

Article go. 
Japan. 

General.-As to the registered dimensions, the Sub-Committee was well aware of the fact 
that several proposals of almost equal value could be made, but, after consideration, did not 
think it necessary to alter the draft. 

France. 

Paragraph 3.-With regard to the French remark on the depth, the following error in the 
French version has been corrected in order to bring it into harmony with the English text : 

Last line: After the word "toles ", read "ou des planches du borde (voir figure 129) ". 

Tables I B, II A, II B, III A, III B, IV A, IV Band Examples for Application. 

The Sub-Committee made certain corrections and additions to the above tables (see Annex 5). 

Table VB. • 
France. 

The Sub-Committee considers that, for practical reasons, the table should be mai~tained 
as it sta_nds, as countries using the English unit of length are accustomed to use twentieths of feet 
when measuring ships. 

FIGURES ANNEXED TO THE DRAFT REGULATIONS. 

Th~ Sub-Com~ittee. noted the remarks _made by the French Government as well as by the 
Norwegtau Authonty w1th regard to the F1gures, and instructed the Secretariat to take them 
into account in view of a future edition. 

ANNEX 1. 

[Published separately.] 
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ANNEX 2. 

TABLE REPLACING THE GRAPH (P.\GE 47 OF THE DRAFT RI<XmtA'l'IONS) INDI
CATING THE l\IAXU.lUl\1 ALLOWANCE FOR WATER-BALLAST AS PERCENTAGE 
OF GROSS TONNAGE (WHICH OUGHT TO BE REYISED IN A MORE LIBERAL 

WAY ACCORDING TO THE OPINION OF THE SUB-COM:MITTEE). 

The spaces available for water-ballast which are to be taken into account include the double
bottom compartments. 

~---
--~--- -- --- ------- ---~- -- ... 

!I Gross Percentage Gross I Percentage ~~ Gross j I Gross I tonnage onnage Perc en t-Jgc i ton~lagc l'crccn tuge tonnage [ ' 

I I I I II 

I 
-

1,ooo 1].00 3,300 ' 14.17 6,200 II.49 
II 

ro,8oo I 8.4-J. ; 

1,1oo I6.86 3,400 ! I4.07 6,400 II.3J II ,000 8.3J -
1 1 200 16.72 3,500 13.96 6,6oo II. I] 

I 
II ,200 8.22 

1,300 I6.58 3,6oo I3.85 6,8oo II.02 II,400 : 8.1:2 I 1,400 16.45 3,]00 13.75 ],000 I0.8] II ,Goo I 8.0:2 I 1,5oo I6.32 3,8oo 13.65 ],200 IO.J3 I II ,Boo 7-92 ' 1,6oo I6.19 3,900 13.55 7,400 ro.59 ! I2,000 7-8:2 l 1 1 ]00 16.o6 4,000 1 13.45 7,6oo I0.45 I 
I2,200 7-72 

1,8oo 15-94 4,100 13-35 ],Boo I0.3I 12,400 7-62 
1,goo 15.81 4,200 I 13.25 8,ooo 10.1] I2,6oo 7·53 
z,ooo 15.68 4,300 

I 
13.15 8,200 10.03 12,8oo 7·44 

- 2,100 15.55 4,400 13.05 8,400 g.8g 13,000 7·35 
2,200 15-43 4,500 I 12.96 8,6oo 9·76 I3,200 ].26 
2,300 15-31 4,6oo 12.87 8,8oo g.63 13,400 7· 17 
2,400 15.19 4,]00 

' 
12.78 g,ooo 9·50 13,6oo 7-08 

2,500 15.07 4,8oo I 12.69 9,200 9·37 13,800 6.g<) 
2,6oo 14.95 4,900 12.60 9,400 9-25 14,000 6,go· 
2,]00 I4·84 s,ooo 12.51 9,6oo 9-13 J4,200 6.82 
2,8oo 14-72 5,200 12.33 9,8oo 9.01 14,400 6.74 
2,900 14.61 5,400 12.16 1o,ooo 8.89 14,600 6.66 
3,000 14-50 5,6oo 11.99 10,200 8.]7 J4,8oo 6.58 
3,100 14·39 5,8oo rr.82 10,400 8.66 15,000 6.so 
3,200 J4.28 6,ooo rr.65 1o,6oo 8.55 
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ANNEX 3. 

FIGURE REPLACIXG FIGURE ro6 REPRODUCED PAGE 43 OF DOCUMENT 
C. IJ6(a)1I.6s(a).I93I. VIII. 

bOATSWAINS STORES 

N~OASIN /JV/-tA/J-RE O'EQ(IIPACC 

NOIV -I)£0UCT18LE SPACE 

t:SP/.CE A'ON OCtJUCTIBL!: 

s /)I{ 4003. 

a b c is a pan of a 'tween-deck. 

o lm n (boatswain's stores) measured between the linings, 

« d e I (lamp room) and e d p q (boatswain's stores) measured to the inner surface of frames and to 
itions respedh-ely, and 

i h j II (chainlocker) measured to the partitions, shall be deducted. 



ANNEX 4. 

EXAMPLES r AND z OF THE APPUCATION 

OF THE PROVISIONS CONCERNING THE DEDUCTION 

FOR PROPELLING-MACHINERY SPACES, REPLACING 

THE EXAMPLES REPRODUCED ON PAGES 57-59 OF 

DOCUMENT C.rJ6.M.65.I9JI.VIII. 
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Example 1. 

Cubic capacity of actual machinery 
space = 160 tons (453.26 m•). 

Total cubic capacity of space on or 
above the upper deck (light and air 
casings, etc.)= 65 tons (184.14 m•). 

Aggregate cubic capacity of hatch
ways = 25 tons (70.82 m•:. 

Underdeck tonnage 

Space ahm·e the tonnage deck ..... 

Space on or above the upper deck I 
(light and air casings, ~tc.) ...... , 

A. The owner requests no space on or above the 
upper deck to be included in the gross /ounage 
and added to the actual m.tChinery spac'. 

The cubic capacity of the actual machinery 
space does not exceed I 3 per cent of the gross 
tonnage. Consequently, the deduction for propel
hog-machinery space will be z6o x I.75 = 280 tons 
( 153.26 X 1.75 = 793.21 m 3). 

- - -- ~- -- --~~~-

1,35o.oo tons (3,824.36 m 3) 

200. oo tons (566 ·57 m•) 

-1------~ 
Excess of hatchways ............ . 

Gross tonnage 

Deductions other than deduction 
for propelling-machinery space .. 

Remail'.der 

I 
17.25 tons 

1 
12o.oo tons (339.94 m') 

1,447.25 tons (4,099.86 m") 

- -·-----------! 

Deduction for propelling-machinery / 

-~sp:ce ·~· ·_··~~·~·~~·~j ___ z_8_o_._o_o_to_n_s __ (793:'21 m') I 
I, 

I 

Ket tonnage .................... [ 

I 
1,167.25 tons (3,306.65 m•) I 

---------~~ 



J 

---------------- ----

I 
I 

I 

I 

H. The owner requests as muclt space as po~sible on 
or above tire upper deck to be added to the act11al 
maclzinerv space and included in the gross 
to11nage, I hr. Ia Iter not exceed aug I ,6oo.oo lCJn$ 
(4,532-58 m 3). 

32.89 tons (93.17 m 3) of the space on or above 
the upper deck is added to the actual machintry 
space and included in the gross tonnage r6o.oo 
+ 32.89 = 192.89 tons (.~53-~6 + 93.17 
= 546 .. u m3) does not exceed 13 per cent of the 
gross tonnage. Consequently, the deduction for 
propelling--machinery space will be 192.89 x 1.75 
= 337-56 tons (546.43 x I-75 = 956.25 m3). 

1,35o.oo tons (3,824.36 m 3
) 

-- - --- -- --

2oo.oo tons (566.57 m•) 

-- ---------- ---- -·-

32.89 tons (93-17 m•) 

~ 17.09 tons (48 ·41 m•) 

. 1,599.98 tons (4,532-51 m•) 

il 12o.oo tons (339·94 m•) 

\ ·;t-------------

1 

I -

337·56 tons (956. 25 m') 

C. Tire owner rquests the t~cce~sar)' cub1c c:rpllcltv 
o.f spaces otr or abot•e the uppr•r dtck to be 
included itJ the gross tonna~.: at11l addetl to the 
actrm! macltiner_v space i11 order to obhm: t~e 
3~ pe,· ceul dcductio". 

5o.J8 tons ( LP-44 m3) of the space on or nbo\'e 
the upper deck is included in the ~ross tonna~e 
and added to the actual machinery space I 
t6o.oo + 50.~8 = ~ 10.2S tons (453.26 + f42..H 
= 595-70 m3). 13 per cent of the J.!TOSS tonna~e 
= 210.25 tons (595.60 m:J). Consequently, the 
deduction for propelling-machinery space will be 
32 per cent of the gross tonnage. 

1,35o.oo tons (3,824.36 m'') 

2oo.oo tons (566.57 m') 

so.28 tons 

17 .oo tons 

1,617.28 tons (4,581 ·53 m•) 

979·75 tons (2.775-so m•) 

1------------------------------------
) 
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Example 2. 

Cubic capacity of actual machinery 
space = 360 tons (r,or9.83 m'). 

Total cubic capacity of space on or 
above the upper deck (light and air 
casing, etc.)= 105 tons (297.45 m'). 

Aggregate cubic capacity of hatch
ways = 30 tons (84.99 m'). 

I 
---------------A 

A. Tire owner requests no space on or above the 
upper deck to be included in tire gross fOtmage 
and added to tlte actual machinery space. 

I 

The cubic capacity of the actual machinery 
space is above 13 per cent and under 20 per cent of 1, 

the gro~ tonnage. Consequently, the deduction I 
for propelling-machinery space will be 32 per cent 
of the gross tonnage. . 

---------------1--------------1 

Under-deck tonnage 1,63o.oo tons (4,617.56 m') 

---------------1--------------\: 
' 

Space above the tonnage deck ..... 28o.oo tons (793.20 m') 

------------- --------------------
Space on or above the upper deck 

(light and air casings, etc.) ..... . 

- ---------------1 

Excess of hatchways ............ . 20.45 tons (57·93 m•)~ 

-- ------ ----~-1----------------------1 

I 

)" 
Gross tonnage . . . . . . . . . . . . . . . . . . 1, 930.45 tons (5, 468.69 m') "4" 

--------------1--------~:1 
Deductions other than deduction for 

propelling-machinery space ..... 

Remainder .................... . 

Deduction for propelling-machinery 
space ....................... . 

I Net tonnage ................... . 

' 
I 90 . oo tons 

617.74 tons (1,749.98 m 3 ) '' 

1,122.71 tons (3,180.47 m•) 1
( 

£1 
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~----------------~--------------------
B. The owner requests as much space as possible 

I, on or above the t~pper deck to be added to the 
actual machinerv space ani include.l in lire 
gross tonnage, the latter no/exceeding 2,ooo.o.J tom 
(s,665.72 m3). 

c. The owner re.1uests t11e total cubic C(rpacitv Of 
space on or abot'e the upper cleck to be incll4tled 
in the gross to1mage and added lo Jhe actrml 
machinery space. 

- --------- ----------- ------------

69.88 tons (197.96 m 3) of the space on or above 
the l1pper deck is added to the actual machinery 
space and included in the gross tonnage 360.00 
+ 69.88 ~ 429.88 tons (1,019.83 + 197.96 
= 1,217.79 m<l) is more than 20 per cent of the 
e:ross tonnage. Consequently, the deduction for 
propelling-machinery space will be 429.88 x 1.75 
= 752.29 tons (t,217.79 x 1.75 = 2,13t.13 m3). 

105 tons (297.45 m3) is included in the l{ross 
tonna~e and added to the actual machinery space. 
36o.oo + 105.00 = 465.00 tons (t,o19.83 + 297-45 
= I,JI7.28 m:l) is more than 20 per cent of the 
gross tonnage. Consequently, the dccluction for 
propelling-machinery space will be 465.00 X 1.75 
= 813.75 tons (1,317.28 x 1.75 = 2,305.2+ m3)-. 

1-------------1----------------------

I,63o.oo tons (4,6I7.56 m•) 

28o.oo tons (793. 20 m') 

1--

69.88 tons 

t'l-\ 
I 

20. IO tons (56. 94 m') 

,[1-------------------------------

r-~·99~98'""~~"_66; 66 m') 

1' 1 I90. oo tons (538. 24 m') 
.! 

r,8o9.98 tons (5, 127.42 m•) 

--1 

I 752.29 tons (2,I3I.I3 m') 
I 
I 

I ,0,57 .69 tons (2,996.29 m') 

) 

r,63o.oo tons (4,6I7.56 m') 

--------------------

28o.oo tons (793. 20 m') 

ros.oo tons (297 ·45 m') 

I9.92 tons (56.43 m') 

I9o.oo tons (538 .24 m') 

I,844.92 tons (5,226.40 m') 

----------------------

8I3.75 tons (2,305.24 m') 

I,031. I? tons (2,921. r6 m') 
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SCHEME OF CALCri,ATION. 

Gross tonnage exclusiye of light and air space and 
hatchways . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . I .sso.oo 

Excess of hatchways (based on the above gross 
tonnage).......................... . . . . . . . . . . . I7. 25 

Gross tonnage, inclusive of excess of hatchways and 
exclusive of light and air space . . . . . . . . . . . . . . . . . I , 567. 25 
I3% of I,567.25tons................ 203.74 
Machinery space below upper deck..... I6o.oo 

Difference ......................... . 
I4.95 % of difference ................ . 

Difference plus 14-95 % of itself ...... . 

43·74 
6.s..J. 

so.28 

Gross tonnage inclusive of light and air space and of 
temporary excess of hatchways . . . . . . . . . . . . . . . . I ,617. 53 

Additional exemption for hatchways; account of light 
and air spaces = 1/2 % of so.28 . . . . .. . . . . . . . . . . . 0. 25 

I3 % of the gross tonnage ............. I , 6I7. 28 = 

Machinery space below upper deck ................ . 
Light and air spaces ............................ . 

Sum ... 

I,617.28 

210.25 

r6o.oo 
so.28 

210.28 



ERRATA AND ADDENDA TO TABLES I B, II A, II B, 
III A, III B, 1V A, IV B, AND EXAMPLES OF THE 
APPLICATION OF THESE TABLES REPRODUCED IN 

DOCUMENT C. r 76. M. 65. 1931. VIII. 
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Addendum au Tableau I B 
IXDIQUAXT EX P!EDS L'IXTER
VALLE CmDil'X ET LE TIERS DE 
L'IXTERVALLE CO)DirX EXTRE LES 
LARGErRS POl'R DIFFEREXTES 

"HACTECRS DE TOXXAGE n. 

La "hauteur de tonnagen au mi
lieu de la longueur de tonnage 

excMe r6 pieds. 

46,oo 7,666 2,56 
,05 7.675 2,56 
,ro, 7,683 2,56 
,15 /.691 2,56 
,20 7,700 2,57 
,25 7·708 2,57 
,30 7, 7I6 2,57 
.35 /. 725 2,58 
,40 7.733,2.58 
,45 /,/4 I 2,58 
.so' 7· 750 2,58 
.55 7· 758 2,59 
,60 7,766 I 2,59 
,65 7·775' 2,59 
, 70 7, 783 1 2,59 
.7517,7CJI. 2,6o 
·,So 7,8oo 2,60 
,85 7,SoR 2,6o 
.9~ 17.8I6 2,6I 
.9:> 7,825 · 2,6r 

I 

50,oo 8,333 l 2, 78 
,05 8,34 I 2, 78 
, IO 8,350 ' 2, 78 
.rs 8,358 j 2,79 
• 20 8,366 ' 2, 79 
,25 8,375 2,79 
,30 8,383 2, 79 
.35 s. 39I · 2,8o 
,40 8,400 2,8o 
,45 8,4oS . 2, So 
.so 8.4 t6 ·, 2,8r 
,55 8,425 I 2,81 
,6o 8,433 : 2,81 
,65 8,44 I ' 2,8 I 
• 70 8,450: 2,82 
,7; I ~.458: 2,82 
,So: il,406 · 2.82 
.8sj s,4 75 

1 
2,83 

,()0' 8,483 ! 2,83 
.95 ! 8,491 2,~3 

47,oo, 7,833 · 2,6I 
,os 7.8-t I I 2,6! 
• 10: f,Sso 1 

2,62 
,1 5 I 7,s5s z,6z 
,20 I ?.866 I 2,62 
,25 I 7,875 2,63 
,30 7,883 : 2,63 
.35 7.89! i 2,63 
,40 7,900 i 2,63 
.45 7,<)08 ' 2,6-J. 
.so 7.916 2,6-t 
,55 7,925 z,6.f 
,60 7.933 2, 64 
,65 7,9.p 2,65 
,70 7.950 2,65 
.75 7.958 2,65 
,So 7,966 2,66 
.ss 7.975 2,66 
,go 7,983 2,66 
,95 ?,{)()I ' ?.,66 

Addendum to Table I B 
IXDICATIXG IX l'EET CmDIOX 
I:>TER\'ALS AXD ONE-Til!RD OF 
CO)D!OX INTERVALS BET\YEEN TilE 
Bl~EADTHS CORRESPONDING TO 

DIFFERENT TONNAGE DEPTHS. 

The tonnage depth at the middle 
of the tonnage length <"XC<"c'ds 

r6 feet. 

48,oo i
1 

S,ooo 
,as S,oa.q 
,Io 8,ot6 
,15 8,025 
,20 8,0]3 

,25 8,04 I I' 

,3o ~.oso 
.35 s.osK 
,40 S,oti6 ; 
··15 ::i,o75 I 
,50 8,oK3 
.ss ~.091 
,6o: S,Ioo 
,65 l R, lOS 

,70 8,II6 
,75 S,I25 
,So S, 133 
,85 S,r.p 
,90 R,r5o 
,0.!) R, 1_18 ' 

'l,tJ, 

:2,0j 

:.!,07 

-:!,bS 

z,(,S 

2,6S 
2,hS 

'.:!,69 
2,{H) 

2,6o 
e,69 
'2, ;o 
2, 70 

2,70 
2, 71 
'".?, 7 I 
2, 71 
2, 71 

49,oo i ~. t 110 

,051~.175 
,to.S,tSJ 
,IS I S,I~'l 

.~o 1 ~.-:::oo 

,os! s.~us 
• )0 ! 8,'21 (l 

.35 I s.o~s 
,4o i X, 233 
··15 s.~.p 
,5o S,2_::;o 
,55 S,25~ 
,6o ~.2t16 

,65 8,275 
,70 S,2~3 

.75 8,091 
,So S,3oo 
,85 : S,3oS 
,<)0 8,31 () 
,o_1 R, J'!5 

, -' -.,-
~. 7J 
~./.l 
!, 73 : 
2,73 I 

:_!, 74 I 

2 • 7·l 
!,74 
'.i!, 7·l 

2, /.) I 

2, 75 1 

2, j(\ i 

2,76 
2,761 
2, 76 
2,77 
'!,77 
'1., 77 
2,78 
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(Nouveau) Tableau II A 
LSDIQFANT EN .\IETRES L'INTER
\"ALLE CO)DIUN ET LE TIERS DE 
L'INTER\" ALL£ CO)D!l'N ENTRE LES 
LARGEFRS POt"R DIFFERENTES 

(New) Table II A 
INDIC.-\TING IN )IETRES CO:.DIO:S 
INTER\' ALS AND ONE-THIRD OF 
CO)DION lNTER\"ALS BETWEEN 
THE BHEADTHS CORRESPONDING 
TO DIFFERENT TONNAGE DEPTHS. « HAl"TEl"RS DE TONNAGE~-

La "hauteur de tonnage» au mi
lieu de la longueur de tonnage 

n'exet'd,, pas 4 m. SS. 

The tonnage depth at the middle 
of the tonnage ll'ngth do,·s not 

e.rcc:cd 4.88 metres. 

O.jO 0.1250 0.0-J 

O.jl 0.1275 0.0-J 

O.j2 O.IJOO 0.04 

o.53 o.I325 o.o4 
0-54 '0.1350 0.05 
0.55 O.I375 0.05 
o.s6 o. !400 0.0') 
0.57 O.J425 0.05 
0.58 o.q5o: o.o5 
o.59 o.I475 o.o5 
0.60 O.I500 0.05 
o.6I I o.I525 0.05 
0.62 1 0, IjjO O.Oj 

0.63 l.a.I575 0.05 

0.641 o.I6oo!. 0.05 
o.65 o.I625i o.o) 
o.66 o.I65o, o.o6 
0.671 O.I675' 0.06 
0.68 0. I 700' 0.06 
0.69 I O.Ij25 0.06 

: 
1.30 0.32501 0. II 

~-~~ ~::~~~ ~:~~ ~:~~ ~:~~~~ ~:~~I ~::~, ~:~~~~1 ~-~~ i 
o.7·.! O.I.Soo o.o6 o.<12 o.:ZJOO o.oS 1.12, o.z.Soo 0.09! 

O.jJ,O.I82j 0.06 0.0) 1 0.2_)2.) O.oS I.IJ
1
0.:.!.S.!j o.o~): 

0.74 1o.rS_;o; o.o6 0.94 ;o.·.!JSO, o.oS l.I.J O.:!.S:)o1
l· 0.10 

0.75: o.1875 1 o.o6 O.t)~ 1 o.2375: o.oS 1.15 0.2875
1 

o.Io 
o.761 o.ItJool o.o6 o.9tl l 0.2.JOOj o.oS 1.16 o.zqoo' o.Io 
0.7710.19251 0.06 O.C)7 !O.:.!.f:.!j~ O.OS 1.17 0.2~)2_1! 0.10 

0.78, 0.1950~ O.Oj 0.9S 0.2450! O.oK I. IS 0.2<)50' 0.10 
O.fCJ O.ICJ/5 0.07 O.C)y 1o.:.!.l75l O.Ot' 1.19

1

0.:.!C_Ij.) 0,10 

0.80 0.'2000! 0.07 I .00 ~ 0.-:!jOO: O.O.S I .:!0 O.JOOO 0,10 

0.81 0.2025' 0.07 I.OI 0.2j2_)

1

: 0.08 1.21 O.JO.!j 0.10 

0.82 0.2050] 0.07 I .02 0.2550 0.09 1 )·l O.JU.)O! 0.10 

0.83 0,20jj~ 0.07 I.OJ 0.2.?75[ 0.09 1.2j O.JOj'51 0.10 
0.84 0.2 100~ O.Oj I.O..J. 0.2000

1 

0 DC) I .:.!_J O.JIOOt 0 10, 

o.S5 o.2125l o.o7 1.05 0.26251 o.o9 1.25 o.31251 o.1o I 
0.86 0.21j0

1 
0.07 I.OU 0.26jo; 0.09 1.26 O.JI_=;o. 0.1 I 

o.87 10.2175i 0.07 1.07 o.2b75i o.og 1.27 O.JI75' o.II 1 

0.88 t 0.2200~ 0.07 1.08 
1 
o.2jOO: o.o9 1.2S , O.J:.!oo, o.I I 

o.Bq I 0.2225' o.o; r .oq o.272,;! o.oq r 211 , 0.3'2'.!51 o.It 

1.5010.3750 0.13 I.jO 0.4250: O.f4 I.<)O I O.Ji.)OI 0.16 i 

r.5I o.3775 o.I3 r.7I o .. 1275; o.I·I I.<JI ~ o.4775 o.1o 
1.52 'I o.38oo o.I3 1.72 o.430ol o.q I.<)2: o .. 1Sooj 0.16 
1.53 0.3825 O.I3 I.73 0.43251 0.14 I.<J3 I 0.4H25' 0.10 
1.54 o.385o o.I3 1.74 o.435o 1 0.15 1.94 io+'l5;,1 o.16 
1.55 .o.3875 o.I3 1.75 o.4375! o.I5 1.95 'o.4S75 o.16 
r.56 1 o.39oo o.I3 r.76 o-4-1oo1 o.15 1.96 1 o.4<1oo· o.16 
1.57 0.3925 o.I3 1.7~ 

1
0.4425

1 
o.I5 1.97 i o.4925, o.16 

1.58 0.3950 o.I3 1.7~ io.q5ol o.r5 r.98lo.4<J5o' o.I7
1 

1.59 0.3975 o.I3 1.79 0-4-175· 0.15 1.99 i 0 -4'!751 °· 17 
r.6o o.4ooo o.I3 r.So 0-4500 o.I5 z.oo, o.5ooo o.17 

r.4I 0.3525 o.I2 r.6I 0-4025 o.I3 r.8I 0.4525 o.I5 2.01 io.5025

1 

0.17 
1.42 o.3550l o.I2 r.62 o.4o5o o.I4 r.82 0.4550 o.I5 2.02 1 o.so5o o.17 
1.43 0.35751 o.I2 r.63 o.4075 o.14 r.S3 0-4575

1 
o.I5 2.03, o.5o751 o.17 

l.3I 9.32751 O.II 
1.32 0.3300 0. II 
1.33 0.3325 O.II 
1.34 , 0.3350 0. I 1 

1.35 :0.3375 O.II 
I.jo , 0.3400 0. I I 
1.37 ~ 0.3425 O.II 
!.38 ~ 0.3450 O.I2 
!.39 0.3475 O.I2 
!.40 0.3500 0.12 

I.44 ;o.36ool o.I2 r.64 o.4Ioo o.q r.84 o.4ooo
1 

o.15 2.04. o.51ool o.17 
r.45

1

o.3625 o.Iz r.65 o.4I25 o.q r.85 o.4625l o.I5 z.o5 o.5125 o.17 

I 
r.46 o.365o, o.I2 r.661 o.4I5o o.I4 r.86 o.4fi5oi o.16 z.oo o . .515o o.17 1 
1.4710.36751 o.I2 r.6.7 o.4I751 o.q r.S7 jo4075 0.16 2.0710.5175 o.17i 

I 
I.48 0.3j001 O.I2 r.68 '0-{200 O.I4 r.88 '0.4700, 0.16 2.0S 0.52001 0,17 
1.491o·3725 o.I2 r.69 !o.4225 o.I4 r.89 lo.4z.:2'~~:z·o<J~'i225, o.17 

~~~~~~--2---~--~~--~'----~-



--t-

(Nouveau) Tableau II A ( Sllilc) 

2. I~ 0.5250 0.18 

2.1 I 0.5275 0.18 

2.12 O.jJOOj 0.18 

2.13 0.5325' O.IS 

2.14 O.jJjO; 0.18 

2.15 0.5375 O.IS 
2.16 0.5400! 0.18 
2.17 O.j.J25

1 
0.18 

2.18 0.5450
1 

0.18 
2.19! 0.5475' 0.18 
2.20: 0.5500; 0.18 

2.21 I 0.55251 o.rs 
2.22 O.j.)jOI 0.19 

2.23 0.55751 0.19 
2.24 o.56oo 0.19 
2.25 0.5625 o.r9 
2.26 o.565o o.19 

2.2710.5675 o.rgl 
2.28 0.5700 0.19 
2.29 0.5725, 0.19 

2.90 0. 72501 0.24 
2.91 0.7275 0.2-j 
2.92 0.7300 0.24 
2-93 o. 7 325 0.2-f 
2.94 0.7350 0.25 
2-95 0.7375 0.25 
2.96 0.7400 0.25 
2.97 0.7425 0.25 
2.98 0.74501 0.25 
2.99 0.74751 0.25 
3.00 0. 7500 0.25 
3.01 o. 7525 0.25 
3.02 0. 7550 0.25 
3.03 0.7575 0.25 
3·04 0.76001 0.25 
3·05 0. 7625 0.25 
3.06 0. 7650 0.26 

3·071 o. 76751 0.26 
3.08 o.noo 0.26 
3·09 o. 7725 0.26 

:.!.JO O.jjjO, 0.19 

~.jl :0·5775 0.1~) 

2.32 O.j8oo o. I y 

"·33 :0.5825 0.19 
"·34 0.5850 0.20 
2.35 : o.ss;s o.zo 
2.36 o.sgoo 0.20 

"·37 '0.5925 0.20 
2.38 :0.5950: 0.20 

' I 2.39 '0.5975' 0.20 
2.40 I o.6ooo o.zo 
2.41 I o.6o25 o.2o 
2.42 0.60:)0 0.20 

2-43 o.6o]5: o.2o 
2-4-1 o.610ol' o.2o 
2.45 I 0.6125 0.20 

2-46 !o.615o o.21 
2.471 o.6175l o.2 r 
2.48 o.6zool 0.21 

2.4Q o.6zz_.:;l 0.21 

3.1o I o.775o! o.261 
3-II I 0.7775 0.26 
3.12 o.78oo1 0.26 
3.13 o.7825i o.26 
3·14 o.785o' o.26 
3-15 0.78751 0.26 
3.16 0.7900

1 

0.26 
3.17 I 0. 7925 0.26 
3.18 0.7950, 0.27 

H~ ~:i~HI; ~:~; 
3.22 o.8o5o o.27 
3-23 0.8075 0.27 
3.24 o.81oo 0.27 
3.25

1

1 o.8125 o.27 
3.26 o.8150 0.27 
3·27 0.8175 0.27 
3.28 o.8zool 0.27 
3.29 1 0.8225, 0.27 

(New) Table II A ( contimt<'d) 

2.50 o.6250 o.:.!I 

:.!.jl 0.6275 0.21 

2.j:.! 0.6JOO 0.:.!1 

:=!.jJ! 9-63:.!5 0.21 

2.54 o.6v;o o.21 

2.55 o.6J~5· o.21 
:2.j6 0.6400 0.21 

:!.j/ '0.04:.!5 0.21 
:.!.jS o.6-Jj0, 0.22 

2.59 • 0.6475 0 •>O 

2.60 '0.6jOO 0.22 

2.61 i o.6525 0.22 
2.621" 0.6550, 0.22 
2.63 0.6575' 0.22 

2.641 o.66oo' 0.22 
2.6~ o.6~zs; o.zz 
2.6b o.6bso: 0.22 

2.671 o.6675'. o.22 
2.68 o.67ool o ..,., 
2,6<) '0.6725' 0.22 

, I 

3.30 1 o.825o
1 

3. 3 1 -
1 

o.82 75 
3.32 o.83oo! 
3·33 'o.8325j 
3·34 o.835o, 
3-35 0.8375: 
3.36 0.8400 
3-37 0.8425 
3-38 0.8450 
3-39 0.8475 
3.40 o.85oo 
3-41 0.8525 
3.42 o.855o 
3-43 0.8575 
3·44 o.86oo 
3-45 o.8625 
3.46 o.865o 

3-47 0.86751 
3-48 9-8700 
3·49 o.8725 

0.28 

0.28 

0.28 

0.28 

0.28 

0.28 

0.28 
0.28 

0.28 
0.28 

0.28 

0.28 
0.29 
0.29 
0.29 
0.29 

0.29 

0.29 

0.29 

0.29 

I - -

o.hjjO O.:.!J 

0.0775 0.2J 
2.7:.! o.l,Soo O.:!j 

:.!.jJ ,O,h~:.!5 0.:23 

2.74 o.osso o.:.!j 
2.jj O,llSjj O.:.!j 

2.;6: 0,(1~)00 0.2j 

2.77 O,lHl:.!j 0.2J 

2.jS ·O.lH).)O o.~] 

:z.79 0.6975 o.:zJI 
2 . .So , o. 7ooo o.:z31 
2.~1 I O.jO:.!.) O.:ZJI 
:.!.~~ O.j050 0.~-J 

1 

~.~J 0.7075 0.24 I 

2.84 0.7100: 0.~41 
2.85 O.jl~j~ o.2.jl 
:z.R6 O.ji.')O 0.24 

2.87 0.7175 0.2.1 
2.88 O.j:.!OO: 0.241 
2.8q o.7225: o.::q I 

I ' 

J.so o.S7so! o.2q 1

1 

3-51 o.~ii5l 0.2') 
3.52 o.88oo

1 
0.29 

3-53 o.SS25j 0.29 
3·54 0.8850' 0.30 
3·55 I 0.8875 0.30 
3.56 o.Sgoo o.]o 
3·57 0.8925 0.30 
3.58 o.8g5o o.3o 
3-59 o.8975 0.30 
3.00 0.9000 0.30 
3.61 0.9025 0.30 
3.62 0.9050 0.30 
3.63 0.9075 0.30 
3·64 0.9100 0,30 
3.65 0.9125 0.30 
3.66 0.9150 0.31 
3.67 0.9175 0.31 
3.68 0.9200 0.31 
].691 0.92251 0.31 



5 

(Nouveau) Tableau II A (suite) (New) Table II A (contimud) 

3.70 :o.Q25ol o.JI 3.90 lo.975o
1 

0.33 4.Io 'I.o~5o! o._q 4·3" I.o;so o.Jl> 
J.jl 0.9275 O.JI J.<)l :0.9775 O.JJ .J.I I l.0~/5i O.J.J .J-31 1.0775 O._ih 
J.j.! 0.9JOO O.JI J.~).! 'o.ySoo O.j] .J.I.! I.OJOO O.J.J ·I·J~ t.oSoo O.jll 

3-73 0.9325 O.JI 3-93 O.<).'i25 0.33 4·I3 1.0325 O .. H 4-JJ I .0~25 O._ll> 
3·74 0.9350 0.3I 3-9-1 O.<)~jO 0.33 ·1-14 I.OJ50 O.J5 4·34 I.OS)O O._ll> 
3·75 0.9375 O.JI 3-95 0.0S75 0.33 -J..I.) 1.0375 O.Jj 4·35 I.oS;j O.Jil 
3.76: 0.9-JOO. O.JI j.qO! 0.9900: O.JJ -J.IO 

1 

1.0-J.UO O.J5 ·f-JO I.Ol)Ol) O.jO 

3·77 :0.9.J2j, O.JI 3-97 0.(_)~1:2j O . .)J .J.If 1 

l.O.f.!j O.Jj -f·J/ I.Ot):25 O.jO 

].78: O.(_).t_~o' O.J2 .).1)8 0.9050 0.33 .J.IS: 1.0-JjO O.J.) .J.JS I.Ot)jO O.Jj 

3-79 !0.9-J./5 0.]2 J-99 0.91)/5 O.JJ .J.It) I 1.0-J.jj O.Jj 4·3q I.Ol_ljj O.Jf 

3.80 r 0.9500 0.32 4.00 I .0000 0.33 4.20 ' I .OjOO 0.35 4.40 I. 1000 0.37 
J.St I 0.9525 0.32 4.0I I.OO.!j 0.33 4:.n I.Oj'.!j 0.35 4-·P 1.10:25 O.J; 

J.82 '0.9550 O.J2 .J.02 l.OOjO O.J.J -J-.:.!2 I.O.)jU O.Jj ...J. . .J.! I.IOjO O.]j 

3.83 0.9575 0.32 4.03 1.0075 0.34 4.23 I 1.0575 0.35 4--13 I.1075 0.37 
3.84 0.9600 0.32 4.04 1.01001 0.34 4.24 I I.O(JOO 0.35 4·44 I. I 100 O._l/ 
3.ss o.962s, o.32 4.05 1.0I25; o.34 4.2:; 

1 
1.ot>25 o.35 ·1--15 1.1125 o.37 

3.86 o.965oi 0.32 4.o6 1.0I5o: o.34 4.2b I.O(>_'io o.Jt> -1·4b I. I 150 o.37: 
3.S7 0.9675 O.J2 4-0~ II.OI75' 0.34 4.27 I 1.0(>75 O.J6 4·47 I.I175; O._l/ 
3.88 :0.970~~ 0.32 4.01i I 1.0200 0.34 4.28

1
1.0700 O.,)tl 4--1~ I.120o; 0.37 

3.Ro'0.9725 0._12 4.onlr.o~::!5 0.3·l .J'..!0 1 I.Of.!.i o.:~() 4··1<) 1.1~.!.') 0.37 
~~~~~~~~~~~~~----~~~~~-~~~ 

I 
4 .<0 I.I2<0 0.38 4 -o I I--o

1 
0 J<J 4·')0 I.22_)_ol,. O .. II 

-' -' ·: I • ~:_1 • 
4.51 1.1275 0.38 4. 1 1 1.1 11 .), 0.39 .J.IJI 1.2·.!75: o .. p 
4·52 I.IjOO~ O.J8 4.72 I.JSoo 0.30 4.92 I.:.!JUO, o .. p 
4-53 II.I325! O.JS 4··73 I.I025~ O.J(l 4-'!.1 1.'2325 0.4I 
4·54 I.I350, 0.38 4·74 1.1~50i 0.40 4·'14 1.23.50 0.4I 
4·55 1 I.I375i 0.38 4·75 I.IO/jr 0.40 4-95 1.237.' o.;J 
4.56 I.qoo: o.3K 4·7(' I.I9oo: 0.40 4-'1" 1.2.100: o.4I 
4·57 I.I425 O.Jil 4·/7 I.I(l25. 0.40 4-'l/ I.2425 0.4I 
4.58 I.If50: 0.38 4.7S I.I950 0.40 -I·'JS 1.2450 o .. p 
4-59 1.1475 0.38 4·79: I.I975 0-40 4·9'! 1.2475 0.42 
4.6o 1.15001 0.38 4.8o 1.2oooi 0.40 
4.6I I.I525 0.38 4.8I 1.2025 o .• lo 
4.62 1.1550! 0.39 4.8·2 1.2050 o . ..;o 
4.63 I.I5751 O.J<) 4.83 1.2075 0-40 
4.64 I.I6oo[ 0.39 4.1>4 11.2IOOI 0.40 
4.65 I.I625

1 
0.39 4.85 1.2I25 0.40 

466II.I650 0.39 4.86 1.2I50,0.4I 
4.671 I.I675 0.39 4.87 1.2I751 0.4I 
4.68: I.I700 0 . .)9 4.88 1.2200 0.4I 
4.69 1 

I. If25i O.J<) 4.89 1.222j 0.4 I 

5.00 

5-0I 
j.02 

I .2 )00 0.-f-2 

r .z~zs! o .. p 
I .2.)j0: O . .J2 

j.OJ I 1.2jfjl 0.42 
j.O...J. I .2(>00

1 

0.42 

5.05 I.2fi2j: O.-J2 
j.06 I .2650 O .. J2 
j.07 i 1.2675 0.42 
j.OS : 1.2700 O.-J2 

_).oq r .2725 o .. p 

5.10 1.27.)0 0.4J 
5 II 1.'.!7/5 O .. JJ 
5· I l I 1.2Soo' O .. IJ 
5.131 I.oS25

1 
0 .. 13 

5·1.1 [ 1.2S5o O .. IJ 
_'i.I5

1

I.2S75 0.43 
j.Ih l,'.!l)OO 0.4J 

.). I 7 I 1.21)'..!5 o:43 
j. IS 1 

I .2()50, 0.4] 
j.l<): 1.2C)/j 0.-JJ 

j.20 1 I .JOOO 0.4J 

s.2I 1 1.3025 0.43 
5.22 I I.JO,)O: 0 .. 14 
5.23 I 1.3075 O+l 
5-24 I I.JIOO 0.44 
5.25 I.JI25 O .. IJ 
j.2b I .J 150 O .. J.f 
.).'.!/ l.Jijj O .. J.J 
5.2S I.J200 O+l 
:) . .!(} 1.3225 o .. H 



6-

(Nouveau) Tableau II A (suite) 

5·30 !.3250 0.44 
5-31 1.3275 0.-14 
5.32 1.3300 0.44 
5·33 : 1.3325 0.44 
5·34 ' !.3350 0.45 
5·35 i !.3375 0-45 
5·36 : !.3400 0.45 

: ~:~~I ~:~1~~ ~:!~ 
I 5·39: 1.3475 0.45 

5-40 !.3500, 0.45 
5-41 !.3525 0.45 

!.3550 0.45 5-42 
I 5·43 
I 5·44 

5·45 
5·46 
5·47 
5-48 
5-49 

!.3575 1 0.45 
I .36ooi 0.45 
I .36251 0.45 
r.365o: o.46 
!.36751 0.46 
!.3700: 0.46 
!.3725' 0.46 

I 
6.ro 1.52501 o.5r 
6.II 1.5275[ o.5r 
6.12 1.5300 o.5r 
6.13 1.5325 o.5r 
6.r4 1.5350 o.5r 
6.I5 1.5375 o.5r 
6.r6 1.5400 o.5r 
6.17 1.5425 o.5r 
6.r8 1.5450j 0.52 
6.19 1.5475

1 

0.52 
6.2o 1.55oo o.52 
6.2! !.5525 0.52 
6.22 1.5550 o.52 
6.23 15575 0.52 
6.24 r.56oo 0.52 
6.25 1.5625 o.52 
6.26 r.565o o.52 
6.271 !.5675 0.52 
6.28 1.5700 0.52 
6.29 !.5725 0.52 

5-50 !.375011 0.46 
5·5 I 1.3775 O .• j6 
5-52 !.3800 0.46 
5·53 !.3825 0.46 
5·54 r.3S5o o.46 
5-55 !.3375 0.46 
5·56 !.3900 0.46 
5·57 !.3925 0.46 
5·58 1.3950 0.4 7 
5-59 !.3975 0.47 
5.60 !.4000 0.47 
5.6r 1.4025 o.47 
5.62 r. 4o5o o.4 7 
5·63 !.4075 0.47 
5.64 1.4 roo 0 .. 17 
5.65 1.4125 o.47 
5.66 1.4150 0.47 
5.67 T.4I75j 0.47 
5.68 r. 42oo, o.4 7 
s.6q 1.4225 o.4 7 

6.30 I 1.57501 0.53 
6.31 !.5775 0.53 
6.32 r .58oo o.53 
6.33 1.5825 o.53 
6.34 r.585o o.53 
6.35 !.5875 0.53 
6.36 !.5900 0.53 
6.37 !.5925 0.53 
6.38 !.5950 0.53 
6.39 !.5975 0.53 
6.40 r.6ooo 0.53 
6.4I r.6o25 o.53 
6.42 r.6o5o 0.54 
6.43 I.6075 0.54 
6.44 r.6roo 0.54 
6.45 1.6125 0.54 
6.46 r.6r5o o.54 
6.47 1.6175~ 0.54 
6.48 I .62001 0.54 

_6.49 I .62251 0.54 

j.jO 

5-71 
5-72 
5-73 
5-74 
5·75 
5·76 
5·77 
5·78 
5-79 
5.8o 
5.Sr 
5.82 
5·83 
5·84 
5.85 
5.86 
5·87 
5.88 
.').8q 

(New) Table II A (continrwi) 

i s !.4250 0.4 
I.-!2751 o .. ,s 
t . .JJ001 0.48 
!.43"5' 0.48 
I ·4350! 0.48 
I..t3751 o .. ,s 
!.4400 o .. ,s 
l-4-\25 O .. jS 
!.44501 0.48 
!.44751 0.48 
1.4500

1

1 0.48 
!.4525 0.48 
1.4550 0.49 
!.4575 0.49 
I.4600 0.49 
!.4625 0.49 
1.4650 0.49 
!.4675 0.49 
!.4700 0.49 
!.4725 0.4'l 

5.90 l 1.4750 0.49 I 
5-91 I !.4775 0.49 
5.92 1 1.4800 0.49 
5-93 I 1.4825 0.4q 
5·9·1 1.4850 0 . .')0 
5-95 r.4s75 o.5o 
5-96 1

, !.4900 0.50 
5·97 ~ I ·4~>25 0.50 
5·98 : !.4950 0.50 I 
5-9'l: !.4975 0,50 
6.oo ' r .5ooo 0.50 j 
6.or . 1.5025 0.50 
6.02 1 1.5050 0.50 
6.03 !.507 5 0.50 
6.o4 i r.s roo o.5o 
6.os 1 r.s I ~5 o.5o 
6.06 I 1.5 I 50, 0.5 I 
6.o7l 1.5175 o.5r 
6.o8 ' r.szoo: o.5 r 
6.o'l , r ·.'i225 o .. 'i I 

6.50! r.625ol o.54 6.70 r.675o1 0.56 
6.51 r.6275 o.54 6.;r r.6775 o.56 
G.52 r.63oo o.54 6.72 I .68oo 0.56 
6.53 r.6325 o.54 6.73 r.6S25 o.56 
6.54 r.6350 o.55 6.74 r.(>85o 0.56 
6.55 !.6375 0.55 6.75 r.68j5 0.56 
6.56 r.64oo1 0.55 6.76 r.6goo o.56 
6.57 r.6425, o.55 6. 77 r.6925 o.56 
6.58 1 r.645o: o.55 6.78 r.6g5o o.57 
6.59 r.6.!75i 0.55 6.79 1.6975 0.57 
6.6o r.65oo; 0.55 6.8o 1.7ooo 0.57 
6.6r r.65z5j o.55 6.8r 1.7025 o.57 
6.62 r.655o\· o.55 6:82 r..7o5o o.57 
6.63 !.6575 0.55 6.83 !.7075 0,57 
6.64 I.66oo

1 
0.55 6.84 1.7100 0.57 

6.65 r.6625i o.55 6.Ss 1.7125 o.57 
6.6.6 r.665o\ 0.56 6.86 r.7r5o o.57 
6.67 r.6675 o.56 6.87 1.7175

1 
0.57 

6.68 r.67ool o.56 6.88 r.72oo1 o.57 
_6 ._69 __ r_. 6_7_2 5-:...· _o_~· 5"-6_,__6 _· 8-"9-'--r_. 7,_2_2~5'-: _o_:. 5::_'7, c 



-~ (oi~-;:;:.I ·;:. -&t~s- 69·o lc;;:.Lo·;o 1 6;o·g 
1L·o 'oon·;o 1 st·s 69·o ooLo·;o · sz·s 
1L·o .>LII'Z Lt·s 6g·o >Lgo·z' Lz·s 
1L·o o~·II'1: 9t·g 6g·o o>9o·z 9Z'S 
o!.·o ~r.xx·z S"t·g Gg·o !;<::go·z r fz·s 
oL·o ooi I '1: l+s 69'0 oo9o·z · tz·R 
oL·o '<;Lo1·z ft·s 6rro >L>o·z fz·s 
oL·o loc;oi·z zt·s 6g·o o>>o·z zz·s 
oL·o IS'<.ox·z d··R s~:ro ~~zfo·z rz·s 
oL·o lonoi'Z ol··s 89"0 oo~·o·z oz·s 
oL·o <;L6o·z 6£·s R9'o <;Lto·< 6I'S 
oL·o ~o~·r,o·z HE·s gg·o o~·ta·z sx·s 
o!.·o ~·;:l)u·z L£·u gq·o ft:to z, Lx ·o I ,., - ~ o 
oL·o IQQ(JO'(. <)f'H s~ro ooto·<:: ~ <)I'S 
oL·o ifLRo·,. f\:>s gq·o flf'o·t. 

1 

fr·g 
oL·o lo~·so·;o t·£·s 89'0 o>fo·r.· ITS 
69·o S1:go·z ££·s s9·o ~<;c.£o·z. fi·g 
(>9'0 looso·;: I zf·s S9'o )oofo·z. ZI'S 
(H)'O ]fLf.o·t:: If'H 8~)'0 'fl(,O'£, 1 1"8 
h(ro ~ofLo·<- 1 o£·o ~cro of;o·;; OJ'l' . I " • . " 

hro ~~' .. "-''I, tHrL 
bra oo;-(l'r' scr!. 
hro ~·Lul·x Lex!. 
hro o~·~ fl· r ~)q· L 
hi'O :~'t:Itl'I I~-()'!., 

hro lool6'1 hrL 
i h)·o ls-Lotl·r f<r!. 
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1 
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<.g·o o~·q~· I. <)t-·L 
~·<)'0 £'Z-~)~' I I ~·t··~ 
~<)·o oons·t t·t··L 
(.q·o q:_~:~.(I £t-·L 
~<)'o lo~·s·s·I t.t-·L 
(:"t)'Q ~~-~~·· It-· L 
i'<)'o !no~·~. I ot·~ 
~.q·o S!.. t~( 1 t1f· L 
;q·o lu~'t·-::;'1 s£·! 
IQ'o ~~·zt~·I !f·L 
1 q·o oot~· I of· L 
tq·o :~-~ f·~( I ~.'f·!.. 
Jl)'U n~'f;-;o·I tf·L 
IQ'O ~-,f~·I ff·L 
tq·o uofs·r ·~-·-:.. 

lt)'Q L:;-~·1 If'!.. 

1\)'0 0~-·~· I of·!. 

L9·o !oozo·z so·s 99·o !ooL6·I ss·L 
L9·o l>zzo·z 6o·s 199"0 ~~zL6"I 6g·L 

L9·o <;Lio"z Lo·s 99·o I<;L96·I Lg·L 
L9·o o<;,o·z 90"8 99'0 0~96"I 98'L 
L9·o ~no·;:. ~o·s ~9·o >z96"I s;g·L 
L9·o OOIO'<:,to·g <;9·0 0096"I tyl 
L9·o ~Loo·z fo·s £'9·o >L>6 I £g-L 
Lrro o~·oo·z zo·s ~9·o o£'£'6·I zs·L 
L9·o >zoo·z Io·s £'9·o <;z>6·I IS"L 
L9"0 .oooo·;:. oo·s ~9"0 00~6- I os·L 
L9·o ·~L66"I 66·L ~9·o ~Lt6·I 6L·L 
L9·o jo<;66"I s6·L <;9·o o~t6·I gL·L 
99"0 i>z66"I L6·L <;9·o ~zt6·I LL·L 
99"0 :oo6fn 96·L ~9·o oot6·I 9L·L 
99·o :~Lg6·I <;6-L <;9·o <;L£6·I >L·L 
99"0 1o<;g6·1 t6·L £'9:0 'o<;£6-I I tL·L 
99"0 lr;;.g6"I £&·L rg·o ~~z£6·I 1 £L·L 
')9'0 )oos6· I ;.6-L t9·o \oo£6-I 1 zL·L 

99"0 lo~L6"I ofd tq·o lo<;z6·I oL·L l
gg·o ·.~-LL6"I I6·L t9.·o !.>Lz6·1! IL-L 

' 
19"0 
19"0 
I9"0 
I9"0 
0~)'0 

o9·o 
oq·o 
oq·o 
Ot)'O 

Q()'Q 

0<)'0 

oq·o 
oq·o 
09'0 

0<)'0 

oq·o 
(-.s··o 
t1S'·o 

()~ 0 l
l>~"O 

S'<:<:t;'I ()(.'L 

oozo.g·I sz·L 
£'LIS'I Lt-'L 
O~JS'l q0·L 
£'<::IR' I S"z·L 
OOIS"I to·L 
~Lo~-(I ft-·L 
o~·os·I -;:,z·L 
~~.o~·l IZ'L 

looo;,. I o-·' i " '-•-

l ~"L(>L"I 6I"L 
·oS'o!·I SI'L 

I ~-,,(,[" I L I. L 
oo(l!..·t <)I'L 

jqLs!..·t qi·L 
os·s:..·I tr·L 
s·.-~:..-. fr·!. 
oo~!.·t ;r·!. 
<;!.!:..] I ] ~-.:: 
oS'!..!..·I OJ'!. 

1

6>·o 
1

s-zLL·I 6o·L 
6~-o ooLL·I so·L 
6<;·o ,<;L9L·1 Lo·L 
(,<;·o ~o<;9L"I 9o·L 
c,s··o S;;gL·I £'o·L 
G<;·o !oo9L ·I to· L 
6<,'·o ~L>L·I £o·L 
6S'·o :o£'S'L·t' -;.o·L 
gS'·o 's-zS"L·t IU'L 

sf·o 'ooS':... I oo· L 
s<;·o <;LtL·I 66·9 
s>·o o~tL· I s6·9 
g<;·o SctL·1 L6·9 
s~·o ootL·1 96·9 
s<;·o ~.!fL· I £'6·9 
s~":o o<;L::·' t6·9 
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(Nouveau) Tableau II A (suit.:) 

I I 
S.jO: 2.1250: O.jl 

S.ji I 2.1275: O.Jl 

8.52 2.1300: 0.71 
8.53 2.1325\ 0.]1 
8.54 2.1350

1 
0.]1 

8.55 2.1375

1 

0.71 
8.56 2.qoo o.71 
8.57 2.14251 0.71 
8.58 2.1450 o.72 
8.59 2.1475 0.72 
8.60 2.1500 0.72 
8.61 2.1525 0.]2 

8.62 2.1550 0.72 

8.63 
8.64 
8.65 
8.66 
8.67 
8.68 
8.6g 
8.]0 
8.71 
8.]2 

8.73 
8.74 
8.75 

2.Ijjj 0.72 
2.1600 O.j2 

2.1625 0.7'2 

2.1650 0.72 
2.1675 0.72 
2.1 jOO 0. 72 

2.1]25 0.]2 

2.1750 0.]3 
2.1775 0.]3 
2.18oo 0.73 
2.1825 0.]3 
2.1850 0.]3 

2.1875 0.]3 

8.76 
8.7] 
8.78 
8.79 
8.80 
8.81 
8.82 
8.83 
8.84 
8.85 
8.86 
8.87 
8.88 

(New) Table II A ( co11tilllud) 

2.1900 

2.1925 

2.1950 

2.1975 
'2.2000 

2.2025 

2.2050 

2.2075 
2.2 roo 
2.2125 
2.2150 
2.2175 
2.2200 

O.jJ 
0.73 
O.j3 
0.73 
0.73 
0-73 
0 ·74 
0-74 
0,74 
0-74 
0-74 
0.]4 

0.74 

8.89 2.2225 O.j-l 
S.()O 2.2250 O.j4 

8.91 2.'2275. O.j.J 
8.92 2.2JOO 0.74 
8.()3 2.2325 O.j.j 

8.94 2.2350 0.75 
8.95 2.2375, o.;5 
8.g6 2.2400

1 

0. 75 
8.97 '2.2425: 0.75 
8.g8 2.2450, 0.75 
S.gg 2.2475' 0.75 · 

~-~--~----~--~--~ 

.:::_ 2.25001 0-751 
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(Nouveau) Tableau II B 
1:\DlQl'A::-.T E:\ METRES L'INTER
v ALLE CO~DII.i~ ET LE TIERS DE 
L'I::>TERVALLE CO~IMCN E:\TRE LES 
LARGECRS POGR DIFFERE::-.!ES 

«HAUTEURS DE TO~NAGE >l 

La «hauteur de tonnage• au mi
lieu de la longueur de tonnage 

e;r;cede 4 m. 88. 

I 
I . 

4·"0 ; 0.6666~ 
4.01 :0.668.11 

I 
4.02 ~ o.67oo 
4.03 I 0.6716 
4·04 0.0733 
4·05 0.6750 
4.06 0.6766' 
4·07 0.6783: 
4.08 o.68oo 
4.091 o.68r6; 
4.10 o.6833 
4.1I I o.685o' 
4.12 0.6866 
4·13 0.6883! 
4.14 o.69ooj 
4.15 o.69I6I 
4.I6 0.69331 
4·17 0.6950 
4.I8 o.6966l 
4.19 o.69S3! 

4.80 o.8oool 
4.8I o.8oi6 
4.82 0.80331 
4.R3 o.So5o 
4.84 o.8o66l 
4.85 o.8o83l 

• 4.86 o.8Ioo 
4.87 o.8 p6

1

' 

4.88 o.8I33 
4.89 o.8I5o' 
4.90 o.8I66 
4-9I o.8I83 
4.92 o.82oo 
4.93 o.82 I6 
4·94 0.823.1 
4·95 o.825o 
4·96 0.8266

1 

4·9. 71 0.8283 
4.98 0.8JOO 
4.<J9 o.83I6 

0.2:2 

0.22 

0_2:2 

0,2'2 

0.22 

0.23 

0.23 
0.2J 

0.23 
0.23 
0.23 
0.23 
0.2J 

0.23 
0.23 
0,2J 

0.2J 

0.23 
0.2J 

0.23 

0.27 
0.27 
0.27 
0.27 

0.27 
0.27 
0.27 
0.27 
0.2] 

0.27 
0.27 
0.27 
0.27 
0.2] 

0.27 
0.28 
0.28 

0.281 
0.28 
0.28 

4.20 I o.~onol 0.231 
4.21 O.jOI()I 0.23 

4.22 I Q, j03JI 0.23 

4-23 0.7050] 0.24 
4·24 . 0.70()(,1 0.24 
4.25 0.7083 0.24 
4.26 0.7100 0.24 
4.27 o.7II6 0.24 
4.28 0.7I33 0.24 
4-29 0.7150 0.24 
4.30 o.7I66

1 
0.24 

4·3I 0.7183: 0.24 
4-32 0.7200 0.24 
4·33 0.72I6 0.24 
4·34 0.7233 0.24 
4·35 0.7250 0.24 
4·36 0. 7266 0.24 
4·37 ; 0.7283 0.24 
4·38. I' 0.7300 0.2-f 
4·3<) 0.7316 0.24 

5.00 lo.8333i 0.28 
5.0I o.835ol o.28 
5.02 o.8366 0.28 
5.03 o.83831 o.28 
5·04 0.8100' 0.28 
5.05 0.84I61 0.28 
5.06 0.84331 0.28 
5.07 o.R450, 0.28 
).OS o.8.f66 0.28 
. I 
5.0-) 0.8483, 0.28 
5· Io o.8sool' 0.28 
5.u o.85I6 o.2S 
5.12 0.8533 0.28 
5·I3 o.8550, 0.29 
5· I4 o.8566

1 

0.29 
5·I5 0,8583, 0.29 
5.I6 o.86oo, 0.29 
5·I7 o.86I61 0.29 
5.I8 0.8633 0.29 
5.I9 o.865o o.29 

(New) Table II B 
1:\DICATING IN ~IETRES CO~l~lON 
1::-.!ERVALS AND o:-m-THIRD OF 
CO~DlON INTERVALS BETWEEN THE 
BREADTHS CORRESPONDING TO 

DIFFERENT TONNAGE DEPTHS. 

The tonnage depth at the middle 
of the tonnage length exctc·ds 

4.88 metres. 

4·4". 0.7333 0.24 
4·41 0.7350, 0.2j 
4.42 o.73L>L> 0.25 
4·43 0.73~3 0.25 
4·H 0.7-fOO 0.25 
4·45 0.74Il\ 0.25 
4 .. f6 0.74.13. 0.2j 
4·47 0.7450 0.25 
4.48 0.741i6 0.25 
4-49 0.7483 0.2j 
4·.'i0 I O.]jOO 0.25 
4.51 1 o.7si6 0.25 
4·52 I 0.7533 0.25 
4·53 o.75ao! 0.25 
4·54 0.7566 0.25 
4·55 0.7583' 0.2j 
4.56 0.76oo~ 0.25 
4·571 0.7616 0.2j 
4.58 I 0.7633

1 
0.25 

4-5<J. 0.7650 0.26 

5.20 0.8666: 
5.21 0.86831 
5.22 0.8700 
5.23 o.87 I6 
5-24 0.8733 
5-25 0.8750 
5.26 o.8766 
5·27 0.~7g3 
5.28 o.88oo 
5.29 o.88I6 
5·30 0.8833 
5.3I o.8Sso 
.).32 0.8866 
5·33 o.SR83 
5·34 o 8900 
5·35 o.89I6 
5·36 0.8933 
5·37 · o.895ol 
5·3.q I o.S966 
5·39 o.8983 

0.29 
0.29 

0.29 

0.29 

0.29 
0.29 

::>.?9 

0.29 

0.29 
0.29 
0.29 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 

4.tio o.~ti6u o.zu I 
4.61 o.;uSJ o.2u 
4.621 0.7JOO 0.'~6 
4·63 0.7716 0.26 
·f.6.f. o.n.n 0.26 
4·65 0.7750 0,:.!0 

.J.()O O.jjbll 0.26 

4.67 o.77s3' o.~ti 
4.tiS o.7Soo 0.26 
.f.l>9 o.7S1ti o.zti 
4·70 0.7~33 0,20 
·J-7I o.;sso o.z6 
4.72 o.7Sli6 0.26 
4·73 0.7883: o.26 
+74 0.7900j 0.26 
4-75 0.79161 0.26 
4·76 0.7933 0.2l> 
4·77 0.7l)50' 0.27 'I 

4.78 o.7<)ti6 0.27 
4·7Q :O.ji)S]

1 

0.'1f 

5 .. 10 o.9oool 0.30 
5·4 I 0.()0161 O.JO 
.).42 0.40331 0.30 
5·43 O.'J050i 0.30 
5·44 0.9006, O.JO 
5·45 0.90831 O.JO 
5.46 0.9 Iool 0.30 I 
.5·47 O.'JI 16

1 

0.30 
5.4S 0.9133 O.JO 
5-49 o.915ol o.3I 
5.50 0.9ItlG 0.3 I 
5·5 I 0.9I83I 0.3 I 
5-52 0.9200

1

1 O.JI 
5·53 0.9216 0.3I 
5·54 0;9233) 0.3I 
5·55 0.9250: o.3I 
5.56 0.9266: 0.31 
5·57 0.9283 0.3 I 
5.58 0.<)300 0.31 
5-59 0.')316 0.31 



(Nouveau) Tableau II B ( suitr:) 

. i 
5.t>o 0.9333 o.3 r 

1 
5.6I 0.9350 0.3 l 

i 5.62 o.93D6: o. 3 r 
' :;.63 0.93·~3· 0.31 

5.64 0.9400 0.31 
:;.65 , 0.94 r6 o.Jr 
5.66 ; o.94331 o.3 r 
5.67 i 0.9450 0.32 
).68 I O.<).j66 0 32 
5.6') ! o.g483 o.32 
5.70 : o.q5ool 0.32 

5.71 0.95 !IJ 0.32 
5· 72 0.'))331 0.32 
5 73 0.').)501 0.32 
5-74 0.9566 0.32 
5·75 0.<)5S3 O.J2 
5· 76 0.9600 0.32 
5·77 0.9616 0.32 
5.78 0.9633 0.32 
5-79 0.9650 0 . .)2 

I I 
:; So 1 o.t)t)t'o; 
5.s 1 : 0.90831 

_:;.8.! o.q;oo: 
5-~3 O.()ji:J 

5·84 0.9733 
s.Ssl o.<J;so: 
5.80 O.l)/(lO 

5.87 o.97S3 
5.88 0.9Soo' 
5.8<) o.oST(>: 
5.90 o.oS ~ ll 
5-91 o.9sj~ 
5.92 o.gSG6; 
5-93 o.qSS<I .I 
5-94 0.')9001 
5-95 0.()<)!6i 
:;.96 0.9933i 
5-97 0.995011 

5-98 0.9966 
.'i-99 0.99S3. 

IO-

(New) Table JI B (conlinll,'d) 

O.J·.:! 

0.3~ 

O.J~ 

O.J~ 

0.]:! 

O.JJ 
0.3J 
O.JJ 
O.JJ 
O.JJ 
O.JJ 
0.3J 
O.JJ 
O.JJ 
0.33 
O.JJ 
O.J3 
0.33 
0.3.) 
0.33 

6.00 I .0000 O.J.) 

6.01 I.OOlh o._;j 
6.0! ' l .OOJ.J O.JJ 
6.03 l.OO_)O 0._)-J 
6.0-J l.OOtlll o .. H 
6.os , r.oo~.l o.J4 
t>.oO 

1 
I.oioo o.34 

6.07 'l.Ol!6 O . .J·I 
6.o8 i r.OIJJ o .. J.I 
6.0<) I I .o I .)ll' 0. J-J 
6.ro I r.oru<>l o .. H 
6.Il l.Ol~J 0.34 
6. I 2 I 0:.!00 0.34 
6. I 3 i 1.02 n,' o .. J.I 
6. q I 1.0233 o.34 
6. I 51 I ,02j0~ 0.34 
0.16 1.0266~ O.J·I 

6.I71 I.02SJ·I. O.J4 
6.18 I.OJOOI 0.34 
6. I<). r.ovt> o.:q 

6.~o I l.OJJ.l o .. J.I 1

1 

0.21 i I .OJ.)O O.J5 

6.2:! : I.OJllh O.JS 

t>.~J ! r.oY'.l o.35 1 

t>-"4 I 1.0400 0.35 , 
ll,.!5 1.0 .• I() O.J:) 

IJ.2lJ 1.04JJ O.Jj 
b.2J 1.0.1_)0 O.J5 

tl.:.!-~ t .o-tt>o', o.y; 
6.!<) 1.0483 O.,!j 
~l .. ~n 1 .osoo o.35 
ll.31 1.0510 O._l) 

t> .. F 1 r .0533 0.35 
t>.3J 1.0,),)0 "·.15 
6.34 l.O.'illt> <' . .J.'i 
6.35 1.05S3 0.35 

6.36 I ,0(100· O.J.'j 
6.37 r.o6r6' 0.35 
6.3S I .0633 O.J5 
6.30 1 .ob:;o o. -~h 

6 666
1 

6 6 6 I · 6 8 I 1 
o I .40 r.o 1 0.3 . o j I rooo 0.37 . o 

1

. I.I333 O.J•' 7.oo r. rut''' o.J<J 
6.41 r.o683; 0.36 6.61 I.IOI6 0.37 6.8I 1.1350; 0.38 7.0I r.r683i o .. l'l 
6.42 1.0700i 0.36 6.62 !.1033 0.37 6.82 I.I3661 0.3S 7.02 I.ljOO 0.3<) 
6.43 1.07I61 0.36 6.63 1.10)0 0.37 6.83 1.1383

1 

0.38 7.03 I.Ijl6 O.J<) 
6.44 1.0733 0.36 6.64 1.1066 0.37 6.84 I.I{OOI 0.38 7.04 !.I733 O.J<) 
6.45 1.0750 0.36 6.65 1.1083 0.37 6.85 I.I.p6j 0.38 7.05 1.1750 0.3<) 
6.46 r.o766 o.36 6.66 1.rroo 0.37 6.86 r.1433 o.38 7.o6 r.r;oG o.3•J I 
6.47 1.0783

1 
0.36 6 67 I.III6 0.37 6.87 I.1450, 0.38 7.07 1.17S3 0.3'J 

6.48 I.OSOO] 0.36 6.68 1.1133 0.37 6.88 r.q66 0.38 7.08 I. rSoo O.J<) 
6.49 I.08I6~ 0.36 6.69 l.II)O 0.37 6.89 r.q83 0.38 7.09 I.I8!6j O.J<) 
6.50 r.o833. 0.36 6.70 r.I166 0.37 6.90 l.I5oo

1 

o.38 7.ro r.r8331 o.3<J 
6.51 1.o8so. o.36 6.71 r.rr83 o.37 6.91 I.ISI61 0.38 7.rr r.I85o' o .. 1o 
6.52 1.08661 0.36 6.72 1.1200 0.37 6.92 1.15331 0.38 7.I2 1.IS66 0.40 
6.53 1.0883! 0.36 6.73 1.1216 0.37 6.93 I.I550j 0.39 7.13 I.ISSJ 0.40 
6.54 I.o9oo1 0.36 6.74 1.1233 0.37 6.94 r.r566l 0.39 7.14 r.I9oo o.4o 
6.55 1.0916

1 

0.36 6.75 1.1250 0.38 6.95 1.15831 0.39 7.I5 I.I9!6 0,40 
6.56 1.0933 0.36 6.76 1.12661 0.38 6.96 I.I6001 0.39 7.I6 I.I93J O .. JO 
6.571 1.0950; 0.37 6.77 1.1283i 0.38 6.971 I.16I6 0.39 7.17 I.I950; 0.40 
6.58 r.og66 0.37 6.78 1.13001 0.38 6.98 1.1633, 0.39 7.Itl I.I<)IJ6 O.•jO 

!...__:_6.:.:·5~9~:_I.:_:0,::9..:.8.=3_0..:..3o:.7c..!__..:.6.:.:.7:..:9~-I.-I-"Jeci_6_' _o_ .. ::JS_.__6_.9::.:9::..c__I_. I_6.::..._5o' 0.39 ~- !<), !. l<JS(~4D __ 
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(Nouveau) Tableau II B ( su if<) (New) Table II B ( ce>ntintud) 

" H~ ~ t§.f 
" !: § .§ ~ t:~~ 

" ,. " "' sE;; " ~ cS-::' " "' Es; "' ~ -= ~ ~ .Q ~ E Z 
,. -= ~ E ~ " . ~ -= 0. c 

& " -= c " c -= c = ~ 5 §. c = 8_l:5 c 
0. 

c as~ c 

~ 
c & s s.s c :; c & es~ s ~ 

~ • c 
c s c s c Q. s s "" s ~ "" s .., s " 

.., 
"" " " "" " " 

E ~ f " E _ .. B .., 
" E • ~ " " "" ,. 8;--- t· " " "" ;< s- < " " "" 

~ s- " " 
.., " s-~ " ~ "" '"' ~ " ~I! "" "" tl ill~ "" "" ~ ill~ 

.., 
~ ~,~ ~ " ~ a ~ " c .. " ~ c .. ll Q 

~ c ~ ~ c ... c g c " c Q 

~ ~ c s " c ;; s " ... c ;; s " ,., E c ... ., 
I 

;; 0 iii ~ l':<l ;; ~ t._ ;; ~ bl':<l ;; ~ 
;; £ ." .... .Q > " :.~ " .. " " > " " -~> " .c .5 ~ t, " .Q "q; " .Q .s! ~ :I; :.S ~ ~ ;I: > :I; ~ :I; -~ - ~~- > I ; ::-~aE :~-'! s - ::."~.5! > ('lj.E 

' 
I 

;.zo 1.2000 0.40 7.40 : 1.~333 0.41 7 .uo I .~titit) 0.-JZ ;.So 1.3000 0.4.l 
I j.21 I .2016 0.40 7-4I I I .:.!JjO 0.4 I 7 .br 1.:!683 0.-J:.! 7 .S I I .JOil> 0.43 
! j.22 1.~033 0.40 7-42 I -~]Ol> 0.41 7 .()2 1.2 ;oo: o .. J:! ;.~:.! I .]03] 0 -43 

7-23 1.20j0 0.40 7-43 . I.~JS3 o .. p 7·"3 I .2716: o .. p 7-~'3 1.]0.)0 0-4-1 
j.::q. 1.2066 0.40 7-H , I .2.f00 0.4I 7·64 1.2733 o .. l~ ;.~ .. I .JOtl(J O .. H 
7-25 1.2083 0.40 7-45 1.::qrG t..l .. J I j.tij I.2fjOi 0. 13 7-~5 I.]Oii3 O .. H 
j.26 1.2100 1 0.40 7-40 1.1.133 0.41 j.Go I r.~;oo: O .. IJ ,.su l.Jioul O .. H 

I 
7-27 1.2116: 0.40 7·47 I.~-1.10 0.42 7.67! 1.27S3 1 0,43 J.Sj I.]IHl: 0.4-1 
7.28 1.2 I 33 0.40 7·48 . 1.2460 o .. J2 j.GS 

1 r.~Sool 0.43 7./iS 1.3I.H 0.4-1 
1.248 3 . • -1 

7 -~~) 7-29 1.2 ljO 0.41 7-49 0.42 7.o9 I.z.SH>I 0.43 1.315l)l 0.4-1 
7-30 r.2I6ol 0.41 7.50 i I .250~ O . .J2 7·70 r.2S3.~ 0,43 7·90 I.J 100 O+l 
7-3I 1.::n83: O .. fi 7.51 I 1.2510 0.42 7·71 1.2~_1~1 0.4J 7 .<)I I .3 Ilij O+l 
7-32 1.'22001 0.4I 7-5~ i 1.2533 O . .J~ 7·72 I.2bibb 0.4J j.l_)·.:: I.J~OOI 0.4-f 
7-33 1.2216j 0.41 7-53 . 1.2550 O . .J2 7·73 r.2SS3 0.4J 7-93 I .32H>, 0.4-f 
7-34 I.2233i 0.4I 7·54 I I.2jt>6 0.42 7·74 I .2l_)OO 0.4J 7·94 1.3~33: 0-4-f 
7-35 !.2250: 0.41 7-55 'I.25S3, 0.42 7·75 1.21)16 0.-fJ 7 ·95 I 1.32501 O+l 
].36 I .2266i 0.4I 7-56 I I .2000: 0.42 7-76 I .2933 0.43 7-9l> i I.J2(l(J: O . .f-1 
7-37 I .2283; 0.4I 7·57 I 1.2616' O . .J2 7·77 I .2950 O .. I.J 7-97 ; 1.3~~31 O+l 
7-38 1.23001 0.41 7·581 1.2633' o .. p J.78 1.2966 0,43 7.98 1.3)00 0,4·1 I 
7-39 I .2316! 0.4I 7-5'l '1.26)0· 0-42 7-7'l t.2~)SJ o .. u ,.()()I I<nt(,' O .. H 

8.oo I 1.3333
1 I I . 

8.60 i I..f333! O . .f4 8.20 : 1.3666 0.46 S.-fO 11-4000 0 -47 0 .. 18 
8.01 : 1.3350 0 -45 8.2I • 1.3083 o.4G 8.4 I I I . .fOiti 0.47 8.6I. 1.1350 0.48 
8.02 ' 1.33661 0.45 8.22 i 1.3700 0.4(> 8.42 ; I..f0J3 0.47 8.62 ' I .4366 O .. fS 
8.03 1.3383~ 0 -45 8.23 : 1.37 I6 O .. j6 8.43 1.4050 0,47 8.63 I..f3SJ O .. ls 
8.04 . 1.3400' 0.45 8.24 ! 1.3733 O .. fO 8.44 I .4066 0.47 8.64 I-4-fOU O .. ls 
8.0) 1.34I6, 0.45 8.25 ! 1.3750 0.46 8.45 1.4083 0.-f/ 8.6,) 1.4-f !() 0 .. 18 
8.o6 1.34331 0 -45 8.26: I.J766 0.46 8.46 1.4100 0.47 8.66 I.4.f33 O .. fS 
8.07 1 1.3450 0.45 8.2] 1.3783 0.46 8.47 1.4 I I6· 0-47 8.67 I..l-15° O..f-~ 
s.o8 1.3466 0.45 8.28 1.3800 0.46 8.48 1.4133, 0 -47 8.68 1.4-lli() 0 .. 18 
8.09 I.J483 0 -45 8.29 1.3816 0.46 8.49 1.4 I )0 0 -47 8.69 I..f-183 O .. ls 
8.10 1.3500 0.45 8.30 1.3833 0.46 8.50 1.4 r66 0-47 8.70 I..j5001 0 .. 18 
8.II 1.35 I6 0.45 8.31 r.JSso, 0.46 8.5I I.4I83i 0,47 8. 7 I 1..15161 0.18 
8.I2 1.3533 0.45 8.32 I .3866 0 46 8.52 1.4 200~ 0 -47 8.72 1.4533: o .. IS 

I 

8.I3 I 1.3550! 0.45 8.33 r.JS83, 0 .. 16 8.53 L42I6 0,47 8.73 I ·45501 0 4'l 
S.q , 1.3566

1 

0.45 8.34 1.3900 0.46 8.54 1.4233 0.47' 8.7-f I ·-f56l>l 0,4'J 

S.I5 I 1.35831 0-45 8.J5 I.J9I6 0.46 8.55 1.4250 o.4S 8.75 1.4583: 0.-Jl) 
8.I6 '1.3600 0.45 s.36 I 1.3933 0.46 8.56 I.4266 0.48: 8. 70 I .. J6oo; o .• f') 

I 
8.I71 1.36I6, 0-45 8.37 , 1.3950' 0 -47 8.57 1.4283 o.48j 8.77 I..16I6' O .. lq I 
8.IS 1.3633l 0.45 8.38 I !.3966 0.47 8.58 1.4300 0.48' s. 71l I I .4633: 0 .. 191 

I 8.I9 1.365ol 0.46 8.39 ! 1.3q83 0.47 s.s9 !.4)16 o. 4sl S. 7') ' I .-tf>SO' 0 -1') 
-------
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(Nouveau) Tableau II 8 (suite) (New) Table II 8 (co111imud) 

S.So I .4666 o.4•J 
S.SI 1.4683 0.49 
8.82 , 1.4 ;oo O.-Jq 

8.83 . 1.4 7 I6 0.49 
8.84 1.4733 0.49 
8.85 1.4 750 0.49 
8.86 1.4/00 0.4,1 
8.87 1.4783 0.4') 
8.83 1 1.4Soo 0.49 
8.89 1.48 I6 0.49 
8.90 1.4~ 33f 0.4<) 
8.9I 1.4~501 0.50 
8.<)2 1.4866! 0.50 
8.<)J . q883l 0.50 
8.<)4 I l.4<JOOI 0.50 
8 I I 

.<)5 I l.4<)I61· 0.50 
8.g6 I 1.4933 0.50 
8.<)7 1.4950. 0.50 
8.<)8 1.4<)66 0.50 
8.09 I -49R3 0.50 

9.00 , 1 .;ooo! 
~).01 1.)0101 

<J.o~ t.soJJI 
~:~~I 
0 . .)0 

9.03 r .so so; o.so 
9.0-J I .jOOll' 0.,)0 

9.05 i I .j0~J 1 
O.jO 

g.oG : I ·5 too; o.so 
9-07 I .j l l(J O.jO 

9.08 : I..) I 3Jl O.jO 

q.og 1.515o: o .. :p 
9-10 I.jlt>O! O.jl 

<).II 1.51831 0._'\1 
9.12 1.5200, O.jl 

9-13 I.j210: 0 . .)1 

9-I-! 1.52331 O.j I 
<J.I5 1.5250] o.5I 
<). I6 I.52l>Oi 0.5 I 
<).I] 1.52Sj 0.5I 
<).IS 1.5300 0.5 I 
C).IoiL5Jil.> 0.51 

9.6o 
1 

r.6ooo; 0.53 <).So I 1.6333 0.54 
<).6I 

1 
r.6oi6

1 

0.53 <J.8I ]1.6350 0.55 
<).02 ! 1.60331 0 53 <).82 1 1.636ti 0.55 
g.63 • I .6o5o: o.54 9.83 I I .6383 o.55 
<).64 r.6o66 0.54 9.84 lr.64oo 0.55 
9.65 r.6o83! o.54 9.85 1.6416 o.55 
g.66 I.6Iool 0.54 <).86 1.6.133 0.55 
9.67 I.6II6i o .. 'H 9.87 1.6.150 0.55 
g.68 r.6r33i o .. )-1 9.88 1.6466~ 0.55 
9.69 r.6rsol o.54 q.8<) 1.6483

1 

o.ss 
9.70 r.6r66l 0.54 <).<JO 1.6500 0.55 
9-7I r.6ISJ o.54 g.gi r.65I6: o.55 
<). 72 I r.62oo; 0.54 9.92 1.6533! 0.55 
9-73 \ r.62I6 o.54 9-93 r.655o 1 o.55 
9-74 

1 

1.6233 0.54 <J-94 r.6566
1 

0.55 
9-75 I r.6z5o 0.54 9-95 1.6583

1 

0.55 
9.76 1 1.6266 0.54 9.96 r.66oo 0.55 
9-77~ 1.6283 0.541 9-97 r.66I6' 0.55 
<).]8 I.6JOO 0.54 <).<)8 1.6633

1 
0.55 

9-79 r.63I6 o.54 _5!_:_99 -~·~5o, o.s6 

().~0 II 1.5333 
~).-.!I I..)J.)O 

~L~·..! I .jJ!IO 

9.:.::3 I.jJSJ 
q,:.::4 I.j-JOO 

l).:.::j I.j-tll'\ 
~1.'..!0 I--})\ ·:> •. i 
0-:!7 l.j.J501 

q.zS I.j.JOtll 
l).2q I .j.JSJ 

O.ji 

0 . .)1 

O.jl 

0.5 I 

0.51 

O.jl 

O.jl 

O.j..! 

O.j:.:: 

O.j.! 

9 . .)0 l.jjOU O.j.! 

9-JI I..)jll> 0.:)2 

9-J:.! I .j.)Jj O.j2 

O.JJ 1.5550 O.j·.! 
<J-34 : I.j.)fil> 0._1~ 

9-35 '1.5583 O.j~ 
l). ~() I . .)l)OO O.j:.! 

9.37 1 
I.j6IG 0.,5'.! 

9-JR I .5tJ)j 0.52 
()._10 I .5b)O 0.52 

ro.oo ' I .6Gt)O 0.56 
10.01 r.Gl.>SJ O.jl> 
10.0:2 I .6jOO O.jl> 

IO.OJ l.bjih O.j6 

10.04 r.6733 o.56 
IO.Oj, I .6j.)O 0.56 

IO.o6 I .G76G 0.56 
10.07 1.0783 O.j6 
Io.o8 r.(,Soo o.sG 
10.09 r.68 I6 o.so 
IO.IO 1.6833 O.j(> 
IO.I I I.(>850 0.56 
Io. I2 r.6H66 0.56 
10.IJ 1.6883 0.56 
IO. l4 1.6<)00 0.56 
IO.I5' 1.6<)16 0.56 
10.I6 1 r.6933 o.56 
IO. I 7 . 1.6950 0.57 
ro.ISI 1.6966 0.57 
IO. I<) 1.6')83 0.57 

<).40 
<1.41 
'H~ 
<l.-IJ 
<l+l 

I . .)Ollll 

I ._:;t>SJ 
1.:)~00 

1 . .)~1{1 

I.j; 33 
ll.-J_') i I .j ;'jO 

ll.-JO 1.5;oo 
li.-J7 ~ 1.57S3 
q .. JS r.sSoo 
•l--1') I I .:;sw; 
t_).jO '1.:)"33 
q,51 1 I . .)S:)OI 

'.) . .)..!! 1,5.-.;lllll. 
<1.53 j l.jSSJ 
().j.J I l.jt)OOi 

<L5.1 I l.jt)l()ll 
ll.jh 1 I .j~ljj 

q.s 7 '11.j<l.'i"l 
<J • .)S I .jqbh 

o . .-;q I 1 ._l)qS_~ 

~·-~~ I o.:,! 1 

0._).! 

0.).! 

O.jJ 

O.j.) 

0._1j 
o.5J 
o._>J I 
O.jJ' 
o .. •u 
0._1_1 
0.:)] 

o .. 1_l 

O._:)J 

o.s.l 
o.53 
o._,_~ 

o . .:;.~ i 

10.-.!C 

10,:.!1 

10.'.!2 

I.JOOO 0.571 
I.jO((l 0.57 
1. ;oJ.l o.5 7 

JO.:.!J l.jOjO 0.57 
IO.LJ I.jObll O.jj 

10.25 r.;oSJ. o.s7 
10.26 1.7100 0.57 
10.27 I.jl 1()

1 0,57 
I0.28 l./I]j 0.57 
I0.2<) 1.7150: 0.57 
IO.JO I. 7 [()():' 0.5 7 
IO.JI I.]ISJ 0.57 
10.32 1.7'.!00 0.57 

10.JJ l.]2IG: 0.57 
IO.J4 '-7233' 0.57 
I0.3.) I. 7~50 o.sH 
IO.J(l I.72(J6 0.5S 
IO.J7 I.T!Hj 0.5S 
IO.JS. 1.7.JOO: o.;;H 
IO.J<) I. 7J I f>1 0.5S 
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(Nouveau) Tableau II B (suite) (New) Table II B (conli11ud) 
<' !:;§.§ ;~.s ~ c:"" 

t:g.;= "' "' -~-" 

" " 
, sE-= "' ,. c:e-o u "" 5g] " .. "' ~ .. ~ I ~ ~ _; ~ c .c c a~ 0 .c 6 g ~ .. .c "' 0 .c fr ~ 

c e. ~ .,. Q 
Q- ' 0 Q -5 c E ~ c s esz c c c. = c c. c 3 6 ~~ 

c 
€-

c ss.s c Q g. ~81) 2 3 "' Q fr 3 3 u '0 3 u "" '0 3 '0 i '0 "' " a • " "" "' E ~- g '0 " F~ "" " ! . " ., '0 8;- g " "' ., 
" "" 

., 
"' '0 " "<" ;,o s- . " ., '0 "' " " "" "" -· ~ I "' ~ 
0 

.!il~ .. 
~ d:i~ "" "' ~ 2 .!il~ '0 "' 0 

sl~ ~ " Q 

ll " c 0 ~ - Q i Q Q 

" .c 
c c 

~ Q " "' ~ Q ~ s " Q :; .s b:c; c 2 • .c Q :; s > .c " :; " .0 :; 0 

" :; 0 ~ G:--a ~ !l 
~ ~ =· l 0 !-< .c ;:.. ~ !-< " . ~ ~ -~ t:::-a ~ ~ 

"~b .c - .5 ~ b ~ .c - .E ~t " .c ~ .s ~E I :I: 
~~ -:. ~ .. :I: i -. :I: :I: . 

I :.- ~-= I - .:-·~.5 - :~E.s - !!l.S 
! I I 

I' I 

I I0-40 !.7333 o.58 10.60 I .7606 0.59 1 o.So i 1 .~ouo o.tln ] 1.00 l.~.l.lJ O,hl I 10.4I . I.J350l 0.58 I0.6I I 1.7683 0.59 10.~1 I I.~Oih o.tlo I 1.01 I.8J_:)O O.l)) I 
'-7366 1 S I S I0.42 o.5S I0.62 I. 7700, 0.59 Io .. 2 I r.. 0_)3 0.00 I l .02 I.SJOO 0 hi 

I0.43 1.7383' 0.58 I0.63 1.7716 o.59 IO.SJ , I .~0_10 o.bo I I. OJ I.SjSj O,hl 
10+t '-7400 0.58 I0.64 I. 7733 0.59 IO.S-J. i I .Sot10 o.ho 11,04 I.~ .• on 0.01 
I0.45 Lf4I6! o.s8 10.65 !.7750 0.59 IO.~S I.SoSJ o.ho II .05 I.S.p6 O.hl 
10.46 !.7433. 0.58 10.66 !.7766 0.59 IO.So 1.8100 o.llo I I ,Oh I.S.J.l3 O.hl 
I0.47 1.74501 o.58 I0.67 !.7783' o.59 10.87 r.S11t> O.l>O 1 I.Oj I.S.J.I)0

1 

O.l>.! 
I0.48 1.7466[ o.ss 10.68 1. 78oo' o.59 Io.SS I.SI 331 o.l.lo I 1.08 I,S4bl>l O.h:.:' 
I0.49 !.7483 0.58 I0.69 I 7816 o.59 10.89 t.S I 50 0.61 I I .0(_) 1.8483 0.():.! 
I0.50 I. 7500: o.58 I0,70 !.7833 o.59 10.90 1.8 1t>6l 0.61 I I.IO. I.S_100 O.h.! 
I0.5I 1 1.75I6: 0.5s IO. 71 1. 7S5o o.6o 10.91 I.SISJ• o.l.li II.IIII.85H• 0,()21 

i 
I0.521 !.7533 0.58 IO.j2 I. 7866: o.6o I0.92 j 1.82001 0.61 11.12, Ui5J3 O.h.! 
I0.53 1.7550! o.59 I0.73 1.78831 o.6o 10.931 1.821bl 0.61 1 J.lJ I I.8_).)0 o.h.! 

I 

Io.54 1.7566i o.59 I0.74 '-7900: o.6o I0.94 I 1.~2331 O.l>l I I. q . I.S.')ut:>. O.b.! 
I0.55 , 1.7583 o.59 I0.75 l.f9I61 0.60 10.95 I .0250 0.6I II.I_:i ~ l.~.)SJ 0.0! 
Io.561 r. 76oo 0.59 10.76 !.79331 o.6o I0.96 I .il26t>l 0.61 I 1. Ill I .Ht>00

1 

o.6·.! i I0.57 1.7616 O.)C) I0.7] 1.7950, o.6o 10.97 · 1.828JI O.bi II.I7' I .St:>1t:> O.h".! 

i Io.58 1 r.7633[ o.sg 10.78 I -g66! o.6o I0.98 j 1.8300, o.6I 1 I. 18 I ·~(>331 0.6.!: 'I I 
IO 59 I 1.7650 0.5o I0.79 I.j983 o.Cio 10.0<) 1.8316 o.(n Il.lt) I .Xh_::;o. O.h".! l 

I I I -I 
I I I .20 r.86661 0.62 I I -40 r.gooo o.63 I r.6o 1.9333 0,64 II .So I .C)f>(}(,: O,t:>t:> 
i I I.2I I.8683f 0.62 I I.4I I.C)OI6i o.63 II .6I I .9350 0.65 I r.Sr : ~,;)6s3 1 0 (J() 

I 1.22 I.8700 0.62 I 1.42 1.9033 o.63 I I .62 I .9366 o.65 I I .82 I.t)jOO O.hh 
I 1.23 r.87I6 0.62 "·43 l.9050i o.6.f I 1.63 !.9383' o.65 I 1.83 1 1.<1716! o.ht) 
I 1.24 !.8733 0.62 I 1.44 I .go66: 0.64 I 1.64 I-9400 0.(>5 I I .S.j . I .C)/ 3J 1 O.l>6 
I 1.25 1.8750 o.63 "-45 I .9083! 0.64 I I .65 1.9416, o.65 I1.85 I 1.975ol 0,66 
I I.26 I.8766 o.63 II.46 I.C)IOO 0.64 I I .66 I -9433; o.65 I 1.86 I.<J7~0: O.h() 
II.27 1.8783 o.63 "·47 r.gii6: o.64 !1.67 1.9450' o.bs 11.87 'I.Cl/~3: o.bl> 
I 1.28 r.8Soo o.63 II-48 r.gi 33 o.61 I I .68 I .94tJ6 o.65 I I .88 I .9Sooi O.bh 
I I.29 I .88I6 o.63 I 1.49 1.9Iso: 0.64 I I .69 1.9483! o.65 1!.8') I I.C)S I(>l O,bh 
II.30 r.8833 o.63 I 1.50 1.9166 0.64 I I. 70 I .9500: o.65 I 1.')0 I ,<JSJJ, 0.66 
I l.JI I .885o o.63 I 1.5I I .gi83' 0.64 I I. 7I 1.')5161 0.6.) I I.<JI I I.C)S:)U' o.tib 
I I .32 !.8866 o.63 I 1.52 1.9200; 0.64 I I. 72 I ·9533 o.65 1 I .<)2 1.9.%() 0,()6 
Il.33 r.SS83 o.63 I I ·53 I.92I61 0.64 Il.73 I -9550 0.1>5 11.93 : I .gS83: O.(>!) 

I I ·34 r.Sgoo o.63 "·54 I.92JJ 0,64 I 1.74 !.9566 0.65 I l.<).J I 1.9<)00 o.f>6 
I !.35 r.8gl6 o.63 "·55 I .9250 1 o.6.j I I. 75 1.95S3: o.b5 II.<).) I .<J<)IG: o.ti6 

I 1.361 1.8933 o.63 ''.56 I.go661 0.64 I 1.76 1.96oo o.l>5 IT .90 . I .<JI)J3: o.Uti 

I 1.37 r.Sg5o o.63 "·57 r.g283 0.64 J 1.77 1.9616 o.65 I 1.97 I.C)C)_)O o.67 
I 1.38 I I.8g66 1 o.63 I 1.58 1.93001 0.64 I 1.78 l.96JJ 0.65 I 1.()8 I .9()f>0, 0,(;7 
l 1.39 I I.8gs3! o.6J ll.:;g I -9316 0.64 I r. 79 I .<)6_io o.6(> I J.qq I.qqRj 0.67 

-~~~~~~-~- ~ 
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(Nouveau) Tableau II B (suitr:) 

rz.oo 2.oooo o.6; 
12.01 2.0010

1 
0.6j 

12.02 2.0033j 0.6; 

1:.!.03 z.oo~~~ o.o; 
12.04 2.000()! 0.0( 

12.05, 2.ooS3
1 

0.6; 
r2.o6 2.orool o.67 
12.07 2.0116 0.67 

I 12.08 2.0133 o.67 
I 12.09 2.0Ij0 0.6j 

12.10 2.or66 o.6; 
rz.rr 2.or83 o.67 
12.12 I 2.0200 0.67 

12.13 , 2.0216 o.67 
12.14 2.0233: o.67 
12.15 · z.o25o o.6.S 
rz.r6 z.oz6G o.6H 
12.17 2,0283, 0.68 
12.18 2.0JOO 0.68 

12.19 2.03 r6 o.68 

12.20 2.0333 o.t1S 
I.:!.'.:!( I :.!.OJjO O,tl~ 

12.2:2 2.0JOt.l o.tlS 
12.23 i z.oJSJ o.t'S 
12.2.J 12.0.J0l) 0,(1~ 

12.25 2.0-fl{l O.hS 

1:2.:.!0: 2.0.JJ3 O.(IS 

I ,., ,., - 1 ,., o • -o o.t>.~ -·-,_ ~-· ~) 
1:2.:Zt) 2.0-Jl>l> o.6~ 

12.29 ::!.o.~SJ o.ti~ 

12.30 :.!.OjOO O.t>S 

I2.JI 2.0510 O,Ug 

12.32 2.053.1 o.OS 
12.33 2.osso o.LHJ 
I2.J.J 2.05t'b o.tllJ 

r 1.35 z.o~~Ji o.<>9 
12.3b, '.!.ouoo: o.69 
I2.J7 
12.38 

2.o6rGi 
2.06Jj 

z.o6_=;o 

0.6<) I 
0.0<) 

o.(n) 

12.80 2.1333! 0.71 IJ.OO ;
1

2.1666! 0.72 
12.81 2.1Jj0 0.71 IJ.OI i 2.1683' 0.7·2 
12.82 2.1366 0.71 IJ.02 I 2.1700 O.j2 

12.83 2.1383: O.]I 13.03 I 2.1716 0.72 

I 

12.84 2.14001 O.]I 13.04 2.1733 0.72 
12.85 2.14161 0.71 13.05 12.1750 0.73 
12.86 2.14331 0,71 13.06 2.17(>6 0.73 
12.87 2.1450 0.]2 13.07 2.!]83 0.73 
12.88 l2.q66 0.72 13.08 2.r8oo· 0.73 
12.89 12.1483, 0.72 13.09 2.r8r(>: 0.73 
r2.9o 2.r5oo 0.72 r3.ro 2.1833: o.73 
12.91 2.1516 0.72 13.rr 2.r85o: o.73 
12.92 2.1533 0.72 13.12 2.!860 0.73 
12.93 2.1550 0.72 13.13 2.r8831 0.73 
12.94 2.1,;661 0.72 13.14 2.I<)oo, 0.73 
12.95 2.1583 0.72 13.15 2.19r6i o.73 
12.<)6 2.16001 0.72 13.16 2.1933• 0.]3 

12.97 2.r6rDI 0.72 13.17 2.195ol 0.73 
12.98 2.1633 0.72 13.18 2.1966 0.73 
12.99 12.165o: o}_: _ _r_3~_')_ :!·!083· 0.73 

(New) Table II B (coutiuud) 

1'.! .. ~0 :.!.OObO O,{lt) 

1:.!.-Jl :!.00~3 O.lH) 

l :..! •• J2 2.0~00 O.(H) 

l..! .. JJ ..!.O;Ill O,lHl 

1:..'!.-J.J 2.0J33 o.6ll 

I"..! .. Jj ..!.0750 O.tH) 

r·..! . .JO "..!.o;<Hl O,hq 

r :.!.-J 7 ·..!.07~3 o.ho 

1:.!.-JS '.!,0~00 O.lHI 

I'.:! .. Jt) :.!.O~Ill O.lH) 

I2.jO 2.0SJ3 o.(lq 

12.5 I '2 .0~.)0' 0, j'O 

1:.!.52! 2.oSt10 o.;-o 
I'..!.jJ 2.oSS3 o.;o 
1~·54 ~.0<)00 0./0 
12.55 2.0<11U o.;o 
I 2. 5b 2 .0933' o. ;o 
I :.!.57 
r·.LsS 
12._'){) 

2,01)_)0, O.jO 

z.oqbl1 o. 70 
2.o;,s3: o. 7 (~ 

lj.'..!O 2.;!000 O.jJ 
IJ.2I 2.2016 O.j'J 

IJ.22 2.2033 0.73 

IJ.23 2.20j0j 0.74 
IJ.24 2.2066 O.j-J 

IJ.2j 2.2083: 0.74 
lj.26 2.2100: 0.7-J 

13.27 2.2ll6i 0./-1 
IJ.2~ 2.2IJJj O.j'-J 

I 3.29 2.21501 0./4 
13.30 2.2166) 0.74 
IJ.3I 2.21831 0.7·1 
1J.J2 2.2::!00 0.74 

13·33 2.22!6 0.]4 
13·34 2.2233: o. 74 
IJ.J5 2.2250,

1 
0.74 

13 36 2.2266: 0,74 
13·37 '2.228) 0.]4 
13.38: 2.2300' 0.74 
I~3<) . 2.2_3__1~_:'74 

L!.llO 

I 2. (l I 

I:..!.hJ 

l:..!.h.J 

1:.!.(1_) 

I:.! .0() 

I:.! .t17 
L!.hS 

I :.!.(It) 

1 :..:. ;o 
I.!, j' I 

12.7..! 

12.73 

1'.!. 7 -t 
I 2./5 
I:.!. j() 

l :.!.77 

I:.!.7S 

1 '.!./tl 

2.1uoo o.;o 
2.1010 o.;o 
'..!.1033 

2. I tl_~O 

:.!.10()(1 

:.!.1\._l~J 

2.1100 

o. ;n 

o.;o I 
o.;o 
o.;o 
o.;o 

:::.1 1tt1 o.;o 
2.1133 o.;o 
...!.IIjo o.;r 

:..:.1100 n.;t 
:..:.11S3 o.;r 

'...!,l:.!OO 0,71 

'..!,I:.! I (I 0, jl 

..!.t'.!JJo 0.71 

·..:.I ·..:,.:;o 0. i I 

2,} '.!!Ill 0. 71 

:.::.t:.!SJ 0.71 

-..!.1300 o. 71 

".!.131()' 0.(1 

I 

13 .. 10, ~·"333 O.j.l 
13.·!1 . 2.2J50 0.751 
IJ.-J'.! '.!.Zj!lh O.j.) 

13.43 o.2JSJ 0,75 
1J.-J4 :.!.·.qoo 0.75 
13.45 2.~.pu; o.75 
13.4!J ~.2-133: 0.75 
13·47 2.~·1.'i"' 0.75 
t3.4S 2.2.JI>t>

1 
0.75 

13.4<) 1 2."·1SJ 0.75 
13.50 )2.2.)00 O.j:) 

IJ.5I 2.251(> 0.75 
13.52 2 2533 0.75 
13.53 2.~550 0.75 
'3·5·J 2.25hll 0./.) 

13·55 '2.258J, 0.75 
13.56 l2.~6oo! o.75 
13.57 2.261l>j 0.75 
13.5S 2."(>33' 0.75 
13.59; 2.2(J_"i0, O.jh 



15-

(Nouveau) Tableau II B (suite) (New) Table II B (con!inrt,·d) 
' Q ~~~ 

t: = ~ :..: .:: :r 
~§..S Q 

f~~ Q 

~ §~ Q 

~ "' Q "' u "' Q ,. ~::; ·' "' '" ~ ~ 

! g a ~ c -5 c E ~ c "' "~" "" • "' "' Q. c .. ~ 
"' "' ~ " cp "0 k c t-' ES.E " " e. e .s c ~ " e. ' 2 Q. 3 ~ e".., c fr 3 c e. 2 " fr .s " Js " "' 3 "0 E RC 3 "' £ " e "" Q c • c 
"' " " " E~t: " 5-:- E " -~ . 

"' ' Q Q "' "" o• 
~ 

Q " ~ . s=:- t Q "' 
Q s- •. Q " 

Q 
'C " u "" 

Q 
~ : ~ " 

Q "' " ~ "' ~ ~ !0 "' ~ " 'C "' ~ ~ 
i 

~ " " ~l~ ~ a ~~~ ~ 
0 ~ ~- ~I] ~ ~ ~ c ::It: " ~ c 

" c ~ " c Q § " £ 
t:~~ 

~ c :; s (IS.,: c :; ·b~-a 
~ 
~ :; s ~ .., 

I :; ;.. " > :; ~ " ~ 

. ~ "'' :; ~ ~ > :; ~ . b ~"iiI 
I " "' ~ ~t ~ "" .5 ~t .. "" -~~! 

0 "' :>:: > :>:: 
--~ 

- :>:: :>:: - .9 ""~ I ~a.s . ~- ~ > : ~ _c :: _g .s _- .rs:s 
I I 13.60 '2.2666 O.j6 13.80 ·2.3000 0 -77 q.oo ~-3333 o.;S q.~o :.!.J(lll(l, o. 7~) I I 13.61 2.2683 O.j6 13.81 :2.JOI6 O.j/ I.f.OI ~-3350 o.;-s 2.3t)S3 O.j~) I 
I 

q.~I 

13.62 2.2700 O.j6 13.82 I 2.3033 o.;7 Lf.02 2.jJUll o.;s I 4 .:.! ~ :.!.j;oo o.;l> 
13.63 2.2fi6 0.76 13.83 2.3050: O.JJ Lf.OJ ~-33KJ o.;S Lf.2J 2.3;to o. ;~) I 

13.64 2.2733 0.76 13.84 , 2.JoOG: O.Ji Lf.04 2 -3-JOO o.;s 14-~4 2-3733 O.j~) 
13.65 2.2750 o.;6 13.85 2.JOSJ; O.jj q.os 2.J.p6 o.;s l.f-25 2-3750 0-79: 
13.66 2.2f66 0.76 I 3 .So 2.3100~ O.jj l.f.Ot> 2.J.IJ3 o.;S q.o6 :.!.JjOll O.j(} 1 
13.67 , 2.2783 o.;6 13.87 2.JI Ill O.Jj Lf.07 '2·3·150 O.jS 1.1-~7 2.J7~3 0.79 
13.68 · 2.~Soo. 0.{6 13.88 '2.3IJJ O.j/ 14.08 "·3-ft>l> O.JS q.2S ~.jSon O.iq 
13.69, 2.2816 0.{6 J].S<) I ~.]J_)Q O.J7 q.og "·34S3 O.j8 14.29 2.JS!l>, 0.79 
13.70 '2.~833: 0.76 13.90 : ~-3166 0 ·77 q.ro '!.3500 o.;S Lf.30 "·JSJJI o. 79 
13. 7I l2.~85o 0.76 I3.<JI 2.3183 O.jj Lf.l I 2.]516 0.7S I-f-31 :.!.jS.)o o.So 
13.72 2.2866, 0.76 13.92 2.]200 0 ·77 I-J.I 2 '2.3533 o.;S 14-32 2.]SIJtJ o.So 
13.73 2.28831 0.76 I3.<J3 2.]2 16 o.n Lf.I3 '2.]550 0 -79 '4·3.l ~.JSS~I o.So 
13.74 2.2900 O.j6 13.94 2-3~33 0.7] I.f-14 2 ·3560 O.Jl) '4·34 2.JO)oo1 o.So 
I3.7512.29I6i 0.76 13.95 2.]250 0,78 q.r5 i 2.3583 0.79 14.35 2.J'lil>1 o.So 
13.76 2.2933

1 

0.76 13.96 2.]200 0.78 I.f.I6 2.JOOO 0.79 q.36 2.3•1331 o.So 
r3·77r2.295o1 o.n, 13.97 2.3~83 o.,s Lf.I712.361l> 0.79 14·37 : 2.3'150 o.So 
13.78 2.2966i o.n 13.98 2.3300 o.;S q.rS ~.3633 O.j<) I.J.]S ; z . .)tJl)ll, o.So 
13.79 2.2983 0.77 I3 C)q 12.3316 0.78 Lf.I9 . ~-36)0 o. 79 I-J-3<1 2._1qS3i o.Sn 

i I 

15.00 ; 2.5ooo! I 14-40 2.4000 o.So q.6o: ~-4333, o.Sr q.So 2.{666'i o.Sz o.s31 I I4-4I 2.4016! o.So 14.61 :2.4350 o.Sr 14.81 2.4683, o.Sz 15,01 I 2.5016.
1 o.SJ 

14-42 2.4033[ o.8o 14.62 i 2-4366' o.Sr Lf.82 12-{jOO: o.Sz 15.02 2.5033· o.S3 
14·43 2.4050, o.So !4·63 12.4383 0.81 14.83 '2.4716' 0.82 15.03 j ~.5050

1 
o.S4 

I4 ·44 . 2 ·4066 o.So 14.64 '2.4-fOO 0.81 q.84 2.4733 o.Sz 15.04 
1 

~.5ot>6 o.84 
14-45: 2.4083] o.So 14.65 12.4-fi6 o.8r q.85 2.4750 o.83 15.05 2.5083, o.8.1 
14.46 2.4 IOo/ o.8o 14.66 i 2-4433 o.8r q.86 2.4766 o.83 1 5.o6 , ~-5 rooi o.S.I 
I4.4712.4I I61 

o.So 14.67 2-4450 0.82 q.87 . 2.4 783i o.83 15.071 ~-5' r6! o.8.1 
14.48 2.4133 o.8o 14.68 2-4466! 0.82 14.88 . 2.48oo, o.83 15.08 12-513.11 o.~-1 
14-49 2.41501 o.Sr 14.69 2-44831 o.82 14.89 2,48!6 o.83 15.0912.5150

1 

o.Kf 
14-50 2.4166

1 
o.Sr 14-70 2 ·45001 0.82 14-90 2.4833! o.83 15.ro 2.5166 o.R.I 

I4-5I 2.4!83 o.8r 14.71 2-4516 o.82 I.f.9I 2.485o! o.83 15.II '2.5183 o.Kf 
14-52 2.4200 o.8r 14-72 2.45331 o.82 14-92 2.4866i o.83 15.12 z.szoo! o.H.1 
14-53 2.42!6 o.8r 14-73 2-4550 0.82 '4·93 2.4883! o.83 15.13 2.52!6 0.84 
14-54 2.{233 o.Si '4·74 2.4566\ o.82 14-94 2.49ool o.83 I ,'j.I4 2.52331 o.S4 
14-55 2.4250 o.Sr 14·75 2-4583, 0.82 14-95 2.4<)16 o.83 15.15 2.52501 o.H4 
14-56 2-{266 o.8r 14-76 2.46oo: 0.82 14-96 2.4933 o.83 15.16 2.52661 o.s .• 
14-57 2.4233 o.SI '4·77 2.46!6' o.Sz 14-97 2-4950 0.831 15.17 2.52831 o.S4 
q.5s 2.4300 o.8r '-1·78 2.4633: 0.82 1·1·98 2.4966

1 
o.83 15.18 2-5300 o.8.1 

14-59 2.4316 o.8r '4-79 '2-4650 0.82 14.99 2.4983, o.83 15.1<) 2.5316• o.S4 I 



I()-

(Nouveau) Tableau II 8 (suite:) (New) Table II B ( coutillu~,/) 

II Ij.::!O I ::!.53331 
Ij.21 ; 2.jJjO~ 

15.22 . 2-53661 
1 15.23 · 2.53s3 

15.24 2-5400: 
lj.2j 2.j.p6' 

I 5.26 2 ·5-133! 
15.27! 2.5450, 
15.28 [2.5466, 
15.29 [2.5483! 
15.30 12·55001 
15.31 2.5516

1

' 

15-32 2-55331 
15-33 2.5550 
15·34 2-5566 
r5.35 2.5583 
15.36 2.56oo 
15.37 2.5616 
'5-38 2.5633 
'5-39 2.5650, 

I 

o.S-t 
o.85 
o.Ss 
o.S5 
o.S5 
o.S5 
o.85 
o.S5 
o.S5 
o.Ss 
o.Ss 
o.8s 
o.85 
o.85 
o.85 
o.85 
o.85 
o.8s 
o.85 
0.86 

I 
15-40 2.56661' 0.86 
15-41 2.5683 0.86 
15.42 2.57001 o.86 
I.'i-43 2.5716~ 0.86 
15·44 2-5733: 0.86 
15.45 2.57501 o.86 
'5-46 2-5766 0.86 
'5·47 2-5783, 0.,86 
15.48 2.58ool o.86 
15.49 2.5816 o.86 
15.50 2.5833 o.86 
15.51 2.58501 o.86 
15.52 2.5866 0.86 
15-53 2.5883 0.86 
15.54 2.59ool o.86 
15.55 2.59161 o.86 
15.56 2.5933 o.86 
15.5712.5950

1 

o.87 
15.58 2.5966 o.87 
15.59 2.5983. o.87 

Ij.6o, 2.6ooo o.S;- x6.oo 2.0L1ti6 o.S9 
1:).61 : :2.6otO o.SJ t6.or : 2.6683 o.S ... > 

15.62 2.6033 o.Rj 16.o2 ::::.6;oo o,Sq 
15.63: 2.6o;o o.S7 16.03 :.!.071~ o.~9 
15.64: 2.0oo6 o.S7 16.o-1 :.!,6733 o.:-i9 
r:;.65 z.6oS3 o.S; r6.o5 z.L>75" o.Sg 
15.66 2.61oo o.S7 t6.oo 2.6760 o.Sq 
Ij.67: 2.61 t6 o.Sj t6.o7 :.!.6783 o,Sq 
Ij.68 2.6133 o.Sj t6.oS 2.6Soo o.t\9 
15.69 2.fn;o o.S; 1G.o9 :.!.6Sto o.S~) 
15.70, 2.6u.>6 o.S; ro.to 2.6833 o.SIJ 
15.7r l2.6rS3, o.87 r6.1r 2.6:lso. o.9o 
lj.j2 12.6200 o.s, 10.12; :.!.686tii 0,90 

15.73! 2.62161 o.S7 16.13; 2.6883' 0,90 
'5·7-1 j2.6233 o.87 16.q ! 2.69oo· 0.90 
'5·7512.62501 o.SS Il>,IS [ 2.6g16l o.go 
15.76 2.6266! o.RS 16.16 1 ~.69.13 1 O.(jO 
15·7712.6283: o.o8 r6.17: 2.6950] o.9o 
15.78 2.63oo1 o.SS r6.rR 

1

2.6gu6
1 

O.C)O 
15.79 2.6316[ o.SS r6.r9 2.h983 1 o.oo 

15.8o 2.63331 o.SS r6.2o 12.7oool o.go 
15.81 2.6350

1 

o.SS r6.zr ; 2.7o16i o.9o 
15.82 2.6366 o.88 11.>.~2~2.7033 1 o.go 
15.83 2.6383

1 

o.ss r6.23 i 2.7050, o.go 
15.84 2.6400 0.88 16.24. 2.7066 0.90 
15.85 2.64r6 o.SS r6.2512.:os3: o.go 
15.86 2.6433 o.SS r6.26 2. 1 1oo

1 

o.9o 
15.87 2.6450 o.SS r6.27 2.71 16] o 90 
15.88 2.6466 o.SS 16.28 2.7133 0.90 
15.89 2.6483 0.88 16.29 2.7150 O.<)I 

15.90 2.6)00 o.SS 16.30 2,7166 0.91 
15.91 2.6516 o.88 r6.31 2.7183 o.g1 
15.92 2.6533 o.SS r6.32 2.7200 0.91 
15.93 2.6550 o.Sg r6.33 2.7216 0.91 
'5·94 2.6566 o.89 16.34 2.7233 o.91 
15.95 2.6583 o.89 r6.35 2.7250 o.gr 
15.96 2.66oo1 o.Sg 16.36 2.7266 O.<JI 
15.97 2.66r61 o.891 r6.37 2.7283 0.91 
15.98 2.6633 o.Sg r6.38 2.7300 o 91 
15.99 2.6650 o.89 r6.39 2.7316, 0.91 

. ,] . I ll>.-!0 2-73.'-\
1 

O.C)I ' 
ll> .. p 2.7350 O.l)l ! 

t6 .. p 2.jJri6 0.()1 i 
16.43 2.7JSJ 0.91 I 

16.-14 2 7-fOO 0.<)1 : 
16.45 2.7416 o,<ll 
I 6.-tl> 2. 7-!33 0,<)1 
t6.-J7 2.j.J)O 0.~~2! 
t6.4S 2.j.Jbb o,q.! : 

~~--!9 i 2.i-fSJ 0.92 
.o.so '2.7soo o.9 .2 

16.51 12·75'6. o.92 , 
11),52 2-75.B 0.92 1 

!6.53 2-7550 0,()2 i 
16.54 2.75ool o.~12 
16.55 2.75S3I O.l)2 
r6.56 2.76ool 0,92 
!6.57 2.76!6' 0.')2 
r6.sS 2.7633 o.92 
16.5() 2.j65o' 0.02 

: I ! 
16.6o · 2.7666 0.92 , 
16.61 '2.768J' O.<J2 ' 

t6.62: 2-770~: 0.9'.? 
16.63 i 2.77H>i 0.92 
16.64 2-7733 0.92 
r6.65 ; 2-7750

1 
o.93 

16.66 I 2-77"61 0.93 
16.67 1 2. 778.31 0.93 
16.68 2.78oo o.93 
16.69 2.7816 0.93 
16.70 2.7833 0.93 
r6.71 2.7S5o 0.93 
r6. 72 2. 7866 o.93 
r6.73 2.7883 0.93 
!6.74 2.7900 0-93 
r6.75 2.7916 0.93 
r6.76 2.7933 0.93 
r6.77 2.7950

1 

0.93 
r6. 78 2 7966 0.93 
r6.79 2.;983, 0.93 



- Ij 

(Nouveau) Tableau II B (suite·) (New) Table II B (confillllfd) 

I6.8o 
1

z.Soool 0.93 17.IO 
1 
z.Ssoo' 0.95 '7··1o 2.<)ooo 0.97 I].;o ~-<>~ool o.q. ~I 

r6.Sr 2.Sor6! 0.93 17.II ::::.SsnJ· 0.95 If-41 ;!.gor6 o.o7 r;.;r ,._·9.:>10 o.l)~ 
16.82 2.8033 o.g3 r;.r;z 1 2.S533, 0.95 '7-42 2.t)OJJ o.g; 17-72 2.~l533 o.,>S\ 
16.83 2.Soso 0.94 t7.13 z.Ssso. o.95 17.43 2 9050 o.q7 17.73 ,..:.,>sso o.t}l) 

1 

16.84 2.8o66 0.94 17.1.J. 2.Sjb0 o.~15 17.44 2.0000 o.9; 17-7·1 ..:.9.)0h o.qoj 
16.85 2.So83 0.94 1].15 

1

2.Ss83' 0.95 17·45 :·..:,qoSJ o.q; IJ.;5 ..:.~l5S3 o.o\_) 
I6.&6 2.8Ioo 0.94 I7.I6 'z.S6oo: 0.95 I7·4" 2.9IOO o.n7 I;.;6 ~.•lt>oo 0.99 
16.87 2.8116 0.94 I].I]iz.S6J6: 0.95 17.47 :2.l)II6 o.q7 I'j./7 ..!.Cl6tb O.l)l) 

I6.R8 2.8133 0.94 Ij.I8 '2.S6331 0.95 17.48 2.9I33 0.<17 I7.7S !.q61_l O.'l<) 

I 

16.89 2.8I50, 0.94 I].I912.Sbj0~ 0.<)~ 17.49 :2.9I50 0.97 I7.79 2.'lOj0 o.<H)I 
I6.go 2.8166 0.9! 17.20 iz.SG661 0.96 17.50 1 2.9166 0.97 Ij.SO .;:,q6oh o.')9 

1 16.91 :z.S183 0.9~ 17.21 2.86S3 1 o.ql, I7-5I '2.~)1S3 o,q7 IJ.~I :2.qtJS3 O.'l'l 

! 16.92 2.8200 0.94 17.2:2 z.Biooj 0.96 17·5·2 ;2.9:!00, o.'J7 17.82 :!.')jOO O.t)tl 
16.93 2.8216 0.9-f I7.23 2.8]16 0.96 I7.53 ,2.9!16 0.97 I7.S3 ;

1

2.97I6, O.')q 
16.94 2.8233

1 
0.94 17.2-1 2.87331 O.<)C> 17.5412.923·3. o.iJ7 I7·~4 

1

2.9733: o.•l<) 
i 16.95 2.8250 1 0.94 I7.25 2.8750 0.<)6 I7·55 2.9250, 0.98 I7.X5 2.9750 O.<)C) 

1 
16.96 2.8266 0.9-1 I7.26 2.876G 0.96 I7·5612.92t>6 o.<)S I7.86 2.97<>0, o.<JC) 

1 16.97 2.8283 0.9-fl I7.27 2.8783 0.9C> 17.5712.')!83 0.<)8 I7.S7 2.llj8,l 0.99 
, 16.98 2.8300

1 

0.94 I7.28 2,8800 0.96 I7.58 2.9300 0.98 17.88 2.<)80o' O.<)'l 
I 16.99 2.8316. 0.94 I].29 2.8816 o.Q6 I7-5<l 2.<JV(• o.<JS q.So '2 oSI6' o.o'l 
--~~--~~~--~~~~~------~--~~~~~----~-r~--------------

1 

[ 17 oo 12.8333 0.94 17.30 12.8833' 0.96 

1 
17.01 2.8350 0.95 17.31 ·2.~850f 0.<)6 
17.02 2.8366 0.95 I7.32

1
2.S8o6 0.96 

[ 17.03 2.il383
1 

0.95 I7.33

1

2.8883 o.gf> 
I] .04 2 .8-fOO, 0.95 17 ·34 2.8900 0.96 
17.05 2.84I6, 0.95 17.35 2.89I6 o.q6 
17.06 2.8433 0.95 17·3612.8933

1 
o.g6 

r7 .o7 2.8450 o.95 17.37 12.89501 o.97 
17.08 2.8466 0.95 I].38 ;2.89661 0.97 
17.09 2.8483~~95 -~7·39 J 2 898.3_,_<>·97 

I 7.60 : 2 -9333' 0.98 
I].6I 2.9]50! 0.<)8 
I7.62 '2.9]66.1 0.98 
I].63 2.9383 0.98 
I 7.64 , 2.9400 0,<)8 
r 7 .6s 2-94 I6, o.<Js 
17.66 2.9-133

1 
0.98 

I 7.67 2 9450 0.<)8 
I7.68 2.<)466 0.98 
1;.69 2.9483 0.9S 

17.90 :2.'.\S]J 
lj.<)l I~·(_)S)O 
17.92. 2.t)H66 1 

17-93: 2.9883! 
I { -94 2 .<JC)OO, 
I7-95 :2.99I6, 
17·96 2.!J<J33' 
I 7 .~l7 2-99501 
I 7 .9S 2 .9']66 
I].!J'l 2.Q!JSJ 

0.<)'} 

1.00 
1.00 

1.00 
I .00 
1.00 

I .00 I 
1.00 I 
1.00 

I ,00 I 



-IS-

I 

I 

(Nouveau) Tableau lli A 
DE CONVERSION DE TONNEAUX 

DE JAUGE EN M:ETRES CUBES 

1 Ton· 
neacx 
Tous 

2 

3 
4 
5 
6 
7 
s 
9 

IO 

I I 

I2 

IJ 
q 
Ij 

I6 
I7 
I8 
I9 
20 

2I 

22 

23 
24 

25 
26 
27 
28 
29 
30 

JI 
32 
33 
34 
35 
36 
37 
38 
39 
.jO 

~~ 8 3 2 s 1 6 1 

i!l. ~ ~ I ~ ~ ~ i 
II 3 3 I I 4 4 
I.j I 6 4 3 0 

I6: 9 1 9 7 I 6 
I<) 8 3 0 0 2 

22• 6 6 2 S I S 

; ~ ~ I ~ 
31 I I 
33. 9 
36! 8 

6 I I 4 
3 

7 
3 
9 
5 391

1 

6 
42 4 
45 3 
48 I 

50 9 
53 8 
56 6 

9 
2 

6 
9 
2 

5 
9 
2 

5 

59 4 9 
62 3 2 
65 I 5 
67 9 8 
70 8 2 

73 6 5 
76 4 8 
79 3 2 

82 I 5 
84 9 8 

87 8 I 

go 6 5 
93 4 8 
96 3 I 

99 I 5 
IOI 9 8 
I04 8 I 

I07 6 4 
IIO 4 8 
IIJ 3 I 

I I6 I 4 
us 9 8 
I2 I 8 I 

I24 6 4 
I27 4 7 
I30 3 I 
I33 I 4 
I35 9 7 
I38 8 I 
I4I 6 4 

4 
7 
0 

2 

5 
8 
I 

4 
7 

0 

9 
7 7 I 
6 4 i 

~ I ~ 
2 

1 
2 1 

0 0 8 
2 9 4 
5 s; o 
8 6. 6 
I 5 2 

4 3 9 
7 2 5 
0 I I 

2 9 7 
5 8 3 

8 6 9 
I 5 5 
4 4 I 

7 2 8 
0 I 4 
3 0 0 

5 8 6 
8 7 2 

I 5 8 
4 4 4 

7 3 0 
0 I 6 
3 0 3 
5 8 9 
8 7 5 
I 6 I 

4 4 7 
7 3 3 
0 I 9 

3 ° 5 

II<) 
238 
357 
476 
595 
7'4 
liJJ 
952 
071 

1')0 

499 
6I8 
737 
856 
975 
093 
212 

33I 
450 
569 

878 
997 
II6 
235 
354 
473 
592 
]II 

830 
949 

Ton
ncaux 
Tons 

ji 

52 
53 
54 
55 
56 
57 
53 
59 
6o 

6I 
62 
63 
64 
65 
66 
67 
68 
6g 
70 

7I 
72 
73 
74 
75 
76 
77 
78 
79 
So 

9I 
92 
93 
94 
95 
g6 
97 
gS 
99 

IOO 

(New) Table lii A 
FOR CONVERTING REGISTER 
TONS INTO CUBIC METRES 

IH i 4 
147 3 

I 

9 
s 

7 
0 

5 
8 

41 I 7 4 
0 7 

l
i. ~3 I ~ ~ 

0 i 5 

19
I 13 s 

172 

I75 
I7S 
181 

184 
I86 
I8g 
192 

I95 
IgS 

20I 
203 
206 

209 
212 

2I5 
2I8 
220 

223 
226 

I ~ 
I~ 

9 
8 
6 
4 
3 

I 

9 
7 
6 
4 
2 

I 

9 
7 
6 

4 
2 

I 

9 
7 
6 
4 
2 

I 

9 

7 
6 
4 
2 
I 

9 
7 
6 
4 
2 

7 i I 

7 i 0 
0 i 3 
3 
6 
0 

3 
6 
0 

5 
s 
I 

4 
7 
0 

~ I ~ 
9 1 s 
3 I 

6 4 
9 7 
3 0 

b 3 
9 6 
2 s 
6 
9 
2 

6 
9 
2 

5 
9 
2 

5 

9 
2 

5 
8 
~ 

5 
8 
2 

5 
8 

I 

4 
7 
0 

3 
6 
8 
I 

4 
7 

0 

3 
6 
8 
I 

4 
7 
0 

3 
6 

9 
7 
6 

., ' 

5 
3 

s I 
4 I 
0 

6 

0 : s 
9 4 
S I I 

I 
6, 7 

5 3 
3 9 
2 5 
I I 

9 7 
8 3 
6 9 
.'i b 

~ I ~ 

~~~ 
~ I ~ 

8 5 
4 5 
3 I 

I 7 
0 3 
8 9 

i 

4-18 
.)07 
6H6 I 
Sos : 
924 
o.p 
It> I 
~So 

J<J9 
5t8 I 

7 
6 

5 637 
I 756 

4 
3 
2 

0 

9 
7 
6 

5 

3 
2 

0 

9 
8 
6 

5 
3 
2 

I 

7 875 
3 994 
0 I I 3 
6 I 232 

2 35 I 
8 470 
4 .)S<J 
0 708 

6 827 
2 946 
9 o65 
5 I84 
I J03 

7 422 

3 54I 
9 66o 
5 779 
I 8<)8 



(Nouveau) Tableau Ill B 
DE COX\"ERSION DE TOXNEAl'X 

DE JAl'GE EN METRES CUBES 

I 

Tonneaux :\ICtres cubes 
Tons 

' 
Cubic metres 

I 
I 

I 0.01 I 0.02~ 

I 
0,0.! 

I 
O.Ojj 

0.03 o.oS.=; 
0.0-} 0.113 
o.os 0. I.f.! 
0.06 0.1 ;a 
O.Oj 0.198 
0.08 I 

0 ·l·~-
___ , 

o.og I 0.255 
0.10 ! 0.283 

0. I I 0.312 
0.12 0.310 

I 0.13 0.3bS 
I o.q O.J')j 
I 0.15 0.-J2_i 
! 0.16 

I 

0.-}53 I 

0.17 0.4~2 
o.rS ' o.:;ro 

' I 
0.)38 o. 19 ' ' O.j(>7 0.20 ' 

0.21 0.595 
0.22 i 0.6~3 

I 
0 65! 0.23 I 

0.2-f O.f>8:> 
0.2,0 o.7oS 
0.26 0.7J7 
0.27 0.765 
0.28 0.793 
0.29 o.822 
0.30 o.Sso 

0 31 I o.87S 

I 
0.32 I 0.907 
0.33 

I 
0.935 

0.34 0.<)63 
0.35 0.<)<)2 
0.36 1.020 

0.37 1.04S 
0.38 ' 1.076 
0.39 i I. lOj 

0.40 I I. I 33 

0.4 r I. 161 
0 .. 12 1.1')0 

0.43 1.2 IS 

0.{4 1.246 

0-45 1.27 5 
0.46 I.J03 

0-47 1.331 
0.48 1..)60 

0.49 I.JS~ 

o.so I !.41 (i 

(New) Table Ill B 
FOR CONYERTING REGISTER TON~ 

INTO CUBIC METRES 

----

TC'nneaux Ml'tres cubt'S 
Tons Cubic met.res 

I 
' 

O.jl 1.445 i 
I 0.5..! 1.4 7 3 I 

O.jJ 1.501 i 
O.j-} 1.5.W 
O._i,) 1 .sss i 
O.j0 I .jS6 I 

I 
' O.jj 1.615 i 

O._)S 

I 
1.643 

I O.jC) I .6j I 
o.t)o l.jOO 

! 

o.bi I I.j .!S 

! 0.6·~ I 1.756 
0.63 I I. 7S5 I 
0.6-} 1.S r 3 I 
o.(>S I .ii-} I 

I 0 t>b r.S;o 
o.bJ r.Sq8 
o.(>S 1.9~6 
0.{)<) 1.955 

I I.<)S 3 o.;o 
I 

O.]l 

I 
:..!.01 1 

0.72 ~.0.10 

::!.ohS 0.73 I 

0 -74 
I 

2.og6 
O.j.) ::!.L!.) 

0. 7t.J 1.lj3 
0 -77 2. JSI 

0.78 
i 

2.2 to 

0.79 
' 

2.23S 
o.So 

' 
2.2hf) 

0.~( 2,2t)j I 
o.S2 2.323 

I 
o.SJ 2.3.)1 
o . .s., 2.JSo 
o.S:) I 2 . ..JOS 
o.St> 2 ·4 ]h 

o.H7 2.-Jb.) 
o.H.S 2 ... <)] 

o.d<J ' 2.5·.! I 

I 
0.<)0 r 2.5.)0 

0.91 I :!.5jH I 
' 0.<)2 ' 2.hotJ 
' 

0.93 2 6].i 

0.9-} :? ,(,() J 

0.95 2 .(HJ I 

Q,C_)() 2. 720 

0.')7 2. j tS 
0.1)8 2.jj6 

0.(_)4) 2.Ho,; 

I .00 o.S33 
-
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(Nouveau) Tableau IV A (New) Table IV A 
DE CONVERSION DE METRES CUBES 

EN TONNEAUX DE JAUGE 
FOR CONYERTING CUBIC METRES 

I~10 REGISTER TONS 

I ! 
Tonneanx 

Tens 
I ,----------,--1 
J M~tres cubes I 1 ~ ~ ::: ~Ietres cubes 
'I Cubic metres II .!] 8 j -~ e -~ E ~ ~ Cubic metres I .Sc I.£·.::: .£:;:: 

~0 I~~ §§ H I 

Tonneaux 
Tons 

--~------

' 

0 

0 

I 

I 

I 

3 I 
7 

5 
0 

3 
6 

51 
5Z 
53 
54 
55 
56 
57 
ss 
59 
6o 

IS 
IS 
IS 
Il) 

Il) 

Il) 

20 

20 

20 

2I 

0 

3 
7 

I 0 3 

3 
4 
5 
6 

: 5 6 
0 5 

I 

6 
I 

9 0 9 
4 
7 

0 () 2 

7 
8 
9 

IO 
3 
3 

4 
s 
I 

5 

7 

7 
3 

5 
s 
I 

-! 
7 
0 

II I 3 s s 3 6I 
12 I 4 2 3 0 62 

I 3 4 5 8 9 63 
'4 4 9 4 2 64 

21 

21 

·I 

! -! 
I S 
I I 

5 
s 
2 

5 

3 
s 
3 
<) 

3 
l> 

9 

I5 5 2 9 5 65 ~? ·I 5 
I6 5 6 -1 S 66 23 - 9 8 

<) 

I 7 6 0 0 I 67 23 (> 5 I 

IS 6 3 5 ·I 68 24 0 0 ·I 
Il) 6 7 0 7 69 24 3 5 i 

l ____ z_o----~---7~-+--o--+--6--+--o--+-___ ?_o __ ~ ___ z_-t __ -+--7--+-~I--+--o--l 

I 
2I 7 4 I 3 7I 25 0 6 
22 7 7 6 6 72 25 4 I 
23 8 I 1 9 73 25 7 () 
24 8 4 7 2 74 26 2 

25 8 8 2 5 75 26 -1 
8 
r 

5 
s 

7 
26 9 I 7 S 76 26 2 

27 9 5 3 I 77 27 s 
3 
8 

28 9 8 8 4 78 27 
29 IO 2 3 7 79 27 
30 ro 5 9 o So 28 

31 
32 
33 
34 
35 
36 
37 
38 
39 
40 

4I 
42 
43 
+I 
45 
46 
47 
48 
49 
50 

10 

II 

II 

12 

12 

12 

13 
13 
13 
'4 

"' l4 
I5 
IS 
15 
I6 
16 
r6 
'7 
I7 

9 
2 

6 
0 

3 
7 
0 

4 
7 
I I 

4 
9 
4 
0 

5 
0 

6 
I 

6 
2 

3 
6 
9 
2 

5 
8 
I 

4 
7 
0 

28 
28 
29 
29 
30 
30 
30 
3I 
3I 
31 

5 
9 
2 

6 
0 

3 
7 
0 

9 
4 
9 
5 
0 

5 
r 
6 
r 

7 

4 7 3 l)I 32 I 2 

8 2 6 92 32 4 7 
I 7 9 93' 32 8 2 
5 3 2 94 33 I 8 
8 8 5 95 33 5 3 
2 . 3 8 g6 33 8 ll 
5 9 I 97 34 2 4 
9 4 4 g8 34 5 9 
2 9 7 99 34 9 I 4 
6 0 IOO 35 I 3 I 0 ~---~)~--~----~----~---

3 
6 
9 

5 
8 
r 

-1 
7 
0 

3 
6 
9 
2 

5 
8 
I 

4 
7 
0 

3 
6 
f) 

2 

5 
8 
I 

4 
7 
0 
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(Nouveau) Tableau IV B 
DE COXVERSION DE METRES Ct:BES 

EX TOXXEA!.'X DE J Al'GE 

I 

~ 
I ~l~tres cubes Tonne..1.u::t 

I 
Cubic metres Tons 

I 

I 
0.01 I 0.00-! 

I 
0.02 0,007 

0.03 I 0.011 

0.0-! I o.oq 
O.Oj ~ o.orS 
0.06 

I 

0.021 

O.OJ O.U::!j 
o.os o.o~S 

0.09 I 0 032 
I 0.10 I 0.035 

I 
0. I I i 0.0,3~) 

' 
~.12 O.O.J2 

i 0.13 o.o-16 

i o.q 0.0-!9 
I 0.15 0.053 

0.16 
: 

o.o;6 
' 0.17 0.060 

0.18 i 0.06-1 
0.19 

I 
0.067 

0.'20 I 0.071 

0.21 I 0.07-1 
0.'22 I o.o,s 
0.23 o.o81 
0.2-1 o.oSs 
0.2j o.o88 
0.26 0.092 

0.27 0.095 
0.28 0.0<)9 
0.29 0.102 

0.30 I 0.106 

0.31 0.109 
0.32 0.113 
0.33 O.II6 
0 -34 0.120 

0.35 0.124 

0.36 0.127 
0 -37 o.q1 
0.38 0.134 
0.39 0.138 
0.40 I 0.)41 

0.41 0.145 
0.42 0.148 
0.43 O.Ij2 

0.44 0.155 
0.45 0.159 
0.46 0.162 

0.47 0.166 
0.48 0.169 
0.49 0.173 

' I 0.50 0.177 

(New) Table IV B 
FOR CO~YERTI~G Cl'HIC METRES 

l~TO REGISTER TOXS 

' i 
~~~~cubes I Tonnc,lUX 
Cubi(' metn--s Tons 

I 
O.jl o.tSo 
O.j~ 0.1S4 
0.53 o.1S7 
o.s-1 O.lt)l 

o.ss 0.1<}-! 
o.so O,JqS 

0.57 0.::!01 

o.5S 0.::!0.) 

0 . .)9 0.~0~ 
0.00 ' 0,:!\2 

o.6t 0.215 
0.62 0.2tt_) 

o.63 0.2'..!'..! 

o.64 0.2.!6 

o.6s 
I 

0.22() 

0.66 0.2)3 
0.67 0.~37 

o.6S 0.2.JO 
0.6<) 0.2.,., 
O.jO 0.2.J7 

0.71 0.2jl 

0.72 O.:!j.f. 

O.iJ o.z5S 
o. 7-1 0.::!01 

0-75 o.zo; 
0.76 0.268 
0.77 0.272 

0.78 0.'2]5 

0.79 0.2f(_) 

o.So o.z~L! 

o.S1 0.:.?~() 

o.Sz o. 28<) 

0.83 o.:.HJ3 
o.84 o. 297 
o.85 0.)00 
0.86 0.304 
o.87 0.307 
o.88 0.311 
o.89 

I 
0.3'-1 

0.90 0.318 

0.91 0.321 

0.92 0.325 
0.93 0 J28 
0-94 0.332 
0.<)5 0.335 
0.96 0 339 
0.<)7 O.J-!2 
0.98 0.346 
0.99 

I 
0.349 

1,00 0.353 

! 

I 
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(~ODYE.-\liX) EXE:\IPLES. 

EXE)!PLE DE L'APPLIC\T!OX Dt: 

TABLEAU III DE COX\"ERSIOX 
DE TOXXEAL"X DE JAUGE EX 

)!ETRES CUBES. 

On doit conYertir 36,503.85 
tonneaux de jauge en metres 

cubes: 

Du Tableau l III \ 
From Table J • 

IliA 
III A 
IIIB 

EXEli!PLE DE L'APPLICAT!ON 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 l IV A 
From Table f 

IV A 
IV A 
IVB 

EXEMPLE DE L'APPLICATION DU 

TABLEAU V DE CONVERSION 

DE PIEDS EX METRES. 

On doit convertir 428,15 pieds 
en metres: 

Du Tableau l V A 
From Table f 

VA 
VB 

(~EW) EX.-\:\IPLES. 

EXAMPLE FOR .-\PPL!CAT!OX 
OF TABLE II l FOR COX\"ERTIXG 
REGISTER Toxs INTO Crmc 

:METRES. 

One has to conwrt J6,503.85 
regi,;ter tons into cubic 

ml'tres: 

T.J.-H.T. :\1.' 

36.ooo - . 101,98J.003 

soo 1,.j.I6.431 
.., 8.49!) .) 

o.S5 2.408 
36,so3.85 10J,.p0.34I 

rv 103,410.34 

EXAMPLE FOR APPLICATION OF 
TABLE IV FOR COX\'ERT!NG 

Ct:BIC l\IETRES INTO REGISTER 

ToNs. 

One has to convert 89,738.g2 
cubic metres into register 

tons: 

8g,ooo 

730 
8 
o.g2 

89~738~92 

T.J.-H.T. 

3I,41J.OOO 

257·690 
2.82-J. 
0.325 

3!~677.839 
rv 31,677.84 

EXAMPLE FOR APPLICATION OF 
TABLE V FOR CONVERTING FEET 

INTO 1\IETRES. 

One has to convert 428.15 
feet into metres: 

Pieds-Feet 

420 

8 
o.15 

-428.15 

l\le>.rcs 

r28.oq 

2-438 
0.046 

!36.498 
rv 130.50 



EXD!PLE DE L'APPL!CAT!O:\ DU 
TABLEAU \'I DE COXYERS!OX 

DE :METRES EX PIEDS. 

On doit conwrtir 145,67 metres 
en pieds: 

Du Tableau 1 VI ;\ 
From Table\ · 

VIA 
VIB. 

EXA:\!PLE FOR APPL!C:\TIO:\ 
OF TABLE VI FOR CO:\YERTING 

:METRES INTO FEET. 

One has to com·ert q5.67 
metres into feet: 

::\l~tre~ 

qo 

5 
0.67 

Pied>- Feet 

459-326 

r6.405 
z.rgS 

477-929 
rv 477-93 
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LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT/' 
.l 

MARITIME TONNAGE MEASUREMENT.~ 
Report to the Advisory and Technical Committee on Communications and 

Transit by the Chairman and the Rapporteur of the Technical Committee 
for Maritime Tonnage Measurement on the Replies received from the 
Governments to the Circular Letter forwarding the Results of the 
Technical Committee's Work. 

ANNEX 1. 

REPLIES OF THE GOVERNMENTS TO THE CIRCULAR LE'l"l'ER. 
COMMUNICATING TO THEM THE .RESULTS OF THE WORK OF THE 
TECHNICAL COMMITTEE ON MARITIME TONNAGE MEASUREMENT. 

I. GENERAL OBSERVATIONS. 
Germany. 

December 13th, 1932. 

The German Government has, from the outset, welcomed the attempt to establish an inter
national uniform method of maritime tonnage measurement, and believes that the draft 
instructions drawn up by the Technical Committee represent valuable work which seems 
calculated to facilitate very considerably international agreements on this subject between 
maritime countries. Germany, ·like many other countries, has concluded inter-State agreements 
regarding the mutual recognition of tonnage papers in particular, with the United Kingdom and. 
countries whose national tonnage measurement system is based on the British system. The 
German Government considers it desirable, in the first place, to communicate in due course with 
the contracting parties to the above-mentioned treaties regarding the situation created by the 
result of the Committee's preliminary work, and will send further communications later. 

United Kin~dom. 
July 8th, 1932. 

The competent officials of His Majesty's Government have, during recent months, been 
very fully occupied with the work involved in drawing up the necessary regulations and taking 
other action of various kinds to bring into operation the International Convention for the Safety 
of Life· at Sea, 1929, and the International Load-Line Convention, 1930, ~nd also in preparing 
the ground for the introduction of revised International Collision RegulatiOns as recommended 
by the International Safety Conference of 1929. It is hoped that it will prove possibl'? to br!ng 

·the Load-Line Convention into operation at the beginning of 1933, and the Sa~ety Conv.entton 
and revised International Collision Regulations shortly after; but for some constd~rab!e time_ to 
come the competent officials of His Majesty's Government will be very fully ?ccupted 111 dealmg 
~vith matters arising out of the operation of the new conventions and regulations. 

2. The Load-Line and Safety Conventions and the International Collision ~egulations all 
have a very direct bearing on the safety of life at sea, and have necessanly. had _to ~e 
given preference over other questions, including that of tonnage me~s~rements. ~ts _MaJesty s 
Government have accordingly been unable to make more than a prelu~unary e:"~mtnation of the 
proposed International Tonnage Regulations, and they are not yet m. a_ po_sttion, and do not 
expect for some little time to be in a position, to consult the vanous Bn~tsh mterests concerned 
(e.g., shipowners, dock and harbour authorities) in regard to these regulattons. 
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3· The matter is not, however, in their opinion, one either of great practical import~nce or 
of urgency, as the position is, for all practical purpose~, 3;dequate~~ covered by the bilateral 
agreements which exist between most, if not all, of the pnnc1pal mantlme Powers for the mutual 
recognition of tonnage certificates. It is true that many of these a&reements .were m8:de some 
considerable time ago, and it is appreciated that minor differences 111 regulatw~s, wh1ch have 
been accepted as substantially equivalent, and in the application f!f those reg11;lahons, ~ay have 
crept in; and the report oft he Technical Committee which calls attentiOn to. the pmnts on wh:ch these'---,_ 
differences arise, and the draft Regulations which the Committee ha':e s111ce drawn up, w1ll prove 
most useful when His Majesty's Government have occasion to rev1ew the arrangements made 
by them with other maritime Powers for the mutual recognition of tonnage c~rtificates. But it 
is believed that, for the most part, the differences between the tonnage.regulatwns of the various 
countries are not of major importance, and, in the opinion of His MaJesty's Government, there 
does not appear to be any necessity to hold an International Conference to deal with the matter, 
in view of the satisfactory degree of uniformity which already exists in actual practice. 

4· While His Majesty's Government appreciate highly the work undertaken by the Technical 
Committee on Maritime Tonnage Measurement, they have not yet been able, therefore, for the 
reasons stated above, to examine in any detail the draft Regulations for tonnage measurement 
of ships nor to consult the various British interests concerned. In the view of His Majesty's 
Government, the best procedure would probably be for the different Governments concerned 
to consider whether, in the light of the information furnished in the reports of the Technical 
Committee, any action is required in connection with their existing regulations or their existing 
bilateral agreements for the mutual recognition of tonnage certificates. His Majesty's 
Government propose to adopt this course and, as soon as circumstances permit, they will consider 
in consultation with the interests concerned, the draft Regulations prepared by the Committe~ 
with special reference to any points in which they differ from the British regulations. 

5. As it is understood that the draft Regulations are based mainly on the British tonnage 
regula~ions! it is not. ~nticipated. that this .survey of the position will sug~est any important 
altera~10n 111 the Bnttsh regulatwns; but 1t may suggest one or two po111ts which call for 
an adJustme:lt of the present arrangements with other countries for the mutual recognition of 
tonnage .certlfic.ates, and, if this should prove to be the case, His Majesty's Government will 
commumcate w1th the Governments concerned. 

Denmark. February 14th, 1933. 

The J?anish Gov.ernment state~ that the Tonnage Measurement Regulations proposed by 
the Techmc~l Cmmmt~ee do not. d1ffer from those used in Denmark sufficiently to necessitate 
any chang.e 111 the Damsh regulatwns, and that the circles concerned in Denmark are opposed to 
the e~tabhs~m~nt at. present of tonnage measurement regulations which would require changes 
affectmg ex1sttng sh1ps. . 
. The _Danish G~vernme~t therefo!~ feels it should recommend that the question of the 
mtroducbon of new mternatwnal prov1s1ons concerning the tonnage measurement of ships should 
be deferred. 

Irish Free State. 
March roth, 1932. 

St t The lraft Reg';llations h~ve been examined in the competent department in the Irish Free 
a e an are considered satisfactory. The Government of the Irish Free State are accordin 1 

prep~red to agree to the adoption of the draft Regulations as the international standard g y 
p '. ~me such arrangement ~s the international agreement suggested in the· draft Tr~nsitory 

rov1s10ns al?pears to be a smtable way to proceed to give effect to the new Re 1 · 

~~~r~~J~:/~;ha ~~: r!a:~ is ~oncern~d, the ~e~ulations, when accept~d internati:.a~i~~n~~n ~~ 
~~u~~~e~:e1~t~si~~bl:h!~ ~!!~~1~~::~~~s~~~~:f!~!d :~r·tim~s :e~,;~e~t~~~;~r~~~1~~Ya!~ PJ:~!~£ 
authorities concerned, and no doubt it will als b f d sed ~~1 the shlpp111g mtere~ts and the 
adoption of the Regulations in the var!· o ~t.oun possl. e to arrange for the Simultaneous 

ous man 1me countnes. 

Iceland. 
March rsth, 1933. 

The Government of Iceland is in agreem t "th th D · 
that the question of the a lication of en ~1 e am~h Government in recommending 
of Vessels should be left plending. new International Regulations for the Tonnage Measurement 

Italy. 
. . February- 22nd, 1934. 

Transztory Provzsions.-Articles r and 2 of these ro i · · f · 
~!ready in use, Or under construction at the date r thV S10ns. glV~ SU fiClent protection to ships 
111 respect of which it is not intended that the a lica~ion ef ~~m111g 111to fore~ of the Regulat~ons, 

It would seeni .however that in Articlep~ d" o e new Re~ulatwns shall be reqmred. 
measurement (J?a~a~aph 2) ~nd re~neasurement ' ~;;ere:t treatment lS pro.vided in the case of 
measurement, It IS said that, unless requested b (p thegr Jf.h 3) of such shlps.. In the case of 
shall not apply to ships whose keel was laid befo!e the: ~pov:rn~r, fthe Iniernatto~al Regulations 
on ~he other hand, in the case of remeasurement it is sai~ ;K ~~~ ~rce o the sald Regulations; 
winch have been presented for measurement befor'e the . a . te fules shall not apply to ships 

commg 111 o orce, etc. 
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Since ships are measured before being fully fitted out the ca~e n1I"a}1t ~ri· ·e of h" 1 
k l --, z ·a b f 1 · · ' ' ~ "' " ~ s Ips w 1ose ee <Las a 1 e ore t 1e conung mto force of the Regulations but which at that date were not yet 
completed and therefore would be measured after the said comina into force· I.t I·s , "bl t1 t 
1 t h h" uld h b <> • pos~I e 1a , a er, sue s tps wo ave to e remeasured bv reasons of chancres occurri.Ila 1·Il tl1e 1 t" 
I th f h hi h 1. . • ' "' "' nean nne. n e case o sue s ps, t e app Icatlon of the new Rules would be compulsof'-' at tll t" f 

t h t th t . f h · · .1 , e nne o remeasuremen , w ereas a e Ime o t e on!nllal measurement their applicati.Oil . , t" 1 
I d t 'd th "bil' f h • <> • ' "a~ op Iona . nor er o avoi e possi 1ty o sue an mconsistency, it would be desirable to adopt the sam~ 
rule for_ remeasurement as f?r measuremen_t a~d to change the third paragraph accordingly. 

It IS also. thought deSI~able to pronde In the last paragraph for the case of remeasurement 
of vessels which_have prev~o':sly been under a foreign flag. 

To make this c_learer, ~t Is proposed to alter the order of this paragraph, which, in Yiew of 
the above observations, might read as follows : 

"Save at the request of the owner, the International Regulations shall not apply to 
r~m~asurement on account of al~erations in the construction or use of spaces or of nationa
hsatwn by change of. flag of ships _the keel of w~i~h has been laid before the coming into 
force of the _Interna~wnal Regulations; the provisions of Article I shall be applicable to 
tonnage certificates Issued for such ships." 

Japan. August 12th, 1932. 

The_ Japanese G~vernment is of opinion that the e~tablishment and putting into force of 
InternatiOnal RegulatiOns for tonnage measurement of ships are of the very greatest importance 
and therefore hopes that the work. undertaken by the League of Nations will be continued in the 
future with unabated vigour. Nevertheless, it is of opinion that the necessity for such regulations 
cannot be gauged fully until they also apply to the Suez and Panama Canals and that the 
establishment of such regulations can be considered useful only on that condition. ' The Japanese 
Gov~rnn~ent is therefore of. opinion that _it would be ~esirable, with a view to establishing and 
puttmg mto force InternatiOnal Regulatwns concermng the tonnage measurement of sea-going 
vessels, to convene under the auspices of the League an International Conference composed of 
representatives of all Powers and, if possible, of representatives of the Panama and Suez Canals. 

For this reason the Japanese Government submits general observations with regard to the 
draft regulations for tonnage measurement of ships and a memorandum giving its view on each 
article of the draft. 

I. The International Regulations should be applied, not only by all Governments, but also 
for the calculation of tonnage as a basis for fixing tolls on the Suez and Panama Canals, which 
very closely affect the seagoing shipping of the various countries. 

2. The International Regulations should, as far as possible, be of an impartial character and 
should be adapted to the real circumstances of all ships. 

J. The International Regulations should, as far as possible, be simple, clear and practicable, 
provided that they do not infringe the principles referred to in the previous two paragraphs. 

Should the International Regulations be amended in accordance with the observations made 
in the memorandum referred to, it is desirable that ships measured before the coming into force 
of the said Regulations should be treated as follows : 

(a) The measurement of spaces under the tonnage deck, of spaces between each deck situated 
between the tonnage deck and the upper deck, of spaces on the upper deck and deductible spaces, 
such as propelling-power spaces, carried out under the British rule, properly so called, concerning 
tonnage measurement, may be regarded as having been carried out according to the International 
Regulations, and it would therefore not be necessary to remeasure under the latter. Nevertheless, 
in cases in which the International Regulations require new measurements or calculations for 
the fixing of gross and net tonnage, measurement or calculation should be made under the new 
rules. Thus, measurement will be carried out entirely in accordance with the new Regulations, 
and the international tonnage certificate to that effect will be issued within five years following 
the date of the coming into force of the International Regulations. 

(b) Ships measured under tonnage measurement regulations other tha~ the British ·~ule, 
properly so called, must all be remeasured in accordance with the new Regul~t10ns, a~d provtded 
with an international tonnage certificate, within five years from the mtroductlon of the 
International Regulations. 

(c) The mutual agreements existing between Powers with regard to tonnage measurement 
of ships should remain valid, as in the past, in respect of ships which have not yet been remeasured 
in accordance with the provisions quoted in the previous two paragraphs. 

Norway. December Jist, 1932. 

The Norwegian Control Office for Tonnage Measurement, referred to herea~ter as the Co~trol 
Office, having considered the supplementary report and the draft of International R~gulatlons, 
and seeing that the latter will give practically the same r~sults as t~e prese.nt Norwegian Rule?, 
is of opinion that the documents. presented by the 1'~ch~Ic~l Committee will form a go~d bas~~ 
for the discussion at an InternatiOnal Conference which 1t 1s proposed to call to deal with this 
subject. . 

The Control Office is also of opinion that the international agreement mmed at should take 
the form of a convention to which the Regulations should be an annex. . 

It is presumed that the draft of this co~ve~tion w~ll be submitted to the 1~tereste~ 
Governments in order that these may express the1r v1ews on It before the League of Natwns calls 
an International Conference. 
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The Control Office, seeing that the Regulations have been prepared with the so-c~l1ed British 
system for tonnage measurement as a basis, wishes to point out that !his must _be satd to be an 
advantage irrespective of the fact that the said system presents certa111 anomalies. 

Owing to the fact that the countries employing the British system. greatly outnumber th?se 
employing other existing systems for tonnage measurement, the adoptl?n of ~ sy~tem dep~rt111g 
from the British would, no doubt, cause a considerable amount of work 111 read]ust111g dues 111 the 
countries concerned. Nor, as far as the Control Office knows, has there been any demand for 
alterations in the principles of the British system from the interested Governments or shipowners. 

It may be said that it is of minor importance to call an International Conference to adopt 
the British system now already used by the majority of sea-faring nations. It must, however, 
be realised that the rules now in force in the various countries, although based on the British 
system, are not verbally indentical. This fact causes differences in the in~e~pretation and 
application of these rules, thus leading to an unequitable treatment of manttme commerce 
between countries. 

No trade, probably, is more international than the shipping trade. It is, therefore, only 
fair and logical that the basis upon which ships' dues are levied should be the same in all countries. 

The adoption of verbally identical Regulations for tonnage measurement will, to a great 
extent, contribute to this. In order, however, to obtain the greatest possible uniformity with 
regard to the interpretation and application of these, the Control Office strongly recommends 
that the said International Conference put forward the question of the establishment of an inter
national body to deal with any questions that may arise regarding maritime tonnage measurement. 
Provisions concerning the task and power of this body should be embodied in the convention. 

The Control Office also wishes to emphasise the importance of the authorities of the Suez 
Canal and the Panama Canal being requested to take part in the forthcoming International 
Conference. The fact that the majority of sea-going ships, besides holding the national tonnage 
certificate, must be provided with special tonnage certificates for the said canals prepared according 
to different systems, gives rise to considerable work for the tonnage authorities. 

OBSERVATIONS ON THE SUPPLEMENTARY REPORT. 

Formulm of Measurement (Appendices I A, I A/B, I B, I C, I D and I E). 

The Control Office must deeply regret that the Technical Committee has been unable to 
express a unanimous opinion as to the use internationally of the draft formulre of measurement. 
It should he borne in mind that these documents have been prepared in close conformity with 
the ~egulations. They will therefore serve as a valuable guide to the tonnage surveyors when 
carrymg out the tonnage measurement. They will also contribute to the attainment of the 
unifo:mity aimed at. If a ship should require remeasurement on account of her changing her 
flag, tt.wtll be of g~eat value that t~e formulre of measurement have the same wording and are 
otherwtse arrang_ed 111 the same way m the two countries concerned. In such a case, there should 
be an ?Pportmuty for the tonnage measurement authorities carrying out the remeasurement 
to obta111 a copy of the formulre of measurement from the tonnage measurement authority of the 
country where the previous measurement was taken. 

Trans£tory Provisions concerning the Coming into Force of the Interna#onal Regulations for Tonnage 
Measurement. 

- !~e Control Office, while having no observations to make regarding the proposed transitory 
provtstons, presumes that these will be embodied in the coiwention. 

Netherlands. 

July 8th, I932. 
,Her J\~ajesty's ~overnmen:, while paying a tribute ~o the very co~siderable work done' by 

t~e rechmcal C~mnutt~e f_or 1onnage M:easu:ement, _destres to express ltS regret that there are 
still too many dtfficulttes m the way of the 111ternatwnal establishment of a more logical basis 
for tonnage m~asurement. Her Majesty's Government fully realises the serious inconveniences 
that would be 111volved by a change in the present basis of tonnage measurement above all since 
the ~nternational Shipowners' Organisation is opposed to the establishment ;f such a basis 
Posstbly.' th~ final o?ject ~ay be ::chieved in the future only after the adoption of the draft 
Re~l~ttons 111 _question, whtch, bestdes the reforms contemplated, would have the advantacre of 
provtclmg a umform system of tonnage measurement. <> 

:r:'or these reasons the Netherlands Government is of opinion that the draft Regulat' 
con~tttute a valuable basis of discussion with a view to the conclusion of a conventt' n 

1t0h~s 
subJect. o on ts 
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Overseas Territories. September Ioth, 1932 . 

• T In a genera: way, the competent authoritit;s of the oYerseas territories agree with the 
Netherlands GO\ ernment that the draft Re!!ulatwns constitttte a \'alttable ba-1· f d' · • • • <> • • < ' :S S 0 lSCUSSIO!l 
w1th a new to the conclus1on of a conYeution on this subJ'ect. Newrtheless tile C'o. . t 

f th "T th 1 d I d' '11 1 . . . • , , 'enuuen o e .r-e er an s n 1es Wl 1aye certam speCI~tl chfticulties because there are a ,.e , 1 
b f 11 · · · 1 · . ' ' ' n urge 

num. er o sn;a. pnmitlve vesse s m those terr~tori~s. It would, i11ta alia, be imposiible to 
appmnt a sufticient number of ~onnage sun·ey~rs m new of the Yery large munher of such vessels 
and the large e~1:ent of the terntory of the Indies. 

Sweden. April 27th, 1933. 

The questio~1 of the method of tonna?e measurement of ships is certainly one of those which 
would ~ore pa~tlcul.arly ~al~ for the adopt10n of International Regulatious. For such Regulations 
~o achi~ve the1r obJect, It IS necessary, howewr, that the various countries should apply them 
m a umform manner. 

The draft Regulations here contemplated agree in essentials \Yith the British method of 
tonnage measurement as at present applied in the United Kingdom. Ilitheito, Sweden has 
used a method based on the so-called '· German rule ··. Sweden's accession to a future convention 
based on this draft would therefore oblige her to abandon her traditioual method for that laid 
down in the convention. Nevertheless, since an interuatioual method of touna"e measuremeut 
unif?rmly applied wou~d offer ce~ain advantages for her shipping, it seems that she might 
cor;s1der. such a change 1f the adopt10n of such a method were really likely to produce the desired 
umformity. 

Would the scheme contemplated have that effect, however? It may be questioued whether 
such i~ the case. Indeed, i~ contains a very large number ?~ detailed provisions which might 
stand m the way of the desued result. Some of these prov1swus are furthermore drawu up in 
such indefinite terms that they might give rise to differeuces iu interpretatiou. As an example, 
the rule laid down in Article 26 (a), 10, might be cited, whereby the maximum authorised height 
of double-bottom floors, and on ships with frames, lougitudinal floors, shall be fixed, with due 
reference to the " regulations for strength and safety of ships ··, aud, ou the other hand, the 
expression " normally spaced stiffeners " in Article 53, I. Furthermore, it woul<l not appear 
that the question whether water-ballast spaces are properly coustructecl and have been properly 
tested as ballast-tanks (Article 71 (a)) could or should be left to the decision of the tonuage 
surveyor. 

To show how important it is that an international method of tonnage measurement should 
lay clown as simple regulations as possible, it need only be pointed out that the relatively simple 
regulations, which may be said to be internationally uniform, concerning the measurement of 
spaces under the tonnage deck have in practice led to essentially different results in different 
countries. 

The examination of the proposed draft Regulations by the experts of the competent Swedish 
authorities has further given rise to a number of technical observations concerning the matters 
dealt with. They are set forth in the annexed memorandum. Mention should he made here, 
however, of certain points of special importance. 

Article 26.-The provisions of this article preveut the installations of very large ·water-ballast 
tanks. 

Article 6o.-The conditions to be fulfilled under the note to this article to ensure that spaces 
used as shelter for deck passengers are not included in the gross tonnage might be very difficult 
to comply with in the case of Swedish passenger ships used for traf.fic in the Baltic or for sh?r~er 
distances. Either these conditions should be deleted or a reservatwn should he made prov1chng 
for exceptions to them in Swedish harbours. 

Article 71.-The limitation of the deduction provided for water-ballast spaces t? a certain 
percentage of gross tonnage might cause difficulties in the. case of ve~sels of ~ partlc.ular type 
which are of special importance in Swedish shipping-that 1s to say, shtps specwlly btult for the 
transport of ore which often make long voyages _in ballast in rough seas. These v~ssels need a 
much larger quantity of ballast than that provided for by .the percentage .curve 111 the dra~~· 
The proposed limitation might, in their case, lead to a recluctwn of the quant1ty of water ballast, 
which would impair their safety. 

Article 75.-The graduated curve provided for the deduction allow~d for propelliug-machiner~ 
space might easily-particularly at the lowest limit-lead to gr~at t~nfamtess, whtch w?ulclt~erhaps 
bear hardest of all on small motor vessels. It is extremely Illogical that a vessel m wh1ch the 
space actually occupied by the propelling machinery is I~.g per cent of the ~ross tonn;g~. ~ho~lcl 
be allowed a deduction of only 22.7 per cent for propelhng power, whereas anothe~ \esscl w1th 
the same space of IJ.I per cent s~ould b~ allowed a cle~u~tion of 32 per.ccnt. !tIS ~ften .very 
difficult and very expensive to bnng. a sh1p above. the l.Imit-by putt1ng 111 trunk bulkheads, for 
instance · the safety of the vessel m1ght even be 1mpatrecl. . . 

It s~ems desirable for the above reasons that the question of an mternatwnal me~hod of 
tonnage measurement should once more be carefully consiclere~ by experts wh~se spec~al. task 
it would be to examine the possibility of preparing a really s1mple method. Sho.ulcl such an 
examination result in their finding that the necessary simplicity could not he obt.amed by th1 
adoption of the British rille, it should be considered wh~ther an~ther me~hod mtght. b~ f_o~n 
which would give the desired advantages and would provide ~ _rattonal hasJs ~or. the .c.~lc.ula;!f~ 
of dues to be paid, etc., while fulfilling the necessary conchtwns as regards slmphCit) · 1 1 



-6-

do~uments forwarded to the Swedish Government" do not show whether the Committee of Experts 
which drew up the draft Regulations really enquired fully into this ·qu~stion. In view o~ the fact 
that international provisions are at present in force whereby th~ d1splacex;nent ?f sh~ps must 
be ascertained for determining the load-line, the competent Swedish authonty_ thmks 1t_ should 
at least draw attention to the scheme previously considered, which made the d1splacement fixed 
under the conditions provided by that text the basis for calculating shipping dues. 

Should the outcome of the enquiry suggested above be t~e ma~ntenance of the esse;1tial 
principles of the present draft, it should in any case, before bemg l_a~d before an International 
Conference for preparing a convention on the matter, undergo a rev1s1on of form and substance 
to simplify the system whenever possible. 

As the various countries cannot decide on their attitude towards a final scheme until they have 
examined from every point of view the consequences to themselves, they would require the 
necessary time, and a question so important should not be brought before a conference in 
circumstances which would force their competent authorities to take a decision without having 
sufficiently considered the question. 

Lastly, it is desirable that an international method of tonnage measurement should not 
deprive the various countries of their freedom of action as regards the possibility of levying shipping 
dues on the basis of factors other than the tonnage of ships as fixed under the International 
Regulations, and, furthermore, in the case of their exclusively national navigation, on a tonnage 
different from that fixed by the application of the said Regulations. · 

In conclusion, the competent Swedish authorities express the desire that an International 
Conference for the international regulation of the method of tonnage measurement of ships 
should not be convened before the question has once more been carefully studied by experts 
instructed to consider the possibility of establishing a really simple method of tonnage measure
ment; and, if, for reasons which in such case should be given, this examination had a negative 
result, the draft here considered should be revised, both as regards its substance and its form, 
so as to simplify the method proposed in every way possible in present circumstances. 

Yugoslavia. 
April 5th, I933· 

Apart from the remarks which follow, the object of which is to unify procedure in respect 
of tonnage measurement of ships and complete it on certain points, it must be said that the draft 
Regulations. for tonnage .measurement of ships have been very well drawn up. Nevertheless, 
w~en the remarks given below are examined the draft should be completed on the following 
pomts: 

{I) The validity of tonnage certificates; 
(z) Conditions for remeasurement of ships; · 
(3) The duties o£ the shipowner and of the master of the ship when it is measured; 
(4) Measurement of motor vessels; 
(5) Measurement of tugs; 
(6) Measurement of ships without decks and of fishing vessels used for international 

traffic. 

Lastly, it would be necessary in practice to mention under the Figures annexed to the draft 
Regulations the article or paragraph to which each figure refers. , 

* * * 

II. DETAILED OBSERVATIONS ON THE ARTICLES OF THE DRAFT REGULATIONS. 

ARTICLE I. 
France. 

_A_. It would see1? that the number o£ transversal sections to be required should be fixed at 
a m1mmum of three 111 the case of ships having their propelling machinery in the centre and five 
for those.hav.ing th~ propelling machi.nery aft. In the ?~st case, these sections should be taken {I) 
at the m1dship sectwn; (z) near and JUSt aft o£ the coll1s10n bulkhead; (3) near and forward of the 
~fter-peak .bulkhead. In the second case, two additional sections taken in the boiler-room and 
111 the engme-room should be given. 

Japan. 

The nature of the plans to accompany the request for measurement should be left to be 
fixed by the internal regulations of each country. 

Sweden. 

. Th~ obligation to s~bmit the plans specified in this article should be imposed only for newly 
bmlt sh1ps. The quesbon how far it should also be applicable to less recently constructed vessels 
should be settled by transitory provisions. 
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ARTICLE 2. 
Japan. 

It wo';lld be preferable to ex~lu~e from the application of the present Regulations small 
vessels which are not much used m mternational traffic. 

ARTICLE 3· 
France. 

First" §.-:-For "A, ~~e~ure que l'on J?rocede "·. re~d ··Au fur eta mesure que l'on procedc ". 
, 

6
F,?r qU1 sont specifies dans les 3e a 6e parties ·', read " qui sont specifies dans les parties 

3 a . 
(Does not affect English text.) 

ARTICLES 3 A1\'D 4· 
Italy. 

Tables oj Calculations.-Articles 3 and 4lay down that the measures and calculations should 
be shown on the formul<e of the type reproduced in Appendices I A, I B, I C, I D, I E, 2 and 3 
(annexed to ~he Supplementa~y Report, _documen.t C._7Ig.1\L32+19JI.VIII). , ' 

The Itahan Nava~ and Aircraft Registry, which IS responsible for tonnage measurement in 
Italy, adopted ~orne ~1me ago t~e fonuulre m:nexed to. the present note,l which have given good 
results ~nd which, With the vanants shown m red, might be adapted to the new International 
Regulations. 

The Italian formulre have the following advantages over those proposed : 

They are simpler and less fragmentary; 
They involve fewer repetitions of titles and figures, the recapitulatory data being 

placed alongside the detailed particulars; 
Blue-print copies of them can be made; 
In~tead of giving references to distant notes which may be overlooked by the expert, 

they give on the spot the tonnage measurement rules, the limits laid down for certain 
deductions, etc.; 

They allocate the calculations in a way which is suitable for fixing special tonnages for 
Suez and Panama. 
Therefore; while it is not thought necessary to lay down similar criteria for intemational 

formul<e, it is suggested that each State should at least be left free to adopt those formula'! which 
it considers desirable, on condition that they comply with the International Regulations. 

Japan. 

The model for the formulre of measurements should be left to be lixed by the internal 
regulations of each country, and the competent authorities should be responsible for the method 
of checking the formul<e of measurements. 

Sweden. 
It would be desirable to insert in the main text a general clause providing that the cubic 

capacity of each of the spaces deducted from the gross tonnage of the ship should be mentioned 
on the tonnage certificate. The fact that in certain cases it is mentioned on the formuhe of 
measurement cannot be regarded as sufficient. 2 

Italy (see above). 

Japan. 

ARTICLE 4· 

(a) The central authority responsible for tonnage measureme~t is~ues the tonnage certificate, 
after checking, in the case only of large vessels of a certain capacity; m the Cll;Se of ot~er vessels, 
the local authority responsible for measurement may issue the tonn~ge certific?-te without the 
measurement having been checked beforehand by the central authonty responsible for tonnage 
measurement. 

Nevertheless, the central authority may check the _formulre of measurement of such vessels 
and make corrections, if necessary, in the tonnage certificate. 

(b) Since certificates other than tonnage certificates are usually issued in J ~pa~1 in the name 
of the competent authority, they may bear the name and stamp of the authonty mstead of the 
signature of the tonnage surveyors. 

(c) In the case of the double-bottom _spaces _not. included in the. gross tonnage, it 
would be needless to insert the number and cubic capacity 111 the tonnage certtfic~te. In th~ ~ase 
of other spaces not included in gross tonnage, it would be sufficient. to. mentwn the position, 
name and measurements; the tonnage measurement itself need not be mdtcated. 

• These fonnulre may be consulted in the archi vcs of the Secretariat. 
• These observations apply to Article 4· 
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Yu~oslavia. 

This article should provide that international tonnage certificates should be mad~ out first 
in the official language of the country to which the vessel measured belongs, and ~hen m French 
or in English. Further, tonnage certificates (Appendices 2 ~nd 3) ~hould conta1~ on the first 
page a recapitulation of particulars of tonnage under a spec1al headmg-namely · 

3 Gross tonnage, tons . . . . . . .. . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . m · · · · · · · · 
Total deductions, tons. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . m3 

.. · · • • • · 

Net tonnage, tons . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . m3 
.• · · · · · • 

Net tonnage (in words) ............................ ····················· 

AR'fiCLE 5· 
Norway. 

First §.-As it is hardly correct to say that spaces, which are dealt with unde~ Articles 76 (d) 
and 77, are deducted from the gross tonnage, the expression "76 (d) and 77" m the first and 
second lines in the first paragraph should be omitted, and between " 63 " and " 66 " should be 
inserted "and ". After "indicated" in the last line of the same paragraph should be added, 
•• The spaces referred to in Article 76 (d) shall be marked in the same manner ". 

Sweden. 

Second §.-Insert a clause to the effect that the marking-in accordance with the tonnage 
certificate valid for the vessel-shall be maintained. 

ARTICLE 6. 
Italy. 

First §.-The figure 2.83 cubic metres indicated as being the equivalent of 100 English 
cubic feet would seem to be inaccurate. The real figure is 2.832 cubic metres. The difference 
may appear negligible, but in the case of large vessels it may lead to an appreciable increase in 
total tonnage. 

It is therefore proposed that the rule in question be modified as suggested. 

Japan. 

First §.-The tonnage calculated in cubic metres should be converted into English tons by 
multiplying by 0.353 and not by dividing by 2.83. 

France. 

§II (a) .-After " (see Article 21) ",add: "from the common interval taken in each transversal 
section (see Article 33) ". 

Norway. 

II (a).-Put "(1) "in front of "The common interval between the transverse sections", and 
put a semicolon after "(see Article 21) ". Insert here as a new line : "(2) The common interval 
between the breadths in each transverse section (see Article 33) " (see also observations under 
Article 33). 

Italy . 

. .JI (b) 8.-It is also proposed that in ~o. 8 of letter (b) the calculation of height to the nearest 
mtllimetre should be replaced by calculatwns to the nearest half-centimetre. 

Japan. 

II (b) 8.-Should a metric unit be used, tonnage-measurement calculations should, in 
general, be made to three decimal places, the third being increased by one should the fourth be 5 
or more. 

Sweden. 

II (b) 8.~For calculation in metres, a degree of accuracy greater than calculation to two 
or, in some cases, three decimal places should not and in practice probably cannot be required. 

Yu~oslavia: 

II (b) 8.-As regards the degree of accuracy of the measurement and calculation in cubic 
metres, it would be sufficient for the measurements and calculations to be shown in metres to 
two decimal places, the second decimal to be corrected as follows : should the third decimal be 
five or more, the second decimal to be increased by one. 
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France. 
ARTICLE 7· 

3.-For .. d'u.u b<;mt a l'autre .. , reau, ·' d'un bord a I' autre ... 
Same correctiOn m footnote I to page 8. -
(Does not affect English text.) 

France. 
ARTICLE 9· 

!hird _§.-Certain ships ,have only two complete decks, the upper of which has a tonnage 
opemn~ whtch may cau~e. the tween-de~k space between thes~ two decks to be regarded as .. open ". 
Acc~rdmg to the p~ovtstons of th~ thtrd paragraph of Article g, it would appear that, in this 
spectal case, the hetght of the sections of the main cubic capacity should be taken as one-third 
of the round of beat?- of the lowe~ deck, and that the 'tween-deck space should be regarded as an 
open shelter. If thts procedure ts adopted, the definition of the tonnage deck should perhaps be 
completed. -

ARTICLE IO. 
Sweden. 

Th~ fact that a deep tank interrupts a deck should n~t preclude that deck from being regarded 
as contl_nuous for purposes. of mea_surement. The Swedtsh rule i3 preferable, according to which 
a deck IS regarded as contmuous tf the total length of such deck from side to side on the same 
beams exceeds half the length of the ship. 

ARTICLE I2. 
France. 

Second line.-For "inferieur" read "interieur ". 
(Does not affect English text.) 

Third sentence.-Does the limitation of the thickness of ceiling also apply to the bottom 
ceiling? Articles 25, 26 and 27 do not indicate this. 

Netherlands. 
ARTICLE IJ. 

Second §.-In order to avoid any difference in interpretation, it would seem preferable, in 
the second line of the second paragraph, to replace the words " spacing of the battens "by " spacing 
between the battens ". 

Italy. 
ARTICLE IS. 

The tonnage length should be measured from the aft perpendicular and the space between 
that line and the over-all line aft should be measured separately. This change may be urged 
on resthetic grounds, for reasons of sailing capacity and on account of nautical requirements and 
certain constructional requirements in respect of some special types of vessels, all points which 
would otherwise suffer. The tonnage measurements should therefore be independent of those 
of the hull of the vessel and be taken only in respect of space available for commercial purposes. 

ARTICLES 16 '£0 20. 
Japan. 

Since these articles are too complicated for International Regulations, it would be desirable 
to delete them. 

- ARTICLE I7 (ROUND OF BI-:AM). 
Yugoslavia. 

It is very difficult in practice to measure the round of beam in respect of certain transve:se 
sections, as is provided for in Article 17, at several places on almost all passenger vessels wtt.h 
three decks since the vessel is divided lemrt:hwise both above and below the tonnage deck. 'flus 
circumstan~e makes it impossible to dra; the horizontal line d d on Figure 9 .direct. It w?uld 
have to be transferred. Furthermore, fixing it thus would involve an apprecta}lle los~ of time, 
while in several cases no accurate result would be arrived at. To avoid such dtfficulttes and to 
arrive at the same result, one of the following methods should be resorted to : 

First Method.-If for half of its breadth the bottom of the ship is in a horizontal position or 
parallel to the base-line, the round of beam should not be measured; di~ect measurement should 
be taken of the depth of the vessel over a quarter of its breadth-that IS to say, from the ~ower 
surface of the tonnage deck to the upper surface or the floors. 1'he dept~ thus measured ts the 
true depth, to obtain which the provisions of Article 25 apply and wluch should. be counted 
without deduction. 

Second Method.-Should the bottom of the ship not be horizontal for half its b.readth, but 
curved or round measurement should be taken on the traJLwerse section of regulatiOn br~adth 
No. I, which is then divided by 50 (fifty). The quotient thus obtained will give a very approximate 
estimate of the round of beam in question. 

J. 
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In view of the above it would be reasonable to add the following paragraph at the end of 
Article I7: 

" If above the tonnage deck there are bulkheads which make it very difficult to determine 
the round of beam and there are no such obstacles below the said deck, the round of beam 
shall then be meas~red below the tonnage deck by means of a tape tightly stretched between 
points e e (Figure g) ; thus the distance b c will be measured in the symmetry plane of the ship
that is to say, the distance between the lower part of the tonnage deck and the stretched 
tape, and that distance will be equal to the round of beam. 

" If above and below the tonnage deck there are bulkheads which make it difficult to 
measure the round of beam both above and below the tonnage deck, one of the two following 
methods shall be used : 

"First Method.-I£ for half of its breadth the bottom of the ship is in a horizontal position 
or parallel to the base-line, the round of beam should not be measured; direct measurement 
should be taken of the depth of the vessel over a quarter of its breadth-that is to say, from 
the lower surface of the tonnage deck to the upper surface or the floors. The depth thus 
measured is the true depth, which should be taken into account without any deduction being 
made. 

"Second Method.-Should the bottom of the ship not be horizontal for half its breadth, 
but round, measure on the profile fixed breadth No. I and divide by 50 (fifty). The quotient 
thus obtained will represent very approximately the round of beam." 

ARTICLE Ig. 
France. 

Last Line but one.-For "la somme de ces deux parties avant et arriere " read, "la somme 
des deux parties avant et arriere ". (Affects French text only.) 

ARTICLE 2!. 

France. 

Delete the "s " in the word " articles ". (Affects French text only.) 

Japan. 

In view of the practical advantage of using the metric unit, the division between the tonnage 
length and the number of parts should be as shown in the following table : 

Tmmage length. 
IS metres or less ............................................. . 
Over IS metres to 37 metres inclusive .......................... . 
Over 37 metres to 55 metres inclusive .......................... . 
Over 55 metres to 69 metres inclusive .......................... . 
Over 6g metres .............................................. . 

ARTICLE 22. 
France. 

Page 14, Note I.-Delete the word" subsidiary". 

ARTICLES 22 TO 24. 
Japan. 

Same observations as for Articles 16 to 20. 

ARTICLE 24. 

Italy. 

Number of parts. 

4 
6 
8 

IO 

12 

This article lays down that the round of beam should be measured for every transverse section. 
If, under the rules for naval construction, the camber of the deck taken at the different 

transverse sections is the same-that is to say, if the upper curves of these sections are lines of 
greater or les~er length but of a similar parabola-the round of beam B at the main section of the 
breadth L bemg known, the round of beam at the other section of breadth l will be given by the 

t• 
formulaE L2 

It is therefore suggested that the above provision should be amended, replacing the word 
:·measured" by the word "determined", in order that-provided, of course, the curve of deck 
1s found to be constant-a difficult measurement may be avoided. 

_ Yu~osiavia. 
ARTICLr: 25 (taken together 'vith Article 27). 

. I? connecti~n with the rell?-arks on Article 17, the fixing of tonnage depth might here be 
stmphfied-that 1s to say, the thtckness of ceiling planking on top of floors should not be deducted 
fr~I? the me:l;sured depth, but that depth should be measured direct to the upper surface of the 
ceilmg plankmg. _ 
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The. thi~kness of the layers r~ferred to in the last paragraph of Article 27, which appear 
under c m Ftgures 30 and 31, and m so far as such layers do not extend over the \\'hole len!!th of 
th~ double bottol? .or over the whole length of one of the grounds, should be ignored ttP to a 
thickne~s of 30 millimetres, for such layers-in cement, for instance-are used for stren!!thenino
the platmg of the double bottom and are not used for economic (commercial) purposes. "' "' 

ARTICLE 26. 
Sweden. 

(a) .-For the purpose of determining the authorised depths of floors, compliance with the 
. "regulations for strength and safety of ships" should not constitute a decish·e factor. If it is 
agreed that such a limitation should be prescribed-which is open to question-the exact depth 
should be determined-for instance, as a certain percentage of the depth at the beam-line. 

France. 

(a) 2.-!'he c~ndition requir~d in paragraph 2 of (a) would appear superfluous. It would 
hardly seem m the mterest of a shtpowner to have water-ballast spaces constructed which do not 
give full guarantees of strength and safety. 

Italy. 

(a) 3.-In order to avoid uncertainty, it would be desirable in the clause laying down that 
in the case of a non-cellular double bottom the tonnage depth is measured to the tank-top, provided 
!hat the longit~dinal keelsons are not deeper than is necessary to provide access, to add that, 
tf the contrary 1s the case, the depth should be measured to the top of floors. 

Norway. 

(a) 4 and 5.-As, so far as the Control Office knows, the expression "open floors " is more 
common than "skeleton floors", the latter should possibly be replaced by the former. 

France. 

(a) s.-This clause deals with floors of an unusual depth. Should not there be a reference 
to § 10 for the definition of " unusual depth "? 

Japan. 

(a) 5.-In the case of No. 5 of (a) of this article, the tonnage depth should be measured 
to the imaginary top of the solid floors of normal depth and not to the upper edge of the shell 
frame. 

Should there be a double bottom or solid floors of great depth on one side and elsewhere a 
double bottom or full floors of ordinary depth (depth not exceeding 25 per cent of the normal 
depth), a double bottom or solid floors of ordinary depth should be taken as extending over the 
whole of the ship. 

Yugoslavia. 

(a) 5, 6 and 8.-Paragraphs 5, 6 and 8-that is to say, the cases of Figures 18, 19, 20 and 
21-should apply exclusively to the single bottom. It would not be reasonable for them to apply 
to a double bottom by reason of difficulties of measurements. 

Italy. 
(a) 10.-As the note indicates that " excessive " cases will .be dealt ~vith on !heir merits, 

this provision would not seem sufficient as regards double bottoms 111 propellmg-machmery spaces. 
In particular, in vessels fitted with internal-combustion engines, t.h~ depth of such dou)Jle bottoms 
is often considerable, obviously by reason of the need for provtcling s~rong foundatwns for the 
engines, and any provision which would regard such depths as. excesszve w~uld be contrary ~o 
essential principles of construction. Consequently, !he rule whtch app.ears 111 the paragraph 11~ 
question should not apply to double bottoms of machmery spaces nor-smce, for the same. reas?ns 
of strength of construction, an abrupt break could not be allowed-to the necessary JUnctiOn 
with the double-bottom depths of adjacent spaces. 

Yugoslavia. 
(a) 10.-Paragraph 10 does not state the depths prescribed which are referred to in this 

paragraph. 

Sweden. 
(b) .-As in cases where after-peak floors are deeper than the ~loors i~mediately adjaceJ~t 

to the peak bulkhead the difference of depth is ignored, it should b~ Ignored 111 the contrary case 
as well. , The measurements to be taken in parts could thus be avoided. 
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Japan. 

(b) 2.-In the part dealt with under (b)-that is to say, parts of the ship situated forward 
of the collision bulkhead or aft of the after-peak bulkhead-the tonnage depth should be measured, 
irrespective of the real depth of the solid floors, up to an imaginary line drawn parallel to the 
keel at a level corresponding to the depth of the double bottom or of the solid floors immediately 
adjacent to the collision bulkheads or the after-peak bulkhead. 

ARTICLE 27. 
Italy. 

Last §.-Article 12 lays down that, when tonnage depth is measured, the average thickness of 
ceiling should be deducted unless it is greater than 0.076 metre, in which case the deduction 
should, not exceed that figure. 

Article 27 (last paragraph) supposes that the under-line of the ceiling is at some distance 
from the floors or from the double bottom-for instance, when between the ceiling and the double 
bottom there is the interval normally necessary for proper maintenance of material. In such 
cases, the depth may be measured on the upper side of the ceiling, the depth of the interval in 
question being added to the measured depth. 

This clause does not appear altogether in accordance with Article 12, which is based on the 
principle that a maximum deduction of 0.076 metre may be allowed. There might, indeed, be, 
for instance, a ceiling having an average thickness of o.o6o metre and an interval of o.oso metre. 
According to Article 27, o.o6o metre would have to be deducted and 0.030 metre added. That 
is to say, in substance, o.o6o metre is deducted, whereas logically, under the provisions of Article·12, 
the deduction should not be less than 0.076 metre. 

It is therefore proposed to make the following addition at the end of the article in question : 
"Should the thickness of ceiling be equal to or greater than one-quarter of a foot-t".e., 0.076 metre "; 
if, on the contrary, the thickness in question is less than that figure, the sum of the distance and 
of the ceiling less 0.076 metre should be added to the measured depth. 

Japan. 

Same observations as for Articles 16 to 20. 

Sweden. 
ARTICLE 29. 

§ 2.-A ceiling situated exclusively below hatchways should not be allowed unless it is • 
permanently fixed on the top of the double bottom, on the bilge knees or other parts of the hull. 

Japan. 
ARTICLE 32. 

4.88 metres should be replaced by 5 metres for the same reason as has already been given 
under Article 21. 

Japan. 
ARTICLE 33· 

Same observations as for Articles 16 to 20. 

Norway. 

The second sentence should be omitted (see observations under Article 6). 

Sweden. 

Concerning the number of decimal places, see observation on Article 6. 

Yugoslavia. 

Sh?ul~ the depths be expre?sed in metres, they should be given to two decimal places, as has 
been satd m the remarks on Arttcle 6. 

France. 

Page 22, Note I.-Read "d'un bord a !'autre et un vaigrage. 
text only.) 

Japan. 
ARTICLE 34· 

Same observations as for Article 16 to 20. 

Sweden. 

(Affects French 

Provisions should be inserted as to how the measurement should be carried out to determine 
the breadth of a transverse section as illustrated in Figure 42. 
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Sweden. 
ARTICLE 35. 

The wording of this ~icle should be clranged in order to indicate clearlv that the rule laid 
do"\\''11 should also be applied by analogy to vessels with longitudinal frames. · 

Japan. 
ARTICI,E 36. 

It should be clearly stated that the present article should ~lso apply to" stern-tube bossing". 

Sweden. 

~he distance between the imaginary line of the inner surfaces of the frames and the ordinary 
planking should be stated. 

Italy. 
ARTICLE 37· 

The method indicated for measuring the upper depth would not appear quite accurate when 
the sides slope, as is most generally the case. 
. In order by calculation to estimate approximately the actual surface area of the section, 
tt woul~ be more accurate to take as upper breadth, not that at the beam-line, but that taken 
at the hue above the beam-line at two-thirds of the round of beam. 

This breadth might be measured on the deck by lowering the ends of the tape at the sides 
by one-third of the round of beam. · 

The error due to the angle between the two parts of the tape is negligible. 

Japan. 

Same observations as for Articles 16 to 20. 

ARTICLE 38. 
Italy. 

§ 2.-There is no objection to the technical basis of the last two paragraphs of Article 38. 
Nevertheless, the calculation in question is perhaps left too much to the judgment of the 

surveyor, a circumstance which may detract from the uniform application of the method. 
In practice, it would be somewhat difficult, working from the midship section to the stern 

and the bow respectively, to determine where the ship's bottom begins to show a slight continuous 
curve. 

In order to ensure uniformity of method, it is proposed that, in the case of vessels with a 
double bottom, should there be no knees and should the bottom at the main section not be curved, 
the depth should be measured to the lowest point. This depth would then be divided into live 
or seven parts and the last part into four. The breadths corresponding to the points of division 
would be measured and separate calculations made, by means of Simpson's rule, of the area 
corresponding to the first four or six parts and of the area corresponding to the last part subdivided 
into four. 

Yugoslavia. 

§ 2.-As regards Figure 58, it would be reasonable for the lower breadth to be measured 
on the bottom planking between the points where the curve begins. 

ARTICLE 40. 
France. 

Replace "quant " by " quand ". (Affects French text only.) 

ARTICLE 41. 
Norway. 

F1~rst §.-Owing to the fact that it is often necessary to meas~re .a tran.sverse section ~utside 
its correct position, and then, by mean~ ?f control curv~s dealt w1th m Article 44, ~etermm~ th~ 
area corresponding to the correct pos1t1on, the. first ~me should ha_v~ the followmg :ording . 
" Having found the area of each transverse section at tts correct position, the . . · 

Japan. 
Second §.-The method of converting cubic metres into tons should be that given in Article 6. 

Yugoslavia. 
Second §.-To convert the capacity in cubic metres into registered tons, it would be preferable, 

instead of dividing it by 2.s3, to multiply it by 0.3533; the same result would thus be reached 
with a deficit of 0.16 ton per 1,000. 
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It would also be preferable for the cubic capacity given in cubic metres to be m~tiplied by 
0.353, for, in this way, there would be a deficit of one ton per I,ooo. The results obtamed won~d 
be sufficiently accurate, more especially since a registered ton equals not 2.83, but 2.832 cub1c 
metres. 

ARTICLE 42. 
Japan. 

(a).-" 9·14 metres" should be replaced by "9 metres" for the same reason as that given 
in Article 2I. 

(b).-In the parts of the ship forward of the collision bulkhead and aft of the after-peak 
tank, it would be desirable not to divide these spaces into several parts for measurement purposes, 
since there would always be floors of the same depth as that of the double bottom or floors m the 
holds adjacent to such part (cf. Article 26). _ . . . 

As- regards the other parts, it would be better for practlcal reasons to d1spense w1th 
measurement in several parts in the following cases : 

(I) If the difference in depth of the double bottom and of the ordinary floors does not 
exceed 6 inches (I52 mm.); · 

(2) Should there be ordinary floors of different depth, only in the propelling-power 
space (including the space occupied by the boilers). In such case it would be assumed that 
there are floors or double bottom of the same depth as that of the other parts. 

(c).-Even if the upper surface of a double bottom has no step and if it connects spaces of 
a different depth, there being an incline between the centres of several-floor-frames, it should 
be taken that there is an abrupt change. For that reason the general provisions concerning 
measurement in several parts will apply, and the above-mentioned inclined part will be regarded 
as belonging to the shallow-depth section of the double bottom. (It would be preferable to 
embody an explicit provision to this effect in the present Regulations.) 

Italy. 

Second §.-It is necessary to be quite clear that the term "abrupt change " is also to be 
understood as covering the very frequent case where one double bottom passes to another by 
a short, straight slope. It would be necessary in such cases also to specify that the points of 
division should be taken at the highest point of the slope. 

Sweden. 

Second §.-A provision should also be inserted providing for the case in which the break 
in the double bottom slopes from a higher to a lower part of the top of the double bottom. 

Yugoslavia. 

Second §.-In the second paragraph of this article provision should be made for changes 
in the depth of a double bottom so that one part connects with the other; the point of the break 
of continuity will then be that of the greatest depth. 

Japan. 
ARTICLE 43· 

Same observations as for Articles I6 to 20. 

Norway. 

In the first line, last paragraph (page 27 in the French text), is written "au-dessous" instead 
of " au-dessus ". 

Italy. 
ARTICLE 44· 

The value of the control curves is fully admitted. 
Nevertheless, seeing t~at they are intended for :purposes <;>f verification and particularly 

that they are used to obtrun by graphs data not obtamed by d1rect measurement information 
should be giv:en with regard to the scal~s, so tha~, when the curves are read, an approximation 
may be poss1ble comparable to that la1d down m respect of the measurements mentioned in 
Article 6 .. F~rther, for conv:enienc;, the curves and diagrams s_hould not occupy too much space. 
On the pnnc1ple that to verify a d1agram the scale of the absc1sse and ordinates need not be the 
same, the following method is proposed : 

For the diagram of depths a scale of lengths should be adopted such that the diagram may 
be drawn on a sheet of moderate dimen~ions, and the ordinate should represent, not the depth, 
but the excess of depth as ~ompared Wlth a _fixed ~e~sure-for instance, the midship section 
depth-the scale of I : IO bemg adopted, makmg I millimetre equal I centimetre· it would thus 
be easier to read the graph to the nearest centimetre. ' 

In tracing the diagrams of the breadths in a transveis-section as a function of the depths 
any scale may be adopted for the depths. ' 
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. In order to simplify the .diagrams relating to the various sections and enable them to be 
easily grouped together, the mtervals between the breadths in the various sections should be 
represented by the same segment. 
. Lastly, t~e diagrams as ~ wh?le should app.ear a:; a verti~al segment of any length divided 
mto f~ur or s1x equal parts, w1th s1x parallel st~rught hues passmg through the points of division, 
on wh1ch the breadths are sho·wn from the vertical segment; for the latter, a scale of not less than 
I : so should be adopted, so that two-tenths of a millimetre equals I centimetre which could 
easily be ascertained with a little skill. ' 

In order to find the breadths outside the equal intervals, the following method might be 
used : project obliquely, between the two e:ll..i:reme parallel straight lines, the segment representing 
on an appropriate scale, the net depth of the sections, and the depth corresponding to the breadtl; 
desired will be measured on the segment itself, and not vertically. In this way, if the vertical 
segment divided into four or six intervals represents, on a given scale, the net depth of the midship 
section, all the other depths will be represented by oblique segments progressiwly farther from 
the first. 

In the same way, in the diagrams of breadths, at a given number of intervals in depth, as a 
function of the distances of the sections, it would be best to adopt for those distances any scale 
enabling the whole to be set out on a sheet of moderate dimensions, and the breadths being on 
the above-mentioned scale of I : so. 

The diagrams may be limited to the part at the stern and the part at the stem, without 
covering the central part, where the sections generally do not vary very considerably. 

Japan. 

Same observations as for Articles I6 to 20. 

Yugoslavia. 

The control curve of the transverse sections will be continuous-that is to say, will not be 
broken if the double bottom is continuous; but, should the double bottom not be continuous, 
there will be breaks in the control curve, even though the water-lines and the transverse sections 
are quite regular. Irregularities in the line ~f this contr<;>l curve 1'1!-ay also occur sl~ou~d tl~e mould 
of the stem and of the stern of the ship be raised, as, for mstance, m the type of sh1p 111 F1gure 66, 
and when the transverse section meets such raised parts of the ship. 

Norway. 

§ 2 (a).-In § 2 (a), second and third lines, the expression "or on a regular continuous 
curve " should be deleted. The said expression may be theoretically correct, but presumably 
it is only when the lowest point of th~ tonnag~ depths are situated on a straight line that curves 
for the breadths will be of any value 111 practice. 

§ 4.-Under § 4. fifth line from the top! the expression" on prend." oc~~rs.in th~ French 
text. This scarcely corresponds to the Enghsh t.ext, where the express10n, 1t IS adv1sable to 
take ", is used. The English text must be considered the correct one. 

ARTICLE 4S· 
Japan. 

It would be preferable not to regard it as necessary to measure the volume of the space 
situated in a double bottom (cf. Article 7I). 

Sweden. 
Th would not appear to be any objections to the provisions concerning inter~al measure-

ment i:~~rtain cases of double bottoms, since it is essential to obtain an exact est1mate of the 
cubic capacity of the compartments in question. · 

Yugoslavia. . 
First §.-As a result of a printer's error Article 70 is mentioned in the first paragraph mstead 

of Article 71. 
Third §.-On account of a printer's error, the word "extremes" should be added after the 

word "varangues "in the third paragraph (of the French text). 

ARTICLE 46. 

Yugoslavia. 
The following should be added to this article : 

b h t d ck shall be measured between two 
"All spaces betwe~n the decks a ov\1ee u on:ra~~rf:ce of the lower deck and the lower 

successive decks-that IS to say, bh:tween th Pfh'ckness of the 'tween-deck space and that 
surface of the upper deck. For t IS re~son, e J , 

of the tonnage deck shall not be taken mto account. 
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ARTICLE 48. 
Norway. 

Method I (c) .-According to the wording of this paragral!h, t~ee heights (one at, each of the 
points of division of length 2) must be measured when dealing with the part of a tween-deck 
space situated aft of the fore side of the stern post. The mean of these he:ghts shall be u~ed ~or 
the calculation of the cubic capacity (see Article 49). In many cases, this procedure will_ give 
a wrong cubic capacity. This will clearly appear from the enclosed sketch (see AppendiX I), 
which shows a case frequently met with. 

It is true that, in paragraph (c), it is also stated that the height shall be measured from the 
lower deck to the deck overhead, and that, consequently, it is not possible _to apply t~e rule-that 
the height shall be measured at each point of division-to a case as shown 111 AppendiX I. Never
theless, there can be no doubt that a number of surveyors will measure the heights as indicated 
in the sketch. 

In order to avoid this, and to obtain an as nearly as possible correct cubic capacity, the first 
sentence in paragraph (c) should be replaced by the following : 

" The heights of the part situated forward of the foreside of the stern po~t shall be 
measured in the middle plane at each point of division of length I, and the height at the 
foreside of the stern post shall be the height of the after part." 

Yugoslavia. 

Method 3 ( a).-In point (a) of method 3, a note should be added to the effect that Figure 74 
shows half of the deck. 

There is a printer's error in connection with Figure 73 on page 25 of the Figures. The 
correction should be as follows : 

" The whole length of the 'tween-deck space = A' B' + c d + e I = tonnage length 
+ c d + e I = length I+ gd = length I+ length 2." 
On page 25 of the Figures, in connection with Figure 74, the following should be added as a 

footnote: 
"The average surface of the 'tween-deck space is double, for the formula mentions 

only half-breadths." 

On page 26 of the Figures, in connection with Figure 75, the following remark (or one to the 
same effect) should be added as a footnote : 

" The figure shows only half-breadths; for calculating the average capacity of the space 
between decks in the formul~. the letters should show the actual breadths measured." 

A second note should be added as follows : 

" The cubic capacity between decks shall be obtained by multiplying the average surface 
by the average depth, the latter to be obtained in accordance with the instructions of 
Article 49, I. To find the tonnage of this space, it should be divided by IOO if the cubic 
capacity is in cubic feet, and multiplied by 0.353 if the cubic capacity is in cubic metres." 

Norway. 
ARTICLE 49· 

As a consequence of the observations on Article 48, the words "mean" and "as defined 
above " on page 29, sixteenth and seventeenth lines from the top, must be deleted. After 
"height " in the sixteenth line must then be added, "at the foreside of the stern post". 

Sweden. 
ARTICLE 50. 

To determine what should be understood by superstructures of a permanent character, the 
nature of the superstructures not falling within this category should be indicated. 

Yugoslavia. 

In this article, which deals with superstructures, Article 57 should be mentioned as well as 
Article 58. . 

Sweden. 
ARTICLE 51. 

A clause should be inserted indicating how a superstructure should be fitted in order to be 
regarded as in use for the berthing or accommodation of passengers or crew. 

Sweden. 
ARTICLE 53· 

§ !--:-It should be made. clear what is to be understood by normally spaced stiffeners. 
Further, It does not appear logical to measure the height of superstructures up to the upper side 
of the beams and not to the lining. 
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Norway. 

§ 2.-Under this article, i!llm.e~ately below the table entered on page 3I, it is stated that, if 
length I or the whole lengt~ IS divided mto two equal parts only, then the height shall also be 
measured at. the extrem~ pom~s of these l~ngths .. 1'~1is ru1e, while being suitable in the case of 
forecastles {1f ~he ~tern IS vertical) and bndges, will m many cases be unsuitable for poops and 
breaks extendi~g nght aft to the s~ern (see obsen•atiot.ls under Article 48 and sketch referring to 
t~ese). (Appendi:X I). In all conc~Ivable ~ases one hetght measured at the middle of the length 
will glVe a suffic1e~tly accurate cubtc capac1ty of poops and breaks extending right aft as well as of 
forecastles and bndges. 

It must be borne in mind that it is here only a question of superstructures with n length 
of so feet or less. 

It is therefore suggested that the following be omitted in § 2, page 3I : 

" If length I, or the whole length, has been dh·ided into two equal parts only the heights 
shall be measured also at the extreme points of these lengths." ' 

§ 3.-In § 3, page 3I, the sentence, " If the length has been divided into two equal parts 
only the heights shall_ be measured also at the extreme points of the length", must, therefore, be 
replaced by, "The he1ghts shall be measured at each point of division of the length ". 

Japan. 

§ 2.-" I5.24 metres " should be replaced by " IS metres", and "68.58 metres" by 
" 69 metres ", for the same reasons as are given in Article 21. 

§ 4.-The provisions of § 4 should be capable of application, not only to superstructures 
such as round-houses which do not extend to the side, but also for measuring the space 
of a comparatively regular form extending to the sides of the ship, such as a bridge. 

ARTICLE 54· 
Norway. 

The wording of § I seems to indicate that, when calculating the cubic capacity of a pood 
or break extending right aft to the stern and whose entire length is so feet or less, it is only 
permissible to use the alternative method dealt with in Article 49. § 2, and shown in Figure 75 
(note II)-i.e., the aftermost breadth must be calculated. The formula of measurement 
(Appendix I A/B 1) also indicates that the intention has been to use this procedure. It may be 
stated, however, that the meaning of this does not, perhaps, come out quite clearly in the drafting 
of § r. 

The question may also be put forward whether it would not be advisable to permit the 
method of calculation set down in note I, Figure 75, in the case of, for instance, a poop, the 
whole length of which is so feet or less. 

The Control Office will not make any proposal regarding the matter here touched upon, 
but wishes to draw attention to it. It is supposed that, if any alterations are decided on, the 
matter will be clearly illustrated by means of a figure of a poop. . 

As a result of the alterations suggested in Article 53 regarding the measurement of l~etght~, 
the parenthesis in § I ("i.e., in this case the arithmetic mean of the three measured hetghts ') 
should be deleted. 

ARTICLE 55· 
Japan. 

First §.-Very small hatchways (the length or breadth of which is, for instance, less than a 
metre), with the exception of trunk hatchways, might be deducted from gross tonnage. 

Italy. 

Second §.-Since expansion trunks, properly so called, in tank vessels (see Figure 4) must be 
included in gross tonnage, the fact should be specified as follows : · 

" Access and air trunks in tanks, closed at the top by bolted plates in which there are 
inspection hatchways, shall in tank vessels be assimilated to cargo hatchways." 

ARTICLE 56. 
Sweden. 

The difference between hatch-coamings and trunks shou1d be indicated. 

1 To the Supplementary Report, document C.IIg.M.J24.I9JI.Vlii. 
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ARTICLE 57· 
France. 

§ 2.-Can laundries on passenger vess~ls, or vessels carrying passenge~s and cargo, which 
are used by the crew and passengers (persons drawing rations), be exempted. 

Sweden. 

§ § 2 and 4.-The treatment laid down for the spaces dealt with under § § 2 and 4. would 
appear inconsistent. These spaces should be deducted or exempted, whether they be stt~ated 
on the upper deck or below, provided that they are exclusively used for the purpose mentwned 
in this article. · 

With regard to the mention in the tonnage certificate of the spaces thus excluded, see remark 
on Article 4· 

Italy. 

§ 4.-In view of the developments in galleys and auxiliary services in large modern ships, 
it would appear necessary to insert the following clause : 

"Spaces fitted for, or necessary·for, the passage of the galley staff emp~oyed in working 
apparatus or preparing beverages should be regarded as galley space. Thts category shall 
include sculleries, lockers containing galley utensils and crockery, lockers or table~ for 
provisionals storage of foodstuffs or dishes which it is necessary to have at hand for cuhnary 
operations. 

"The galley coal-bunker, if it occupies a special space, shall not be regarded as part of 
the galley." 

§ 7.-Not only the spaces occupied by water-closets and urinals, but also all spaces containing 
only hygienic and sanitary installations should be excluded. Should this principle appear too 
rigid as regards spaces for the use of passengers, it should at least be allowed in the case of spaces 
reserved for the crew. 

Norway. 

§ 7.-With reference to the rule given in Article 8o (2), last paragraph, for the measurement 
of spaces on or above the upper deck, designated as light and air spaces, the following must be 
added after " the measurements " in the fourteenth line from the top of page 34 : " of the spaces 
referred to in items 2-7 ". 

Irish Free State. 

§ J, paragraph 2.-This paragraph provides that "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". It would be more convenient if this space were definitely defined as, say, 25 per 
cent of the whole space. 

France. 
ARTICLE 58. 

First §, fifth line.-For "lorsque de tels espaces ", read "lorsque ces espaces ". (Affects 
French text only.) 

II ( a).-For "s'il est demande d'exempter ",read "si l'on demande d'exempter ". (Affects 
French text only.) 

Japan. 

II (a).-Since experience has shown that full use can be made of the space referred to 
under II (a) of this article for storing cargo, it would be unreasonable to deduct it from gross 
tonnage. Provisions of this kind should therefore be deleted. 

Netherlands. 

II ( ~) .-T~e a~ti~le prescribes .a minimum. clear surface of 64 square feet for openings in 
decks. Smce th1s mm1mum surface 1s not prescnbed at present, it is to be feared that difficulties 
may arise when existing small vessels are sold or reconstructed. The rules at present in force 
require only a length o~ 4 feet and a breadth not less than that of the aft hatchways. It would 
appear preferable that 1,~ Article 58, II (a), the wor~s :· 64 square feet, or 5.946 square metres " 
should be replaced by 4 feet or 1.219 metre, mulhphed by 30 per cent of the ship's extreme 
breadth". · 

Sweden . 

. II (a J.-The mi~imu~ area of the tonnage op.enings in 9.~estion should be determined by 
thetr relahon to the dtmenswns of the vessel and thetr breadth 111 proportion to that of the vessel. 
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Norway. 

II (a), 3.-It is stated that the mean he~ght. of the coamings of deck-openings shall not exceed 
I foot. Consequen.tly, there can be no objection to a deck-opening as shown in the enclosed 
sketch (see Appendix II). 

t 
.tThis shape of deck-opening is rather unusual and it is therefore desirable to draw attention 

0 I . 

The Control Office ~lso desires to. draw attention .to the fact that, according to the wording 
of § II (a}. 3, guardrails and stanchwns are not, as 111 the present rules, considered co1zdilio 11al 
for exemption from the gross tonnage of the space concerned. 

Italy. 

II (b).-This article states that the openings in the sides required for a superstructure to be 
regarded as. open should be in ~orresponding pos~tions on both sides of the ship. 

A SJ?ec~al clause should be mserted to make It cle~ that this corresponding position does not 
necessarily Imply that the space between the two opemngs should be free-that is to say, that the 
centre should not be wholly or partly occupied by trunks or other constructions. 

Norway. 

II (b), 2.-The expression " closed thwartships bulkheads " in the first and second lines 
of § 2 seems vague, and should be made clear by means of a supplementary e:li."Planation or figure. 

II (c), I (ii).-It is probably an omission when no mention is made of coamings. 
It is therefore suggested that after " (see Figures 94. 95 and 96) " be added : " If coamiug 

is fitted, its minimum height shall not exceed 2 feet, or o.6ro metre". 

II (c), 2.-The Control Office recommends that it be permissible to close bulkhead openings 
both by shifting-boards and loose plates in conformity with the present practice. There seems 
to be no reason to depart from this. 

Japan. 

II (c).-Further, as a general rule, it would be best not to deduct from gross tonnage the 
spaces in thwartship bulkheads mentioned under II (c), with the exception of spaces entirely 
open from one deck to another without means of closing (space mentioned under II (c), 5. 
Nevertheless, these provisions apply even to spaces less than 3 feet wide, and also in cases in which 
the sides are hollow on only one side. In other words, a space is regarded as open if one side is 
entirely open from one deck to the other, even if there are bulkheads on the other three sides. 
Nevertheless, even where there are partial bulkheads on one side of the bridge-house or round
house, the latter shall be regarded as open, if the breadth of the open space exceeds three
quarters of the maximum length of the said bridge-house or roundhouse. 

France. 

II (c), 3.-The word " seuil " would appear more suitable than the term " hilaire " in the 
French text. 

Last line.-(See Figure 85.) 
Should not this be " (See Figure 97) "? (Affects French text only.) 

Norway. 

II (c), 4.-l'he Control Office, having met with several cases wher~ the. rule h~r~ stated 
has been very easily circumvented without the authorities being able t? obJect, 1s of opm.wn that 
it is very difficult to maintain this rule, it being unlogical and not leadmg to the result auned at. 

Sweden. 

II (c), 4.-The clause forbidding means of access to the deducted space other than tonnage 
openings provided for would hardly seem justified. 

II (c), 5.-There is no reason to fix a minimum limit in resp~ct of the breadth o.f spaces 
of any kind that are entirely open from one deck to the other and w1th no means of closmg. 

Norway. 

II (d).-Attention is drawn to the fact that this paragraph has been omitted in the French 
text. · 

Sweden. 

II (d), I.-This clause should be made clear, si~ce it would.:r:ot seet_D that tonnage openings 
in bulkheads under the shelter deck could comply w1th the cond1t10ns la1d down. 
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ARTICLE 59· 
Japan. 

This article should be brought into line with the observations on the previous article. 

ARTICLE 6o. 
Japan. 

This article should be deleted. 

Sweden. 

No objection to the provisions of this article. . . . . . 
Naturally, the right of each country to issue special regulations concemmg 1ts mland nav1gat10n 

should not be affected. 
As regards the indication in the tonnage certificate of the cubic capacity of spaces deducted, 

see observation on Article 3· 

ARTICLE 6r. 
France. 

First paragraph.-The deductible master's spaces being enumerated in the second part of 
the article, it does not seem desirable to keep the condition laid down in the first paragraph : 
"to the extent of what is considered as reasonable ". 

Japan. 

Second paragraph.-In general, all spaces for the accommodation of the master may be 
deducted, and not merely those adjacent to his sleeping-room. 

Norway. 

Third paragraph.-In the third paragraph, wardrobes should also be added as deductible 
master's spaces. 

When, according to Article 62, it is permitted to deduct chief engineer's and chief officer's 
office, it seems reasonable to mention office among the deductible master's spaces as well. 

Sweden. 

Third paragraph.-A saloon without direct communication with spare cabins (which as a 
rule on Swedish ships is exclusively used by the master, and on British ships in used as the officers' 
mess-room) should be exempted as master's space. 

ARTICLE 62. 
Italy. 

Fourth §.-It would appear desirable to make express mention in Article 62, among the 
crew's spaces, of pantries, etc., which may be regarded as annexes of the dining-saloon. 

Japan. 

Last paragraph.-Same remark as on Article 6r, as regards spaces for accommodation of the 
chief engineer and the chief officer. 

Norway. 

Last paragraph.-In a good many small Norwegian passenger ships the chief officer has 
adjacent to his sleeping-room an office which, inter alia, serves as booking-office for passengers. 
Such an office should not, of course, be deducted. The following should therefore be inserted 
after "stewards " in the last paragraph: "or offices serving as booking-offices for passengers ". 

Norway. 
AR'l'ICLE 63. 

First paragraph.---several cargo ships have a medicine locker, situated outside the hospital 
for the use of master and crew. There is no reason not to deduct such a locker. The word~ 
" where no hospital exists " in the first paragraph should therefore be deleted. 

Italy. 

Second p~ragrap~.-It is propose~ that the second para~raph o_f Article 63 should be replaced 
by the followmg, wh1ch would seem s1mpler and clearer, while haVIng the same meaning: 

"Passages and st?-irways used for access to master's and crew's spaces, provided that 
they do not also constitute the only means of access to other non-deductible spaces, shall be 
deducted." 



- 2I-

Norway. 

Second paragra_ph.-'l'he !ules concerning passage-ways embodied in the second paragraph 
sho~d be very carefully considered. The Control Office fears that these rules will give rise to 
considerable t~ou~le for the tonnage measuremer;t authorities. As the rules stand now, a 
passage-way will, _m some cases, be granted deductwn beyond all reasonable grounds .. In other 
cases, the deduct10n must be cancelled, although all reason suggests that it should be allowed. 

It should be considered whether it would not be advisable to re-adopt the rule contained 
in the main report of the Technical Committee. ' 

T~is rule provided for th,e deductio~ of passage-ways and stairways only when they served 
exclusively as access to masters and crews spaces, whether such spaces were deducted or exempted. 

Sweden. 

Second paragraph.-References to Figure 103 should be added to the main text. Furthermore 
provisions should be inserted with regard to the exemption of spaces specially resen·ed for heating' 
lighting and ventilation plant for the use of the crew, and provisions specifying the treatment of 
sanitary tanks and fresh-water tanks not fitted in the hull of the vessel. 

Yugoslavia. 

Second paragraph.-It would not be superfluous to mention in this article, £nta alia, that 
gangways used both for the crew and for passengers are not deducted from gross tonnage. 

Japan. 

Third paragraph.-It is not desirable to fix a limit to the tonnage exempted as spaces 
constructed for storage of liquid and solid stores. It would be preferable to deduct the whole 
of the spaces, if it is certain that such spaces are exclusively reserved for the master and crew. 
As regards Japanese ships, in view of the large size of the actual spaces used for storage of 
provisions by reason of their special character, it should be permissible, even should some restriction 
be necessary, to deduct spaces used for storage of provisions up to at least 20 per cent of the total 
of the other spaces allotted to the master and crew. 

ARTICLE 64. 

Italy. 

General.-The International Convention on Safety of Life at Sea, signed in London on 
May Jist, 1929, in Article 2, paragraph 3 (d), defines passenger ships as those which carry more 
than twelve passengers. A similar definition is given by the Italian safety regulations and by the 
laws of a large number of States. 

On the other hand, Article 64 defines the expression " passenger ships " for the purposes of 
tonnage measurement as applicable to any ship having more than one spare room. 

It would seem desirable that conventions, even if dealing with different matters, should not 
contradict each other, and furthermore that Article 64 should be in harmony with the rules in 
force in a number of maritime countries. 

It is therefore considered necessary to amend this article so as to allow spare rooms up to a 
capacity of twelve, and to change the third sentence as follows : 

" On board passenger ships regarded as such under the terms of the Intern~tional 
Convention on Safety of Life at Sea, signed in London on May Jist, 1929, havtng no 
dining-saloon, smoking-room, etc." 

Furthermore, spaces exclusively intended for the accommodati~n. of the cre:v, .eve!l if 
temporarily unoccupied, should not be included in gross tonnage. 1hts proposal I? JUsttlied 
both by the possibility of variation in the numbers of the crew and by the need to prov1de for the 
employment of extra hands and of a super-cargo for certain traffic. 

As has been explained above, the last sentence of the article should be deleted. 

Japan. 

The e~pression "passenger ships " should be held to mean ship~ whose maxit;mm m~mbcr 
of passengers is more than twelve, within the meaning of the Internatwnal Conventwn on Safety 
of Life at Sea, concluded in 1929. 

Norway. 

First paragraph.-It seems rather unjust that the exis~ence of two spare ro~s ;ha~ r~~d~r 
a shi a assenger ship whereby a good deal of fair deductwns must be cancelle ·. t s ou e 
born~ in pmind that ne~rly all the larger cargo ships have two spare rooms. It ts, therefore, a 
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question worth considering whether, for that reason, two spare rooms should not be allowed 
without the ship's being treated as a passenger one. t t" d 

f · sions are no men tone Second paragraph.-In the second parag:aph, store ~ooms or :provl.th the third paragraph, 
among the spaces, which shall be non-deductible, when, 111 conforr111ty Wl • h. having more 
a ship is regarded as a passenger ship. This is understood to mean tha\1~ !fi~ 11'he conditions 
than one spare room, the provision room may be deducted as long as 1 u s 
indicated in the third paragraph of Article 63. 

ARTICLE 65. 
France. 

Second paragraph.-This paragraph should read as follows: 
" The spaces used for navigation and for working of the ship are the following : " 

ARTICLE 66. 
France. 

First paragraph.-As in the case of Article 61, it would be desirable that the phrase "to the 
extent of what is considered reasonable " should be deleted. 

Italy. 
ARTICLE 67. 

Second paragraph.-For the purposes of applying this article, the _donk~y-boilers, which on 
motor vessels are used only for heating fuel, should be treated essentially 111 the same. way as 
other boilers connected with the main pumps. In any case, in view of the purpose for 'Yh1ch they 
are used, they should at least be regarded as navigation space, and therefore a deduction should 
be made for them under the second paragraph of the article in question. 

France. 

Paragraph 5, second line.-The conditions in question being required only in the case of 
water-ballast pumps, it would seem that the text should read as follows : " or water-
ballast pump fulfilling the condition mentioned in the previous paragraph is situated ". 

ARTICLE 68. 
Japan. 

It is unnecessary to retain the provisions concerning the maximum tonnage deductible as 
pump-room space. 

Norway. 

The limit of 6o tons for the deduction for pump-rooms in tankers is not reasonable for larger 
tankers with more than one room for cargo pumps. "6o T. (16g.8o m3) " should, therefore, be 
deleted, so that there remains only a limit of o.g per cent of the gross tonnage for ships over 
3,000 tons gross. 

Italy. 
ARTICLE 6g. 

Third §.-This paragraph refers to "Allowance for boatswain's store"; this should read: 
"for boatswain's stores ". 

Japan. 
ARTICLE JO. 

§ 2.-0n board ships propellable by both sails and engines, the maximum tonnage deductible 
for sail-room might be fixed at 2 per cent of the gross tonnage, whatever the proportion of the 
actual cubic capacity of space counted for propelling power and of gross tonnage. 

Italy. 
ARTICLE 7I. 

General.-In order to obtain the best conditions for stability, speed and handling of vessels 
in ballast, it is recommended that, outside the double bottoms, there should be a reasonable 
number of spaces (water-ballast tanks, deep tanks, settling-tanks, etc.) for water ballast. For 
the sake of the safety of shipping and of human life at sea, the application of this criterion should 
be supported and encouraged. The rule proposed is, on the contrary, in flagrant contradiction 
with the lessons of good maritime practice, because, for purposes of deduction or exemption it 
allows for only a limited and frequently inadequate number of water-ballast spaces. ' 

The clause should therefore be amended so as to make deductible all spaces which are shown 
by maritime technique to be intended for water-ballast, subject, of course, to the possibility of 
occasionally including in tonnage such of those spaces as might be used for cargo. 



-23-

Japan. 

· General.-There is. no need to fix a limit to the tonnage deductible as water-ballast s )ace. 
~t would. furt~er be desuable to delete from the present Regulations the details concerning pun~pinO" 
mstallations 111 water-ballast spaces. o 

Norway. 

f?e.neral.-As a final observation 0~1 ~rticle 71, ~he. Control Office would like to emphasise 
t~at 1t 1s vel{ doubtful whether the restnct10ns embodied m this article are fair. These restrictions 
will greatly mcrease th~ tonnage of sev~ral ships bu~t for carrying heayy cargo, as for instance, 
ore. It se~ms to be unJ?St that a specml class of sh1ps shall be penalised by an eventual adoption 
of Internat10nal Regulations for tonnage measurement. 

Sweden. 

_Gen.eral and second §.-The deduction for water-ballast spaces should not be conditional on 
apphcat10n from the owner, nor should they be limited. · 

France . 

. -;id (a).-The last sentence of the paragraph should be made more precise-i.e., openings 
ex1stmg between the frames at the height of the top of the water-ballast tanks. 

Italy. 

Ad (a).-The text reads: "The filling "of the openings in the tank-top round the frames at 
the sides with cement is not permissible ". 

. T~~ reason for this clause is not . clear. It seems to relate to the passages concerning the 
smtabihty of the water-ballast tanks; 1t would not appear to correspond to anything in the rules 
for construction. The reason for it is all the less evident since, from the practical point of view 
as regards maintenance, it is obviously convenient to allow the filling with cement of spaces 
between frames in the narrower parts of the vessel (fore and aft peaks) and inside double-bottoms, 
up to the necessary height for covering rivetings. 

Sweden. 

Ad (a) and Ad (b).-The provisions under (a), Ad (a) and Ad (b) are not suitable for 
tonnage measurement regulations. The tonnage surveyor should not be responsible for testing 
water-ballast spaces. 

The clause concerning the minimum diameter of suction and delivery pipes should be deleted. 

Italy. 

Ad (b).-The text reads: "The means for filling and emptying water-ballast tanks (e.g., 
pumps, pipes, etc.) must be . . . and independent of the £nstallations for water for feed o~ 
domestic purposes, oil fuel or cargo ". 

It does not seem possible in practice for pumps and accessories for water ballast to 
be completely independent of pumps and accessories for water for feed or domestic _PUrposes. 
Further, this distinction is not advisable, since interchangeable pumps and accessones might 
constitute a useful reserve in an emergency. 

It is therefore suggested that the words underlined be deleted and the following sentence 
added: 

" The tonnage surveyor must ascertain that, in the double-bottom or elsewhere, there 
are spaces of sufficient cubic capacity for containing water for feed and domestic purposes." 

Norway. 

Ad (b).-It is advisable to give a more complete detailing of the installations of which the 
means for filling and emptying shall be independent. . 

It is therefore proposed that in the fourth line the phrase " for feed or domest~c purposes, 
· oil fuel or cargo " be replaced by : " or oil for motor cooling, water for feed or domestic purposes, 
oil fuel or cargo ". 

Ad (c).-With reference to the proposed alteration to paragraph Ad (b), the .followi~? 
corrections should be made in the seventh line from the top of page 46 : After the word water , 
insert " or oil ", and after " cooling ", insert " water for ". 

Italy. 

Ad (c).-The clause concerning the oval or circular shape of manholes would se~m to be too 
drastic and involves needless interference for the sake of tonnage measurem~nt! wtth ~ethods 
of construction, which should be left to the shipbuilder and depend on the prmctples latd down 
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0 • f d · bl ·hile limiting the area of the 
111 the rules for constructwn. It would there ore seem esua e, w h d f 1 · 
openings for access, not to impose conditions with regard to their shape or. met 0 0 . fc osmg, 
since rectangular openings closed by bolts with finger-nuts, for example, are emmently satts actory. 
Furthermore, the following rule might be added : 

"Manholes in movable plates should not be allowed." 

Sweden. 

Ad (c).-lt would appear sufficient to lay down that manholes should have a given maximum 
surface area; their shape is of no consequence. 

Italy. 
Ad (c), second paragraph.-In the case of coffer-dams, the desirability for s_uch ar~e.would 

seem even more evident in view of their purpose, which is closely bound up w1th cond1ttons of 
safety and by reason of the definite rule which forbids their use for cll:rgo. Thus, on account 
of their .very character, which makes it impossible to confuse them Wlth water-ballast tanks, 
they should be dealt with separately, in the following clause: 

" Coffer-dams shall be deducted from gross tonnage, provided they cannot be used for 
cargo or stores. If necessary, it should be ascertained that it is not possible to fill. s!lch 
coffer-dams with liquid cargo by means of the loading-pumps and that the vessel has suff1c1ent 
storage room for fuel (when liquid fuel is used) and fresh water." 

Since there is thus no possibility of placing cargo or solid stores in coffer-dams, it is necessary 
not to insist, as regards access, on conditions which would be needless for tonnage measurement 
purposes, aud might dangerously impair the working of other conditions necessary for coffer-dams 
such as facilities for ventilation, inspection, etc. · 

The following clause should therefore be added to the proposed rule : 

"The regulations concerning access to water-ballast tanks shall not apply to coffer
dams." 

The second paragraph of Ad (c) should accordingly be deleted. 

Norway. 

It does not clearly appear how the graph indicated on page 47 is to be used. If the meaning 
is that the deduction for water-ballast spaces may be determined by a scale laid on the graph, 
this should be drawn to a much larger scale. The deduction may also be determined by inter
polation, although this procedure is hardly mathematically correct. At all events, the procedure 
must be clearly indicated in the Regulations. 

Italy. 
ARTICLE 73· 

_ First §.-Complete measurements (that is to say, total length and total breadth) should be 
taken from side to side outside linings. · 

It would therefore seem unfair to adopt different criteria for partial measurement of spaces 
to be deducted when calculating tonnage, especially since the rule laid down in the article in 
question would involve a difference for each partial measurement, and thus the space to be 
deducted or exempted would be appreciably less. · 

It is therefore proposed that such partial measurements should be made by the same criterion 
as those adopted for complete measurements. 

Sweden. 

First §.-This paragraph should be made clearer. This method of measurement should be 
applied to deductible spaces only provided that, for purposes of determining the gross tonnage 
of a superstucture, its length and breadth should be measured to the stiffeners. 

Yugoslavia. 

First §.-This paragraph should be amended in the sense that surfaces deducted from gross 
t?nnage should be I?-~asured bet":een the inner sides of bulkhead plates or between the inner 
s1~es of wooden part1ttons; otherw1se _sucJ;t surfaces would not be wholly deducted. Accordingly, 
F1gure ro6 should be altered as shown m F1g. B, annexed hereto,! with a note that this measurement 
on the sides of ships is limited to the inner edges of the sides. 

It would be by no means desirable to limit the amount of water-ballast for the important 
reason that, in certain cases, the water-ballast is indispensable for the safet; of the ship. For 
~his reason, and in or~e~ that _this limitation should not tend to cause new vessels to be constructed 
m an unsafe manner, 1t 1s desuable that water-ballast be not limited and that in the case of water
?allast only conditio~s (a), (b) and (c) of Article 71 be required, with which tanks must comply 
m order to be recogmsed as exclusively usable for water-ballast. 

1 Figure 106 has been modified aS shown in Annex 3· 
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Japan. 

. Fourth paragr~ph.-" g.q metres '" should be replaced by ·• 9 metres ··, for the reasons aiven 
m the case of Arhcle 2I. <> 

Netherlands. 

It would seem preferable to replace the graph showing the maximum percentage of gross 
tonnage allowed for .water.-ballas~ by a ta?le regularly fixing the various allowances shown in the 
g:aph, so that the msertwn of mtermed1ate terms would be quite simple and not gh·e rise to 
d1fferences.1 

Italy. 
ARTICLE 75· 

§ !.-The ~egulations in Italy. a~1d in other States, while adopting for the deduction of 
prop~l~mg-n;acht.nery s~aces rules s1milar to those of Article 75 of the draft, give the central 
admm1strahons m spec1al cases power to allow a deduction of 32 per cent even when the cubic 
capacity of the above space is equal to or less than I3 per cent of the gr~ss tonnage. 

Article 75 on the other hand does not permit the exercise of such latitude, so that in the case 
of certain vessels--:-for instance, motor ships-in which less space is required for the ~ngines and 
where the proportwn, though never over I3 per cent, reaches that figure or is very near it, the 
second rule would have to be applied-that is to say, a deduction equivalent to 22.75 per cent 
(should the proportion be I3 per cent) or less than that figure. 

There would be an obvious danger in applying this rule strictly to such vessels : their owners 
would be led to waste space in order to come within the prescribed limits so as to get the 32 per 
cent reduction which would diminish the capacity of the holds and therefore the possibilities of 
commercial utilisation of the said vessels. 

It would therefore seem more logical and equitable to add to the first paragraph of the article 
in question the following sentence : 

" The administration of the State to which the vessel belongs may nevertheless in special 
cases grant the deduction of 32 per cent of gross tonnage, even when the cubic capacity of the 
propelling-machinery space is equal to or less than I3 per cent of gross tonnage." 

Footnote 2.-In note 2 to this article, where it is said that '' a ship shall not cease to be regarded 
as a tug because of the fact that she is equipped with a fire-pump ", it would be desirable to 
specify that what is meant is a pump specially intended for extinguishing fire. 

Japan. 

§ § I and 2.-The tonnage deductible for propelling-machinery space should be for screw
steamers I75 per cent of the real cubic capacity of the space used for propelling machinery and 
ISO per cent for paddle-steamers, whatever the proportion of the real cubic capacity space used 
for propelling machinery to the gross tonnage. Nevertheless, the real cubic capacity of the space 
used for propelling machinery-including fuel bunkers-might be deducted, should the shipowner 
make a special request to that effect. In such cases, only the permanent fuel bunkers should be 
taken into account, reserve fuel stores being excluded. 

Sweden. 

§ § I and 2.-1'he deduction allowed for propelling-machinery space should follow a regular 
uninterrupted curve between I3 and 20 per cent. 

Yugoslavia. 

§ § I and 2.-This article gives the usual percentage for deductions from gross tonnage for 
propelling-machinery space. 

In certain cases, both in steamships and motor ships, this percentage b~ no means corresp~n~s 
to the deduction justified by the requirements of steam or motor propelh!lg power; and th1s 1s 
almost a deliberate error. It would therefore be reasonable to abandon th1s usual but errone?us 
principle and allow the deduction which really meets the requirements of motor or steam propellmg 
power-that is to say, that for these requirements the spaces really used be ded~ct~d; those used 
for boilers, fuel, engines, shafts, feed-water tanks, liquid-fuel t~nks and lubncabng-spaces for 
auxiliary machinery, and light and air spaces, for engine-rooms, m so far as ~he latter have n~t 
been deducted. The introduction of the system in question would have the difficulty of necessi
tating a more detailed measurement than usual of the spaces r~se~ve~ for fuel an~ fe~d-water, 
but only of those spaces which are above the double-bottom. ~h1s drffic?lty, whrch _r,s a :-rery 
slight one in certain cases, is countered by the fact that the techmcal work IS perfec.t. I he State 
would also benefit as regards taxation, since, under this system, the net tonnage Ill the case of 
most ships will be greater than when the deduction is fixed according to a percentage. 

1 These observations seem to refer to Artide 1 1. 
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Japan. 
§ J.-The provisions of this clause which reduce the tonnage deductible as propellitnhg
. ' . d b d d t' from the gross tonnage e machu~ery space to 55 per cent of the tonnage obtame . Y e uc _mg h uld also apply 

deductible tonnage other than that allowed for propellmg-machmery space, s 0 

to ships used as tugs or as ice-breakers. 

ARTICLE 76. 
Italy. 

· · h. 1'nclude " it would be Fzrst paragraph.-Instead of "the propelling-mac mery space may • 
better to say: "the propelling-machinery space includes". 

Japan. 
(d).-The clauses should be deleted which prescribe the sides of the e_ngil;e-room and boilers 

above the upper deck, as referred to in (d) of this article, may, on apphcatwn fr?m the o~ner 
be added wholly or partly to the gross tonnage or to the tonnage allowed for propellmg-mac~mery 
space. These spaces should always be deducted from the gross tonnage, and therefore Art1cle 77 
should be deleted. 

France. 

Ad (a), (b) and (c).- At the end of Ad (a), (b) and (c) should not the figures be ro8 and 
109 instead of 98 and 99? 

Yugoslavia. 
In paragraphs Ad (a), (b) and (c) of this article, there is a printer's error. For figures 

"98 and 99 " read " ro8 and 109 ". 

ARTICLE 77· 

(See observation under Article 76 made by the Japanese Government.) 

ARTICLE 78. 
Italy. 

A (6) (a) .-This article lays down that settling-tanks for oil in steamships (not including 
motor ships), if situated within the boundaries of the machinery space, or in adjacent spaces, 
shall be regarded as part of the propelling-machinery space unless (as added in a footnote) such 
settling apparatus really constitutes fuel-bunker space. 

It seems difficult to determine exactly when the tanks in question cease to be settling apparatus 
and become fuel bunkers, since any settling-tank is more or less utilisable for storage of liquid fuel. 

A clause such as this will therefore only inconvenience the tonnage surveyors and will not 
ensure the necessary uniformity of decisions. 

Unless, therefore, it is found possible (which does not seem easy) to lay down precise rules 
making the above-mentioned distinction, it would be better to delete the footnote and replace 
it by the following rule : " Settling tanks may not be used as liquid fuel bunkers ". Any breach 
of this rule would involve the penalties prescribed in the Regulations. 

It is further proposed that a deduction should be made even for settling tanks on motor 
ships. Indeed, the reason for the exclusion is not clear, since, in view of the increasingly widespread 
use of heavy oils on motor ships, such tanks are absolutely indispensable for the working of the 
motors, and obviously much difficulty will be caused in the use of such motors by the presence 
of water in the liquid fuel; this difficulty will be greater than those (more or less negligible) caused 
by the same defect in steamships in respect of the free combustion of boilers. 

Japan. 

A (6) (a) .-The settling tanks (tanks for lubricating) might be regarded as forming part of 
the engine room and boilers, provided that they are within the limits of the engine-room and 
boilers. 

Settling apparatus should be treated in the same way in motor ships as in oil-burning ships. 

Netherlands. 

A (6) _(a).-Settlil~g-tan~s are in~luded _under propelling-~uachinery space, (6) (a). This 
clause as 1t stands m1ght g1ve the 1mpress10n that all setthng-tanks on steamships would 
be included. Probably, however, it was only intended to include in propelling-machinery 
space the part of the settling-tanks containing the heating pipes, such space being necessary for 
the proper working of the engine. The fact that, under the draft Regulations, this does not 
exten~ to motor ships was probably due to the supposition that it is never necessary to heat 
fuel oil for motors. It seems not inconceivable, however-certainly not in the future-that 
motor fuel-oil wi~l have to _be heated bef?rehand. For this reason, it would be preferable to 
change the wording of Art1cle 78, 6 (a), 111 such a way as to show clearly, both in the case 
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of steamships and motorships, that _the spac~s in the settling-tanks in which heating pipes are 
place~ should be regar~ed as pr?pelling-machmery space, since they are necessarv for the proper 
workmg of the propellmg machmery. • 

France. 

A (6) (n).-Fuel-oil p~mps: By reason of its yosition, the transfer pump which is situated 
forward of the coffer-da~ m ~he fonvard part of oil tankers and is used for emptying and fillin 
the de~p tank f?r fuel oil adp~ent to the fore peak cannot be regarded as forming part of th~ 
propelling-machmery space. Smce, however, the cargo pumps on Yessels of this kind are deducted 
It 'Yould see~? somewhat harsh to refuse the transfer pump the deduction granted to car"o pumps' 
This deductiOn would be made after limitation of space. ., · 

Should this suggestion be adopted, Article 68 should be completed accordingly. 

Sweden. 

B.-The provisions of this article seem too detailed. 

ARTICLE SI. 
Yugoslavia. 

. C?eneral.-In conn~ction with the remarks made on Article 75, it would be desirable, if the 
pn~cwle_ of the deductiOn ~f the space actu~y used for motors or steam engines is accepted, not 
to hmit m any _w_ay the boiler rooms or engmes or tunnels, as provided in Article 81, but to lay 
down as a conditwn that these spaces cannot also be used for cargo. 

Japan. 

(a) (1).-The restriction of the length of propelling-machinery space is carried out only in 
cases recognised to be particularly unreasonable, the decision being left to the competent authority. 

France. 

(C:) (5).-It would not appear that any exception to the conditions laid down in (a) (2) (i) 
and (n) could be allowed without some danger being involved, unless the responsibility for granting 
it be entrustedto an international body. 

Sweden. 

(b) (4) .-The existence of platforms should not affect in any way the question whether 
trunks should or should. not be included in the cubic capacity of space reserved for propelling 
machinery. 

Norway. 

(c) (2).-The Control Office is in doubt as regards the understanding of the expression: 
" Their total length should not exceed the length of the machinery space underneath ". If the 
meaning is that, for instance, a part of a light and air casing situated, say, forward of the foremost 
machinery bulkhead· shall not be regarded as part of the propelling-machinery space, even if the 
total length of the light and air casings is less than the length of the machinery space underneath, 
this should be clearly indicated in the Regulations. 

With reference to this example, the question of how to treat the part situated forward of the 
foremost machinery bulkhead may also arise. Shall it be included in the gross tonnage as an 
ordinary superstructure? If it is neither to be regarde~ as an ~rdinary sup~rstructure !lor as pa~ 
of the propelling-machinery space, shall then the cubic capacity of the sa1d yart be 111cluded 111 
the cubic capacity which is to be stated in the tonnage certificates (Appendices 2 and 3 1) under 
the heading: "The cubic capacity of spaces on or above the upper/uppermost deck capable 
of . . . etc.". 

With regard to inclusion in the gross tonnage, it may be said that. a light and air casing, or 
part of it, is not, in most cases, available for cargo or stores, etc .. (see Article ~1), and that the_refore 
it should not be included in the gross tonnage, but the questiOn of what 1s to be stated 111 the 
tonnage certificates remains unsolved. 

The observations here made as regards inclusion _in the gross tonnage, an~ ~hat is to be 
stated in the tonnage certificates, will also apply when 1t has been necessary to llm1t the breadth 
of a light and air casing. 

The matters touched upon above should be cleared up by one or more figures. 

1 To the Supplementary Report, <loctUJH:nt C.7I9.l\I.32·P93I.V1II. 
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ARTICLE 82. 
Yugoslavia. 

The last paragraph of this article lays down that, if more than one b:eadth is measured, a mean 
of the breadths should be used in the calculation. The same method 1s used for depth?. . 

Should the sides of the engine-room and boiler-room not be straight but cu:ved, W~lch !5 the 
case on oil tankers and on a fairly large number of other vessels, the method n: 9-uestwn 15 not 
accurate; this text should therefore be modified and its application made conditwnal by means 
of the following wording : 

Should the sides_ of the engine-room and boiler-room be straight, measurement would then be 
taken at the middle of the depth of the two end breadths; their me~n would then be taken and 
multiplied by the length of the room. In this way, the mean honzontal surface of the room 
will be obtained. By multiplying the mean surface thus obtained by the mean depth, the mean 
cubic capacity of the room will be found. 

Should, however, the sides of the engine-room and boiler-room be curved, a measurement 
should then be taken of the mean depths of at least three breadths at equal d~stances: and the 
mean horizontal surface calculated according to Simpson's rule. The mean cub1c capac1ty of the 
room measured will be found by multiplying the mean surface then arrived at by the mean depth. 

ARTICLE 83. 
,France. 

Table on Page 58.-Column A: Before "under deck tonnage" read "1630" for " 1650 ". 
Column B : Second square, fifth line.-For " 429.88 + 752.29 tons ", read "429.88 X 1.75 

= 752.29 tons "; first line-For " 1215.56 ", read " 1216.56 ". 

Norway. 
The scheme of calculation indicated on page 59 is not quite correct; 13 per cent of 1,617, 

24 = 210,24 and the basis for the deduction for the machinery space is 160 + 50.24 = 210.24. 
Consequently, the deduction for the machinery space is not 32 per cent of the gross tonnage. 

The error is due to the fact that, when calculating 13 per cent of the preliminary gross tonnage 
(1567.25) the decimals have been omitted (see sixth line from the top of page 59). 

The calculations must be corrected, and the last line : " Gross registered tonnage : 13 per 
cent of . ", which is not clear, should be replaced by the cubic capacity corresponding to 
13 per cent of the gross tonnage and the cubic capacity of the machinery spaces, which must be 
taken as the basis for the calculation of the deduction for the machinery space. 

Further, it is desired to point out that the various cubic capacities have not been stated in 
cubic metres. 

Japan. 
As a result of the simplification of the provisions concerning propelling-machinery space, 

mentioned in the previous articles, the examples of calculations given in this article would become 
useless. 

Japan. 
ARnCLE go. 

General.-It would be desirable to fix the registered length, breadth· and depth as follows : 
(1) The registered length is that measured from the fore side of the upper end of the stem 

on the level of the upper deck to the after side of the end of the stern-post. 
Should there be no stern-post, the length is measured to the centre of the rudder-stock. 
(2) The registered breadth is that measured from the outer surface of one side of the ship 

to the other at the broadest part of the ship. 

(3) The registered depth is the vertical distance measured in the median plane of the ship 
at half the registered length between the upper surface of the keel and the upper surface of the 
upper deck at side. 

France. 

(3) Registered Depth.-In view of the vagueness of the last sentence, the definition of this 
measurement should be amended. 

TABLE v B. 
France. 

Should it not be " hundreds " instead of " twentieths "? 

FIGURES ANNEXED TO THE DRAFT REGULATIONS. 
France. 

Page 23, Figure 68.-Curve c.d. The letter "d" has been omitted. 
. Page 37.-In ac~ordance with the remark made on Article 58, II (c), 3, of the draft Regulations, 
1t would appear des.1rable to replace the word "hiloires " by " seuils " in Figure 97· (This does 
not affect the Enghsh text.) 
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Appendix I. 
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ab =Length 2. According to the present wording of Articll! 48, Method 1 (c), cd are the !Icl~hts to Lc 
measured, and due to th!' present wording of Article 49, Paragraph I, the mear. of these heights ~hull be used 
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ARTICLE 82. 
Yugoslavia. 

The last paragraph of this article lays down that, if more than one b~eadth is measur~d, a mean 
of the breadths should be used in the calculation. The same method 1s used for dep\~· h . th 

Should the sides of the engine-room and boiler-room not be straight but cu~ved, w .1c :s ~ 
case on oil tankers and on a fairly large number of other vessels, the method n~ 9-uesbon lS no 
accurate; this text should therefore be modified and its application made conditwnal by means 
of the following wording : be 

Should the sides of the engine-room and boiler-room be straight, measurement would then d 
taken at the middle of the depth of the two end breadths; their mean would then be taken an 
multiplied by the length of the room. In this way, the mean horizontal surface of the room 
will be obtained. By multiplying the mean surface thus obtained by the mean depth, the mean 
cubic capacity of the room will be found. 

Should however the sides of the engine-room and boiler-room be curved, a measurement 
should then' be taken' of the mean depths of at least three breadths at equal d~stances,. and the 
mean horizontal surface calculated according to Simpson's rule. The mean cub1c capac1ty of the 
room measured will be found by multiplying the mean surface then arrived at by the mean depth. 

ARTICLE 83. 
,France. 

Table on Page 58.-Column A: Before "under deck tonnage" read "I630" for " 1650 ". 
Column B : Second square, fifth line.-For " 429.88 + 752.29 tons ", read "429.88 X 1.75 

= 752.29 tons "; first line-For " 1215.56 ", read " I216.56 ". 

Norway. 

The scheme of calculation indicated on page 59 is not quite correct; 13 per cent of 1,617, 
24 = 210,24 and the basis for the deduction for the machinery space is 160 + 50.24 = 210.24. 
Consequently, the deduction for the machinery space is 1iot 32 per cent of the gross tonnage. 

The error is due to the fact that, when calculating 13 per cent of the preliminary gross tonnage 
(1567.25) the decimals have been omitted (see sixth line from the top of page 59). 

The calculations must be corrected, and the last line : " Gross registered tonnage : 13 per 
cent of . ", which is not clear, should be replaced by the cubic capacity corresponding to 
13 per cent of the gross tonnage and the cubic capacity of the machinery spaces, which must be 
taken as the basis for the calculation of the deduction for the machinery space. 

Further, it is desired to point out that the various cubic capacities have not been stated in 
cubic metres. 

Japan. 

As a result of the simplification of the provisions concerning propelling-machinery space, 
mentioned in the previous articles, the examples of calculations given in this article would become 
useless. 

Japan. 
ARTICLE go. 

General.-It would be desirable to fix the registered length, breadth and depth as follows ; 
(1) The registered length is that measured from the fore side of the upper end of the stem 

on the level of the upper deck to the after side of the end of the stern-post. 
Should there be no stern-post, the length is measured to the centre of the rudder-stock. 
(2) The registered breadth is that measured from the outer surface of one side of the ship 

to the other at the broadest part of the ship. 

(3) The registered depth is the vertical distance measured in the median plane of the ship 
at half the regis~ered length between the upper surface of the keel and the upper surface of the 
upper deck at stde. 

France. 

(3) Registered Depth.-In view of the vagueness of the last sentence, the definition of this 
measurement should be amended. 

TABLE v B. 
France. 

Should it not be " hundreds " instead of " twentieths "? 

FIGURES ANNEXED TO THE DRAFT REGULATIONS. 
France. 

Page 23, Figure 68.-Curve c.d. The letter " d" has been omitted. 
. Page 37.-In ac~ordance with the remark mad~ o!-1 Article 58, II (c), 3, of the draft Re lations 
1t would appear desirable to replace the word "h1l01res " by "seuils " in Figure 

97 
(~' d ' 

not affect the English text.) · 1s oes 
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Appendix I. 
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SON _,001-

ab =Length 2. According to the present wording of Article 48, Method 1 (c), cd are the heights to uc 
measured, and due to thE' present wording of Article 49, Paragraph I, the mcar. of these heights ~hall be used 
when calculating the cubic capacity of ejgh. 

Appendix II. 
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and Vice-President of the International Aeronautical Federation 
(I.A.F.). 

Colonel G. PERON, Secretary-General of the I.A.R.A.C. 

For the International Union of Towns and Local Authorities: 

Towns. 
Dr. G. DE SCHULTHESS, Director of the Union of Swiss 

Secretary: Mme . LEHN.ulliN. 

Series of .League of Na;tions 
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I. AMENDMENTS TO THE CONCLUSIONS ADOPTED AT 'IHE NINTH SESSION 
IN CHAPTER IV (ROAD SIGNALLING QUESTIONS). 

At its ninth session, the Committee had propose~)intro
ducing the four new signs shown in Annex 6 of its report. 
In October, the question of these signs formed the subject of a 
study by the I.A.R . .A.C., which was referred to the Committee for 
examination (see Annex 1) and led the l?tter to modify, in some 
points, its conclusions adopted in ~une. 

No change should be made in sign No.1 in .Annex 6 (over
taking prohibited) or sign No.3 (use of sound signals prohibited). 

This was not the case, however, as regards signs Nos. 
2 and 4. From the further study made, it would appear that sign 
No.2 (passing prohibited) would be very little used and was not 
indispensable. In the case of road signalling, there had always 
been a perfectly legitimate anxiety not to increase the number of 
signs unless absolutely necessary. In these circumstances the 
Committee, after reconsideration, withdrew its proposal regarding 
the introduction of sign No.2. 

Sign No.4 was intended to indicate generally the re
moval of a prohibition and, both from the standpoint of traffic 
police and from that of signalling arrangements, the abolition 
of a prohibition raisyd general questions which called for 
thorough consideration. From the standpoint of safety, it also 
involved a very close and general study of the question whether 
all road signs should or should not compulsorily be placed on 
the near side of the road. In sue~ circumstances, the Committee 
felt that the conclusion adopted in; ~une should not be maintained 
and that the question should be referred back for consideration 
at a later session after an enquiry which the Secretariat was 
instructed to make into the existing position in the various 
countries. The amended text of the Corr~ittee's recommendations 
regarding the use of place signs and the two new signs appears 
in Annex 2. 

II. LIGHT SIGNALS. 

At its ninth session (June 17th - 21st, 1935), the 
Committee's attention had been drawn to the necessity of recon
sidering the question of light signals at cross roads, particu
larly in towns. The Co~~ittee had found2) that the data at 
present available was not sufficient to enable it to express an 
opinion on the position; nevertheless, international guiding 
principles on the subject would be of great utility and it had 
therefore asked that prompt enquiries should be mad~ from the 
European Governments. · · 

This ~ad been done, and t~e Secretariat's Note--'{see 
Annex 3)g~ve an account of the repl1es given by Governments to 
the quest1onnaire sent to them. 

1) Document C.276.M.l43.1935.VIII. 

2) See document C.276.M.l43.1935.VIII. 
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The ~irst conclusion which emerged from these replies 
was the.follow~ng: when traffic at cross-roads was regulated by 
light ~~gnals, there was no further need, as previously antioi
patedlJ t~ rega~d the choice between the three-colour and one
colo':ll' s~gnall1.ng sys terns as optional. Most countries, in
cludlng France, where the one-colour signal system was for some 
time favoured by the Paris authorities, had now in principle 
adopted the three-colour syst~m. It had been ~ecognised, and 
the Committee agreed, that th~s was the system by which traffic 
could be regulated in the safest and most elastic manner possible 
both as regards vehicles and pedestrians. ~oreover, it was of ' 
primary importance for the safety and regularity of national and 
international traffic that signalling should be standardised. 
In those circumstances, the few countries which had adopted an
other form of signalling with two colours or one colour should 
be asked to give it up and to introduce the system adopted and 
already applied in the majority of cases. 

Consequently, at cross-roads where traffic was regu
lated by light signals, such signals should follow the three
colour system and be given by red, green and amber lights; red 
meaning stop, green meaning all clear, and amber, the exact mean
ing of which was defined by the Committee at its eighth session, 
held in May - June, 1933, in the following terms: 

"(1) For a driver who has not yet entered the 
cross-roads, the amber signal forbids him to enter the 
said cross-roads; 

(2) In the case of a driver who has already 
entered the cross-roads, the amber signal orders him 
to clear the crossing." 

The signals should have the same mean~ for drivers of 
all vehicles whatsoever and for pedestrians. 

It should be noted that the three colours referred to 
were in conformity with the general principles already adopted 
for signalling: red signifying danger and stou, green signifying 
all clear, and amber signifying attention. 

In applying these three colours to light signals at a 
crossing, the amber light acts as an intermediate signal between 
the other two colours. The Committee regarded its use astessen
tial for passing from green to red, and also recommended i as an 
intermediate signal between red and green. 

In some installations, the three colours appea~~d co~~d 
secutively.without any tw~ of ~~:mc~:~t~:!n~ss~~:nm;~~eco:~nd-
that solut~on was regarde by d before the green or red 
able. In other cases, amber.appeare mber and green appeared 
disappeared. During the perlod when a the amber light was the 
simultaneously, the instructibon giv~nr~~ appeared together, red 
one to be observed. When am er an 
took priority. · 

l) See document C.67l.M.32l.l~33.VIII. 
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The lights corresponding to the three colours should 
be placed vertically above one another in the following order 
from top to bottom: red, amber, green. In countries, however, 
where the opposite order was adopted, it could be temporarily 
retained. 

Lights should be high enough above the ground to be 
clearly visible to the drivers of vehicles and to pedestrians, 
special allowance being made in this respect for low-bodied 
vehicles in accordance with a previous conclusion reached by the 
Committee.l) When perfect visibility could not be ensured by 
placing the lights at a uniform height above the ground, a satis
factory solution would be to place on the support, in addition 
to a group of lights at a suitable height to be seen from a 
distance, a second group at a lower level, giving the same signs 
simultaneously with the first. The special advantage of lights 
fixed rather low was that they were the most suitable for pedes
trians. 

All cross-roads with light signals must, according to 
the arrangement of the site and the volume of traffic, be so 
fitted that the signals are clearly visible from all the approach 
roads. 

The three-colour signal lights just referred to were 
fixed lights, but during the time when the three-colour signals 
were not operating, it might be advisable, nevertheless, to in
dicate the existence of the crossing by light signals. In such 
case, the Committee recommended that an amber flashing light 
should be used as a permanent signal. 

The principle of signalling by means of a constant 
flashing amber light could also be usefully applied·at other 
points, such as cross-roads, where the competent authorities 
thought it unnecessary to instal a three-colour signal or to 
have an official regulating traffic by means of hand signals. 

A fixed amber light was suitable for indicatin~ : 
obstacles to be avoided. 

In concluding the present statement of the question of 
light signals, the Permanent Committee expressed the wish that 
the recommendations made therein should be embodied in a special 
communication to the Governments of European countries. 

The Corr~ittee further recommends: 

(1) That the meanings above ascribed, in the case 
of light signals, to the red, amber and green lights 
respectively should be embodied in a formal defini
tion to be inserted in the international regulations; 

(2) That the two new signs (overtaking prohibited 
and use of sound signals prohibited) should also be 
inserted in the international rules. 

1} See document C.67l.M.321.1933.VIII, page 14 •. 
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These amplifications to the international regulati 
could be made by an addition to the annex to the Convention o~s 
March,l~3l concerning Unification of Road Signals in conf 0 it 
with the procedure laid down in Article 13 of that convent~~~. y 

III. EXCHANGE OF VIEVIS ON VARIOUS QUESTIONS DISCUSS:Ji~D BY 
THE I.A.R.A.C. AT ITS J,:EETINGS IN OCTOBER 1935 

(see Annex 1} 

1. Level Crossings. 

Colonel O'GORMAN thought it regrettable that the con,
mittee seemed to be taking the priority or rail over road as a 
matter of course; it was pointed out, in reply that the question 
of priority of rail over road had not been con~idered by the Com
mittee and had even been set aside. 

the 
not 
for 

Prince GHIKA pointed out that some level crossings in 
vicinity of stations were often closed for very long periods, 
for the passage of trains but because of the shunting needed 
operating the station. 

This remark was noted by the Committee, which decided 
to refer the question to the Advisory and Technical Committee 
for special examination jointly with the Permanent Committee for 
Transport by Rail. 

2. Unification of Place, Distance and Direction Signs. 

Referring to the statement contained in Annex 1, 
Colonel PERON stressed the advisability of standardising the 
place sign by using everywhere a blue rectangle with the name in 
white letters and without any advertising matter. 

The Committee agreed with this view. 

3. Simplification of Travelling Documents. 

The I.A.R.A.C., as also the Sub-Committee of Experts 
on Tourist Traffic set up by the Economic Committee {see Annex.4), 
had studied the various reforms which would allow of the aboli
tion of the international driving licence and the international 
certificate for motor-vehicles and the simplification of Customs 
formalities as much as possible. 

After an exchange of views, the Committee recognised 
the great importance of these questions, and recommended that 
the studies made on the subject should be energetically pursued. 
It asked to be kept informed of these studies and of their 
results with a view to further investigation. 

It instructed its Secretariat to collect preparatory 
documentation, particularly on the bilateral agreements concluded 
between neighbouring countries for facilitating frontier cross
ing. 
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4. Replacement of the Two Conventions of 1~26 by a New 
Convention dealing with Road Traffic generalll· 

The I.A.R.A.C. had reported that, in its view, the two 
Conventions on road traffic concluded in 1~26 should be recast 
and a single Convention established. 

Some members of the Committee felt that it would even 
be advisable to go further and have a single Convention to take 
the place, not only of the two Conventions of 1926, but also of 
the 1931 Convention. Several members pointed out, in this con
nection, the necessity for co-operation between Governments and 
the Permanent Committee on Road Traffic and the large interna
tional associations. 

After discussion, the Committee found that the question 
was complicated and would call for very careful preparation. 
It instructed its Secretariat to ascertain the present position 
as regards ratification of the three Conventions and the effect 
already given to the rules laid down in those Conventions by 
certain countries which had not yet acceded to them. 

5. Obligation for Motorists proceeding abroad to carry 
the Requisite Distinctive Mark. 

The I.A.R.A.C. reported that this obligation was very 
inadequately observed. 

The Committee agreed that this was true. It was fre
quently found that the special nationality mark prescribed in 
Article 5 of the International Convention of 1926 on Motor 
Traffic did not comply with the provisions of Annex C of that 
Convention. 

on the proposal of the CHAIRN~N, .the Committee decided 
to ask the Communications and Transit Committee to remind all 
States parties to the Convention of the necessity of ensuring_ 
strict compliance with those provisions, and other European 
countries of the advisability of uniform regulations on the 
subject. 

IV. COLLABORATION WITH THE CENTRAL COUNCIL 
OF INTERNATIONAL TOURING. 

Prince GHIKA suggested that the Committee should con-
sider the possibility of proposing to the Advisory and Techni

cal Committee for CommUnications and Transit to invite the 
Central Council of International Touring to collaborate with 
the Committe~ in the same way as, for instance, the I.A.R.A.C. 
and the I.T.A. · 

The CHAIRMAN noted this suggestion, and said that he 
would take the necessary action in the matter. 
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V • CIRCULATION OF FOREIGN MOTORISTS IN COUNTRIES ViHERE 
INSURANCE IS C01:PULSORY. 

. At its session of October 21st- 24th, 1935, the sub-
Corr~lttee of Experts on Tourist Traffic recommended that the 
Communications and Transit Organisation should study means of 
enabling foreign motorists to travel with a minimum of formali
ties in countries which have made third-party insurance compul
sory in their territory. 

The discussion showed that it was necessary in this 
connection to refer to the documentary material already collected 
by the Secretary-General of the I.A.R.A.C. 

in 
to 
by 

M. JANAK described the solution which· had been adopted 
Czechoslovakia, where a national central fund had been created 
compensate, in certain cases, the victims of accidents caused 
foreign motorists. 

Mr. FRANKLIN and M. VALSINGER also described the solu
tions adopted in the United Kingdom and Sweden respectively. 

Finally, the Committee instructed its Secretariat to 
summarise and complete as quickly as possible the documentary 
material on the situation in the various countries. The ques
tion would then be reconsidered with a view to finding a tempor
ary solution, pending the standardisation, which was desirable, 
of the regulations on civil liability of motorists' (third-party 
risks} compulsory insurance. 

VI. COM1ruNICATION REGARDING THE INTERNATIONAL CONFERENCE ON 
THE TRANS-EUROPEAN HIGHWAY FROM LONDON TO ISTANBUL, 
HELD AT BUDAPEST FROM SEPTEMBER lOth to 14th, 1~35. 

M. VALSINGER, who had attended this Conference as an 
observer, submitted to the Committee the valuable report he had 
prepared on the subject.l) · 

The CHAIRMAN congratulated M. Valsinger and thanked 
him for his report. 

VII. C01~ruNICATION BY THE SECRETARIAT. 

The SECRETARY of the Permanent Committee reported that 
the International Commission on Illumination had, on September 
11th, 1935, written to the Chairman of the Permanent Committee 
drawing his attention to the fact that certain road signalling 
questions studied by the Committee had already been investigated 
by a technical committee of the Commission on Illumination. 
That Commission placed its documentation at the disposal of the 
Permanent Committee. 

The Permanent Committee, after hearing ~lr. Franklin's 
explanations of the character of the International Corr~ission on 

1) This report may be consulted in the archives of the League 
of ~ations Secretariat. 
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Illumination and the scope of its work, instructed its Secretary 
to thank· the Commission ·for its· offer and~ if ·necessary, to make 
use of it. 

VIII. CONVENTIONS AND AGREEMENTS CONCLUDED AT THE EUROPEAN 
CONFERENCE ON ROAD TRAFFIC, 1931. PRESENT SITUATION 

WITH REGARD TO RATIFICATIONS AND ACCESSIONS. 

.. The SECRETARY of the Committee reported that, since 
the Committee's last session, the Government of the Union of 
Soviet Socialist Republics had acceded to the Convention con
cerning the unification of road signals, and to the Convention 
on the Fiscal Regime of Foreign Motor-vehicles. The Government 
of the Union of Soviet Socialist Republics had further signed 
the Agreement between Customs Authorities to facilitate the Pro-
cedure in Case of Lost or Undischarged Triptychs. 

The Committee noted this communication. 



- 9 -

ANNEX 1. 

{C.C.T./C.R./106) 

Geneva, October 30th, 1935. 

NOTE BY THE SECRETARIAT 
ON THE MEETINGS OF THE INTERNATIONAL TOURIST C01;1:ISSION AND 

THE INTERNATIONAL TRAFFIC AND CUSTOKS COBliSSION OF THE 
INTERNATIONAL ASSOCIATION OF RECOGNISED AUTOI\109ILE 

CLUBS (I.A.R.A.C.) HELD AT PARIS ON 
OCTOBER lOth and 12th, 1935. 

This note is not a full report on all the questions 
dealt with by the Commissions of the I.A.R.A.C. at the two meet
ings held on October lOth and 12th, 1935. The secretary of the 
Permanent Committee has confined herself to dealing with the 
questions which seem to her to be of special interest to the 
Permanent Committee. 

A. MEETING OF THE INTERNATIONAL TOURIST cm.~~SSION. 

1. Examination of the Report on the Ninth Session of the 
Permanent Committee on Road Traffic. 

The International Tourist Commission, to which the re
port on the ninth session of the Permanent Committee had been 
circulated by the Secretary-General of the I.A.R.A.C., e~amined 
the results of this Committee's work point by point. 

(a) Signals for Lev~l Crossings. 

Colonel O'Gorman raised in the International Tourist 
Commission the same point to which he had already drawn attention 
in the Permanent Committee - namely, that it was regrettable that 
the Committee should have seemed to take the priority of rail 
over road as a matter of course. He explained to the Commission 
that the Permanent Committee had stated in reply to his objection 
that this question had not been officially referred to it, and 
that all that the Special Committee for the study of signals at 
level crossings had been asked to do was to introduce order and 
uniformity into such signals and to recommend, if necessary, 
measures for their improvement. 

The Secretary of the Permanent Committee drew the Com
mission's attention to the fact that the Special Committee had 
also adopted a recommendation regarding the desirability of the 
abolition of level crossings, and that, further, the last Assembly 
of the League of Nations had asked the Communications and Transit 
Organisation to study, as a whole, the problem of the co-ordina
tion of transport and particularly of transport by rail and road. 

The International Tourist Commission also declared it
self in favour of the abolition of level crossings; but as regards 
the priority of passage of rail over road, it expressed the opnwn 
that a distinction should be made between level crossinqs in the 
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vicinity of stations and those in the open country. As regards 
the former, it recommended that arrangements should be made to 
keep shunting and standing trains clear of level crossings, so 
as not to interfere with road traffic. 

{b} Road Signal ~uestions. 

Colonel O'Gorman, who, like the other delegates of the 
I.A.R.A.C., had left the Permanent Committee's session before 
the latter had adopted its conclusions, had not been able to ex
press an opinion on the new signals proposed in their final form. 
He had already communicated his observations to the Secretariat 
and repeated them to the International Tourist Commission. 

A discussion ensued, the conclusions of which were as 
follows: 

The new signs Nos. ~ and 3 were approved by a large 
majority, while signs No.2 (pass~ng prohibited) and No. 4 (re
moval of a prohibition) were much criticised and were "rejected" 
by the Commission. 

Sign prohibiting Vehic·les from passing Each Other.
As regards sign No.2, criticism was directed against two points: 
in the first place, it was considered that this sign was not of 
much utility, owing to the small number of places where there 
was international traffic at which it would be put, and, secondly, 
that it was not clear enough, since it could be interpreted as 
meaning that all traffic was prohibited. 

Sign indicating the Removal of a Prohibition.- As 
regards sign No. 4, the majority of the Commission was of opinion 
that such a sign was useful. It considered, however, that it 
should not have the shape of a disc, since, according to the Per
manent Committee's code of signals, discs were reserved for posi
tive instructions; as the sign indicating the removal of a pro
hibition constituted, in the Commission's opinion, a mere indica
tion, it should be rectangular. (In order to prevent the dupli
cation of plates, the Commission proposed that the rectangle 
should be enclosed in the disc.) 

The Commission also considered that a single sign indi
cating the removal of a prohibition, which might refer to a whole 
series of different prohibitions, might lead to confusion; the 
fact that this sign would be placed on the back of the sign of 
the prohibition the removal of which it indicated, and that conse
quently the motorist could see what it meant by looking at the 
front of the plate, was not considered satisfactory, since it 
would be dangerous to ask the motorist to turn round. In order 
to en~ble the motorist to interpret correctly the sign indicating 
the removal of a prohibition, the Commission thought that this 
sign might usefully consist of a repetition of the figure of the 
sign indicating the prohibition, in a light colour (either a black 
figure on a white background or a white figure on a dark blue or 
black background). 

It will be for the Permanent Committee to judge whether 
and if so to what extent, it should modify its recommendations in' 
the light of the observations made by the I.A.R.A.C. 
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2. Unification of Place, Distance and Direction Signs. 

After examining the coloured specimens of place dis
tance and direction signs at present in use in the differ~nt 
countries, which had been collected by the Secretary-General of 
the I.A.R.A.C., the Commission adopted certain recommendations 
with a view to the unification of these signs, and relating to 
their dimensions, colours, height of the letters of inscriptions 
etc. These recommendations are in conformity with the Conventi;n 
on the Unification of Road Signals of 1~31. 

3. Abolition of the Use of the International Driving Licence 
and the International Certificate for ~otor-Vehicles. 

Wishing to simplify frontier formalities as far as 
possible, the I.A.R.A.C. studied the possibility of abolishing 
the obligation for motorists to provide themselves with an inter
national driving licence and an international certificate for 
motor-vehicles. Between certain countries, particularly adjacent 
countries, bilateral agreements have been concluded permitting a 
motorist to enter a foreign territory on production of his national 
driving licence and his national registration certificate. These 
measures have given rise to difficulties in certain cases, owing 
to the fact that the frontier officials were unable to verify the 
authenticity of the documents submitted, being unable to under
stand them; these documents vary a great deal as regards size and 
the particulars they contain. 

(al Driving Licence. 

The I.A.R.A.C., considering that it would be difficult 
without an international conference to secure the complete unifica
tion of national driving licences from the point of view of the 
particulars they are to contain, confined itself to recomme£dinB 
to Governments to adopt a model uniform in size and colour. l 
It recommended a uniform wording and arrangement for the front of 
the cover. This wording would be in two languages - the national 
language and French, which would be adopted as an international 
language, as in the case of Customs carnets. A glance at this 
cover would show the Customs official whether it was a driving 
licence. The inside pages would be worded entirely in the nation
al language of each country. 

(b) Registration Card. 

The I.A.R.A.C. considered that it appeared more diffi
cult to achieve uniformity in the wording of the inside pages of 
the registration card than in that of the driving licence. It 
recommended that the front of the cover should be uniform, the 
inside being left to the discretion of each country,l) The stan
dard cover would be worded like the driving licence in two mnguages
the national language and French. The size and colour of the 
card would have to be the same for all countries. 

* * * 

1) Specimens of the models proposed by the I.A.R.A.C. may be con
sulted in the archives of the Secretariat. 
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The question might be considered whether the time has 
not come for the Permanent Committee on Road Traffic to continue 
the work of unification already begun by the I.A.R.A.C., in order 
to arrive at a complete international regulation of this matter. 

4. Principal Provisions to be inserted in a Draft Convention 
on Road Traffic in general. 

At its session in October 1~34, the International 
Tourist Conwission instructed the Secretary-General of the 
I.A.R.A.C. to make an enquiry regarding the regulations in force 
in the different countries as regards road traffic in general, in 
order to determine the best provisions to be inserted in a new 
international Convention replacing those of 1~26, one of w~ich con
cerned motor traffic and the other road traffic. 

The Secretary-General of the I.A.R.A.C., after receiving 
the suggestions of the clubs on this subject, and taking into 
account the provisions contained in the International Conventions 
of 1~26 on motor traffic and road traffic, and in the drafts sub
mitted to the 1~26 Conference but not a~cep~ed by it, has drawn up 
a draft which he does not himself consider ~s a draft international 
Convention but as a first rough sketch which would need amendment.l) 

At the meeting on October lOth, 1~35, this draft was not 
examined by the Commission but it was decided to send it to the · 
national clubs for their observations. 

In order to give the Permanent Committee an idea of the 
contents of this text, we reproduce below the headings of the 
different chapters. 

Driving of Vehicles. 
Pack, Draught and Saddle Animals. 
Duties of Drivers. 
Pedestrians. 
Direction of Traffic. 
Overtaking. 
Cross-roads and Bifurcations. 
Width of Vehicles. 
Weight of Vehicles. 
Pressure upon the Ground. 
Brakes. 
Lighting of Vehicles. 
Sound-warning Instruments. 
Accessories with which Motor-Vehicles must be provided. 
Registration of Motor-Vehicles. 
Driving Licences. 
Special Provisions applicable to Public Transport 

Services. 
Communication of Information. 
Observance of National Laws and Regulations. 

The Permanent Committee on Road Traffic will judge 
whether the time has come for it to undertake the necessary studies 

1) This draft may be consulted in the archives of the League of 
Nations Secretariat. 
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for the revision of the two Conventions of 1926 or whether it 
prefers to wait until the work undertaken by th~ I.A.R.A.C. is more 
advanced. 

5. Obligation for Motorists proceeding abroad to carry the 
Requisite Distinctive hlark. 

It is somewhat curious to note that this question which 
had originally been placed on the Permanent Committee's age~da at 
its last session and then withdrawn at the request of the member of 
the Committee who had asked for its consideration, was also dis
cussed by the International Tourist Commission, although from a 
different angle. The International Tourist Commission had been 
notified that certain foreign motor-vehicles were not provided with 
the regulation plates. 

The Commission came to the same conclusion as the Per
manent Committee -namely, that Annex C and Article 5 of the 1926 
International Convention on Motor Traffic must be strictly observed. 

6. Light Signalling. 

Lastly, the Commission adopted a recommendation to the 
effect that no light device unconnected with road signalling, such 
as a luminous advertisement, should be placed in the vicinity of 
roads in such a way as to cause confusion with road signals. 

B. MEETING OF THE INTERNATIONAL TRAFFIC AND CUSTOMS COMMISSION. 

1. Liability of Automobile Clubs for Fines inflicted by the 
Customs Administration for Improper Use of a Triptych. 

This question was raised as a result of the promulgation 
of a new French law giving the Customs Administration the right to 
inflict, in the case of improper use of a triptych, fines in some 
cases amounting to four times the Customs duties. Foreign clubs 
which guarantee the triptychs or Customs carnets held by their 
members are in the habit of insuring against the risks thus run. 
Previously, a fine could never exceed the amount of the ordinary 
Customs duties. At present, the clubs find themselves in diffi
culties with their respective insurance companies, which state that 
they are unable to calculate the risks incurred as a result of the 
new French law, or else are obliged to quadruple the insurance 
premiums. 

The representative of the French Customs at the meeting 
of the International Traffic and Customs Commission explained that 
the risk might be regarded as more or less "theoretical", and that 
the Customs had practically never lnflicted quadruple fines. The 
representatives of foreign clubs replied that their insurance com
panies refused to make calculations on the basis of "theoretical" 
risks. The Automobile Club of France declared its willingness to 
guarantee all the clubs members of the I.A.R.A.C. the payment of 
any amount demanded by the French Customs as a fine in excess of 
the ordinary duties. 
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2. Estimation of the Value of a Vehicle with a view to the 
Declaration to be made on a Customs Document. 

The Commission recommended that the value of a vehicle 
from the point of view of Customs guarantees should be calculated 
on the basis of its commercial value and not of its price when new, 
it beina understood that the fine to be paid in case of non re
exportation of the vehicle would be based on this commercial value. 

3. Simplification of Customs Documents. Proposal for the 
Creation of an "Automobile Passport". 

The object of this proposal, which comes from the auto
mobile clubs of the northern countries~ is to combine all the 
necessary documents in a single document which would replace both 
the Customs carnet or triptych, the international driving licence ) 
for the driver and the international certificate for the vehicle. 1 

This system does not provide for any leaf to be detached 
by the Customs offices, but simply for pages on which the Customs 
will affix entrance and exit visas. The objection made against 
this system by the representative of the French Customs who was 
present at the meeting was that extra work would be involved for 
the frontier Customs offices, since it would be necessary to note 
the number of each automobile passport and the registration letters 
and numbers of the vehicle, and to centralise this information in 
order to be able to exercise effective control when the vehicle left 
the country; Customs offices are not equipped for these formalities 
and the result would be delay and congestion at the frontiers. 

It was decided to study this proposal. 

4. Dra~t Convention on the System of Triptychs and Customs Garnets. 

The text of an unofficial preliminary draft Convention 
drawn up by the French Customs was circulated to the Commission.2) 
It was understood that this draft would be supplemented later by 
proposals from the bodies qualified to deal with the different sub
jects liable to regulations. The Convention would apply to all 
means of transport and articles transported (with the exception of 
public transport services). The Secretary-General of the 
I.A.R.A.C. was appointed general Rapporteur and entrusted with the 
task of framing a draft Convention in co-operation with the inter
national groups conce~ned. The preliminary draft prepared by the 
French Customs Administration has not yet been examined by the Com
mission, which decided to refer it to the clubs for their observa
tions. 

The Secretary of the Permanent Committee on Road Traffic 
cannot conclude the present report without expr.essing her grati
tude for the kindness with which the Commissiofis of the I.A.R.A.C. 
always listened to her explanations regarding the work of the Per-

. manent Corr~ittee, and for the keen interest in the Committee's 
work displayed by the I.A.R.A.C. 

l) A specimen of this rr..odei "automobile passport" may be consulted 
in the arc·hi'v'e·s of the League of Nations Secretariat. 

2) This draft may be consulted in the archives o~ the League of 
Rations Secretariat. 
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ANNEX 2. 

RECOMMENDATIONS ADOPTED BY THE PER:M.M.TENT COMI.:ITTEE 
ON THE SUBJECT OF ROAD SIGNALLING. 

1. Utilisation of the Place Sign provided for in Paragraph III(d) 
of the 1931 Convention concerninf the Unification of 

Road Signals. } 

In countries in which traffic regulations are different 
in the country as a whole according to whether the driver is in a 
built-up area or not, and which desire to provide an indication of 
this difference in the regulations, the place sign provided f6r in 
the Convention shall Qe utilised to indicate the point at which the 
application of these rules begins in the locality. 

2. Sign prohibiting Overtaking. 

The Committee, in studying the conditions of the over
taking of vehicles on the road, recognises that, without prejudice 
to the observance of the general rules in force, it is necessary 
that the police authorities should be able, in certain special 
cases, to indicate by a special sign on the road an express prohi
bition of overtaking. 

The Committee accordingly proposes the creation of a sign 
having the following meaning: prohibition of overtaking of any 
motor or other vehicle the dimensions of which are comparable with 
those of a motor-car. The figure shall consist of a red disc with 
a round white or pale yellow centre, with two black arrows and i 
diagonal red bar indicating prohibition, as shown in Figure I 2 
(see Appendix) . 

3. Restrictions to be placed on the Use of Sound Warning Signals, 
and Creation of a New Sign to denote such Restriction. 

In certain built-up areas, as an exception to the general 
rules concerning the use of such sound signals, the competent 
authorities may decide that such signals shall not be used except 
in case of danger. 

This special regime shall be indicated by the following 
sign: :red disc with round white or _pale yellow centre, bearing the 
figure of a motor-horn crossed by a diagonal red bar, as shown in 
Figure 2 (see Appendix). 

1) Document C.23l.M.99.193l.VIII. 

2) In countries where traffic keeps to the left, the arrows will 
be modified accordingly. 
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Appendice - Appendix. 

SIGNAUX ADODTf.S DAR LE COMITf. PERMANENT. 

SIGNS ADOPTED BY THE PERMANENT COMMITTEE. 

1. Interdiction de depassrr. 

Overtaking prohibited. 

2. Interdiction d'emplo~·er des 
avpareils avertisseurs sonores. 

l. se of sound signals prohibited. 
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A1"1-."EX 3. 

(C.C.T./C.R./105). 

Geneva, December 15th, 1Q35. 

1:ECHANICAL LIGHT SIGNALS. 

Note by the Secretariat. 

Introduction. 

The Permanent Con@ittee on Road Traffic, at its ninth 
session, held from June 17th to 21st, 1935, urged that an enquiry 
should be carried out without delay, with a view to ascertainin~ 
from the Governments of European countries the actual situation~in 
regard to mechanical light signals for regulating traffic at 
cross-roads. Accordingly, the Secretary-General of the League 
of Nations, at the request of the Chairman of the Advisory and 
Technical Committee, addressed to those Governments on July eth 
1935, a circular letter accompanied by the questionnaire drawn ~p 
by the Permanent Committee. 

The Secretariat received replies from the following 
countries: Austria, United Kingdom, Free City of Danzig, Denmark, 
Estonia, France, Hungary, Iceland, Irish Free State, Italy, Luxem
burg, ~oneco, Norway, Poland, Portugal, Spain, Sweden, Switzerland, 
Czechoslovakia, Union of Soviet Soc~alist Republics, Yugoslavia. 

PART A. 

Analysis of Replies. 

General Observations. - The replies, which are summarised in 
Part B, show that the following countries have not introduced any 
system of mechanical light signals: Free City of Danzig, Estonia, 
Iceland, Irish Free State, 1:onaco, Yugoslavia. The Irish Free 
State reports that by-laws for the regulation of traffic are at 
present being framed under the Road Traffic Act, 1933, and that 
some of the by-laws will probably require the use of mechanical 
light signals; such signals may be necessary in one or two places 
in the city of Dublin and possibly in other large cities and towns. 

iuestion l.l)_ Nature and Extent of ~echanical Liqht Sipnals. 
Authorities responsible for the System. 

This system of signsls is in general use dn the following 
countries: A us tria, United Y.:ingdom, Denmark, Spain, Czecltaslovekia, 
France (in the large towns), Hungary, Italy, norway (a single ir.
stallation at Oslo), Poland, Fortugal (also by way of experiment), 
SNeden and the Union of Soviet Socialist Republics. It exists 
experimentally in Luxemburg and Switzerland. In all the countries 
w~ich have replied to the questionnaire, with the exception of the 
United Kingdom, the use of mechanical light signals appears to be 

l) The text of the ~uestionnaire will be found on the sheet attached 
to the last page of the .i:J.Cesent Annex. 
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In Luxemburg, they have not been intro-

The system is under the control of the local authorities 
in all the above-mentioned countries apart from the United Kingdom, 
Denmark, Luxemburg, Poland, and Czechoslovakia. In the United 
Kingdom, light signals may not be erected except where the 
Minister of Transport has approved of the installations after 
considering all the necessary particulars. Once permission has 
been granted, the signals are erected and maintained by the local 
authorities. In Denmark, the Ministry of Justice issues regula-
tions concerning the construction, equipment and working of · 
mechanical light signals. The local authorities decide whether 
it is or is not necessary to instal them, and also the position 
in which they are to be set up. In Luxemburg, the Department of 
Public Works is responsible for the installation and upkeep of the 
system of light signals. In Poland, the central authorities issue 
general instructions for installation, while the local authorities 
regulate the details. In Czechoslovakia, the light-signalling· 
system is under the orders and control of the State authorities 
(police headquarters); but it is not impossible that, in places 
where the local police are under the communal authorities and not 
under the State police authorities, the municipal authorities 
themselves may organise the light-signalling system. In Italy, 
although the choice and installation of the signals is a matter 
for the local authorities, a certain measure of unification is 
being brought about by means of biennial national traffic con
ferences, organised by the Royal Automobile Club of Italy under 
the direction of delegates of the Minister of Public Works and the 
Minister of Communications. In Switzerland, light signals are 
under the control of the cantonal or local police; the only 
federal legislation on the subject so far is that defining the 
meaning of the colours employed. 

Questions 2 and 3. - Systems employed; Working and Use of the 
Various Systems. 

Systems employed. 

The replies to the first question - the systems of sig
nalling employed - do not, on the whole, give very definite informa
tion as to the construction and working of the apparatus employed. 

The French reply alone gives a detailed description of 
the working of the two types of installation in use. Austria, 
Portugal and the Union of Soviet Socialist Republics give the names 
of the firms who supply the apparatus. In Austria, it appears 
that either quadrilateral hanging lamps with three lights (Siemens 
and Halske system) or quadrilateral regulators are used. The 
regulating clocks of apparatus worked mechanically and the relays 
are supplied by the firm of Sauter, of Basle. In Portugal, appara
tus known as "Electromatio", made by the Automatic Electric company 
Ltd., is used. In Switzerland, the following systems are employed; 
(a) automatic apparatus: the "Signum" system of Signum Limited 
~allissellen, Zurich; the Heuer lantern· the Jacot-Guillarmod ' 
system, made by the Societe touristique'et ferroviaire de signali
sation S.A., Geneva; the Ruegg system; (b) apparatus worked by 
vehicles: the "Siemens" system of S.A. des produits electriques 
Siemens, Zurich; the "Pneutrafic", of S.A. Electricite, Wadenswil. 



- 1~ -

In the Union of Soviet Socialist Republics, apparatus consisting 
of groups of suspended quadrilateral lanterns is used or else 
dials (with a hand) of the same type as those manufactured by the 
German firm A.E.G. In Hungary, automatic apparatus is employed 
in Budapest with lamps with revolving drums, manufactured by the 
Hungarian Telephone Works. 

The other replies simply state that the system employed 
is that of coloured lights. 

Working of the Systems. 

Of the countries which have replied to the questionnaire, 
only Poland uses apparatus worked by hand exclusively. 

In the United Kingdom and Hungary, apparatus worked auto
matically is the rule, apparatus worked by hand being used only 
when the automatic system would not be feasible. 

In the United Kingdom, the automatic operation consists 
of the following: 

(1) An electrical controller; 

( 2) · Vehicle ac tu~ tiont in which the operation of 
the signals is varied according to impulses received 
from detector-pads fixed in the surface of the road; 

(3) An electrical controller worked by push-
buttons operated by pedestrians. 

tin certain cases, systems (2) and (3) are combined.) 

Austria, France and Portugal have two separate systems -
namely, apparatus worked by hand and automatic apparatus. ln 
Austria, the hand apparatus is operated by the policemen on traffic 
duty, by means of change-levers; he is placed on an island close 
to the hanging lamps or else on a form of pedestal beside the regu
lators. The automatic apparatus is operated by clockwork. In 
France, the system of automatic signals is worked by detector-pads. 
In Luxemburg, the apparatus is worked automatically by acetylene. 
In Portugal, it is worked by the traffic itself. In Switzerland, 
all the devices used are automatic, being operated either by clock
work or by the traffic. 

The following States have adopted systems of apparatus 
which can be worked either automatically or by hand: Denmark, 
Spain, Italy - where purely mechanical and automatic apparatus is 
also in use (flexible system), and also apparatus worked automati
cally by vehicles when they reach the cross-roads - Norway, Sweden, 
Czechoslovakia, and the Union of Soviet Socialist Republics. The 
last-named country also employs apparatus worked entirely by hand 
and is studying a scheme for the installation of apparatus actuated 
by the movement of the vehicles. 

Use of the Various Systems. 

There appears to be two different ideas. According to 
the first, apparatus·worked automatically is installed at cross-
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roads where there is a fair amount of traffic. Thus is Austria, 
apparatus worked by hand is employed in Vienna (where the traffic 
is heaviest), while towns in the provinces employ fixed time-cycle 
apparatus. In France, apparatus worked automatically was used 
formerly only at dangerous cross-roads with little traffic, or at 
cross-roads with an average amount; but this idea is gradually be
coming modified and an automatic installation is now being set up 
in the Place de la Trinite, where the traffic is very heavy. 

The second idea, which seems to obtain in most countries, 
is that the installation of automatic apparatus is more suitable 
at points where traffic is heavy and regular. 

Countries that have introduced the system of automatic 
signals which can, if necessary, be worked by hand, employ this 
last-named method when the traffic becomes at any given moment 
less heavy and less regular and can be more satisfactorily con
trolled by a more elastic form of signals better adapted to actual 
requirements. 

Question 4. - Systems of Signalling based on the Principle 
of Signals of One, Two or Three Colours. 

The great majority of countries have adopted the three
colour system: Austria, the United Kingdom (except at swing 
bridges, where the one-colour system is employed), Denmark, Spain, 
France, Italy (where experiments are also being made with two
colour systems), Poland (which also uses the one-colour system), 
Portugal, Sweden, Switzerland (which also uses the two-colour 
system), Czechoslovakia, and the Union of Soviet Socialist Re
publics. 

In Hungary, the one-colour system is in general use 
(there is only one two-colour installation), except in the city 
of Budapest, where the three-colour system is employed. 

Norway employs the two-colour system exclusively, and 
Luxemburg the one-colour system exclusively. 

Question 5. 

(a) Lights employed. 

All the countries which utilise the three-colour system 
of signalling use red, amber and green lights. Those which adopt 
the two-colour system use red and green. 

Those countries which have adopted the one-colour system 
use red only, except Luxemburg, which uses amber only (flashing). 

(b) Meaning of the Lights. 

"keep 
ahead 

Red signifies everywhere "stop". 

Green signifies "all clear"; in Spain it even means 
moving". In Czechoslovakia, road-users ~ay go straight 
or "filter" (to the left) 1) while the green light is mowing. 

1) In Czechoslovakia, traffic keeps to the left. 
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Vehicles may cross the opposite line of traffic only if they do 
not thereby impede the traffic in the opposite direction. 

The meaning of amber is, on-the whole, less clearly de
fined. In the United Kingdom, the amber signal when shown alone 
prohibits vehicular traffic from proceeding beyond the stop line 
except in the case of any vehicle which, when the signal first 
appears, is so close to the stop-line that it cannot safely be 
stopped before passing the line. In Italy, an amber light means 
that vehicles which are already on the crossing should advance 
quickly, while those which have not yet entered on the cross-roads 
must not go forward. In Czechoslovakia, an amber light announces 
a change in the direction of traffic and allows vehicles to cross 
the opposite line of traffic t to the right) lJ, which could not be 
done while the green light was showing. In the Union of soviet 
Socialist Republics, the amber light means "caution"; vehicles and 
pedestrians not yet on the crossing must stop~ while those already 
on it must proceed. In the following countries- Austria, Denmark 
?ranee, Portugal, and Sweden- amber means "caution" (the signal ' 
is about to change). In Spain, amber does not signify the same 
thing· in every place.: · In· Luxemburg, where amber only is used, it 
means "caution". The Fblish reply does not state the meaning of the oolours. 

(c} Sequence of the Signal Lights. 

1. In the countries enumerated hereunder, the lishts appear 
in the following order: red, a~~~.r, green - United Kingdom (red -
red and amber together- green- amber- red- and so on). Den
mark, France, Hungary, Poland, Sweden (red - red and amber - green -
green and amber- red). 

2. In the countries enumerated hereunder, the lights appear 
in the following order: green, amber, red - Austria, Czechoslo
vakia, Italy, Portugal, Switzerland, and the Union of Soviet 
Socialist Republics. 

In Spain, the sequence is not the same in every place. 

In Norway (two-colour system), the lights appear in the 
following order: fixed green ( 25 seconds), flashing green ( 6 seconds), 
red (22 seconds). A flashing green light gives warning of a sig
nal to stop. 

(d) Simultaneous Appearance of Lights of Two Different Colours. 

Only the following countries employ apparatus in which 
lights of two different colours appear simultaneously on the same 
signal. 

United Kingdom. - The amber-with-red signal denotes an im
pending change from the red to the green, but does not alter the 
prohibitOtY -significance of the red. 

Spain. _ r.:ost of the signals show together at certain moments, 
two lights of different colours, but the manner of appearance 
differs from town to town. 

1) In Czechoslovakia, traffic keeps to the left. 
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Italy. - Only the appliances installed at .Milan, 1·:odana and 
Palermo show simultaneously two lights of different colours. At 
1lilan and Iiodana, the order of colours is as follows: green, 
amber - green, red, green, etc. The amber-green signal means 
"caution"; clearing of the cross-roads, turning to the left per
mitted for vehicles already on the cross-roads. At Palermo, the 
order of colours is as follows: green, red, amber-red. The 
amber-red signal means that vehicles must stop at the outer limit 
of the pedestrians' crossing; clearing of the cross-roads for 
vehicles already there.l) 

Sweden. - At Stockholm, the sequence of colours is red, red 
and amber, green, green and amber, red, etc. Amber is the signal 
for a change from red to green and from green to red. It means 
that the signal is about to change and has no actual significance 
as regards the right to proceed. At Gothenburg, only one of the 
three installations in use shows simultaneously two lights of 
different colours. {The same order of appearance and meaning as 
at Stockholm). 

Switzerland. - In one of the three-colour systems ("Pneu
trafic"), green and amber appear simultaneously. In the "Signum" 
two-colour system, the intermediate signal is given by the simul
taneous appearance of red and green. 

(e) ArraBE.ement of Lights. 

As regards the arrangement of the lights, signals may be 
classified in several groups. When different systems are employed 
in any country, the latter is mentioned, if necessary, in two or 
more groups.2) 

A. Signals of Three Colours. 

1. Lights grouped vertically: 

{~) Order reading downwards: Red, ambe~reen. Austria, United 
Kingdom, Denmark, France, Sweden, Switzerland (Siemens and "Pneu
trafic" systems), the Union of Soviet Socialist Republics (in cer
tain towns the order is reversed). 

(o) Order reading downwards: Green, amber, red. Italy, Portugal, 
Czechoslovakia. 

(~) Red, green, amber. Switzerland (Jacot-Guillarmod system). 

2. Lights arran_ged horizontally: 

The Union of Soviet Socialist Republics (the red light is 
on the left, the amber in the middle, and the green on the right; 
the order is sometimes reversed). 

1) The last national Conference held at Naples expressed a prefer
ence, in case of unification, for the system employed at Milan. 

2) No information concerning the arrangement of the lights has been 
given in the case of Spain or Norway. 
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3. Dial Apparatus: 

The Union of Soviet Socialist Republics (the red sector 
is at the top, the green sector at the bottom, and the amber sec
tors to the left and the right). 

B. Signals of Two Colours. 

1. Lights grouped vertica11z: 

{a) Order reading downwards: Green, red. Italy. 

(b) Red, green. Switzerland ("Signum" and "Pneutrafic" systems). 

The Hungarian reply does not state the arrangement of 
the colours. 

2. Dial Apparatus: 

Switzerland. The dial is divided into four sectors, 
the upper and lower sectors being green and those on the left and 
right red. 

~uestion 6,- Fixed or Flashing Lights. 

In Aust~ia, the United Kingdom, 1 ) Denmark, Spain, 2 ) 
France, Hungary,3J Italy, Poland, Portugal, Sweden, Switzerland, 
Czechoslovakia, and the Union of Soviet Socialist Republics, fixed 
lights are used. 

In France, on the interruption of any signal (whether 
hand-worked or automatic), a flashing amber light is shown; the 
intervals of the flashes are: one half-second alight, one half
second extinguished. 

In Italy, some installations - at Padua, Trieste, etc, -
have an amber flashing light (30 - 40 flashes per minute). These 
lights mean "caution"; they are in operation during the night, at 
times when the other apparatus is not working. 

In Norway, the red is always 
light appears in two different forms: 
25 seconds, and then flashes for about 
tween fleshes being about 1 second). 

a fixed light. The green 
it is first fixed for about 
6 seconds (the interval be-

In Luxemburg, a flashing light (amber) is used. 
quency of the flashes is 60 per minute. 

The fre-

1) 

2) 

3) 

In the United Kingdom, in certain cases, beacons with a red 
light flashing about 60 times a minute are used to indicate 
cross-roads where light-signals are not strictly required. 

Flashing lights are used in Spain only to prohibit traffic on 
one-way roads. They are not very common, and there is no 
fixed rule as regards the frequency of the flashes. 
In Hungary, there are also some red flashing lif~ts, which work 
continually for 'the purpose of calling attention to prohibition signs. 
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Appearance of Each of __ tpe Lights~ the Signal, 
(Uncha~ or Moving). 

(a) Li~hts which do not change ~s regards p~sition or form.
Austria, United Y.ingdom, Denmark, Spa1n, France, Hungary, Italy, 
(as regards the three-colour system), Luxemburg, Poland, Portugal, 
sweden, Switzerland, Czechoslovakia, and the Union of Soviet 
Socialist Republics. 

(b) Lights which change.- Italy (in t~e Bed~ni two-colo~r 
system, the apparatus is equipped with a dev1ce wh1ch progresslve
ly reduces the extent of the illuminated surface until the light 
disappears altogether).l) 

Q.uestion 8.- Scope of Signals (Vehicles·and Pedestrians). 

(a) Signals intended only or mainly for the use of vehicles.
United Kingdom (mainly for vehicles), Denmark, Luxemburg (vehicles 
only), Poland (vehicles only), Portugal, Sweden, Switzerland tve
hicles only). 

(b) Si nals intended both for vehicles and for edestrians.
Austria, Spain light signals combined at right angles to one an
other are shown on the same column, the meaning being the same for 
pedestrians and for vehicles), France (in certain cases, the system 
of signals is supplemented for the use of pedestrians), Hungary, 
Italy (the meaning of the green and red lights is the same as for 
vehicles. The yellow light has the same meaning for pedestrians -
"all-clear" - as the green and green-yellow lights for vehicles. 
When the part of the roadway reserved for pedestrians is clearly 
marked, the latter have a certain right of priority over vehicles 
crossing that part of the road - that is to say, vehicles, .. after 
having turned the corner at the crossing, must advance cautiously), 
Norway, Czechoslovakia (in addition, at particularly busy cross
roads, a policeman directs pedestrian traffic), the Union of Soviet 
Socialist Republics (at points where vehicular traffic is not very 
heavy, pedestrians do not follow the signals absolutely). 

(c) Special signals for pedestrians.- The system of light 
signals sometimes includes special light signals for pedestrians: 
United Kingdom, France, Poland (the introduction of a similar 
system of signals for pedestrians is under consideration), Portugal 
(the regulations for pedestrians are under consideration). 

Question 9.- Date of Introduction of the Systems in Use. 
Past Experience and Present Tendency. 

Austria.- Quadrilateral hanging-lamps with three lights have 
been in use since 1928 and regulators since 1930. Experience with 
these systems has been satisfactory; no other apparatus has been 
tried. 

United Kingdom.- The various systems were instituted as 
follows: manual operation, 1926; fixed time-cycle, 1929; 

1) The question of converting this form of apparatus into appara
tus based on the principle of three colours is under considera
tion. 
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pedestrian operated, 1931; vehicle actuated, 1932. A system of 
semaphore signalling was instituted but did not give satisfactory 
results. 

Denmark.- The first light signals apparatus was employed at 
Copenhagen in November 1928. The system has not since been modi
fied and no change is contemplated. 

Spain.- The three-colour system has been used in the towns 
for the past eight or ten years and no other system has been tried. 

France.- The three-col~ur system has only recently been used 
in Paris. The first experiments with a green light date back a 
little over a year. The old system consisted of a red light for 
"stop", a bell for "warning", and the extinction of the light for 
"all-clear". This system was abandoned, owing to its manifest in
feriority as compared with a system giving a positive indication of 
free passage. 

Hungary.- In Budapest, the apparatus was installed in 192?. 
At that time, the revolving drum was actuated by a lever. In 1930, 
the levers were superseded by motors. The Administration proposes 
to keep the existing apparatus, as it has been found to be practical. 

Italy.- The three-colour system has been in use for five or 
six years and has proved satisfactory. This is the system which 
has been almost universally preferred from the outset. The appara
tus for signals based on two colours, which has been on ttial for 
the past three years, will probably be converted into three-colour 
apparatus. In Italy, it is held that the system of signals based 
on three colours is the best for regulating mixed traffic of ve
hicles and pedestrians. 

Luxemburg.- The present system has been in operation for two 
years. The Administration does not contemplate abandoning it, as 
it is entirely satisfactory. 

Norway.- The only system adopted has been in use since the 
spring of 1933. An "Eleotromatic" installation is under considera
tion; it is not proposed, however, to abandon the present two-colour 
system. It is thought that it might perhaps be possible to elimi
nate the two-seconds "all red" period. The trial period is not 
yet over. 

Poland.- The system has been employed in towns for the last 
eleven years. At first, the two-colour system was employed. 'l'Wo 
years ago the green light was removed from existing apparatus, so 
that at p~esent there are only the one-colour and the three-colour 
systems. 

Portugal.- Apparatus worked by hand has been in use for 
about six years. Automatic apparatus has been used for close 
upon two years. The second system is the one preferred. 

s d _ 1 stockholm. Mechanical light signals were intra-
we en. • At two cross-roads systems of an 

duced about twelve years ag?· d mely semaphor~ signals with 
earlier type have been retalne - na unted by a lamp with red and 
the indications "Go" and "Stop", s~!~oby hand by the traffic police 
green lights. · These signadls, wp~~ced by three-colour apparatus. 
are to be done away with an re 
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2. Gothenburg. Mechanical light signals were introduced in 
January 1931. No similar signals had been used before. The 
system now in use will probably be adhered to. 

Switzerland.- The various systems have been on trial for 
about two years. A signalling system using only one light does 
not seem to have given satisfactory results; the appliance was 
removed after a year, as drivers of vehicles could not tell 
whether it was working or not. 

Czechoslovakia.- The apparatus in use has been employed 
since 1927. No other system was employed previously. The use 
of light signals is spreading, and there is no intention of aban
doning it. 

Union of Soviet Socialist Republicsc- Light signals consist
ing of lamps have been in use since 1~30, dial signals since 1933, 
and automatic signals since 1932. It is not proposed to abandon 
the systems at present in use. 

Question 10.- Standardisation. 

Most of the countries which have answered the question
naire have already endeavoured, or are endeavouring, to standard
ise the systems employed, if not to adopt a single system. In 
Switzerland, however, there is, for the moment, no tendency to
wards standardising mechanical light signals or enforcing a 
specific system. 

~uestion 11.- Position of Signals. 

(a) Preference iven to Si nals sus ended in the Middle of 
the Road.- Austria, Denmark preference seems to be given to this 
class of signals, except when local conditions make it desirable 
to set up signals at the corners of the cross-roads), Hungary, 
Italy (most of the signals}, LUxemburg, Poland, Czechoslovakia,l} 
and the. Union of Soviet Socialist Republics. 

(b) Preference iven to Si nals 
Corners of Cross-roads.- United Kingdom on wide roads, addi
tional signals are sometimes placed on islands in the mouths of 
the roads joining the junction), Spain, France, Italy (a few in
stallations at Milan, Florence and Trieste 2) ), Norway, FOland (:in wide 
streets with a heavy tramway traffic), Portugal, Sweden, Switzer
land. 

(c) Other Systems.- In France, in certain ca~es, light 
studs are set in the roadway. 

1) Signals· are placed sometimes in the middle of the road and 
sometimes at the corners of cross-roads; according to circum
stances. It is not considered possible to give the preference 
to one or other system. 

2) It has been necessary to adopt this system at Trieste, owing 
to the violence of the wind (the Bora), which prevails at cer
tain periods of ·the year. 
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Question 12.- Necessity of installing Mechanical Light Signals -
Possible Drawbacks. 

{a} The following countries have stated that they consider 
the installation of such signals to be necessary. 

United Kingdom.- The growth of traffic demands control at 
an increasing number of points. Moreover, light signals are, 
in general, cheaper ,than police control. 

Denmark.- The Copenhagen police consider mechanical light 
signals to be indispensable; these signals have never been 
attended by any drawbacks {in Denmark, the automatic system can 
if necessary, be replaced by hand-control). ' 

Spain.- The use of mechanical light signals in large towns 
is considered to be indispensable. 

France.- Mechanical light signals appear to be of great 
importance. 

Hungary.- The use of mechanical light signals at the points 
at which they have been installed- i.e., at places where there 
is heavy road traffic or where visibility is bad - is considered 
necessary. In Budapest, light signals have been necessitated by 
the increase in traffic. No drawbacks have been found to attach 
to apparatus suspended over the middle of the road. 

Italy.- Light signals at cross-roads are becoming more and 
more necessary, owing to the increase in_motor traffic (prefer
ence may be given to automatic or hand-worked signals, according 
to the intensity of traffic on the various converging roads, the 
time of day, and the amount of pedestrian traffic). 

Luxemburg.- Light signals are becoming necessary, owing to 
the increase of traffic. So far, they have not been attended by 
any drawbacks. 

Norway.- The police consider that the use of mechanical 
light signals should gradually be extended at Oslo. 

Poland.- In the case of heavy traffic at cross-roads, 
mechanical light-signalling has been found to be the only effec
tive means of controlling traffic. 

Portugal.- Mechanical light signals are considered to be 
absolutely necessary. 

Sweden.- Mechanical light signals are considered indis
pensable in certain cases, owing to the volume of traffic. They 
make it possible to direct the traffic in a more orderly way and 
with greater certainty and to avoid the causes of misunderstand
ing and hesitation which are unavoidable with a system consisting 
solely of signs made with the hand or arm by traffic police. 

Switzerland.- ~echariical light signals have proved to be 
necessary in a few centres only. Some road-users - this applies 
more particularly to trams - consider them rather a hindrance than 
a help. The signals, however, are very useful to pedestrians. 
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Czechoslovakia.- In the op~n~on of the Ninistry of Public 
\lorks, mechanical light signals are becoming more and more neces
sary, owing to the increase of traffic. No drawbacks have been 
reported. 

(b} Drawbacks. 

Austria.- The advantages of automatic signalling are recog
nised when the traffic is heavy; but it is held that the system 
has drawbacks when traffic is less dense, since the rigid fixed 
intervals which are involved make it impossible to adapt the 
signalling to the changing density of the traffic and thus hold 
up vehicles unnecessarily. 

United Kingdom.- Light signals may, in some cases, be less 
flexible than police control, and at some junctions there may be 
slightly more traf~ic delays from this cause. 

Spain.- The only drawback to the apparatus in question is 
the high cost of installation and consumption of power. 

Franceo- The chief drawback noted is the high cost of the 
apparatus. 

Portugal.- A few minor drawbacks have been noted- i.e., 
the inadequacy of the apparatus owing to defects and breakdowns, 
prolonged accidents at the cross-roads, falls of draught animals, 
etc. 

Sweden.- Certain drawbacks resulting from the non-flexible 
character of the automatic system when the traffic is irregular 
or does not proceed in accordance with the anticipations on which 
the periodicity of the signals was based, can be remedied when 
the apparatus is such that the automatic working can be stopped 
and replaced by manual control, which is more elastic and better 
suited to requirements. 

~uestion 13.- Experience of the Signalling System employed by 
Traffic Police in accordance with the Recommendations 
of the Permanent Committee. Use of that System in 

conjunction with Systems of Light Signals. 

Austria.- The two systems work fairly well together. The 
intention is, however, to increase the number of light signalling 
installations as far as possible, as light signals are much 
clearer and more easily seen than signals by arm. 

United Kingdom.- The system of signalling with the arm is 
adequate for those junctions which are controlled by police. 
~here light signals are installed, police control is generally 
superfluous. 

Denmark.- The signals given by the traffic police do not 
correspond to those recommended by the Committee. (A descrip
tion of the Danzig system is given, but there is no informatton 
as to the manner in which it is combined with light signals.} 

Spain.- The signals given by the traffic police are in con
formity with the "international conventions". They are adequate 
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in themselves, but unfortunately the municipalities do not always 
apply them very strictly. 

Estonia.
conformity with 
as sufficiently 
traffic. 

The signals given by the traffic police are in 
the Coffiffiittee's recommendations and are regarded 
well adapted to the present requirements of 

Hungary.- In Budapest, the system of signals given by the 
traffic police meets the needs of traffic; it has been found to 
be practical, and combines well with the light-signalling systems. 
At points where light signals are installed, the signals given 
by the police may be regarded as an auxiliary signalling system. 

Irish Free State.- ·The system of hand signalling at present 
used by the police, which is similar to that recommended by the 
Committee, is adequate for present traffic needs and is found 
generally intelligible to all drivers. 

Ital~.- The traffic police signals correspond exactly to 
the in~1c tions given by the mechanical light signals. Thus 
the raising of the arm, which means "caution", corresponds to 
the indication given by yellow; the two signs "Go"and "Stop" 
(arms horizontal and body parallel or at right angles to the 
direction of the traffic authorised) correspond to the colours 
green and red respectively. 

Luxemburg.- In the towns of Luxemburg and Esch-s.-Alz, 
where there are no light signals, traffic is directed by the 
traffic police. This system is satisfactory under present 
traffic conditions. 

Poland.- The system of signalling by the police has given 
good results at cross-roads where the traffic is less heavy. It 
fits in with the Polish system of light signals, but this question 
has not yet been sufficiently studied. 

Portugal.- The system of signals given by the traffic 
police corresponds exactly to the light signals. Portugal is 
desirous of simplifying the signals given by the police and of 
~extending the automatic signals. 

Sweden.- No observations are called.for as regards the 
· signals to be given by the traffic police as recommended by the 
·Committee, taking duly into account the modifications necessary 
in Sweden, where the traffic is on the left. This system works 
.satisfactorily with the system employed for light signalling. 
At cross-roads or junctions where light signals are used and the 
traffic control policeman considers it necessary, in special 
cases, to signal with the hand "Stop"or "Go", these signals rr.ust 
be obeyed. 

Switzerland.- The system of signals given by the traffic 
police, as suggested in Table No.IV of document C.6?l.M.32l.Hl33, 
meets the requirements of road traffic. It has been made com
pulsory throughout the whole of Switzerland. The combination 
of this system with the system of light signals has not given 
rise to any difficulties. 
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Czechoslovakia.- The system of signals given by ~he traffic 
police, as suggested in Table No.IV of document ?·67l.M:32l.l933, 
is not employed in Czechoslovakia. The system 1n.use ~s the . 
following: the policeman indicates "Go" by extend1ng h1s a~ms 1n 
the direction of the free passage, or by extendi~g o~e arm.ln.the 
direction in which the vehicle may proceed. Th1s s1gnal lndl
cates at the same time "Stop" for cross traffic. By raising one 
arm, the policeman may give an individual "Stop" signal, even 
elsewhere than at cross-roads. At cross-roads, this signal re
places the amber light. This system acts satisfactorily in con
junction with that employed for light signalling. 

France, Norway, and the Union of Soviet Socialist Repub
lics have not replied to ~uestion No.l3. 

PART B, 

Summar from Governments to the 
prepared by the Permanent 

AUSTRIA. 

:~uestion 1.- Mechanical light sign,als for regulating traffic 
at cross-roads are in general use in a number of capitals of the 
Federal States of Austria. They have been introduced by the 
local authorities in charge of the supervision of road traffic, 
and not at the instance of the central authorities. 

~uestion 2.- The lamps used are either quadrilateral hang
ing-lamps with three lights (Siemens and Halske system) or quadri
lateral regulators. The three-light lamps are hung in the middle 
of the cross-roads: the regulators are mounted on a stand, also in 
the middle of the cross-roads, 

Question 3.- The apparatus in use in Vienna is worked by 
hand, the person operating the change-levers being placed either 
on an island in the vicinity of the hanging-lamp, or on a kind of 
pedestal beside the regulators. Other apparatus used in the pro
vincial cities is worked mechanically by clockwork. The regu
lating clocks and relays are supplied by the firm of Sauter, of 
Basle. 

Q.uestion 4.- The system of signalling is based on the prin-
ciple of signals of three colours. · 

1) 

~uestion 5.- (a) The colours employed are green, yellow and 
red; 

(b) The green signal means "Go"; the yellow signal 
"Caution", and the red signal "Stop"; 

(o) The colours appear in the following order -green, 
yellow, red, yellow, greon, yellow, red, yellow, and so on; 

The text of the questionnaire will be found on the sheet 
attached to the last page of the present annex. · 
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(d} The yellow signal appears simultaneously for all 
directions. On its extinction, the red signal appears for 
the direction in which passage is prohibited both ways, 
while the green signal, at the same time, indicates that 
passage is free in the directions at right angles to the 
former; 

(e) Many signals have lights superposed vertically 
one above the other, with the red on top, the yellow in 
the middle, and the green at the bottom. Others have 
only a single circular opening on each side by which the 
light is thrown through panes of coloured glass, which 
change in succession so as to give the sequence of colours 
indicated above. The lighting is either by electricity 
or by daylight, the latter being reflected by mirrors 
placed at oblique angles. 

~uestion 6.- No flashing lights are employed. 

~uestion 7.- The lights of the apparatus do not change as 
regards position or form. 

~uestion 8.- The signals are intended for all using the 
streets. There are no special signals for pedestrians. 

~uestion 9.- The quadrilateral hanging-lamps with three 
lights have been in use since 1928, and the regulators since 1930. 
The experience to date has been satisfactory, and it is not pro
posed to dispense with the apparatus in question. No other 
systems have been employed and subsequently abandoned. 

Question 10.- (See reply to Question 13). 

Question 11.- The signalling apparatus are suspended or 
placed solely in the middle of the road. No signals are placed 
at the corners of cross-roads. The latter position is regarded 
as less effective. 

·Question 12.- Mechanical light signals do not everywhere 
meet the requirements of traffic. It is difficult therefore to 
express a decisive opinion at present as to the utility of mechani
cal systems. Automatic signalling is satisfactory when traffic 
is heavy, but has its drawbacks when traffic is less dense, since 
the rigid fixed intervals involved make it impossible to adapt the 
signalling to the changing density of the traffic and thus hold up 
vehicles unnecessarily. 

Question 13.- The system of hand signalling by traffic 
police can be combined fairly satisfactorily with light signal
ling. It is, however, intended to increase as far as possible 
the number of hanging three-light lamps, as light signals are 
much clearer and more easily seen than signals by arm. 

UNITED KINGDOU. 

General Observations.-
In pursuance of Directions issued by the Einister of 

Transport on December 22nd, 1933, light signals are not to be 
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erected except where the Uinister has approved of the installa
tions, after considering such plans of the site, particulars of 
the apparatus to be used and information as to the volume and 
character of the traffic affected, as he may require. 

Q.uestion 1.- ~echanical light signals are used as a regular 
measure for the control of traffic. They are erected and main
tained by the local authorities, subject to Directions issued by 
the Minister of Transport (see under General Observations). 

Question 2.- The system of signalling used is by coloured 
lights in all cases. 

question 3.- Except in very few cases, the apparatus is 
operated automatically. Manual operation is only employed for 
controlling vehicular traffic at railway level crossings, and 
swing bridges over waterways, and in a few cases at road junctions 
where it has not been possible to devise an automatic system. 
The automatic operation is of the following forms: 

(a) A fixed time-cycle operated by an electrical 
controller; 

(b) Vehicle actuation, in which the operation of 
the signals is varied according to impulses received 
from detector-pads fixed in the surface of the road; 

(c) An electrical controller in which operation 
is influenced by impulses received from push-buttons 
operated by pedestrians. This is, in some cases, com
bined with (b) above. 

Question 4.- Lights of three colours are used except in cer
tain instances of the control of traffic at swing bridges over 
waterways, where one red light coupled with an audible signal is 
used. 

~uestion 5.- (a) Red, green and amber. 

(b) (1) The red signal prohibits vehicular traffic from 
proceeding beyond the stop-line on the carriage way; 

(2} The amber-with-red signal denotes an impending 
change from the red to the green, but does not alter the prohiei
tory significance of the red; 

(3) The green signal allows vehicular traffic to pro
ceed either straight ahead or to the left or to the right, with 
due regard to the safety of other users of the road and subject 
to the directions of a police constable or other duly authorised 
person controlling traffic; 

(4) The amber signal shown alone prohibits vehicular 
traffic from proceeding beyond the stop-line, except in the case 
of any vehicle which, when the signal first appears, is so close 
to the stop-line that it cannot safely be stopped before passing 
the line. 
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(c) The sequence of the signal lights is: (1) red, 
(2} amber and red together; (3) green; (4) amber, (5) red, etc. 

(d) For the significance of the amber and red together 
see (b) (2) above. ' 

(e) The lights are arranged vertically, red at the top, 
amber in the middle, green at the bottom. 

~uestion 6.- Lights employed at junctions controlled by 
light signals are fixed. (In some cases, flashing beacons, 
showing about 60 red flashes per minute, are used to give warning 
of junctions where light signals are not justified.) 

~uestion 7,- The appearance of each light does not change 
as regards position or form. 

Question 8.- The signals are primarily intended for the use 
of vehicles; when conditions justify, special pedestrian aspects 
are incorporated within the signal unit, which show in red letters 
"DON'T CROSS", or in white letters "CROSS NOW", according to 
whether traffic is or is not released by the signal lights. such 
signals are only used where all traffic, including turning traffic, 
passing over the pedestrians' path is stopped during the time 
"CROSS NOW" is showing. This system is still under consideration. 

Question 9.- The several systems were instituted in the 
following years: 

Manual operationJ 1926; 
Fixed time-cycle, 1929; 
Pedestrian operated, .1931;. 
Veh~cle actuated, 1~32. 

A system of semaphore signalling was instituted, but has 
been abandoned as less satisfactory than light signals. 

Question 10.- The use of coloured light signals, as describoo 
above, with the exceptional use of the red signal alone, is com
pletely standardised. There is a tendency towards vehicular 
actuated operation. 

~uestion 11.- Normally, signals are placed on the pavement 
at the corners of cross-roads at both the near and the off side of 
the road. On wide roads, additional signals are sometimes placed 
on islands in the mouths of the roads joining the junction. There 
remain a few in~tallations of a single pedestrian signal in the 
centre of the junction; no signals suspended in the middle of the 
road are used. 

Question 12.- The growth of traffic demands control at an 
increasing number of points and, in general~ light signals are 
cheaper than police control; the number of signal installations is 
therefore increasing. Light signals may, in some cases, be less 
flexible than police control, and at some junctions there may be 
slightly more traffic delays from this cause. 

Question 13.- The system of signalling shown in Table IV of 
"Road Signalling" is adequate for those junctions which are 
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controlled by police. Where light signals are installed, police 
control is generally superfluous. 

DEIDf..ARK. 

Question 1.- Mechanical light signals are in permanent use 
in Copenhagen and in a number of large provincial cities. The 
Ministry of Justice issues regulations for their construction, in
stallation and operation, while the local authorities decide 
whether or not such signals should be installed and where they 
should be placed. 

Question 2.- Only signals in three colours are in use. 
Apart from light signals, "Stop" signals are used in certain 
cases. These may have red and green lights.l) 

·~uestion 3.- In general, the apparatus is worked automati
cally by electricity. But the apparatus is so constructed as to 
be workable by hand at any moment. \7here conditions permit, the 
signals used in the same artery of traffic are connected together 
and operated from a single central station. 

~uestion 4.- See reply to Question 2. 

Question 5.- The colours employed are red, yellow and green. 

Red means "Stop". Yellow is a signal to call attention 
to the facts that there is about to be a change and to clear the 
cross-roads. Green signifies "Passage free". 

The lights are arranged in the following order from top 
to bottom - red, yellow, green. Their appearance is in the 
following order, only one colour being visible at a time: red, 
yellow, green, yellow, red, etc. 

Question 6.- The lights employed are fixed lights. 

Question ?.- Each of the lights of the signal is circular in 
form, and does not change as regards size or intensity during the 
period of visibility. 

Question 8.- The signals are intended for the use of all 
vehicles. 

Pedestrians who, through want of attention do not obey 
the orders given by the traffic police at cross-roads or when 
crossing the street are liable to the penalties laid down in the 
traffic laws. 

1) "Stop" signals consist of a post in one colour with two hori
zontal arms in red with the word "Stop" in white letters. 
The arms are movable and can be let down in a line with the 
post or otherwise concealed, so as to interrupt the operation 
of the signal. If the signal carries lights, red means 
"Stop" for the traffic in front of the signal, while green 
means "Go" for the traffic crossing at right angles. The 
lights are flashing. 
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~uestion 9.- The first light-signalling apparatus to regu
late cross-ro~ traffic was used at Copenhagen on November 23rd, 
1928. The system has not been modified since then and no change 
is at present contemplated. 

~uestion 10.- See reply to ~uestion ~. 

It is considered important that signalling should be 
uniform. 

~uestion 11.- The signals are, in general, suspended in the 
middle of the road. In some cases, where local conditions make 
it desirable, they are placed in some other manner- e.g., on 
posts or pedestals in the street. 

Q.uestion 12.- In a report on this question, the Copenhagen 
Chief of Police says that mechanical light signals may be regarded 
as indispensable for the regulation of traffic, and that their use 
has not been attended by any drawbacks according to the experience 
of the Copenhagen police. 

Q.uestion 13.- The signals to be made by traffic police, as 
laid down in document C.67l.M.32l.Hl33.VIII, Table IV, are not 
the same as those in use in Denmark. The corresponding signals 
in Denmark are as follows: 

"Stop". The arm is held out horizontally, the forearm 
being vertical and the palm of the hand turned towards the traffic 
which is to be held up. The officer is thus able at the same 
time to stop traffic coming from two directions- viz., in front 
of him and behind. 

The signal to stop is given by the hand being raised as 
indicated above. 

The signal "Move forward" consists of a beckoning 
gesture with the hand at. the height of the waist. 

Further, the signal "Stop" made to any one line of 
traffic always means "Move forward" for the line of traffic at 
right angles to the first. 

FREE CITY OF DANZIG. 

In a letter dated October 9th, 1935, the Polish delega
tion accredited to the League of Nations communicated the reply of 
the Free City of Danzig. According to this reply, the system of 
mechanical light signals has not yet been applied in the Free City 
and its introduction is not contemplated. 

SPAIN. 

General Observations. 

The particulars with regard to Spain were communicated 
by M. Urgoiti by letter dated July 16th, 1935. 
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Question 1.- Light signals for the regulation of traffic 
have been employed in Spain for eight or ten years past and are at 
present in current use in a large number of urban centres. The 
regulation and installation of signals and the choice of the 
system to be adopted rest at present solely with the local authori
ties. 

~uestion 2.- The commonest system is that of lights of 
different colours. 

Question 3.- In important centres, the apparatus is worked 
automatically; but it is also workable by hand. 

Question 4.- The system is based on the principle of three
colour light signalling. 

Question 5.- The signals vary in different cities. But red 
always means "Stop" and green "Move forward". Yellow has not the 
same meaning in all places. Nor is the order in which the colours 
~~pear the same in all places. The majority of signals show two 
d1fferent coloured lights simultaneously at certain moments; but 
the manner in which the lights appear differs in different cities. 

Question 6.- Existing signals are ~lways fixed lights. 
Flashing lights are used only to indicate the stoppage of traffic 
in one-way streets, but they are not commonly found, and there are 
no regulations as to the frequency of the flashes. 

~u.estion 7.- The appearance of the lights does not change as 
regards position or form. 

Q.uestion 8.- Signals in certain cities, such as Madrid, are 
intended, in many cases, both for vehicles and for pedestrians. 
Light signals combined at right angles to one another are shown on 
the same column, and have the same meaning for pedestrians and ve
hicles. 

Question ~.- As stated above, the light-signalling system in 
three colours has been in use in Spain for some eight or ten years 
past and no other system has been tried. 

Question 10.- Attempts have been made and will continue to be 
made by Town Councils to unify the system and the meaning of the 
lights; but a uniform system has not yet been evolved. 

Question 11.- There are no suspended light signals in Spain. 

Question 12.- The use of light signalling in large urban 
centres is indispensable. Its only drawback is the high cost of 
installation and the consumption of power entailed. 

Question 13.- The signals made by hand by traffic police are 
in accordance with the provisions of Article 125 of the Traffic 
Code and with the international Conventions. But municipalities 
unfortunately do not apply. the code very strictly. In the majorit¥ 
of cases, the signals are sufficiently effective. 
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ESTONIA. 

General Observations. 

There is no system of mechanical light signals for regu
lating vehicular or foot traffic in Estonia, either as a regular 
measure or by way of experiment. 

question 12.- The competent Estonian authorities consider 
mechanical light signals unnecessary, in view of the present 
volume of traffic in Estonia. 

~uestion 13.- As regards the system of signalling by traffic 
police (Table IV of document C.67l.M.321.1933.VIII), the competent 
Estonian authorities regard the system as quite adequate to meet 
present-day needs. 

FRANCE. 

General Observations. 

The Ministry for Foreign Affairs states by letter dated 
September 23rd, 1935, that the replies to the questionnaire have 
been drawn up by the Paris Municipal Services, which have exten
sive experience in the matter. 

Question 1.- Mechanical light signals for regulating traffic 
at cross-roads are in use only in big urban centres. In Paris, 
some sixty such apparatus are at present in use; and some ten are 
projected or under construction. The introduction of such signals 
rests with the local authorities: they have not yet been used on 
the roads. There are, therefore, no general regulations in the 
matter. 

Questions 2 and 3.- The apparatus in use is either worked by 
hand or automatically by detector-pads. Two notes showing the 
details of the operation of the two types in use are attached in 
an annex. There is no use of fixed time-cycle apparatus. The 
automatic apparatus have hitherto been confined to dangerous cross
roads with little traffic or to cross-roads with moderate traffic. 
But the attitude in this matter is being modified, and an appara
tus is in course of erection in the Place de la Trinite, a meeting
point of a number of different roads with very heavy traffic. 

Question 4.- The system of signalling is in three colours. 

Question 5.- (a) The colours employed are red, yellow and 
green. 

(b) Red signifies "Stop", yellow signifies "Look out" 
and green "Move forward". 

(c) The colours of the signals appear in the order 
shown in the attached diagram (Appendix III). 

(d) There is no simultaneous use of lights of different 
colours. 
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(e) The signals are of two types: 

(1) Signals with more than one light, showing 
the three colours (red, yellow and green} in the 
same circular dial; 

(2} Signals with three lights, one above the 
other, arranged according to the resolutions of the 
International Congress on Lighting held at Cambridge 
in 1~31. The respective positions of the colours 
are as follows: Red: to the left or at the top; 
Yellow: in the middle; Green: to the right or at 
the bottom. 

Question 6.- In normal operation, the lights employed are 
fixed. On the interruption of any signal (whether hand-worked 
or automatic), a flashing yellow light is shown. The intervals 
of the flashes are as follows: !-second alight, t-second ex
tinguished. 

Question ?.- The appearance of each light does not change. 

Question 8.- The signals are intended for vehicles and 
pedestrians. -The meaning of the colours is the same in both 
cases. But the signalling is occasionally supplemented for the 
purpose of pedestrian traffic in the manner indicated at the end 
of the first note (Appendix I}. 

Question 9.- Signals in three colours have only recently 
been in use in Paris. The first trials with green lights date 
rather more than a year back. Under the former signalling system 
a red light meant "Stop", the ringing of a bell gave warning, and 
the extinction of the light indicated free passage. 

This system was abandoned as being obviously inferior 
to a system giving a positive indication of free passage. 

Question 10.- The above system of signalling is at present 
being made general throughout Paris. It will be uniform through
out the city. 

Question 11.- Signals suspended in the centre of cross-roads 
are less costly; but for aesthetic reasons, they are only used in 
exceptional cases in Paris. The usual signals are: 

(1} Posts 3.25 metres high, the indications being 
repeated further back; 

(2) "Repetition" lights placed at a height of 1.30 
metres from the ground on the above posts or on the 
pillars of the refuge islands. 

( 3) In ',.certain cases, light studs set in the road
way. 

Q,uestion 12.- Mechanical light signals are of much interest. 
If they have not been developed further up to the present in Paris 
this is owfng to the high cost of installing them and to the time ' 
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required for putting down the detector-pads, which are complicated. 
The first installations of this kind are not more than a few years 
old. 

HUNGA.-qy. l) 

~ues tion l.- r.::echanical light signals are employed only in 
towns, especially in the capital and its suburbs, and more particu
larly at points where local electric railways or tramway-lines 
cross the road. The installation of signalling apparatus is 
ordered by the police and carried out by the local administrative 
authority (in Budapest, by the Mayor), who is responsible for its 
upkeep. 

~uestion 2.- At railway crossings, the signals usually con
sist of one or two red lights which appear when the train approacles 
and remain alight until the train becomes perfectly visible to 
drivers of vehicles. These lights are employed at crossings 
without barriers or policemen on point duty, and where conditions 
of visibility are particularly bad. They are also employed when 
there are no cross-roads but when a train following the road 
suddenly crosses it. The majority of the signalling apparatus 
have, in addition to the warning lights, a blue light, or light 
of another colour, for checking purposes, showing the driver of 
the train that the signals are working. In certain cases, a 
plate draws attention to the warning light with the words "Halt" 
or "Stop if the light is showing" or "Railway crossing", eta. 
Certain apparatus give an intermittent sound signal when the light 
appears; these are generally situated outside urban areas. 

At Budapest, automatic apparatus with lamps with re
volving drums are used; these are constructed at the Hungarian 
Telephone Works. 

Question 3.- The apparatus are usually worked automatically. 
They are put into action by means of a relay, by the contact of 
the trolley with the cable forming the circuit. Hand control is 
only used if local circumstances prevent the installation of an 
automatic system. At Budapest, the apparatus is operated by the 
traffic policeman, ~Y means of a switch which actuates the motor. 

Question 4.- The signals are usually of one colour only; 
there is only one installation which uses two colours. 

In Budapest, the system employed in based on the three
colour principle. 

~uestion 5.- (a) In the one-colour system, the colour em
ployed is red; in the two-colour system, the colours are red and 
green; in the three-colour system, the colours are red, amber, and 
green. 

1) The Hungarian Government's reply, as communicated to the Per
manent Committee on Road Traffic at its tenth session, has 
been supplemented by a further communication dated November 
15th, 1~35, of which the Secretariat has made use in the 
above summary. 
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( } In the one-colour and two-colour systems, red means 
"entry to tge cross-roads forbidden"; vehicles which have already 
entered the cross-roads~~; cle~~ i~: ~~~:::~~l~~rs~~~t:!, red 
possible. Green means • ht bout to 
means "Stop" amber means "Caution - the lig s are a 

' s "Go" change", and green mean • 

t 1 System ·. red, green, red, and so (c) In the wa-co our 
on; in the three-colour system: red, amber, green. 

{d) Lights of different colours are not shown simul
taneously. 

(e) In the two-colour apparatus, the lights are placed 
one above the other. In the three-colour apparatus, the differ
ent lights come from the same source and follow each other in the 
order stated above. 

~uestion 6.- The lights are fixed. In recently installed 
one-colour apparatus, the lights are flashing. The frequency of 
the flashes varies in different apparatus; it is about one or two 
seconds. Flashing red lights are also used to call attention to 
prohibition signals. 

~uestion 7.- The appearance of the lights does not change 
as regards position or form. 

q,ues tion 8.- The signals are intended for both drivers and 
pedestrians; there are no special signals for the latter. 

Question 9.- At Budapest, the apparatus were installed in 
1927. At that time, the revolving drum was actuated by a +ever, 
but in 1930 levers were superseded by motors. In the provinces, 
the apparatus have been in use since 1933; .none of them have been 
abolished, as they have been found useful. 

Question 10.- There are no regulations concerning the con
struction and equipment of apparatus. Standardisation exists in 
practice. There are certain trifling differences due to various 
local circumstances. The issue of regulations by decree is con
sidered desirable, but no measure of this kind is contemplated for 
the moment, particularly as the question seems to call for inter
national regulation. The rules to be laid down should be of a 
quite general character; otherwise, their adjustment to local con
ditions would call for numerous exceptions. 

~uestion 11.- Preference is given to signals suspended over 
the middle of the road, since they attract the attention of drivers 
of motor vehicles travelling fast. The apparatus placed at the 
corners of cross-roads were superseded in 1927-28, as they had 
been found to be of little value, being insufficiently visible to 
drivers. 

;uestion 12.- ~echanical light signals have become neces
sary, owing to the growth of traffic. No drawbacks have been 
found to attach to apparatus suspended above the roadway. 

~uestion 13.- The system of signals given by the traffic 
police meets the needs of traffic; it has been found to be practical, 
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and combines well with the light-signalling systems. At points 
where light signals are installed, the signals given by the police 
may be regarded as an auxiliary signalling system. 

IRISH-FREE STATE. 

General Observations. 

At present, mechanical light signals for regulating 
traffic are not in use in the Irish Free State. 

~uestion 10.- By-laws for the regulation of traffic are at 
present being framed under Section 147 of the Road Traffic Act, 
1933, by the Commissioner of the Garda Siochana. Some of the by
laws will probably require the use of mechanical light signals. 

Question 11.- In setting up such signals, ~uestion 11 will 
be considered. 

~uestion 12.- Mechanical light signals may be necessary in 
one or two places in the city of Dublin and possibly in other large 
cities and towns; .but, generally speaking, they are not necessary 
in the Irish Free State. 

Question 13.- The system of hand signalling at present used 
by the Garda Siochana, which is similar to that recommended in 
Table IV of document C.67l.M.321.1933.VIII, is adequate to present 
traffic needs and is found generally intelligible to all drivers. 

ICELAND. 

General Observations. 

The Danish permanent delegate to the League states, in 
a letter dated September 24th, 1935, that no use is made of 
mechanical light signals at cross-roads in Iceland, and that up 
to the present no steps have been taken to introduce such signals. 

ITALY. 

General Observations. 

The particulars with regard to Italy were communicated 
by M. Mellini by letter dated August 21st, Hl35. 

Q.uestion 1.- Mechanical light signals for regulating traffic 
are in current use in Italy. The selection of the apparatus and 
their installation at cross roads rest with the local authorities; 
but a general unification of signalling systems is in process of 
being put through as a result of the biennial national traffic 
conferences organised by the Royal Automobile Club of Italy and 
directed by delegates of the Minis try of Public 'ilorks and of the 
Ministry of Communications. 

~uestions 2 and 3.- The mechanical signals employed at the 
outset were hand-workid. In recent years, the use of apparatus 
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workable both by hand and automatically has spread continually. 
There are also instances of purely automatic apparatus (flexible 
system), and further- in Milan- light signals actuated directly 
and automatically by vehicles entering on the cross-roads. 

~uestion 4.- Almost all apparatus employ three colours 
(green, yellow and red). There are only two cases of apparatus 
with two colours (Bedoni system) which are under trial, the one 
at Rome and the other at Florence, while there is one two-colour 
apparatus (red and green) at Reggio Calabria. But at the last 
national conference in Naples, Dr. Bedoni undertook to study the 
transformation of his apparatus into a three-colour signal. 

Question 5.- The colours employed are red, green and yellow. 
They have the following meanings: Red, "stop"; Green, "passage 
free"; Yellow means that vehicles already on the cross-roads must 
move on rapidly, while vehicles not yet on the cross-roads are 
not allowed to move forward. 

The appearance of the different colours is in the 
following order: green, yellow, red, yellow, green, etc. 

The majority of the signals installed (viz., at Bari, 
Bologna, Catania, Faenza, Ferrara, Forti, Florence, Naples, Padua, 
Reggio Emilia, Rome, Turin, Trieste, etc.) do not show lights of 
two different colours at the same time: but the signals at 1~ilan, 
Modana.and Palermo do so. At M~lan and ~odanaJ ~e succession 
of colours is as follows: 

Green: "Passage free", turning to the left 
prohibited; 

Yellow-green: "Caution". Period for quitting 
the cross-roads. Turning to the left allowed in 
the case of vehicles on the cross-roads; 

Red: "Stoppage of traffic"; 

Green: "Passage free". 
hibited, etc. 

Turning to the left pro-

At Palermo the succession of colours is as follows: 

Green: "Passage free"; 

Red: "Stop"; 

Yellow-red: Stoppage of vehicles on the outside 
limit of the pedestrians' crossing. Interval for the 
clearing of vehicles on the cross-roads. 

. The last national conference at Naples expressed the 
op1nion that it would be preferable in the event of unification 
t~ adopt the system of signals in use in Milan, where the succes
Slon of colours is in the following order: green, yellow-green 
red, green, yellow-green, red. ' 

In the thr~e-colour system of signals, lights are placed 
one above the other 1n the following order, beginning from the· top• 
green, yellow, red. In the two-colour signals, the order is as ' 
follows: green, red. 
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~uestion 6.- The lights employed for three-colour or two
colour signals are fixed lights. In some cases (at Padua, 
Trieste, etc.:), the installation is fitted up with a flashing 
yellow light (30 to 40 flashes per minute) which serves as a warn
ing. This flashing light is only shown during the night when 
the ordinary signal is not in operation. ' 

. ~uestion ?.- In the three-colour signalling system, the 
l1ghts of the signal do not change as regards position or form. 
In the two-colour system of Dr. Bedoni, the apparatus iSSlUipped 
with a device which progressively reduces the extent of the illu
minutes surface until it is completely extinguished, while the 
red on the two opposite sides of the apparatus, which is square, 
appears one moment before the extinction of the red on the two 
other sides - which gives an "all-red" period for pedestrians. 
Dr. Bedoni is at present considering the conversion of his appara
tus into a three-colour apparatus, with the substitution of an 
"all-yellow" for an "all-red" period. 

~uestion 8.- The mechanical signals are intended for all 
vehicles (including hand-barrows, etc., and bicycles) as well as 
for pedestrians who leave the footpath and cross the road. The 
meaning of the colours green and red is the same for pedestrians 
as for vehicles; and the two-colour signals of Dr. Bedoni ere be
ing brought into uniformity with this arrangement. Yellow has 
the same meaning (i.e., "passage free") for pedestrians as green 
and green-yellow. When the part of the roadway reserved for 
pedestrians is clearly defined, they have a certain prior claim 
over vehicles passing the crossing - that is to say, drivers, 
after turning into the cross-roads, are required to drive 
cautiously. 

~uestion 9.- The three-colour system has been in use in 
Italy for the last five or six years and has yielded satisfactory 
results. The three-colour system was preferred at the outset in 
almost every case when mechanical light signals were introduced. 
(The two-colour Bedoni signals have been under trial for three 
years; but, as already stated, it is anticipated that they will 
be transformed into three-colour signals.) 

In Italy, the impression is that three-colour signals 
ere preferable to all others for the purpose of regulating mixed 
vehicular and foot traffic at cross-roads. 

~uestion 10.- As already stated, the unification of the 
three-colour mechanical signals is already virtually completed in 
Italy and great efforts are being made to arrive at uniformity in 
the succession and meaning of colours, both for vehicles and for 
pedestrians. 

Question 11.- In almost all cases, preference has been 
given to signals suspended in the middle of the road. Certain 
installations off the road at the corners of cross-roads are found 
at 1.!ilan, Florence (Bedoni two-colour signals) and Trieste. In 
the last-named city, this was found necessary owing to the strength 
of the wind (the Bora) which blows at certain periods of the year. 

~uestion 12.- Light signals at cross-roads will become more 
and more necessary owing to the increase of motor traffic, particu
larly in ancient cities in which the artistic and historic 
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character of the buildings has to be respected. The choice be
tween automatic and hand-worked signals is likely to depend on 
the intensity of traffic on the different converging roads, the 
time of day, and the amount of pedestrian traffic. 

Question 13.- The signals to be made by traffic police 
should correspond exactly with the signals of the mechanical 
lights. This is the case in Italy. The signal "upraised arm", 
which means "caution", corresponds to the yellow light signal. 
The two signals for "go" and "stop" (arms held horizontally with 
the body parallel or at right angles to the way the traffic has 
to go) correspond to the colours green and red respectively. 

LUXEMBURG. 

Question 1.- Mechanical light signals have been placed hy 
way of experiment at the Berschbach cross-roads at P.K.l8 on road 
No.7 from Luxemburg to Diekirch, and at the intersection of road 
No.5 from Luxemburg to Longwy, with the road leading from Obercorn 
to road No.5. The signals have been installed and are looked 
after by the Public Works Department. 

There are no signals in the towns. 

Q.uestion 2.- The system employed is that of flashing lights. 

Question 3.- The apparatus works automatically by acetylene.· 

Question 4.- The one-colour system is employed. 

~uestion 5.- The colour used is amber, meaning "Caution". 

Question 6.- The flashes number 60 per minute. 

Question 7.- The lights do not change as regards position 
or form. 

Question 8.- The signals are intended only for vehicles. 

Question 9.- The system has been in operation for two years 
and the authorities do not propose to abandon it as it gives full 
satisfaction. 

Question 10.- Its general adoption is to be recommended in 
the case of wide cross-roads. 

Question 11.- The Luxemburg authorities give preference to 
signals placed in the middle of the road. Where the cross-roads 
are small, the signals should be suspended. 

Question 12.- Light signals are becoming necessary,.·owing to 
the increase of traffic. So far, they have not been attended by 
any drawbacks. 

Question 13.- In the.towns of Luxemburg and Esch-s.-Alz, 
where there are no light s1gnals, traffic is directed by the 
traffic police. This system is satisfactory under present 
traffic conditions. 
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MONACO. 

General Observations. 

The Government of the frincipality states, in a letter 
dated September ?th, 1935, that up to the pTesent no light signal 
has been in use in the Principality. 

NORWAY. 

;uestion 1.- Mechanical light signals for regulating traffic 
at cross-roads are found only in the town of Oslo. The local 
authorities alone are responsible. 

~uestions 2 and 3.- A single light signals· apparatus has been 
set up in Oslo at the cross-roads where the traffic is heaviest. 
This apparatus was first installed as an experiment on the recom
mendation of the police in September 1932. Since the spring of 
1933, it has been worked automatically. It can, if necessary be 
worked by hand. ' 

~uestion 4.- A two-colour system is employed. 

Q.uestion 5.- la) Their colours are green and red; 

(b) Their meaning is as follows: Green, "Go"; Red, ''Stop"; 

(c) In the case of signals intended for traffic in the 
main street, the lights appear in the following order: 

(1) A fixed green light appears first for about 
25 seconds; 

(2) A flashing green light appears for about 6 
seconds. This does not mean "stop"; vehicles may still 
advance, but must prepare to stop. The flashing light 
is a warning that the signal is about to appear. The 
flashes appear at intervals of about one second; 

(31 A red light appears for about 22 seconds. 

In the case of signals intended for traffic in the street 
crossing the main street, the red light is visible during the whole 
of the time when the green light appears to traffic in the main 
street. There is also an "all red" period of about two seconds. 

(d) Lights of two different colours never appear simul
taneously. 

Question 6.- (See under 5). 

Question 8.- The signals are intended for the use of vehicles 
and pedestrians and bear the same significance for both. 

Questions g and 10.- The only system in use has been employed 
since the spring of 1~33. A light signals installation on the 
"Electromatic" system is under consideration, but it is not in
tended to abandon the two-colour system with a flashing green 
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light during the last part of the appearance of the green light. 
It is considered that the "all red" pe~iod of two seconds might 
be dispensed with. The trial period is still in progress. 

Question 11.- The light signals at Oslo are mounted on two 
posts placed diagonally at the corners of the cross-roads. 

~uestion 12.- The mechanical light signals are working 
satisfactorily. It has not been considered necessary to place 
a traffic policeman on duty beside the apparatus during the t~me 
when the system works automatically by day. The police cons1der 
that the use of mechanical light signals in Oslo should be gradu
ally extended. 

.POLAND. 

General Observation. 

Poland, as a co~try with an urban traffic of medium 
intensity, does not possess a large number of mechanical light
signalling installations, and is still making experiments in order 
to choose the most suitable system. There is, therefore, a dis
position in Poland to adopt any suggestions with regard to an 
international standardisation of thesi signals, on the basis of 
the long experience and observations of countries with very heavy 
urban traffic. 

Q.uestioi!....h_- Mechanical light signals for regulating traffic 
are emp+oyed in the towns as a regular measure. The central 
authorities issue general instructions regarding installations, 
while the local authorities settle the details of application. 

Question 2.- There are two systems: (a) Apparatus consist
ing of an electric lamp of 100 watts with a grooved and coloured 
lens without reflector; (b) Apparatus consisting of an electric 
lamp of 100 watts with a smooth round coloured glass and para
bolic reflector. 

The appliances described under (a) and (b} are employed 
in equal numbers. 

Question 3.- The apparatus is worked by hand. 

Question 4.- There are two systems of signalling - a three
colour system in Silesia and a one-colour system in the other 
provinces. This latter is employed for reasons of economy but 
is being gradually replaced by the three-colour system. ' 

Question 5.- (a) The colours employed are: in the case of 
the one-colour system, red only; in the case of the three-colour 
system, red, amber, and green; 

(b) No special meaning is assigned to each colour; 

(c) They appear in the following order: red, amber, 
green, amber, red; 

ld) Lights of two different colours do not appear simul
taneously on the same apparatus; 
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{e) Lights are grouped vertically in the following 
order from top to bottom: red, amber, green. 

~uestion 6.- Only fixed lights are effiployed. 

Question ?.- The lights of each signal do not change as re
gards position or form. 

~uestion 8.- The signals in question are intended only for 
the use of vehicles, but the introduction of a similar system of 
signals for pedestrians is under consideration. · At present, 
there are no special instructions to pedestrians to observe the 
signals, but such instructions will be issued shortly. 

~uestion 9.- The system of light signalling has been employed 
in the towns for the last eleven years. At first, the two-colour 
system lred and green lights) was employed; but two years ago, the 
green light was removed from existing apparatus, so that, at 
present, there is only the one-colour system and the three-colour 
system. 

~uestion 10.- There is a tendency to adopt the three-colour 
system universally. 

Question 11.- Equal use is made of the system of a single 
apparatus suspended in the middle of the road and of that of four 
apparatus placed on the edge of the pavement at the corner of 
cross-roads. This latter system is employed for wide streets 
with a heavy tramway traffic. 

question 12.- In the case of heavy traffic at cross-roads, 
mechanical light signalling has been found to be the only effective 
means of controlling traffic. 

Question 13.- The signalling system employed by the traffic 
police has given good results at cross-roads where the traffic is 
less heavy. It fits in with the Polish system of light signals, 
but this question has not yet been sufficiently studied. 

PORTUGAL. 

Question 1.- Mechanical light signalling is used both as a 
regular measure and by way of experiment. It comes under the 
local authorities only (municipality). 

Question 2.- Two systems are employed, one worked by hand 
and the other automatically. The latter system is employed at 
cross-roads with heavy traffic. 

Question 3.- The automatic apparatus is worked by the 
traffic itself. It consists of "Electromatic" apparatus con
structed by the Automatic Electric Company Limited. 

Question 4.- The system is based on the three-colour prin
ciple. 

Question 5.- The colours are green, yellow and red: 
Green means "Go"; Red means "Stop; Yellow indicates a period of 
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transition between the other signals. It warns users of the 
road that the direction of the traffic is about to change. 

The order of appearance of the colours is as indicated 
above. 

Lights of different colours never appear at the same 
time. 

Lights are always placed one over the other in the order 
indicated above. 

Question 6.- Fixed lights are always employed. 

~uestion 7.- Lights never change as regards position or 
intensity. 

Question 8.- Signals are intended only for the use of ve
hicles. Rules for pedestrians are under consideration. 

Question ~.- The apparatus worked by hand have been in use 
for about six years. Those worked automatically have been em
ployed for nearly two years. The latter are considered prefer
able. 

Question 10.- The general adoption of one of the systems 
employed is not yet contemplated. There is a movement in favour 
of the general adoption of the "Electromatic" system. 

suestion 11.- Preference is given to signals placed at the 
corners of cross-roads. 

Question 12.- 1~echanical light signals are considered to be 
absolutely necessary. The drawbacks are not serious. Some oases 
in which the apparatus has not worked or has proved inadequate 
have been reported, These have been due to damage and breakdowns 
in the apparatus, prolonged accidents at the cross-roads, falls· of 
draught animals, etc. 

Question 13.- The signalling syst~m employed by the traffic 
police is satisfactory. It is entirely in accordance with the 
light signalling system. A greater simplification of the signals 
made by police and the extension of the automatic signalling 
system in use are considered desirable. 

SWEDEN. 

Question 1.- Mechanical light signals for regulating traffic 
at cross-roads have hitherto only been employed to a trifling ex
tent in the country districts. On the other hand, such signals 
are employed in some of the chief towns of Sweden, particularly 
in the two largest - Stockholm and Gothenburg. The experimental 
stage may be regarded as concluded. Light signalling comes under 
the local authorities. 

Question 2.- The system most generally in use is the three
colour system. It is employed to control the traffic of vehicles 
at cross-roads. In rare cases, the system is also employed on 
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the two sides of a narrow passage to interrupt the stream of 
traffic in either direction. 

5uestion 3.- The apparatus is usually constructed in such 
a way ~hat it can.be worked either by hand or automatically, 
accord1ng to requ1rements. The automatic system consists in a 
motor or other ~echanical device changing the light signals from 
one colour to another, according to a time scheme fixed in ad
vance. 

~uestion 4.- A three-colour system is employed. 

~uestion 5.- {a) The colours are red, yellow, and green. 

(b) Red means "Stop". Vehicles may not pass either 
the line of demarcation drawn on the street, or an imaginary line 
prolonging the line of houses bordering upon the transversal 
street. The prohibition to move forward when the red signal 
appears is intended for all vehicles, including those wishing to 
turn to the left (in Sweden, traffic keeps to the left). 

Yellow is the signal of transition between red and 
green, and between green and red. It indicates an approaching 
change in the signals end has no meaning of its own as regards 
the right to move forward. 

Green means "Go". 

(c) and (d) At Stockholm, the appearance of a yellow 
light is always accompanied by a red or a green light. 

The colours follow one another in the following order: 
red, red end yellow, green, green and yellow, red, etc. 

At Gothenburg, at one of the three light signal instella· 
tions at present employed, the transitional yellow signel:is 
employed with the red signal, immediately before the green 
signal. At the two other installations, the colours succeed 
one another directly, and two lights of different colours never 
appear at the same time. ~he order is as follows: red, yellow, 
green, yellow, red, etc. 

(e) The lights are grouped vertically in the followinG 
order from top to bottom: red, yellow, green. 

~uestion 6.- Fixed lights are employed. 

~uestion 7,- The signal lights do not change as regards 
position or form. 

~uestion 8.- Signals are intended only for the use of ve
hicles. There is no system of signals intended for pedestrians. 
The latter must, however, pay attention to the signals, but are 
under no obligation to comply with them. 

~uestion 9.- 1. Stockholm. ~echanical light signals were 
introduced into this town about twelve years ago. At two cross
roads, systems of an older type have been retained; these are 
semaphores consisting of a swivelling mast with plates bearing the 
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words "Go" or "Stop", and at the top a lamp with red and green 
lights. These signals, which are worked by hand, by traffic 
policemen, will be removed and replaced, for purposes of uni
formity, by three-colour signals of the type already indicated. 

2. Gothenbur_g. ].:echanical light signals have been em
ployed in this town since January 1931. No similar signals had 
been used previously. The system in force will probably be re
tained. 

;uestion 10.- The three-colour system will probably be 
generally adopted (see under 9). 

~uestion 11.- Preference is given to signals placed off the 
road at the corners of cross-roads. 

Q,uestion 12.- l. Stockholm._ In certain cases at any rate, 
light signals must be regarded as indispensable, owing to the 
volume of traffic. Such signals make it possible to control 
traffic with greater order and precision, and to avoid causes of 
misunderstanding and hesitation inevitable with a system consist
ing solely of hand or arm signals made by a traffic policeman. 

At times of the day when traffic at a certain point is 
particularly irregular, or for other reasons does not proceed in 
accordance with the anticipations on which the periodicity of the 
signals (colours) was based, the system of light signalling, when 
it is worked automatically, has the drawback that the whole 
capacity of the cross-roads or the crossing is not utilised -
when, for example, the green light does not appear sufficiently 
long in relation to the intensity of the traffic in one direction 
and appears too long in relation to its intensity in the other 
direction. On such occasions, the traffic policeman permanently 
responsible for the supervision of the apparatus stops the auto
matic machinery and works the apparatus by hand. Automatic 
operation is thus replaced by manual control, which is more 
elastic and better suited to requirements. 

2. Gothenburg. Mechanical light signals are considered 
necessary, owing to the increase in traffic. No drawbacks have 
been reported. 

question 13.- No observations need be made, in view of the 
present traffic conditions, as regards the signals made by the 
traffic police in accordance with document C. 67l.M. 321.1933. VIII, 
taking into account, of course, the modifications necessary in 
view of the fact that traffic keeps to the left in Sweden. This 
system works satisfactorily in conjunction with light signals. 
At cross-roads or junctions where light signals are employed, it 
should be remarked that if in special cases the traffic control 
policeman considers it desirable to make hand signals signifying 
"Stop" or "Go", these signals must be obeyed. 

SWITZERLAND. 

~uestion 1.- Mechanical light signals have been installed in 
only a few to":"ns in Switzerland and that only by way of experiment. 
The installatJ.ons are erected and maintained by the cantonal or 
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local police authorities. Federal legislation has hitherto con
fined itself to determining the meaning of the colours. Further 
Federal regulations will be issued when the whole question has 
been thoroughly considered. If, in addition to· road traffic, the 
movement of trams has also to be regulated, the signalling systems 
must be approved by the Federal Transport Office. 

Q.uestion 2.- The.following systems are employed: 

{a) The "Signum" system of Signum, Ltd., 
Wallisellen, ZUrich; 

{b) The Heuer beacon; 

(c) The "Siemens" system of Siemens Electrical 
Products, Ltd., Zlirich; 

(d) The "Pneutrafic" of Electricity, Ltd., 
Waedenswil; 

(e) The traffic regulator invented by v. Jacot
Guillarmod, made by the Societe Touristique et 
Ferroviaire de Signalisation, Ltd., Geneva; 

(f) The Ruegg system of road-crossing signals, 
Horgen. 

There are no rules for installing these various systems 
at specific places, as matters are still in the experimental stage. 

Q.uestion 3.- The various systems operate as follows: 

Automatic Apparatus: 
I 

"Signum" (go-and-stop sys tern); 
Heuer Beacon; 
Jacot-Guillarmod system (go-and-stop); 
Ruegg system (go-and-stop). 

Apparatus worked by vehicles: 

"Siemens": the vehicles make the contacts by passing 
over detector pads. 

"Pneutrafic": vehicles make the contacts by passing 
over a detector pad in a certain direction. 

question 4.- The systems employed are based on the follow-
ing principles: 

"Signum", Heuer beacon, Ruegg system: two-colour. 

"Siemens", Jacot-Guillarmod system: three-colour. 

«Fneutrafic": two-colour or three-colour. 

~uestion 5.- (a) The colours employed are red, green and 
amber; 
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{b) Red means "stop", green "go", amber being the 
inter~ediate ~ignal; 

{c) All the two-colour systems show red and green 
alternatively". - In the three-colour systems ("Siemens" and .Jacot
Guillarmod), the order is green, amber, red, amber, green, etc.; 

(d) In the two-colour "Signum" system, the intermediate 
signal is given by red and green appearing simultaneously. In 
the "Pneutrafic" three-colour system, green and amber appear 
simultaneously. 

(e) "Signum" (two-colour}: the lights are placed verti
cally: red above green; "Heuer beacon" {two-colour): a dial 
divided into four sections across which a pointer moves. The 
top and bottom sections are green and the left and right sections 
red; "Siemens" (three colour): the lights are placed vertically: 
red above, amber in the middle, green below; "Pneutrafic" {two
colour): the lights are placed vertically, red above green; {three
colou:Q: the lights are placed vertically in the following order 
from top to bottom: red, amber, green; Jacot-Guillarmod system: 
(three-colour): the lights are placed vertically in the following 
order from top to bottom: red, green, amber; Ruegg system: the 
light is supplied by a lamp built into the actual surface of the 
road. 

Question 6.- Only fixed lights are used. Flashing lights 
should, if possible, be kept for marking the level-crossings of 
railway lines. 

Question 7.- The lights are steady. 

Question 8.- The signals, in question are intended only for 
vehicles. They are not compulsory for pedestrians but are of 
very great help to the latter. The firm of Jacot-Guillarmod has 
attempted to introduce a system of signals for pedestrians which 
operates as follows: in addition to the lights intended for ve
hicles, illuminated strips in the roadway and at the edge of the 
pavement operate in conjunction with the signal itself. When two 
arms of the cross-roads are open to vehicles, a band of red light 
appears at the edge of the pavements to close the crossing to 
pedestrians. When the road is closed to vehicles, bands of amber 
light on the roadway indicate that pedestrians may cross. 
(Possibly green should be substituted for amber.) 

Q.uestion g.- The various systems have been experimented with 
for about two years. A signalling system using only the red 
light does not seem to have come up to expectations. The appli
ance was removed after a year, as drivers of vehicles could not 
tell whether it was working or not. 

~uestion 10.- There is no tendency for the moment towards 
standardising mechanical light signals or enforcing a specific 
system. 

~uestion 11.- Signals placed off the road at the corners of 
cross-roads have, on trial, given better results than signals 
suspended in the middle of the road. When it is considered 
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desirable to place the appliance in the middle of the road it 
should be fixed on a pillar in the centre of the cross-roads. 

~uestion 12.- In Switzerland, mechanical light signals 
have only proved to be necessary in a few centres. Some road
users - this applies more particularly to trams - consider them 
to be rather a hindrance than a help. The signals, however, are 
very useful to pedestrians. 

~ues tion 13.- The system of signals employed by traffic 
police as suggested in Table IV of document C.6?l,:M.32l.l933. 
meets the requirements of road traffic. It has been made com
pulsory throughout the whole of Switzerland by Article ?6, para
graph 1, of the Regulations of November 25th, 1932, giving effect 
to the Federal Law of March 15th, 1932, on motor-vehicle end 
bicycle traffic. The combination of this system with the system 
of light signals has not given rise to any difficulties. 

CZECHOSLOVAKIA. 

~uestion 1.- 1~echanical light signals have been adopted as 
a regular measure at Prague, where they are under the orders and 
control of the State authorities (police headquarters). Accord
ing to the provisions in force, it is possible that in places 
where the local police is under the communal authorities and not 
under the State police authorities, the municipal authorities them
selves may organise the light-signalling system. 

Question 2.- Only the three-colour system is employed. 

Question 3.- The apparatus is worked partly by hand and 
partly automatically. The automatic system is worked by a low 
tension power-house of the "green wave" type, vehicles being 
allowed to advance at a certain speed between two signal lights 
without being stopped. 

Question 4.- (See under 2.) 

Question 5.- (a) The colours employed are green, amber and rod. 

(b) The green light allows road-users to go straight 
ahead and make inside turns (to the left). Outside turns are 
only permitted if they do not hamper traffic in the opposite 
direction. An amber light announces a change in the direction 
of traffic and allows vehicles to make outside turns (to the 
right) which were not allowed while the green light was showing. 
A red light signifies complete stoppage. If necessary, traffic 
police can also allow given vehicles to proceed in a direction 
other than that indicated by the signal. 

(c) The colours appear in the followin~ order: green, 
amber, red. 

(d) Lights are superposed vertically in the order of 
their appearance (green, amber, red). 

guestion 6.- The lights are fixed. 
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Question 7.- The lights do not change as regards form or in
tensity. 

~uestion 8.- Light signals are intended both for vehicles and 
pedestrians. In addition, at particularly busy cross-roads, a 
policeman directs pedestrian traffic. The meaning of the signals 
is the same for pedestrians and vehicles. 

~uestion 9.- The mechanical light signals in use have been 
employed since 1927. No other· system was employ~d pre:riousl_y. 
The use of light signals is spreading, and there 1s no 1ntention of 
abandoning it. 

Question 10.- As traffic is increasing in the towns, mechani
cal light signalling will probably be generally adopted. 

~uestion 11.- Signals are sometimes placed in the middle of 
the road and sometimes off the road at the corners of cross-roads, 
according to circumstances. It is not considered possible to give 
the preference to one or other system. 

Q.ues tion 12.- In the opinion of the Minis try of Public rvorks, 
mechanical light signals are becoming more and more necessary, owing 
to the increase of traffic. No drawbacks have been reported. 

Question 13.-• The system of signals to be made by traffic 
police shown in Table IV of document C.67l.M.321.1933.VIII is not 
employed in Czechoslovakia. 

The ·system in use is the following: The policeman indi
cates "go" by extending his arms in the direction of the free 
passage or by extending one arm in the direction in which the ve
hicle may proceed. This signal indicates, at the same time, "stop" 
for cross traffic. By raising one arm, the policeman may give an 
individual "stop" signal, even elsewhere than at the cross-roads. 
At cross-roads, this signal replaces the amber light. This system 
acts satisfactorily in conjunction with that employed tor light 
signalling. 

UNION OF SOVIET SOCIALIST REPUBLICS. 

Question 1.- ~echanical light signals exist in the Union of 
Soviet Socialist Republics. Systems similar to those in use at 
~oscow and Leningrad are employed in the other towns of the Union. 

Q,uestion 2.- Mechanical light signals are given by means of 
apparatus consisting either of groups of suspended quadrilateral 
lamps or of dial apparatus (with a hand) of the model made by the 
German firm of A.E.G. 

Question 3.- The apparatus is worked either by militia men 
direct or by automatic installations wound up on the spot or from a 
central station for a given number of series. Automatically worked 
apparatus can, in most cases, be adopted, so as to be worked by hand 
in case of need. 

At present, a plan for a system worked by the movement 
of vehicles is being studied. 
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Q.uestion 4.- A three-colour system is employed in the Union 
of Soviet Socialist Republics. 

Q.uestion 5.- (a) The colours are red, yellow and green. 

{b) Red means "Stop" for vehicles and pedestrians. 
Yellow ffieans "Look out". Vehicles and pedestrians not yet having 
entered the cross-roads must stop; those already at the cross-roads 
must move away. Green means "Go". 

{c) The colours appear in the following order: green, 
yellow, red, yellow. 

(d) Lights of two different colours never appear at the 
same time. 

{e) Lights are placed vertically or (more rarely) hori
zontally. In the first case, the order is as follows from top to 
bottom: green, yellow, red (in some towns, the opposite order is 
adopted). In the second case, the red light is on the left the 
yellow in the middle and the green on the right (the opposit~ order 
is sometimes found). 

In the case of dial apparatus, the red sector is at the 
top, the green sector at the bottom, and the yellow sectors on the 
left and right. 

Question 6.- Flashing lights are not employed. 

~uestion 7.- The appearance of the lights is always the same 
as regards position and form. 

~uestion 8.- According to the rules in force in the towns, the 
signals apply, not only to vehicles, but also to pedestrians. (At 
cross-roads where the vehicular traffic is not very great, pedes
trians, however; do not invariably obey the signals.) 

~uestion 9.- Light signals consisting of lamps have been in 
use in the Union of Soviet Socialist Republics since 1930; dial 
signals, since 1933; and automatic signals, since 1~32. It is not 
proposed to abandon the system of light signals at present in use. 

~uestion 10.- As will be seen from the foregoing, there are 
only two systems of light signals in use in the Union of Soviet 
Socialist Republics, those consisting of groups of lamps and of 
dials. Each system has its advantages and its drawbacks. If the 
question of standardisation erose, each of the two systems would be 
standardised to a greeter or lesser extent, but the general adoption 
of one of these systems would not be considered. 

guestion 11.- In the Union of Soviet Socialist Republics, the 
system of signals hung in the middle of the road is generally adop~~ 

YUC10SLAVIA. 

General Observations. 

In a letter dated September lOth, 1935, the permanent 
delegation of the Kingdom of Yugoslavia accredited to the Leaeue of 
Nations stated that in Yugoslavia there was no system of mechanical 
light signals to control traffic at cross roads. 
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APPENDIX I. 

p ~0 T E 

on the operation of cross-road signals worked by 
hand, according to the three-colour system with
out bells, which has been introduced into France. 

The Paris light-signals system now uses the three 
colours - red, yellow and green- with the following ~eanings: 
Red: passage prohibited; Yellow: warning; Green: ·free passage, 
transversal traffic stopped. 

Let us consider (this is the simplest case) a cross-road 
formed by the intersection of two streets, A Al and B Bl (see 
sketch A). 

The cross-road signals are intended, at times of heavy 
traffic, to forbid the use of the cross-roads alternat~ly to've
hicles travelling along one of the streets, and thus to give free 
passage to the stream of vehicles in the other street. 

For this purpose four lights - a a1 , b b1 - mounted on 
appliances resembling lamp-posts and placed at a distance of 50 
centimetres from the edge of the pavement, are put at the corners 
of the cross-roads, as shown in sketch A. If the arrangement of 
the street lamps permits, these lights are placed on the ordinary 
lamp-posts. On the stand supporting the light which commands the 
best view of the cross-roads is placed the hand control apparatus 
worked by the policeman directing the traffic. At times when 
traffic is light, however, there is no policeman at the cross-roads; 
the four lights - a, a1, b, bl - display yellow flashes, enjoining 
caution on drivers approaching the cross-roads. Traffic can pro
ceed freely, vehicles being obliged to observe the rule of priority, 
on the right-hand side. 

At times when traffic is heavy, a policeman on duty 
works the alternating sig~als. In other words, traffic can pro
ceed freely along street B B1, for example (lights b, b1 being 
green), and vehicles on street A A1 stop in front of lights a, a1 , 
showing red. When the number of vehicles which has collected in 
front of a and a1 is sufficiently large, or when the time they have 
been obliged to halt has reached the maximum (30 seconds, for 
example), the policeman prepares a change of the direction of 
traffic by pressing a push button and maintaining his pressure. -
This action makes the signals b, b1 show yellow for the whole time 
the pressure is maintained (3 to 5 seconds, for example), which in
forms drivers on street B that the direction of traffic is goinc 
to be changed. Meanwhile, on street A, vehicles have remained0 

halted in front of lights a, a1 ,.which are still red. When the 
policeman removes his hand from the push button, lights b and b 
become red and lights a and a1 still remain red. 1 

This is the period of clearance of the cross-roads 
during which the vehicles on street.A A1 remain halted, allowing 
the stream of vehicles on street B, which had passed signals b 
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and b1 before they turned red, to leave the cross-roads. The 
duration of this intermediate period durina which all four lishts 
are red depends on the size of the cross-r~ads and the speed of 
the vehicles. Th~ policeman decides in each case how long this 
period will last.lJ 

At the end of the intermediate period, the policeman 
again presses the push button, and lights a and a1 become green 
(without intermediate yellow, which is unnecessary). At the same 
time, the striking of a gong informs drivers that they can move 
forward. This gong may be regarded as a provisional device, aimed 
at ensuring the transition between the old bell-ringing, which made 
a great deal too much noise, and the new yellow and green colours 
with which some drivers are not yet sufficiently familiar. Traffic 
then moves along street A A1 • 

One minute later, for example, the policeman takes simi
lar steps to change the direction of traffic once more. 

Lights a, a1, b, bl are situated at a height of about 
3.50 metres and are not very visible from within the body-work of 
most present-day cars, when they are close to the lights. In 
order to ensure better visibility, these main lights are accom
panied by so-called "repetition" lights, which work simultaneously 
and which are placed on the stand of the apparatus at a height of 
about 1 metre,. and also on any islands there may be in the middle 
of the street. 

Lines of studs, p1 , p2 , p3 , P4, define the parts of the 
street reserved for the crossing of pedestrians. 

At certain cross-roads, there are now luminous studs, 
with an appearance similar to metal studs. Their height above 
the street level is approximately the same, but their area is much 
larger. They contain an appliance with red, yellow and green 
lights, synchronising with the signal lights of the cross-roads 
on which they are situated. These luminous studs are situated in 
the line of crossing studs on the outer side of the cross-roads, as 
shown in the sketch. In this case, they are intended for the 
guidance of vehicles, supplement the action of the signals, and 
oblige vehicles to stop short of the crossing place for pedestrians. 
They can also be placed between the studded crossing places at c, 
c'l, cz, c'2, the lights facing towards the pavement. They then 
provide guidance for pedestrians, and are synchronised with the 
lights of the transve~sal street, to remind pedestrians that they 
must only cross the street when it is closed, and when the trans
versal street is therefore free. 

l) This intermediate period may mean loss of time for traffic if 
the policeman does not see, on each occasion, that it is of 
the proper length, which may be very short. Hence, in prin
ciple, it does not exist in connection with the automatic de
tector pads which are usually employed at narrow cross-roads 
and those with medium traffic, where the need for this inter
mediate period is not felt. 



- 58 -

Special Marking of Certain Passages for Pedestrians 
elsewhere than at Cross-Roads. 

Passages for pedestrians are, as a rule, marked out at 
cross-roads. Nevertheless, local circumstances often lead to 
passages being arranged for pedestrians in the interval between 
two distant cross-roads. If traffic is very heavy at this place, 
the crossing of the street, particularly if it is a wide one, 
presents certain difficulties and even some danger. To dispense 
with the presence of a policeman for the purpose of stopping the 
traffic in both directions from time to time in order to allow 
pedestrians to cross, signal lights worked by hand according to 
the following principle have been put up at several places (see 
sketch B). 

Two signals A and B, similar to those used at cross
roads, are placed on either side of the passage which is to be 
protected. Normally, they show a green light and vehicles may 
move freely in both directions. Two luminous panels pl and p2, 
parallel to the axis of the street, bear the inscription "Pedes
trians, wait" in red letters. If a pedestrian wishes to cross, 
he presses a control button on the apparatus. The signals become 
yellow and then red. At this moment, the words on panels pl and 
p2 change and the words "Pedestrians, cross" appear in green 
letters. Vehicles then stop and pedestrians cross. After a 
certain interval, which depends on the breadth·of the street to 
be crossed, panels pl and p2 once more become red, with the words 
"Pedestrians, wait", and the signals for vehicles automatically be
come green after allowing sufficient time for the last pedestrians 
to leave the street. Vehieular traffic then goes on again. 

The apparatus is so designed that it is impossible to 
operate the signals until some time after the previous crossing. 
The idea is to prevent pedestrians from using the signals so often 
that traffic is unduly held up. 
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.APPE1"D IX I I. 

N 0 T E 

on detector pads at cross-roads 
(France) 

The installation consists as a rule, in the case of 
cross-roads formed by the intersection of two streets, of four 
lights and four detector peds placed at about twenty-five metres 
from the cross-roads and connected up to a control box. 

The lamps take the place of the policeman's arm the 
detector pads are his eyes, and the control box his brain.' The 
automaton thus created strictly carries out the instructions given 
its memory is infallible, its eyes are everywhere and it never get~ 
tired. 

For the sake of clearness, we shall call the streets 
A, A1, B,Bl, ~he lamps a, e1, b, b1, the detector pads pa, pa1 , pb, 
pbl as shown 1n the attached diagram (C). 

Preliminary Remark.- As vehicles do not keep to their 
extreme right, the pad has to extend more than half way across the 
street, and in narrow streets from one pavement to the other. 
The vehicle therefore passes over two detector pads, but the 
latter produce two successive contacts, which only act on the 
control apparatus if they occur in a given order. 

Thus the apparatus is only influenced when a pad is 
crossed by a vehicle (car or bicycle) proceeding towards the 
cross-roads. The pad may be described as unidirectional. 

Nevertheless, non-directional detector peds (simpler 
and therefore less expensive) may be used in one-way streets or 
parts of streets where it is unlikely that a vehicle will pass, 
even when it is not keeping well to the right. 

NEUTRAL POSITION. 

In the absence of traffic, all the lamps are lighted 
and show yellow flashes in all directions, thus enjoining caution 
on all vehicles approaching the cross-roads. 

PASSAGE OF A VEHICLE. 

If, for example, a vehicle proceeds towards the cross
roads from the direction of A, it causes lights a and al to become 
green (free passage) by passing over the detector pad pa. At the 
same time, lamps b and b1 become yellow (1 to 2 seconds) and then 
red, stopping traffic in the transversal street. This situation 
lasts for a variable given time (7 seconds, for example), suffi
cient to allow the vehicle to leave the cross-roads by one of the 
streets A1 , B or B1 • Immediately afterwards, all the lights 
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return to yellow flashes and we are back again to the neutral 
position. 

PASSAGE OF SEVERAL VEHICLES ALONG THE SAME STREET. 

If, after lamps a and a1 have become green to give free 
passage in A and A1 , other vehicles arrive on pads pa or pa1 , the 
lamps remain green and traffic remains free along streets A and 
A1 (streets B and B1 being barred) as long as no vehicle arrives 
along streets B or B1 , a situation which we shall now examine. 

CASE OF VEHICLES ARRIVING ALONG A AND B TOWARDS THE CROSS.:...ROADS. 

suppose that the vehicle arriving along street A crosses 
pad pa before the vehicle arriving along street B crosses pad pb. 
Lamps a and a1 become green for a time, to allow tre first vehicle 
to pass. Lamps b and bl have simultaneously become yellow and 
then red, stopping the second vehicle at right angles to b. When. 
the time t has elapsed, lamps a and a1 become green, allowing the 
second vehicle to pass during the time t. If by any chance the 
vehicles cross the two pads at exactly the same moment, priority 
is given to the street usually having the greatest traffic. 

If the first vehicle coming from A is followed soon 
after by vehicles coming from A or Al, the vehicle which has 
stopped in front of lamp b remains there until an interruption 
longer than t occurs along A to A1 • It is then given free passage. 
If at the end of T seconds (another time to be determed - 20 seconds 
for example) this has not yet occurred, a special device comes into 
play which makes lamps a and a1 turn yellow and then red and makes 
lamps b and b1 turn green in order to prevent the stopped vehicle 
from having to wait too long. If the wait is not very short, 
other vehicles will probably be waiting in front of lamps b and b1 • 
A special device has the effect, at the end of intervals fixed at 
t seconds, of making pads pb and pbl once more "sensitive". If 
these pads are then actuated, a superposition of effects occurs 
and free passage is given along B, B1 for an additional period t 1 to be determined. 

The position can be made clear by figures. Suppose, 
for example, that street A has remained free for the passage of 
vehicles for the time T assumed to be 20 seconds. The apparatus 
will have been set for times t = 7 seconds and t 1 = 5 seconds. 

Suppose that two vehicles have arrived along B in the 
first 7 seconds, one in the next 7 seconds and fiYe in the last 6. 
Detector pads pb and pb1 having been put into action three times 
in 20 seconds, free passage will be given along B, B1 for 7 ~ 5 ~ 5 
= 1? seconds for seven vehicles, instead of 7 seconds only for the 
two vehicles of the first period. Although the time allotted is 
not strictly in proportion to the number of vehicles which are 
waiting, there is nevertheless a relationship which is sufficient 
in practice. It may be added that if, during these 17 seconds, 
other vehicles arrive along B or B1, the passage will remain free 
along B, B1 up to the maximum of 20 seconds (timeT), except, of 
course, if no vehicles arrive along street A, in which case vehicles 
can pass along B until the arrival of a vehicle along A. 
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There are three makers of apparatus which, by different 
technical methods, produce the effects described above. 

They are: (1) Les Etablissments Saunier, Duval & 
Frisquet, 99, Avenue de la Republique, Paris (11); (2} La Compagnie 
des Compteurs, 12 Place des Etats Unis, Montrouge (Seine); (3) la 
Societe Eclairage des vehicules sur rails, 22 Rue d'Anjou, Paris (8). 
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QUESTIONNAIRE. 

1. Has any system of meehnnieal light signals for n•gulnting traO'i1· 
at cross-roads, pnrtieularl~· in towns. lwPn ndoph'd in ~·our 1·onntr~·. l'ithPt' 
as a regular measure or b~· way of exJwrinwnt ·r n1ws it 1•1um• utllh•r tiH• 

loeal authorities only, or is it undt•r tht• onlt•rs and t•ontrol of th1• 1•1•ntr11 l 
authorities in ~·our country ·f 

2. \Vhat s~·stems of signnlling urt• l'lllployed. and in what 1·nsps an• 
they severally employed f 

3. Is the apJ):uatus workt•d b~· hand ot· automntit·nlly ·1 In tltt' latt1•r 
ease, in what does the nutomatie nature of the s~·stpm e1msist ·t 

-!. Are the systems of signnlling hast>tl on the prineiple of signals of 
one, two or thrpe colours 7 

5. (a) \Vhat nrc the eolours Plllplond 1 (/J) What is tlw l'XIIl'! 
meaning of eaeh of them t (c) In what ordl'r do thl'~' npJlPIIr '1 (d) no 
lights of two different colours 11ppt>ar simultnneousl~· in t'l'rtnin l'IISI'S 11nd, 
if so, what do they signify 1 (c) How nre tlw lights SIIJll'I'JHlsetl ot' 
grouped, and in what order'? 

6. Are fixed lights or flashing lights l'IIIJlloyed ·f In tltl' lnttl'r t'IISI', 
how frequently do the flashes Ol'eut· '? 

7. Is the appearanee of Paeh or tlw lights of tlw signnl thnt of 11 
light which does not ehange as rpgnrds position or form, or is tht>t't' 11 
system prod ueing the et't'eet of n moving light or sonw 1 igh t n pJmrn t us 
which changes in order to give gradual wnming ot' thP disappl'nrnlll'l' ol' 
the light 1 

8. Are the signals in question intPIHh•d only I'm· tlw nsl' of vl'ltiell's ·r 
Is it prm·ided that pedE's tria ns sha 11 ohsprve thosp signnls nnd tnlil' 
account of them, or is there a speeial s~·stem of signnl1-1 fm· pPtiPstrinns 
and, if so, what is that systPm ? 

In the latter ease, does eaeh eolour l1Par the snllll' signifit·nnt'l' in till' 
signals intended for pedestrians ns in those intended l'or vdlielt•s 1 

9. How long have the various systt>ms in usp in your l'ounll'Y IH'l'll 
employed T Have any others hepn Pmploypd whieh lia\·p snbsPqllt'lltly 
been abandoned~ As rPgards those at prPs<'nt PmployPd, nrc thPI't~ n11y 
that it is proposed to ahandon and, if so, for wlwt rpasons 1 

10. Is the general adoption of one of those s~·stl'llls nll'l'lllb' 
proeeeding or contemplated, with a tl'ndt•ney towal'lls a mo1·e o1· IPss 
general standardisation? 

11. Is preferpnee given in your eountry to signn\s snspl'lldPd i11 tliP 
middle of the road, or to those placed otT the road at tliP l'Ol'lll'rs ol' t·ross· 

roads? 

12. Do you consider that meehunieul light signals Ill'<' lu•c·oming 
neeessary owing to the im·rpase ol' trat't'ie 1 In what t•nsPs and to what 
extent has the systPm lH'l'II att!'nded by any dra wbac~ks 1 

13. Is the signalling systPm <'mployetl by the tmfrie polit'P ('l'ablc~ IV 
in document C.671..JI.3~1.l!J:I3.VIII: "Hoad Signalling,,) adPquate to llll'Pt 
present-day nPeds ~ DoPs it work satis!'al'!oril~· in eonjnJil'tion with till' 
systems employed for light signalling 1 What is t!H• Jll'l'SPIII position in 

your country as regards this question 1 
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(E.932. Extract.) 
Geneva, October 31st, 1935. 

LEAGUE OF NATIONS. 

ECONO:li:I C CQl,"li:J: TTEE. 

TOURIST 'l'HAFFIC CONSIDERED AS AN INTERNATIONAL ECON01~IC FACTOR. 

Results of the Session of the Sub-Committee of Experts 
on Tourist Traffic 

(Geneva, October 21st - 24th, 1935) 

Contents. 

SECTION I. 
. . . . . . . . . . . . . . . . . . . . . . . . . . . 
III. Decisions of the Economic Committee. 

SECTION II. 

Session of the Sub-Committee of Exerts on Tourist Traffic 
Geneva, October 21st - 24th, 1935 

A. List of the members present. 
B. Results of the session. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 

2. Technical ~uestions relating to the Tourist Traffic: 
(a) Passports; 
(b) Measures to reduce the Number of Traffic Documents; 
(c) Recommendations of the Sub-Committee; 
(d) Customs Formalities; . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
(g) Facilities to be granted in respect of Railway Travel. 

SECTION I. 

III. DECISIONS OF THE ECONOMIC COI.lMITTEE . 

• • • the Economic Committee, having regard to the fact that 
several of the technical problems of the tourist traffic have for 
some years past been dealt with in international agreerr.ents or are 
being investigated by qualified bodies, decided: 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
{b) To convene a Sub-Committee of Experts on Tourist Traffic 

to formulate an opinion as to what action should be undertaken or 
pursued in order to promote a revival of the international tourist 
traffic. 

The question of tourist statistics is at present under 
consideration by the statistical experts. 

The Sub-Committee of Experts on Tourist Traffic met at 
Geneva from October 21st - 24th, 1935. 
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SECTION II. 

MEETING OF THE SUB-COMMITTE~ OF EXPER_TS ON THE _JOPRIST_ TRAFFIC. 

A. List of Members. 

Representatives of national tourist offices. 

Austria: M. E. 

Spain: M. J. 

DEINLEIN, Head of the Tourist Traffic Depart
ment at the Federal Ministry of Commerce 
and Transport. 

RUIZ DE ARANA, Viscount de Mamblas, Head of the 
Tourist Traffic Department at the Ministry 
for Foreign Affairs (also representing the 
P.N.T. of Madrid). 

United States: Mr. Donald F. BIGELOW, of the United States 
late-General, Geneva. 

Consu-

France: 

Italy: 

Norway: 

Netherlands: 

United 
Kingdom: 

Switzerland: 

M. E. PEYROMAURE-DEBORD, Maitre des Requetes 
Council of State, Delegate-General 
Tourist Traffic. 

at the 
for 

M. Oreste BONOMI, Director-General of Tourist Traffic 
at the Press and Propaganda Ministry.l) · 

M. G. B. LAMPE, Director of the National Tourist 
Traffic Office. 

M. W. P. E. VAN DEVENTER, Director of the General 
Netherlands Tourist Traffic Union; Secre
tary-General of the International Union of 
Official Organs for the Promotion of the 
Tourist Traffic.2) 

Mr. L. A. DE LACY MEREDITH, General Director, The 
Travel and Industrial Development Associa
tion of Great Britain and Ireland. 

M. Siegfried BITTEL, Director of the Swiss National 
Tourist Traffic Office. 

Belgo- Colonel E. N. F. PULINX, Director-General of the 
lJ.lxemburg Union: Belgo-Luxemburg Tourist Traffic Office. 

Representatives or International Tourist Traffic Organisations. 

International Touring Associa
tion, Brussels: 

International Association of 
Rec ognire d Automobile Clubs, Paris : 

Central Council of Inter
national Touring, Paris: 

International Railway Union: 
International Union of Official 

Organs for the Promotion of 
the Tourist Traffic: 

M. Paul H. DUCHAINE, Secretary
General, Member of the Mines 
Board. 

Colonel G. PERON, Secretary-General. 
Count HADELIN DE LIEDEKERKE

BEAUFORT, President. 
M. LEVERVE, Secretary-General.3) 

Colonel E. N. F. PULINX, Chairman. 

1) Replaced during part of the session by M. A. RAVA Heaa of 
Section at the Directorate-General of Tourist Traffic, Rome. 

2) Prevented from being present by temporary absence in the United 
States. 

3) Unable to attend. 
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B. Results of the Session. 

The Sub-Committee made a careful examination of the 
various questions relating to international tourist traffic in 
the light of the present economic situation. It divided the 
questions to be considered into two main categories: the first 
of a general character, comprising the questions which govern the 
development or cause the shrinkage of the international tourist 
traffic, and the second comprising the various technical problems 
relating to such traffic. 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
2. Technical Questions relating to the 'l'ourist Traffic. 

ta) Passports. 

In the course of its consideration of various means of 
promoting and developing the international tourist traffic the 
Sub-Committee gave its attention to the methods most likely to 
lead to this result. 

In this connection, it examined the present position in 
respect of passports or documents in lieu of passports. It draws 
attention to the recommendations adopted by the Passport Conference 
held at Geneva in 1~26, to which it is desirable that the various 
countries should, as far as possible, conform. While noting, 
moreover, that these recommendations have led to a considerable 
simplification of formalities in this connection, the Sub-Commit~ 
draws attention to the possible effect upon the international 
tourist traffic of the practice, in certain countries, of making 
a high charge for the issue of passports to nationals wishinr, to 
travel abroad. 

While of opinion that the effects of such practices, 
which hitherto have not been widespread, should not be exaggerated, 
it considers that attention may well be drawn to their existence 
and to the fact that they have already provoked, and are likely 
to go on provoking, measures of retaliation. 

Generally speaking, the Sub-Committee holds that, from 
the point of view of the international tourist traffic, it would 
be highly desirable that the pre-1~14 position should be restored. 
This position was characterised by a general absence of restric
tions, and tourists were not obliged to provide themselves with 
passports. 

In this connection, the Sub-Committee ventures to im
press upon the Economic Committee the desirability of drawing the 
attention of the Communications and Transit Organisation to the 
progress already made in various countries, either by independent 
action or bilateral agreements. 

In this way, certain countries (such as Belgium, France 
and Switzerland) have reciprocally exempted their nationals from 
the necessity of producing passports or have agreed to substitu
tion for passports of some other paper indicative of nationality

e.g., tourist cards, identity cards, collective lists in lieu of 
passports, etc. 
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An even larger number of countries have a~shed visas. 

(b) Measures to reduce the Number of Traffic Documents._· . 

The multiplicity of international traffic documents at 
present required constitutes a hindrance to international motor 
travel.l) 

some of these documents which comprise exactly the same 
particulars serve identical purposes; others, such as the fiscal 
permit, have lost their raison d'etre in the vast majority of 
countries· others lastly such as those introduced by the Motor 
Traffic C~nventio~ of April 24th, 1926, can, for all practical 
purposes, be replaced by the corresponding national papers, as 
indeed has already been done in a number of countries. 

The Sub-Committee is of the opinion that, in the 
interests of motor travel, it is important to reduce the number 
of documents required through the abolition of the fiscal permit, 
the international motor certificate and the international driving 
licences, provided always that those concerned are in possession 
of national licences. It notes that distinct progress has al
ready been made through the co-operation of the League Transit 
Organisation with the International Association of Recognised 
Automobile Clubs and the International Touring Association, and 
urges these organisations to continue their efforts in this direc
tion, 

The Sub-Committee also hopes that the Transit Organisa
tion will extend its present fruitful co-operation in the matter 
of road traffic to the international organisation concerned with 
such other means of communication as sea and air transport. 

The Sub-Committee also turned its attention to the 
possible consequence - both as to the number of traffic papers and 
to the incidental charges payable by tourists - of the extension 
to foreign motorists staying in or passing through the country 
of compulsory third party insurances in countries where compulsory 
insurance has been introduced, and in a form which, in ma~y cases, 
entails complicated formalities at the frontiers. It considers 
that, on this point also, an investigation should at once be made· 
into the facts of the situation, with a view to the introduction 
of every possible simplification compatible with the application 
of the national laws. 

(o) Recommendations of the Sub-Committee. 

The Sub-Committee recommends that, as regards both pass
ports and the traffic documents required of foreign tourists, the 
various Governments, when framing regulations, should bear in mind, 
subject to legitimate considerations of national security, the 
three following principles: 

(1) The document~ required by tourists proceeding 
abroad should be as few in number as possible; 

(2) Their cost should be as low as possible; 

1} These remarks apply, mutatis mutandis, to travel by air, 
water, etc. 
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(3) The formalities to be complied with in obtain
ing such documents and also during the time spent in 
foreign countries should be reduced to a minimum. 

The Sub-Committee further expresses the hope that the 
Transit Organisation will study means of enabling foreign motor
ists to travel with a minimum of formalities in countries which 
have made third party insurance compulsory in their territory. 

(d} Customs Formalities. 

The Sub-Committee learnt that, at the instance of the 
French Government, the Secretariat of the International Associa
tion of Recognised Automobile Clubs was preparing a draft inter
national convention for the codification, simplification and 
standardisation of those parts of the customs legislation of the 
various countries which deal with the passage of tourists from 
one country to another by whatever means of transport, the 
Customs regime applicable to means of transport, spare parts, 
camping equipment, luggage, provisions, cameras, cine-cameras end 
wireless and other.apparatus, and also to saddle end draught ani
mals accompanying tourists, and, in the last place, the customs 
regime applicable to publicity material. 

As is essential in the case of a matter which, at least 
in part, forms the subject of international agreements or of in
vestigations with a view to the conclusion of such agreements, the 
Sub-Committee expresses the hope that the League of Nations will 
be kept informed of the progress made in this direction, so that 
it may be instrumental in avoiding dup+ication end securing the 
necessary adjustments. 

. . . . . . . . ... . . . . . . . . . . . . . . . . . . . . ' . 
(g) Facilities to be granted in respect of Railway Travel. 

The Sub-Committee proceeded to an exchange of views re
garding a number of questions relating to the conditions of rail
way travel and, more particularly, to the difficulties of the 
specialised organisations in drawing up combined itineraries on 
account of the diversity of railway tariffs and the varying ex
tent to which reductions can be obtained on the ordinary rates, 
etc. It thinks that a useful means of stimulating travel would 
be to introduce an international mileage ticket with which tourists, 
on payment of a specified sum, could travel a stated number of 
miles on the railways of a number of countries (and also, perhaps, 
use water and air routes). These tickets would entitle their 
holders to break their journey whenever they chose at any station 
in the countries parties to the necessary agreement. The Sub
Committee is of opinion that the introduction of such a system 
might, in the first place, be confined to a limited geographical 
area and that, in this connection, the results obtained through 
the adoption of such tickets in Spain might be taken into account. 

The Sub-Committee expresse; the hope that this sugges
tion will be duly examined by the Transit Organisation. 

' · 124-7so~l-1936 
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SIGNALS AT LEVEL CROSSINGS ,/>" ,, 

REPORT OF THE SPECIAL COMMITTEE . ( LI-
Adopted by the Advisory ~11d Tcclznical. Committee for Commtmiccllions 111~ 1~rans\t .// 

(Nnzetecnth Scsszon, J:.."o'l'onba 1935). "~...._,/-~ 
The Special Committee for the study of the question of si .. nals at levd crossin•Ts 

composed of : o o • 

M. E .. MELLIN!, Higher Inspector of Railways, Tramways and Automobilt·s of the 
Kmgdom of Italy (Chairman) ; 

M. Ch. H. J. DRIESSEN, Chief Engineer, Head of the Permanent Way and Works Depart· 
ment of the Netherlands Railways; 

M. P .. c. FRANKLIN, of the Roads Department, l\linistry of Transport of the United 
Kmgdom; 

M. H. HUNZIKER, Director of the Railways Division at the Swiss Federal Dt•partment 
of Posts and Railways; 

M. P. A. V ALSINGER, Head of the Technical Service of the Swedish Department of Roads 
and Bridges ; 

M. C. WALCKENAER, former Inspector-General of Mines at the French Ministry of Public 
Works; 

M. J. L. METTERNICH, Secretary of the Special Committee. 
met at Geneva from January 1oth to 12th, 1934. and from August 22nd to 25th, 1934.1 

In the interval, extensive documentary material was collected on the basis of a question
naire (C.L.21.1934·VIII) sent out by the Secretary-General of tho League of Nations to the 
Governments of European States and to those of the United States of America and Canada. 
Replies from thirty States 2 have been received and analysed by the secretariat of the Special 
Committee. 

From the outset of its work, the Special Committee found it desirable, at least for the 
present, to confine its study to the question of the international unifiCation of the system of 
signals adopted for the protection and regulation of road traffic at lcvd crossings, without 
going into the question whether it would be possible and advisable in every case to usc any 
particular system of regulation or protection. 

Some reference to the present situation may now be useful. 
Under the uniform system of road signals instituted by the International Convention 

of April 24th, 1926, and supplemented by that of March 3oth, 1931, signals giving warning 
of railway level crossings arc triangular in form, like other danger signals. Their distinctive 
feature, save in exceptional cases when the triangle is hollow, is that thcf bear in the centre 
the picture of a gate or of a locomotive, according to whether it is a lcve crossing with gates 
or a level crossing without gates. . . 

There was for a time some hesitation as to whdhc·r these two pictures were SUitable m 
the case of certain level crossings at which there arc no actual gates, but which arc in fact guar~lcd. 
This question is now settled. The picture of the gate is to be rcservcd for level cros~mgs 
actually provided with gates ; that of a locomotive is to be used for aU other level crossmgs, 
whefr •. .:r guarded or not. . . 

These triangular advance signals arc already very widdy used.. It.1s Important, however, 
to distinguish between the de facto situation and the legal obligatiOn 1~ the matte~. Under 
the international Convention, contracting States have undertaken to Introduce th1s system 
of advance signals, or to have it introduced in their territories, and to exclude all other .signals 
for the purpose. But this undertaking applies only to the form and appcara~ce of the s1gnals; 
it prevents a different kind of signal from being us~d for tlw sam1: purpose ; Jt docs nut v,eatc 

• M. Valsinger was unable to attend the second meetin;:. . . 
1 Albania, Austria, Belgium, Cnited Kingdom of Great llritain and 1\'orth~rn Ireland, Bulgana •. Canada, Czecho

slovakia, Denmark, Estonia, Finland, France, Greece, Hungary, Irish 1:rcc State, Italy, l:atvJa, LJthuaOJa, .lllonaco, 
Netherlands, Norway, Poland, Portugal, Roumania, Saar, Spain, Sweden, SwJt~rlaud, l'urkcy, U111tcd States of 
America, Yugoslavia. 
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an ositive obli ation as to their. general use. In point of fact, certain States ":hie~ h~ve 
ac~eded to the Cognvention have not as yet taken any general measure.s to ~ake t~e mstltutlQ.D. 
and upkeep of these advance signals legally compulsory on the roads m their terntory. . 

- Further, it is recognised that level crossi~gs witho~t gates sho_u~d have a secon~ signal 
placed in the immediate vicinity of the crossmg, showmg the p~sit~on of the crossmg and 
preventing any risk that a driver who has no~ fully g~aspe~ the sigmficanc~ of t~e figure on 
the advance signal may confuse the crossing m quest10n with a level crossmg With gates of 

· · ·.vhich the gates are open. . . . . 
. There is no clause on this subject in the mternatlonal Conventwns. Th~Internatlonal 

Railway Union has adopted for the purpose a special signal in the ~orl!l of a. smgle or double 
St. Andrew's Cross, according as the line is single or double. This si_gnal m the form of a 
St. Andrew's Cross is already very commonly employed. But so far It has not formed the 
subject of any agreement between States. . . . 

The two signals just referred to must be regarded as essential ; but, m several countnes 
which have had a wide experience of their use, they are not regarded as adequ~te .. 

It is important to distinguish, as regards sigr:alling, between thr~e categone~ of_ level 
crossings ; those with gates (ca_tegory A) ; those without gates, bu~ With automatic ~Ignals 
announcing the approach of trams (category B) ; and, lastly, those Without gates and Without 
automatic signals (category C). . . 

As regards category A, since it sometimes hal?pens _that cars. d:;sh ~nto clo_sed gates, It 
seems essential that the gates should not only be pamted m. some ~hstmctlye fashi~n, but that 
during the night, if they arc not open, they should be proVI~ed With red hg~ts faci?g the road 
for " Stop ", or with red reflectors, or that they should be hghted by a special proJector. 

Further several States have noted the utility of various supplementary devices designed 
to attract the attention of drivers of motor-vehicles or to keep their attention as they are 
approaching a level crossing. These devices are as follows : 

(a) To place reflectors on the rim of the advance signal; 
(b) To place along the road, between the advance signal and the level crossing, 

a series of posts showing the distance ; 
(c) To place, in the immediate vicinity of the level crossing, palings painted in 

distinctive colours. 

The Special Committee docs not propose to require these supplementary measures to be 
taken at all level crossings of category A, whatever the density of traffic on the road, or that 
they should all be taken simultaneously ; but it seems to it not unreasonable that on roads 
on which there is heavy motor traffic it should be made compulsory to adopt at least one of 
those measures. 

As regards category B, it is essential that the special signal giving warning of the approach 
of trains should be distinctive and such as to arrest the attention of users of the road. After 
having reviewed the various devices that have been used or tried, the Committee proposes 
that it be decided that the signal should consist both by day and by night of one or more red 
flashing lights. It will be accompanied by a sound signal. 

On roads on which there is heavy motor traffic it is desirable also to supplement the system 
either by a flashing light showing white when the crossing is free or by one of the provisions 
(a), (b) or (c) already described. 

No mention has been made above, for the level crossings in categories A and B, of any 
condition regarding the visibility of the railway-lines for users of the road ; not that this question 
of visibility is negligible, but because, in principle, the Special Committee's proposals are 
intended to refer only to signals and because, for crossings of categories A and B, judicious 
sign~l~i~~ arrangements can and ~hould serve adequately to s11:pply any shortcomings in regard 
to visibility. But for level crossmgs of category C, the question does not present itself in the 
same manner. The ~~ecial Committee considers good visibility essential and places it in the 
forefront of the condit~ons to be fulfilled by level crossings of that category. The visibility 
sho~ld be such tl_1at, wit~l due allowance for the maximum speed of the trains, the driver of a 
ye~Icl~ approachm~ a railway may have time to st.op before entering the crossing when a train 
1s m sight and. a dnver who has entered the crossmg when a train appears may have til!l~ to 
clear the crossmg. · 
.. Furth~r, for alllev~l crossings_of_ category C, whatever the density of traffic on the road, 
1t 1s es~entlal that the signals consistl!1g of a triangular advance signal and the St. Andrew's 
Cross signal shou_ld be supplemented either by an amber flashing light functioning throughout 
the hours of service, or by one of the provisions (a), (b) or (c). 

'Ihis ... o;.;~d m~ke it I?ossible, for the ~hree ~ategories of level crossings, to contemplate 
a system of signalling _which would be urufor~ m t~e esse?~ial provisions, while permitting 
of some freedom of choice for meas~res of detaiL !his elasticity would facilitate the adoption 
of the system by Governments _which, on these pomts, prefer the solutions that each of them 
has :;l~eady_ s~lected a?d that 1t would _be a c~stly matter. to replace. As regards the main 
pro':1s1ons, 1t 1s essential from every pomt of view that umty should be achieved as soon as 
possible. 

The Special Co~mit~e:'s c~nclusions are given in Ch~pter I here~n~er, principally for 
the p_urposes of main ra1h' ay hnes. . Chapter II shows bnefl.y the pnnCiples on which the 
question sho';lld be settled for local railways and. tramways. Lastly, various recommendations. -
form the subJect of Chaptet_III. . • • •. · ·. . , ... . · • ~. 



CONCLUSIONS. 

CHAPTER I. 

.. For purposes of t~e signalling ~~d pr.otection of level crossings, the Committee 
opmion that level crossmgs may be diVIded mto the following three categories: 

A. 
B. 
c. 

Level crossings with gates; 
Level crossings without gates but with automatic sianals · 
Level crossings without gates and without automati~ sign~ls. 

is of 

For. each of these three categories, the Special Committee is of opinion that the regulations 
to be latd down must be based on the following principles : 

A. Level Crossings with Gates. 

r. Warning of level crossings with gates must be given on the road by means of triangular 
a.dvance signals bearing. the p~cture of a gate, in confo.rmity with the 1926 Conventi01~. The 
sig?al post must be painted m alternate red and white, or red and light yellow transverse 
stnpes. 

On !fiain roads and on s~conda.ry roads with heavy motor traffic during the night, the rim 
of the tnangle must be provided Wlth a number of white or yellow reflectors. Such reflectors 
should not be compulsory if, between the advance signal and the gate, the neighbourhood 
of a level crossing is shown either by a number of posts indicating distances, placed on the 
right or left side of the road according as the traffic keeps to the right or left, or by placing 
in the immediate neighbourhood of the level crossing, to left and right, palings pamted red 
and white, or red and light yellow, and so arranged as to attract the notice of motor-drivers. 

2. Gates must be painted red and white, or red and light yellow. 

3· In order to make gates more visible by night they must be provided either with red 
reflectors, or with a red light, or with a flood-light illuminating the gate whenever it is not 
fully open. 

4· In order to avoid any confusion with level crossings coming under categories Band C, 
level crossings with gates must not be provided with signals in the form of a St. Andrew's 
Cross. 

5· Gates operated from a distance (whether by a railway employee or b,Y a~ autom~tic 
device) must be provided with sound or sight signals giving road users warmn~ m sufficient 
time that the gate is about to be closed. Road users not yet on the level crossmg must stop 
before reaching it; road traffic already on the level crossing must clear it speedily. Gates must 
be closed slowly enough to enable such traffic to clear the crossing. 

6. At all level crossings with gates, the gates must be guarded during the whole period 
when train services are in operation. Should a level crossing be transferred from c.ategory A 
to category B or C, the gates must be removed in order to avoid any misunderstandmg on the 
part of road users. 

B. Level Crossings without Gates but with Automatic Signals. 

I. Warning of level crossinas without gates but with automatic signals must be giycn 
on the road by means of an ad~ance triangular signal bearing the pictur: of a locom.otlve, 
in conformity with the 1926 Convention. The posts must be painted as provided above m the 
case of level crossings with gates. 

z: In. the immediate vicinity of the railway,~ sig~al.must be placed in th~;o~~ ~~::~~!~ 
or double St Andrew's Cross according as the hne IS smgle or double. T 1 ·. 1 ·ts 
Crosses must .be painted in tw~ colours, red and white or red and light yellow ; t •e Signa pos 
must be painted in alternate stripes of the same two colours. . 

~· 

. . . . . f h h f trains must also be placed m 
3· The automatic stgnal gtvmg warnmg o t e approa\ 0 

. ht this signal must cn!'~!::t-
the immediate vicinity of railway lines. Both by day and Y mg ffi' t to 
of one or more flashing lights, red in colour, indicating that road tra c mus s P· . 

. . . al t b companied by a sound signal. 4· The above-mentioned red light stgn mus e ac 
. h h tor traffic during the night, 

5· On main road and on secondary roads wtt cavy mo 
one of the following four devices must also be used : 

. . d th th n those at which the red 
(a) A flashing white light, appeanng at peno s o er a 

flashing light is shown. . 
. . t b t k n to ensure that, if the s1gnal 

(N. B. -All necessary precautiOns wt~l ;ave to d eina a e manner contrary to safety.) 
is not working properly, it cannot be m erpre e -·- .. 



(b) Between the triang~lar advance. sign and the level cro~sing, a number of posts 
indicating distances on the nght or left stde of the road, according as the traffic keeps to 
the right or left. . . . 

(c) In the immediate neighbourhood of level crossmgs, to nght and left, palu~gs _ 
painted red and white or red and light yellow, and so arranged as to attract the notice 
of motor-drivers ; 

(d) Reflectors suitably placed on the triangular advance signal, white or yellow 
in colour. 
6. Signals of the same kind, but operated by hand instead of bein~ automa~ic, shall be 

regarded as equivalent to the automatic signalling of the approach of trams prescnbed above. 

C. Level Crossings without Gates and without Automatic Signals. 

I. In the case of level crossings without gates and without autom~tic signals, it is 
essential that the railway lines should be clearly visible. to users of t~e road, With ?ue allo~ance 
for the maximum speed of the trains, so that the d~tver of a ve~1cle approach~ng_ a. ra1~way 
from <:ither side may have time to stop before entenng the crossmg when a tram 1s m stght, 
and a driver who has entered the crossing when a train appears has time to clear the crossing. 

2. Such level crossings, if used by motor traffic, must be marked on the road by the 
advance triangular signal bearing the picture of a locomotive prescribed by the Ig26 
Convention. 

3· In the immediate vicinity of the railway a signal must be placed in the form of a 
single or double St. Andrew's Cross, according as the line is single or double. The St. Andrew's 
Crosses must be painted in two colours, red and white, or red and light yellow. The signal 
posts must be painted in alternate stripes of the same two colours. 

4· Furthermore, for level crossings used by motor traffic, one of the following devices 
should be used : -

. . ( aJ Bet_wecn the triangu_lar advance ~ign and the level crossing, a number of posts 
md1catmg d1stances on the nght or left stde of the road, according as the traffic keeps 
to the right or left. 

(b) In the ~mmedi!lte ncighbourhoo~ of level crossings, on both the right and left side 
of the road, palmfjs pamted red and whtte or red and light yellow; and so arranged as to 
attract the attentiOn of motor-drivers. 
. (c~ A fla~hing o_rangc light, working during the whole period when the train service 
m the 1mmed1ate neighbourhood of the level crossing is in operation. 
. (d) Reflectors suitably placed on the triangular advance signal, and white or yellow 
m colour. 

CHAPTER II. 

Tlw above rl'gulatio~s ar_e intended chiefly for the main lines. In the case of local lines 
an~ tramways, the warmng ~1gnals must haye t~e same characteristics, shapes and meanings 
a_s m_t~1e ~asc of_lcwl crossmgs o_n the mam hnes. As regards their use, however, certain 
slmphf_IcatlOns m1ght be allowed m particular cases by the Governments of the res ectiv 
countnes. P e 

In th~~ case of st·ctions of local railways or tramways in built-up areas the reg 1 f 
to be apphcJ shall be ldt to the competent authorities of each country. ' u a tons 

In atltli tion to the above 
recommendations : 

CHAPTER III. 

proposals, the Committee would add the following 

I. That as many level crossings as possible should be abolished mainly thr h I 
mcnt by unJerground or overhead crossings. ' oug rep ace-

2. That when new lines arc constructed no level cross1"ngs sh ld I b d 
tl t , · tl , , f . • ou as a rue e rna p flnd 

1a CVl n 111 lt case o secondary hnes th~ number of I 1 · h ld b - -· -. . . , ' eve crossmgs s ou e red c d t 
stnct nummum. In any cast', the most favourable cond"f "bl h ld u e 

0 
a 

as regards the visibility and course of both railway and ro~~~ns posst e s ou be ensured 

3· That the Governments should take all the necessar st, -
rcsponsibh• for Opl'rating the crates is warned of the arri al r e_ps to sec that the employee 
tJ•\'-~:ltes.arc closed in sullicic~t time and that delays to tvraffio tramsd, so adstto ens?~e both that 

. , . c are re uce o a mmtmum. 
4· I hat the rt·gulattons gowrnincr level crossin s and th · ll" 

on !?oint;; of detail not pr,•scribcd by the above pro~isions s~ Slf:~~mg odf such c~ossings, 
posstblc m each country. ' ou v ma e as umform as 

5· That adJitional m.:'asures of security should be taken i · 
of fog an~ all other circumstances abnormally reducing safety. n each country lll the event 

6. lhe Governments should endeavour to remed, tl · · 
in certain countri,·s of side gatt·s which may be used af w~~ ~ttuatlon c~eated by th~ existence 
large number of accidents. Y pedestnans and whtch caugp a 
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Geneva, :March 26th, 1g36. 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

UNIFORM SYSTEM OF MARITIME BUOY A 

REPORT BY THE SMALL COMMITTEE 

In c<;mf~rmity with a r~soluti~n adopted by the Advisory and Technical Committee for 
Commum_catw~s c;nd Transit on November 9th, 1935, a Committee of Experts \~as set up, 
selected m pnnCiple from among the members of the Preparatory Committee on the 
Unificc;tion of ~uoyage Rules, which met in London from July 17th to 22nd, 1933. This 
Committee was mstruct~d to

1 
fram_e a new text of the draft Agreement and Rules drawn up by 

the Preparatory Committee, havmg regard to the amendments and modifications proposed 
by the Governments. The Committee of Experts met in London from Februarv xoth to qth 
1936. . • 

In order to fulfil its mission, the Committee has endeavoured to take into account and to 
rec?ncile as _far. as possible, most <;>f th~ <?bservations submitted by the States (see A~nex I) 
which were mvited to express theu opmwns on the draft Agreement and draft Rules drawn 
up in London in July I933· It also examined certain observations made by the Chinese 
Maritime Customs Service (see Annex 2). 

DRAFT AGREEMENT. 

In the draft Agreement,2 the Committee has thought it necessary to recommend the rapid 
completion of the measures that are to be taken to give effect to the draft Rules ; nevertlwless, 
it has retained the lengthy maximum time-limit of ten years which was previously prescribed 
(Article I, paragraph I). 

Though it has not amended the provisions of Article 7 relating to the method by which 
accessions are to be notified, the Committee expresses the hope that such notifications may be 
accompanied by copies of the national buoyage regulations issued by the country in question 
in application of the unified Rules. The Committee further hopes that the Secretary-Gentral 
of the League of Nations will, for purposes of information, communicate such national 
regulations, together with illustrative diagrams, to the other contracting countries (including 
those which have deposited ratifications or accessions which have not yet become operative). 
A sufficient number of copies should be transmitted to the Secretary-General for this purpose. 

In Articles 5 and 7, the Committee has raised from five to ten the number of Governments 
whose acceptance is required before the Agreement can enter into force. This change is 
intended to ensure that States shall not be bound by the Agreement, nor be under ~ny 
obligation to adopt measures in application thereof (and such measures may .be far-reaclung 
in scope), unless they are certain that the Rules will be applied by a sufhc~ent number of 
countries. 

Some countries may desire to make the validity of thei~ acceptance ?l!bject to the 
establishment of an analogous system by a few other countnes whose po.s1t10n from. the 
maritime point of view is similar to their own, or with whom they are partlcul~r~y an.xwus 
to have a system in common. In such cases, however, it m~y be thought sufl1c1cnt If the 
other countries concerned are, in fact, carrying out the essential features. of the Agre;-men.t, 
even although they may not have formally acceded to it. The first-.mentwned count~1es will 
then be able to inform the Secretary-General of the League of Natu:~ns that they Wl.thdraw 
their reservation relating to the other countries co~cerned, ~nd the1r acceptanc~. Will thus 
become fully effective. This procedure is thought hkel_y t<;> mcrease the probab~hty of the 
rapid and practical application of the Agreement embodied m t~e last part of Article _xo. 

Finally, Article 8 of the draft Agreement has been amended m o~der to. meet the wishes of 
certain countries in regard to future technical developm~nt o.r. ne~ mventwns, the b:tffit of 
which might be withheld for too long a period if their utihsahon were prevcnte 1Y an 
international Agreement in which no change could be made for many years. 

1 Document C.465.1\I.z38.1933·VIII. 
• Document C.128(a).l\!.67(a).I936.VIII. 
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. · d th ossibility of a premature amendment of 
The Committee desired, however, to avOI. e_p th receding paragraph before it had 

the Agreement, for reasons o_ther than t~ose give~~~-t e ~ith the accompanying threat of 
?een ~~fficie~tly fu

1
lly apphte~; fo~. s~Ic ~e ~n~~~~s ~~~~sure through their accession to the 

mstab1hty, might a arm coun nes w 1c a • 
Agreement, the lasting uniformity of the buoyage system. 

DRAFT RULES. 

This too is the progressive spirit which led to the adoption, in the latter.P~rt ofhA~ti~le~~o 
and r6 ~f th~ draft Rules annexed to the draft Agreement,1 of the provisiOn t a , m e 
markin of the sides of a channel under th~ lateral sys~em, or the marki~g <?f n~tur<~;l dangers 
under tte cardinal system, rapid-flashing hghts (sometlme_s known as scmtillatmg hghts) a~e 
placed in the same category as single-flashing lights, of which they may be regarded as consti-. 
tuting the extreme case. . b · t d d f th 

With regard to miscellaneous marks, a new article (Article 22) _ha~ e~n m ro uce or e 
purpose of prescribing the type ?f mark to be empl~yed for the mdicatwn of areas used f?r 
naval military or air force practice purposes. It IS Important that, as requ~sted by _certam 
count~ies, steps should be taken as soon as possible with a view to. preventu~g at this early 
stage the employment of varying methods for t~is purpose. In this c~nne~tw_n, appr_ova~ IS 
given to a white mark with a blue cross, to which may be added an mscnptwn Indicating 
that the adjacent area may be dangerous. . · 

In the matter of lights on wreck marks, an attempt has been made m both systems to 
obviate any serious risk of confusion with buoyage lights properly so called that may show the 
same green colour. . . . . . . 

It will be noticed that the Committee has thought 1t sufficient, as It IS certamly much 
simpler, to provide that, in the cardinal system, th_e marking of _wr~cks should ?e confined to 
the two opposite quadrants, east and west (Article 26). This IS the practice commonly 
followed in certain countries which use this system. As wreck marks may be placed near the 
boundaries of the quadrants in question, it will always be possible by their position to give a 
sufficiently approximate and effective indication of the bearing of the danger in cases where 
only a few distinctively coloured c!J.aracteristics are available. 

In such cases, however, the addition of topmarks is particularly valuable for the purpose 
of obviating any risk of confusion with the lateral system for the marking of wrecks. This 
addition has accordingly been made compulsory. 

The position of Article 28 (Top marks) has been changed, and it has been amended so as to 
show, in the first paragraph, one of the purposes for which topmarks are employed and one 
way in which they may be used in more or less difficult circumstances. 

Article 29, which relates to fixed lights, has been redrafted so that the recommendation in 
respect of such lights relates only to cases which are of real importance and in which the 
application of the rule would be easy and would not entail undesirable consequences. 

The wording of Article 30 has been amended in order to provide for an exception in such 
very special cases as may naturally arise-e.g., in inland channels or at the entrance to certain 
harbours. This article cannot justify any violation of the fundamental rules applicable in 
such simple cases as usually arise-e.g., the entrance to harbours that open directly on to 
the sea. The article must, on the contrary, serve to enable responsible authorities to adopt 
such solutions as give the greatest security compatible with particular situations. The 
fundamental rules concerning !ighted marks must not, however, be wrongly and unnecessarily 
~xtended to ~I ~~ses of. shore hghts o~ lights placed on fixed supports in respect of which there 
1s no real poss1b1hty. of mt~rference w1th the system of lighted marks properly so called. 
. The _same consideratiOns underlie the wording of Article 31, which relates to a leading 

hght or hghts, and to coloured sectors in regard to which the recommendation made is to the 
effect that in any particular region a uniform rule should be followed in cases where it is not 
possible to observe fully t~e fun~am~ntal rules concerning lighted marks . 

. In ?rder t? m~et vano~s obJectiOns that have been put forward concerning the work of 
umficatwn which 1s now bemg undertaken, the Committee ventures, in conclusion, to point 
out that: 

I. The Rules now proposed for adoption by States would not have the effect of compelling 
any State to employ all the m~des of marking referred to therein, or even any they do not at 
present employ.. The Rules simply indicate the characteristics that should be adopted for 
thos~ marks which. are already used, or may in the future be used, on the coasts of any 
particular country m order to meet fresh needs which may arise quite apart from the Rules 
themselves. 

2. The wordin~ of the tw~ documents-as will be clear if they are carefully studied-has 
bee~ made as elastic as possible as regards both individual articles in the Rules and 
Arti~le ~of t_he Agr~ement. The object has been, not only to pay due regard to various 
special Sltuatlo':ls wh~ch exist or may arise in the future, but also to facilitate the achievement 
of ~dequate umfo~m1ty wherever, from the point of view of security, such uniformity is both 
desirable and possible. 

The Committee was constituted as follows : 

Chairman: Sir John BALDWIN, ~.C.M.G., C.B., formerly of the Foreign Office and 
former Ch<~;Irman of the Advisory and Technical Committee for Communications 
and Transit. 

____ u_n_ited Kingdom: Captain A. H. RYLEY, Elder Brother of Trinity House. 
1 Document C.rz8(a).M.6](a).rg36.VIII. 



Spain: M. R. ENAMORADO ALVAREZ-CASTRILLON, Engineer, Secretary of the 
Lighthouse Commission. 

France : M. A. DE RouviLLE, Chief Engineer for Bridges and Roads ; Director of the 
Central Lighthouse and Buoyage Service. 

Italy: Count F. CAPPONI, Commander, Naval Attache at the Italian Embassy in 
London.1 

Nether lands: M. VAN BRAAM VAN VLOTEN, Chief Engineer of the Technical Lighthouse 
Service. 

Sweden: M. E. HXGG, Director-General of the Royal Administration of Pilotage, 
Lighthouses and Buoys. 

Secretary: Mme. E. LEHMANN, Member of the Communications and Transit Section. 

' Count Capponi made a statement before the Committee, the text of which is attached (see Annex 3l· 
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ANNEX 1. 

OBSERVATIONS OF GOVERNMENTS ON THE REPORT OF THE 
PREPARATORY COMMITTEE FOR THE UNIFICATION 

OF BUOYAGE RULES. 
[C.C.T.594.] 

[Annex 3 to document C.458.M.240.I935·VIII.] 
September 27th, 1935. 

The Advisory and Technical Committee for Cot?munications and Transit, after taking 
cognisance of the replies of the Governments to Circular Letter 3IO.I9.3I.VI~I, set u~ a 
Preparatory Committee to carry on the work of the Conference held at L~sbon m !930 Wl~h 
regard to the unification of the buoyage of. coasts. The Preparatory ~ommittee, which met m 
London from July 17th to 22nd, 1933; drew up a report, to which was attached a draft 
agreement and rules regarding a uniform system of buoyage.1 . 

At its eighteenth session, the Advisory and Technical Committee exammed the results of 
the Preparatory Committee's work and, considering that this work had br~>Ug~t ab<?ut the 
possibility of an agreement on the subject among a large number of countnes, It decided to 
submit the draft agreement to the appreciation of the Governments which had been invited to 
the Lisbon Conference. In response to this decision, the Secretary-General of the League of 
Nations forwarded the above-mentioned documentation to the Governments in question. 
The following States have transmitted their observations on the report: Union of South 
Africa, United States of America, Australia, United Kingdom of Great Britain and Northern 
Ireland, Bulgaria, Canada, Chile, China, Denmark, Free City of Danzig, Egypt, Spain, Estonia, 
Finland, France, Irish Free State, Iceland, Italy, Japan, Latvia, Lithuania, Monaco, Norway, 
Netherlands, Poland, Roumania, Sweden, Union of Soviet Socialist Republics, Yugoslavia. 
A summary of these observations will be found below. 

UNION OF SOUTH AFRICA. 

In a letter dated October 15th, 1934, the Government of the Union stated that, as buoyage 
on the South African coasts was practically negligible,lthe Union Government had no observa-
tions to offer on the matter. • 

In regard to the question whether the Union Government would be prepared to conclude 
with other Governments an agreement for the unification of buoyage based upon the draft 
agreement and rules drawn up by the Preparatory Co.mmittee, the Union Government would 
pref.er t?. defer its dec.ision until ~he leading maritime Powers have definitely decided on the 
adVIsability or otherw~se of adoptmg the scheme, as they are far more concerned in this matter 
than the Union Government, for the reasons indicated above. 

AUSTRALIA. 

I.-In a telegram dated September 22nd, 1934, the Australian Government stated that the 
draft agreeme?t ~nd rules were under reference with the States with whom compliance with the 
agreement pnncipally rested. Meanwhile, the Australian Government had no observations 
to offer. 

11.-LETTER FROM THE SECRETARY OF THE lNTERTATE CONFERENCE OF AUSTRALIAN HARBOUR 
AUTHORITIES, MELBOURNE, DATED NOVEMBER 23RD, 1935, TO THE CHAIRMAN OF THE PREPARATORY 

COMMITTEE ON THE UNIFICATION OF BUOY AGE RULES. 

At the seventh I~ter-State ~onference of Australian Harbour Authorities, held at Mel
bourne on the 31st ultimo, at which representatives of the Commonwealth and every State · 

. the Commonwealth were present, consideration was given to the adoption of a uniform 
5 

t 1D 
of buoyage throughout Australia and the following resolution was carried : ys em 

. ·:That this Co~ference rea~rms its previous resolution that no further action be taken 
m this matter pendmg the receipt of the system proposed by the International Conference., 

re.spe~~ine;~~= ~~~~~f~!: ~~ ~~~hC~~f~r~~ceA~~t~~i~ c~~~~d~o'li~~~dtoa~~e matter, I?articulaJs 
With the proposals contained in your report (do t C 6 a companson rna e 
expressed by delegates were generally in favour c~men "f -4 s.M.238.1933·VIII). Opinions 
the terms of the resolution you will note that it woas ac~m .~rm ~y.ste~ .of b~uoyage, but from 
further at present, in view of the prospects of obtainingn:~ ~:er;~~o~~t sy~t~~:roceed any 

1 
Documents C.465.M.z38.I933.VIII and Appendix. 
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UNITED STATES OF AMERICA. 

In a letter ~ated June 18th, 1934, the Government of the United States of America 
makes the followmg statement : 

The American Goven;ment! though appreciating the opportunity to consider the pro osals 
of the Preparatory Committee, IS not prepared to approve the draft Rules nor to con 1 dp "th 
ot~er Governments an agreement for the unification of buoyage based on them f~ru r e Wl 
which appear hereafter. • easons 

It will be recalled that the American Government, as set forth in its communicati f 
June 28th, 1933, ~o the Secretary-General, found it impracticable to be represented a~nt~e 
preparatory _meetmg_ of e;xperts at. London. In consequence, no representative from the 
western h~misphere, m which a con~Iderable proportion of the buoyage of the world is located 
took part m the work of the Committee. ' 

The draft Rules evolved by the Preparatory Committee appear to ignore the present 
status <;>f world bu?yage, as illustrated on the c~art of the world presented by the Canadian 
delegatiOn to the Lisbon Conference on B':'-oyage m 193?· 1 and the experience of seamen. The 
draft Rules call for a reversal of a considerable portion of the characteristics of much the 
grea~er part of the buoyage of the wo~ld. ~ nu~ber of countries, particularly of the American 
contment and along the western Pacific, with either large buoyage systems or extensive coast
lines, are now using "~?uoyage systems almost di~metrically opposed to that proposed by the 
draft Rules. To modify the present systems, which have been maintained with marked consis
tency in most of the areas referred to, in order to make them conform to the draft Rules would 
involve considerable confusion and more expense than the merits of the new system' would 
seem to warrant. For example, adoption of the draft Rules would require, along most of the 
coast-line of the American continents, a reversal of the colour of buoys and painted beacons; 
a reversal of the colour of buoy and beacon, channel and entrance lights ; a reversal of the 
numbering of aids to navigation; the introduction for a number of these countries of the use of 
spherical buoys (the. most costly shape to build) ; a change in the system of marking dangers, 
middle grounds and wrecks ; and the introduction of a shape distinction for the more expensive 
types of buoys. In addition to the direct heavy expense of such a programme and the 
increased cost of maintenance, it is estimated by responsible authorities that the resulting cost 
of changes that would be entailed in charts and nautical publications for the United States 
alone would be nearly $5oo,ooo, including the costs to shipowners of replacing charts rendered 
useless. Though fully cognisant that unification of buoyage will involve expense, the American 
Government is of the opinion that it can be achieved equally effectively and at less cost and 
less chart change for nearly all countries than would be necessitated by the draft Rules, the 
latter appearing to entail practically the maximum of expense and change for the countries of 
the American continents, as well as for certain other countries. 

From the technical standpoint, the draft Rules appear to be based primarily on certain 
theoretical grounds with respect to the requirements of an incoming vessel. When considera
tion is given to the extent of the existing buoyage systems developed during more than one 
hundred years and the extent to which mariners are accustomed to these syst~ms, the 
comparatively minor theoretical advantages cl'!_.imed for having a red buoy ~n one side or on 
the other side do not seem to form a sufficient ground for the great disturbance m world buoyage 
and the large expense to many countries which would be entailed by the adoption of the d~aft 
Rules, particularly in the absence of any apparent demand from seamen for such action. 

Moreover, the draft Rules do not appear sufficiently to recognise tha~ shii?s mus~ pa~s 
through nearly all channels in both directions. As a great varie~y of situations anse m 
navigation along the coasts, due to visibility, currents, inside and outsid~ ~ntrances to chant;~els, 
etc. the entrance to a channel from the sea should not, in the opimon of the Amencan 
Go~ernment, be given the controlling weight which the draft Rules ascribe to it. 

The International Marine Conference, held at Washington in 1889, adopt~d unanimously 
a report proposing that " buoys defining th~ starboa;d hand shall be pam ted a sm~le red c~~our. 
Buoys defining the port hand shall be pamted a smgle black colour! or a p~~ti-colour. . A 
general agreement on this subject was reached among the twenty-e_Ight mantime countnes, 
well distributed throughout the world, which ":ere represen~ed a~ this Conference. Altho~gh 
this Conference did not call for the formal adoptton of Its findmgs, Its _proposal for the allocati?n 
of the colour red was followed in whole or in large part by practically :ill of the c?untnes 
represented which were interested in lateral buoyage. At the present time, .a considerable 
degree of uniformity has been reached, it being this Governl?ent's underst.a~dmg t_hat. 75 % 
of the total number of maritime nations, dominions and Important pohtic~ umts m the 
maritime world are following this proposal of the Washington Co~ference, while half of the 
remainder use mainly the cardinal system. This is sho~n g~aphically on the map already 
referred to. Estimated by the total number of buoy stati?ns m the ~orld, the pe~centage of 
red buoys on the right-hand side is even higher. As to this most obvwus feature m buoyage 

• Document C.t63.M.s8.193I.Vlll, page 65 and map. 
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systems, the colours of the side channel buoys, a ve_ry cons~derab!e degree of uniformity n?w 
exists throughout the world, and in all of the contments, mcludmg Europe, North Amenca 
and South America. 

The Washington Conference was held befor.e the day of lig~ted buoys, and ,therefore took 
no action on this subject. However, for a considerable proportiOn .of the w<?rld s b~oyage the 
red light now is also placed to the right, with the_ red buoy. While there IS a re~on on the 
continent of Europe, including a number of count~Ies, where t~e reverse holds trll:e-:-~.e.,. the red 
light is placed on the port side-this is the only Important dis~ordance n~w exiStiJ?-g m world 
buoyage. The American Government believes that the most simple and m~xpenslVe road t.o 
uniformity lies in changing the red lights of these coasts to the starboard. side, as was u!lam- . 
mously recommended by the Technical Co111:mittee for Buo¥age at Genoa m 1929, foll~Wlng a 
visit to North America by a group of leadmg European lighthouse experts to examme the 
systems in use there. 

However, it is noted that the draft Rules now propose to reverse the acti~m of the 
Washington International Marine Confe~ence of 1889, as well.as the recommendation of the 
Genoa Technical Committee, both of which, as has been mentwned above, placed the colour 
red to the starboard side for the entering vessel. 

The large degree of uniformity now existing in the world is shown by the comparatively 
small amount of change that would actually be necessary to bring about substantially compl~te 
uniformity. This would appear possible of realisation through a group of European countnes 
placing the red lights on their red buoys, another group of a few countries. replacin~ the r~d 
buoys on the right where until recently they had them, and a few countnes now m partial 
conformity systematising the remainder of their buoyage as to colour. 

The report of the London Preparatory Committee gives no reasons for the proposed reversal 
of the position of the colour red, nor for disregarding the recommendations in this respect of 
the Genoa Technical Committee. This is the principal point under discussion and is one which 
directly affects the present buoyage for a large proportion of the coasts of the world. The 
expense, and the departure from present practice and custom as to navigatiomi.l aids, that 
would be caused by the proposal in the draft Rules, have been stated above. Notwithstanding 
these conditions, there appears to be some assumption that the procedure should be for the 
world to seek out and adopt a theoretically perfect system of buoyage, without regard to the 
cost or inconvenience that would be caused. All previous discussions have been on the basis 
of following the preponderance of existing practice so far as it has been found to be satisfactory 
to the mariner. 

Because of this importance attributed to the allocation of the colour red it is necessary to 
-consider all.technical ~nd ?avigationa! aspects of the problem that have bee~ brought forward. 
The author~sed comb~nat10!1 of red l.Ight.s on one side and green lights on the other is often 
o~erlooked m these discusswns. This Wlll be reverted to, but, forthe moment, consideration 
will be confined t~ the use only of red and white lights to distinguish the sides in lateral 
bu?yag.e. The Um~ed States ~overnment does not consider that it is necessary to have a 
white hght on the nght-hand side to enable vessels to direct their course to that side as it 
woul~ Cl:ppear that .th.e re.d light serves the purpose equally well or better, in view of the fact 
t?at It Is a more distmctive colour than white and less liable to be confused with other white 
light.s ne~r port entrances. ~oreover, un~er. some seeing conditions the red light can be more 
r.ea~ly picked up than the white. The pnncipal danger to the incoming ship is the right-hand 
hmit of the entrance or channel, to which side the vessel must keep. 

:rhe questio!l of whet~e_r red or white is used for the colour of this light has no general 
beanng on the nsk o~ collis10n, as during many years there have been no occurrences, to the 
knowledge of the Umte~ ?tates Government, to support the contentions of collision danger 
~hat are ma~e. The collision da~ger, alleged in this connection, seems not to be substantiated 
Ili!l hthe expenence. of seamen, mainly because there appears to be no confusion between ships' 

g ts and buoy hghts. 

With the combination red a~d white, it is believed the white light with its reater ran e 
should prefer~ly mark ~he left side of the entrance, as that is the more distant sYde By t~s 
:~a~:ri:!t {~the ':'ld~h ofhthe

1 
entrance fairway is better defined for the infor~ation of 

- . · . e naVlga or s ou d properly have the more distinctive c 1 d -th 

~~~er:~~~~ ~ti~f ~=::::o'is~~~c~~:~d t~~ mor~ tho~;.rfullight, white, on the .~a~~~~:~ide~n It i~ 
chan e Onl th fi t l . . ami ar WI. ~s arrangement prefer It and object to a 
can r~;dily b! giv~n ~~cr~~~:~ ~~~~~s ff0~~~~~1I~ ~his problem, and a re.d ~ight in this position 
leading to important entrances the~e s a e' _ 0":ev~r, generally this Is not necessary, as, 
lightships, ordinarily equipped ~th whll uli~lhyt aref 

1
pnnCipal approach lig~ts, lighthouses or 

e g so ong range, and also radwbeacons. 

Much of the discussion appears t · . . 
light to mark the opposite sides d 0 envisage a combmation only of a red light and a white 
entrances in the world in vario~sa~ o;e_rlooks the fact that a _number of harbour and channel 
green light on the oth~r side Th oun nes,. are no:v marked .With a red light on one side and a 
than the red light. therefore the : greenthg~t, With equalilluminant, has slightly less range 

' a gumen s a vanced on behalf of the light with greater range 
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bei~g p~ced to the right _fail in the locations ":here the combination of green and red lights i; 
use.· n attempt to bmld a wo~ld system, usmg green for side channellicrhts, on an ori 'nal 
basic ~yst~m ":hich used green hghts only for marking wrecks seems t "'h · ·gl t 
confuswn m this respect. • o ave given nse o 

. F?r any ::uthority w~ich has loc::J preferc~ce f<;>r the white light to the right, or local 
obJection to usmg the red hght to the nght the situation can readi'ly be met Wl'th t · th 't' f · . •. - . ou reversmg 

e posi 10n o . red~ by usmg the combmation white light to the right and green light t th 
left; the combmation. of these two colou~s is p~ovided for in the various proposals an~ ha~ 
been shown to be efficient and popular with naVIgators. 

_The red light is not assigned th? ~ole of a danger signal in any of the proposals for buoyage, 
and It shoul~ not be. In buo>:age It Is not regarded as a sig;na~ of danger, in any special sense. 
The _three h,ht colours. used m buoyage are all used to md1cate dangers as circumstances 
reqmre. For example! m the draft Rules, one <;>f the uses of colour to indicate danger is the 
propos~ to ~se green hghts for wrecks. There Is a marked tendency toward increased use of 
15re~n l~ghts m lateral buoyage! and theo;etically re~ and green li~hts on buoys may be equally 
I~dicative ~f d::nger. It Is ~either 12ossible nor d~suable to ascnbe to the colours of lights on 
aids to naVIgation the ~eamngs wh~c?- coloured hg~ts h~ve acquired in land or air transport. 
In none of t~e ~ropo~als Is. there provisiOn that a red hght Is to be either avoided or approached; 
the same pnnciples m thi~ respect ~pply to t~e u~e of the t~ree colours for lights: they may 
all warn of dan15ers accordmg to the~r use. It IS evident t~at, many system of light colours on 
buoys, the navigator must on occaswn approach the red hght, and navigate his vessel on the 
side of the channel marked by red lights and red buoys. 

A plan of having the red buoy on the same side as the red light of the entering vessel might 
well have been adopted a hundred years ago when buoyage systems were being developed, but 
it was not. The point seems to have no practical significance at the present time, for the 
mariner can just as readily fix in his mind that the positions of red on buoy and ship are in 
accord when he is going out, as when he is coming in. Within the experience of the largest 
buoyage systems in the world, it is believed that no seaman has ever considered this matter of 
sufficient significance to comment upon it. It is fortunate that there is no confusion between 
ships' lights and buoy lights, and that it is immaterial, from the practical navigational view-

. point, to which side the colour red is allocated, as otherwise it would be impossible to evolve a 
satisfactory buoyage system. All the relations of ships' lights and buoy lights must be reversed 
on every voyage, when the ship turns around and goes out to sea. The actual differences 
between the requirements of the incoming and the outgoing vessel are so immaterial that a 
system that would be actually dangerous to the former would be nearly equally dangerous to 
the latter. 

After a detailed examination of the reasons on which the draft Rules appear to be based, 
this Goverment is of the opinion that they are not adequately supported either theoretically 
or by the experience of na':'iga~ors. Whatever weight they may have would not. appear 
sufficient to overcome the obJections on account of expense and departure from the tned and 
simple systems to which mariners are accustomed. No vital principle of good seamanship ~r 
of the science of navigation is involved in the problem of the side to which the colour red IS 
allocated. 

In support of the above statements, the following official informa~ion is submit~ed. The 
Panama Canal is marked at both entrances with red buoys and red hghts on the nght-hand 
side for incoming vessels. In seventeen years, 65,000 vessels of thirty-thre_e diffe~ent countries 
passed through the canal, and the responsible authorities state that no difficulties have been 
experienced through having red lights on the starboard ha_nd and that no CO!fiment has been 
made regarding this position of the red light. In the official reports, exte?dmg over at least 
fifty yea!-'s, of vessel accidents in _the waters ?f the United States, there IS no record of an 
accident attributable to the locat10n of red hghts on buoys on the starboard hand for the 
entering vessel. In the United Stat~s. red buoys have uniformly be~n p~aced on the starboard 
side for eighty-three years, and red hghts for forty-four years, constltu~mg probably t?e most 
thorough test ever made in the world ~f a tr~J?c signal systel_ll· There IS on record no mstanc~ 
of any confusion or accident due to t_his posiho.n of th; r?d hght and ~uoy,,or of a~y u_nfavour 
able comment on it. The steamship owners assoc1atwns and manners orgams!l-twns and 
navigators individually of the United States have uniformly opposed a change With respect 
to the basic feature of the allocation of the colour red to the nght. 

Among the technical features of the draft Rules, other than that of allocatin_g the ~olour 
red, which present difficulties is the provision that wrecks shall be marked by_ green I~ter~ntte~t 
lights on either side of the channel, and therefore, on occasion, on the red SJ~~ oft e c kafn~ · 
For example the draft Rules propose that a triple-flash green light shall sigm .Y a wrec r ~t e 
left to starbo'ard a double-flash green light a wreck to be left to port, an occultl~g gret~ It a 
wreck to be as~ed on either side, and a green light of an>: ch~racter differin~ r?m. e a <;JV~ 
shall mark tfie starboard side in the lateral system. Considenng the uncertamtles m _flashm, 
mechanisms, the effect of the rolling of buoys on the appearance of flashes, and the extremely 
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unfavourable seeing conditions under which navigators must at times proceed, ~e A~e.ric~n 
Government regards the foregoing complicated use of green lights for .purplses {arne nca Y 
opposite to each other, and conflicting with the use ?f g!een lights in the atera system, as 
unsuitable for a buoyage system and liable to result m d1saster. 

Also the draft Rules do not appear to offer an adequate syste~ at night for distinguishi?g 
between buoys marking the sides of channels, middle g~o~nds! Isolated. dangers and mid
channel buoys. Also the draft Rules provide no shape d1st~n~twn for mld~le~gro.und buo~s 
indicating a choice between the two channels, although proVldmg a colour d1stmctwn for thls 
purpose. 

The draft Rules propose that even numbers shall be assigned to the left-ha~d side _of _the 
channel, although this is not the present practice of ~ny country. No nautical pnnc1ple 
is believed to be involved in the question of the allocation of even and odd n~mbers to one 
side or the other of a channel and this Government has no knowledge of a des1re on the part 
of seamen for a reversal in this respect of the system uniformly in use bY: all countries ?f the 
world which follow a system. The question is in itself ~ minor one, wh1ch c~uld readily l;>e 
decided either way on technical grounds. But, in pract1ce, such a change as 1s called for m 
the draft Rules would involve considerable difficulty and expense both as to the marks 
themselves and as to the charts and publications on which they are represented, _and state_d 
advantages of which would appear insufficient to justify the expense and confuswn that 1t 
would cause, and the departure from the system to which mariners are accustomed. 

It should be pointed out that the draft Rules propose a buoyage and lighting system which 
as a whole has not been tried out in practice and, as to a number of details, is experimental. 
They also, in the opinion of this Government, depart widely from the degree of simplicity which 
is so desirable in a plan for aids to navigation, considering the difficult conditions under which 
navigators are on occasion required to work. The draft Rules appear to be more complex 
than any system that has heretofore been used for buoyage, and it is to be doubted whether 
countries and mariners would carry out.so complicated a system. 

These are additional grounds for proceeding cautiously in the development of a system 
of aids to navigation, and for basing it on actual trial and the experience of mariners, rather 
than undertaking to build up a new and theoretical system, without regard for existing progress 
in the direction of uniformity of buoyage. It is obvious that countries which now have unifor
mity of buoyage, on a plan found by seamen to be safe and satisfactory, will encounter serious 
difficulties should they attempt to bring about acceptance of a radically different and untried 
system, without adequate impelling reasons, and that these difficulties will be great in 
prop_ortion to _the ex~ent and importance of the systems which the countries maintain, and the 
consistency Wlth wh1ch they have adhered to them. 

Whatever changes in sentiment may have occurred since the time of the Lisbon Conference 
there is no eyi~ence that a reversal o~ the Genoa Committe~ r_eport, as now proposed in th~ 
draft Rules, 1s hkely to be accepted Wlth any degree of unamm1ty, or by countries controlling 
the greater part of the buoyage of the world. Should such be the case, the draft Rules will not 
approach the end sought-:-namely, world un~forJ.?ity of buoyage. Indeed it is possible that 
~hey may have th~ oppos1te e~ect, by consohdatm~ fun~amentally opposite systems. There 
1s, a~ the presen~ tlm~, a c~ns1derable degree of umform1ty of buoyage in the world, and it is 
poss1b_le that a s1tuabon m~ght_be brought about where there would be less uniformity than 
there 1s to-day, ~nd where, m d1fferent areas of the ~orl~ and arou?dthe borders of the great 
oc~ans, there m1ght r~sult a lack of system and a s1tuatlon matenally less satisfactory than 
ex1sts at the present tlme. 

In ~h~ _final parag!~Ph of its report, the Preparatory Committee seems to have envisa ed 
th_e pos~1bi11ty that,_fallmg general agr~ement on the basis of the draft Rules, regional confor- · 
m1ty m1ght b~ obtamable .. Th~ Amencan Government would be unwilling to concede as et 
that substant~al worl~ um~orm1ty ~f late!al ?uoyage be abandoned in favour of confiictln 
systems o~ regtonal umform1ty to wh1ch obJections are obvious, though, as to cardinal buoyageg 
the Amencan Government feels that such system or systems as may be used should b ' 
matter for agreement between the c~untri~s concerned. The cardinal buoyage s stem recoem~ 
men~ed byd t_he. Preparatory Committee 1s not particularly applicable to the loasts of this 
C':>Un rr :: 1~ lS doubtful wheth~r the Uni~ed States would make use of cardinal marking in 
Vlew o de da vandi~agales of adhe_nng to a smgle simple uniform system. It is felt that the 
recommen e car n system 1s at present of principal i t t t · f 

~:~~~:e a:t;:d~s o~~t~~s;~~~~-here has been no tendency to ~;[ee~d t~e ap;i~~i~~e~ orc~~~r~ 

The Government of the United St t h t k · · · 
uniformity of lateral buoyage in view ~t~hea;rea ten ~n ~ct~v-~ part m prevwus efforts toward 
~nd channel lighting. In ur~uance of this G a ex er; o ~ s system of buoy~ge an~ coast 
m establishing world unif~rmity of later 1 bovernme~~s des~re to be of all possible assistance 
system of international uniform buo a e ( loyage,. ere lS transmitted herewith a draft 
Government as being readily susceptftl~ of se~ fpen:lcefl ~ II and III), which appeals to this 
this Government were unable to complete :hop lon y/ tfte~ concerned. The authorities of 
meeting of the Preparatory Committee in L~n~~iara lon o thls draft system in time for the 
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Appendix I. 

DRAFT OF A UNIFORM INTERNATIONAL SYSTEM OF BUOY AGE. 

. Based. on the present state of world b~oyage, and adhering to the recommendations of the Interna
tional. Manne Conference of 1889 at Washmgton, and of the League of Nations Technical Com 'tt f 
1929 at Genoa. m1 ee o 

Buoy Colours and Shapes. 

Lo:teral channel buoys; red, conical, to the right; black, cylindrical, to the left . 
. M1~dle-ground buoys, where the main channel is to the right or the channels are of equal importanc 

cyhndnc.al shape, black a1;1d red, or black and white horizontal bands, with top band black; where the mai~ 
channel1s to ~he lef~, comcal shape, red and black, or red and white horizontal bands, with top band red. 
. . O.bst:t;uctwn or !solat.ed danger .buoys; black and red horizontal bands, shape cylindrical or conical; 
1f d1sbncttve shape 1s des1red, sphencal may be used. If desired, there may be a narrow white band not 
at the top of the buoy. ' 

Fairway (Inid-channel} buoys; black and white vertical stripes. 
Quarantine buoys ; yellow. 
Anchorage buoys ; white. 

Buoy Numbers. 

If used for lateral buoys ; even numbers to the right, odd numbers to the left, increasing from seaward. 

Buoy Lights. 

Lateral buoys; ordinary flashing or intermittent lights, or fixed lights where necessary, colour of lights 
red or white to the right, white or green to the left. When white lights are used on both sides an eve~ 
number of flashes to the right, a.n odd number to the left. ' 

Middle-ground and obstruction buoys; lights generally white if to be passed on either side, and otherwise 
red or green as appropriate to the preferred side for passing; if distinctive type of light is desired, a quick 
flashing light may be used. 

Fairway (mid-channel} buoys; lights usually white ; if distinctive type of light is desired, alternate· 
short and long flashes may be used. 

Wrecks. 

Wrecks are to be marked to show the side on which they are to be passed, by the buoy colour and 
shape distinctions, and by the light colours, of the lateral system, or by other characteristics not likely 
to be confused with that system; if distinctive type of flash is desired, an interrupted quick flashing light 
may be used. Upper half of buoy body green (optional}. 

Notes. 

Channel sides are defined with reference to a. vessel entering from seaward. 
These characteristics a. pply also to minor fixed aids of similar purpose, so far as feasible. They do 

not, in general, apply to lightships or principal lighthouses. 
Shape distinctions are desirable for all buoys but they may be omitted or deferred where not considered 

practicable forpa.rticula.r types of buoys, such a.s spar buoys and lighted, bell, and whistle buoys, or the 
shape distinctions may be indicated by topmarks with shape and colour as prescribed for buoys on the 
corresponding positions. . 

Deviations or further distinctions, are allowed, where necessary, provided they are not hkely to be 
confused with these characteristics, and do not conflict with the general principles of the allocation of 
characteristic colours, shapes, etc. 

Cardinal System. 

As agreed upon by the countries concerned, and not conflicting ~ith the lateral system. 

Appendix II. 

MEMORANDUM ON A DRAFT UNIFORM INTERNATIONAL SYSTEM OF BUOY AGE. 

The draft system of uniform buoyage as set forth in the Appe.ndix I is b~ed <;>n a measure of t~:nifi~a.tion 
of proven acceptability to the mariner which has lo~g been cons1stently mamtamed and now ex1sts m the 
major portion of th~ territorial wa.t.ers of th.e cou~tnes of the ~orld .. 

In its preparation, the followmg cons1dera.twns were we1ghed . 

A system nautically and t~chnically correct ';1-nd proven to be satisfactory ~o the mariner ; 
A system already in extens1ve use, m part or m who!~, throughout the world • 
The use as to colour, location, etc., of the system to wh1ch seamen are now most accustomed, and 

which has been the most thoroughly tested ; . 
The least disturbance of existing systems of buoyage, and the least expense m changes required, 

both to Governments and to shipowners; . . . 
The Ininimum of changes in charts and nautical pubhcatlons; . r t d 
Simplicity, with a minimum requirement for the recognition by seamen of va.nous and comp lCa e 

characteristics ; · · d f nf · · 
Distinctiveness of characteristics, with the avoidance of hkehhoo o co ~lSl~m •. 
Flexibility, with allowance for meeting local conditions, within reasonable hnntations. 

It is believed t~at the system as outlined would require no change from the present prtctic~ i~~ 
considerably more than half of the buoyage and coast lighting of the b"orld, a.~~ ~pdr~cl~~!Ya~~~~io~n~f the 
all but a very few countries in the Mediterranean area, than would e necessl a. ~h Y 'f r ity of buoyage 
draft Rules of the London Preparatory Committee. Moreover, so far as co.ncerns e urn ° m 

~~~e~x~~~~n8r~fs~r;:e=.d ~;~~::~~i~~:nd~ ~:;:;ai~~ ~~i~t~~fstfc~s~r~~~feod ~~:!~: Fs~~n~oo?1l~?l 
the draft Rules of the London Preparatory Committee, 1f adopted, wou reqUlre en 1mes 
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than would be necessitated under this system. Moreover, this system offers, for optional consideration, 
important possibilities in the way of technical advance in buoyage, through indicating the rl\les of buoys at 
night by simple and unmistakable flash characteristics, as they are now distinguished by day through 
colour and shape distinctions. This use of flash characteristics for buoys at night is at present under 
extensive test in the United States, with satisfactory results. 

It is believed that this system is in accord with the decisions of the Washington International Marine 
Conference of 1889, and in accord with the report of the Technical Committee for Buoy age and Lighting 
of Coasts at Genoa in 1929, which were both widely representative of the maritime nations of the world. 
The above Technical Committee, representing ten maritime countries. unanimously adopted at Genoa a 
report which stated that "the Committee is convinced that the proposals contained in its report now 
constitute a satisfactory basis for unification of maritime signals". The most important of these proposals 
recommended by this Committee at Genoa, and the one which received the most careful consideration, 
was one for retaining the use of the colour red, both for buoys and lights, on the right-hand side of the 
entering vessel. The printed record of the Lisbon Conference of 1930 shows that the representatives of 
substantially all the countries of continental Europe concerned in lateral buoyage stated that they were 
prepared to accept at that time the recommendation of the Genoa Committee. This draft system also 
agrees substantially with the plan presented by the Japanese representatives at the London Preparatory 
Committee meeting in July 1933. 

App~:>ndix III. 

PIWPOSAL FOR A U:\IFO!DI 1:\TERC\ATIO:\'.-\L SYSTE.~I OF BT"OL\GE.. 

Based on the Present State of World Buoya~;e, and adhering to the Recommendations of the Internation,,l 
Manne Conference of 1889 at Washington, and of the League of Nations Technical Commillee <'I 1<J2CJ 

at Genoa. 

LATERAL CHANNEL Buovs. 

Left side of channel, entering. Right side. 

Lights, white or green, ordinary flashing or 
occultmg. Odd numbers, if any. 

Lights, red or white, ordinary flashing or 
occulting. Even numbers, if any.· 

MIDDLE-GROUND OR BIFURCATION BUOYS. 

Alternative. Alternativ('. 

Main channel to the right. Lights, green or 
white, quick flashing (optional). Main channel to the left. Lights, red or white, 

quick flashing (optional). 

OBSTRUCTION OR IsOLATED 'DANGER BUOYS. 

Lights, white, red or green, quick flashing 
(optional). 

FAIRWAY oR MID-CHANNEL BuoYs. 

b 
Lights, white (usually). 

Short-long flash (optional). 

WRECK Buovs. 

AI ternati ve. 

Shape and colour to indicate side on which t 
Lights, interrupted quick flash (optional) l"gh~ Pfss; Uj)pe~ half i_;reen (optional). 

' 
1 co our to rndtcate stde on which to pass. 

CARDINAL SYSTEM. 

~agreed upon by the countries concerned, and not conflicting with the lateral system. 
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UNITED KINGDOM OF GREAT BRITAIN AND NORTHERN IRELAND. 

In a letter of August z6th, I935, the United Kingdom Government transmitted its sugo-ested 
amendments to the draft rules with explanatory notes (see memorandum below). 0 

His Majesty's Government are strong~y of t?e opinion that diagrams illustrating standard 
shapes for the marks and topmarks ment10ned m the rules should be attached to the rules in 
their definitive form, so as to prevent misunderstanding of the meaning of the terms used and 
ensure a reasonable degree of uniformity of shape and colouring. H.igid adherence to the 
illustrations would not be expected, but substantial conformity should be aimed at. His 
Majesty's Government suggest that, as, in their opinion, the diagrams attached to the draft 
rules drawn up by the Preparatory Committee are not entirely suitable for the purpose in 
view, a small sub-committee should be appointed by the League of Nations to settle the form 
of these diagrams. 

It is suggested that Trinity House types for the lateral system of buoyage might, in the 
first place, be considered. They would, however, have to be supplemented by others, in order 
to cover all the marks referred to in the rules. If desired, a set of diagrams would be prepared 
by Trinity House and forwarded for consideration. 

1\lEMORANDUM ON THE DRAFT RULES CONCER:-!ING A UNIFORM 

SYsTEM OF BuoYAGE DRAWN UP BY THE PREPARATORY CoMMITTEE. 

Rule drafted by London 
Preparatory Committee, 

july 1933 
{I) 

CHAPTER I.-GENERAL. 

Article I.-Definitions. 

Article 2.-Buoyage Systems. 

There are two principal systems of 
buoyage, the lateral and the cardinal : 

The lateral system is generally 
used for well-defined channels ; 
buoyage-marks indicate the position 
of dangers in relation to the route 
to be followed by mariners in their 
vicinity. 

The cardinal system is generally 
used to indicate dangers where the 
coast is flanked by numerous is
lands, rocks and shoals, as well as 
to indicate dangers in the open sea. 

Article 3.-Use of Systems. 

Article 4.-Principal Types of Marks. 

The principal types of marks em
ployed in the lateral and cardmal sys
tems are : conical, can, sphencal, 
spindle, ogival, spar. 

Article 5.-Characteristic Shapes of 
Marks. 

The characteristics of the princi
pal types of marks are shown either by 
the shape of the upper part of the 
body of the mark or by the shape of a 
superstructure secured to the mark. 

Proposed amendment 

Nil. 

Add at the end : "In this 
system, the bearing (true) of 
the mark from the danger is 
indicated to the nearest cardi
nal point". 

Nil. 

Substitute the following ar
ticle and transfer it to the 
commencement of" Chapter II. 
-Lateral System": 

" Article 5· - Principal 
Types of Marks. 

"The principal types of 
marks employed in . the 
lateral system are : comcal, 
can spherical and spar 
(wh'ich latter _includes the 
spindle type-t.e., a tapered 
spar)". 

Insert the word "floating " 
between the words " of " and 
"marks", and add the follow
ing sentence at the end of 
the article : 

"The characteristics of 
the principal types of fixed 
marks are shown either by 
the shape of the body of the 

Remarks 

Nil. 

The proposed addition will 
make the nature of the cardinal 
system much clearer to those 
who have no knowledge of it. 
To a slight extent, it duplicates 
information given in the first 
paragraph of Article I6 •. but it 
is not thought that obJection 
need be taken to this. 

Nil. 

See also Article I 3· It is 
considered preferable to des
cribe the principal types of 
marks separately under each 
of the two systems instead of 
in one general article. 

In the lateral system, it 
appears to be unnecessary to 
distinguish between the spmdle 
type and the spar type of mark, 
and, in the interests of Slmph
city, it is therefore proposed 
to include spmdles under the 
head of spars. 

By Article I, beacons and 
other fixed marks w11l be 
covered by the Rules, but Ar
ticle 5, as drafted by the 
London Committee, does not 
fully take account of this fact. 



Rule drafte<l. by London 
Preparatory Committee, 

July 1933 
(I} 

CHAPTER !I.-LATERAL SYSTEM. 

Article 6.-Position of Marks. 

Article 7.-Shapes of Topmarks. 

The principal shapes of topmarks 
nave the appearance of : 

A cone, 
A cylinder, 
A sphere .. 

Other shapes have the appearance of: 
A diamond, 
A St. George's cross, 
A" T ". 

Article B.-Marking of Sides of 
Channels. 

Marks on the two sides of a channel 
are characterised as follows : 

(a) Starboard-hand marks : 
Shape or type : Cone, spindle, or spar. 
Colour : Black, or, for purposes of 

differentiation, black and white 
cheq uers ; or, for spars, for purposes 
of differentiation or visibility, black 
with the upper part white. 

Topmark (if any) : A cone point up-
wards, coloured black. 

(b) Port-hand marks : 
Shape or type : Can, spindle, or spar. 
Colour : Red, or, for purposes of dif-

ferentiation, red and white chequers, 
except in the case of spars. 

Topmark (if any) : A cylinder coloured 
red. 

N.B. - On spars, a broom in the 
form of a cone point downwards may 
be used as a topmark instead of a 
cylinder, but a topmark on the star
board hand shall have the appearance 
of a cone point upwards. 

For purposes of differentiating top
marks, the use of a diamond for 
starboard-hand marks and a "T " for 
port hand marks is allowed, provided 
that these alternative topmarks are 
not used at the entrance of a channel. 

The use of yellow instead of white in 
the chequers is permitted in secondary 
channels (channels which are alterna
tive to main channels). 

Article g . .,-Numbering or Lettering. 
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Proposed amendment 

(2} 

mark or by the shape of a 
topmark surmounting the 
mark." 

Nil. 

Substitute the following : 
"The shapes of topmarks 

for which definite provision 
is made in these Rules are : 

"A cone, 
"A can, 
"A sphere, 
" A diamond, 
"A St. George's cross, 
"A •T'." 

Substitute the following : 
" Marks on the two sides 

of a channel are character
ised as follows : 

" (a) Starboard-hand marks : 

"Shape or type: Conical or 
spar. 

" Colour : Black, or, in the 
case of conical marks for 
purposes of differentia
tion, black and white 
cheq uers ; I in the case of 
spars, for purposes of 
differentiation or visibi
lity, black with the upper 
part white. 

" Topmark (if any) : Cone, 
point upwards, coloured 
black, or, for purposes 
of differentiation, a dia
mond, except at the en
trance of a channel. 

" On spars, a broom in 
the form of a cone point 
upwards may be used. 

" (b) Port-hand marks : 
"Shape or type : Can or 

spar. 
" Colour : Red, or, in the 

case of can-shaped marks, 
for purposes of differen
tiation, red and white 
chequers.' 

" Topmark (if any) : Can, 
coloured red, or, for 
purposes of differentia
tion, a ' T ', except at the 
entrance of a channel. 
On spars, a broom in the 
form of a cone point 
downwards may be used." 

Nil. 

1 The use of yellow instead of 
~hite in the chequers is permitted 
m .secondary channels (channels 
whtch are alternatives to main 
channels). 

Remarks 

If the preceding article is 
transferred to Chapter II, as 
proposed, this article should be 
renumbered "4 ". 

Nil. 

The article in its revised 
form in column (2) sets out 
all the shapes of topmarks 
which are definitely authorised 
or required by th~ R:nle~, 
whilst at the same time mdt
cating that the use of other 
forms of topmark is not pro-

. bibited in special cases. 

The references to the spindle 
type of mark have been omitted 
(see Article 4, second para
graph of Remarks), and the 
whole article has been re
drafted with a view to greater 
clarity. No alteration has 
been made in any of its provi
sions, except as regards the 
spindle shape. 

Nil. 



Rule drafted by London 
Preparatory Committee, 

July 1933 
(I) 

Article IO.-Lighted Marks. 

Lights on marks on the two sides of a 
channel are differentiated by colour or 
by rhythm where preferred or by a 
combination of both colour and rhythm 
-viz.: 

(a) Starboard-hand lights : White 
lights showing one or three flashes or 
occultations; green lights of a character 
not allocated to the marking of wrecks 
(see Article 23) ; or both white lights 
and green lights with the above 
characteristics. 

(b) Port-hand lights : Red lights 
showing any number of flashes or 
occultations up to four ; white lights 
showing two or four flashes or occulta
tions; or both red lights and white 
lights with the above characteristics. 

Article II.-Middle- Ground or Bi
furcation or junction Marks. 

Marks at the ends of middle grounds 
have the following characteristics : 

Shape or type : Spherical, spindle, or 
spar. 

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) : 

(a) Main channel to the right: 
Outer end, a cylinder l Painted 
Inner end, a "T " red 

(b) Main channel to the left : 

upwards . Painted 
Outer end, a cone point ~ 

Inner end, a d1amond black 
(two cones base to 
base) 

(c) Channels of equal importance: 

Outer end, a sphere l Painted 
Inner end, a St. George's red 

cross 

N.B.-Where the body of the mark 
is not spherical, a spherical topmark 
is placed immediately below the top
marks indicated in (a), (b) and (c), as 
the case may be. 

Lighted Marks.-The characteristics 
of lights on these marks shall, as far as 
possible, be distinctive ; provided that 
no colours are used other than those 
prescribed in Article xo above, and 
provided also that neither colour nor 
rhythm, nor combinations of colour 
and rhythm, shall be such as to lead to 
uncertainty with .regard to the side on 
which the marks shall be passed. 

When lights with distinctive charac
teristics cannot conveniently be adop
ted, the lights shall conform to the rules 
prescribed in Article xo and shall, as 
far as possible, be differentiated from 
neighbouring lights. 

Article r:a.-Mid-channel Marks. 

-13-

Proposed amendment 

(2) 

The words " where pre
ferred " should be transferred 
from their present position 
after the word " rhythm " to 
after the words "colour or ". 

Under "Shape or type" 
omit the word "spindle". 

Under Topmarks (a), sub
stitute the word " can " for 
the word "cylinder". 

Nil. 

Remarks 

With regard to the use of 
single occulting green lights, 
see Article 23, second para
graph of Remarks. 

See Article 4. second para· 
graph of Remarks. 

This will follow the nomen· 
clature proposed for Article 7· 

Nil. 
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CHAPTER III.-CARDINAL SYSTEM. 

Article IJ.-Shape of the Body of the 
Mark. 

If a distinction as to shape is made 
between the marks, the shape is as 
follows : Conical, cylindrical, ogival or 
spindle. 

Article I4.-Shape of Topmarks. 

Article zs.-Characteristic Colours. 

Article z6.-Allocation of Charac
teristics to the Quadrants. 

CHAPTER IV.-MARKS COMMON TO 
BOTH SYSTEMS AND OTHER MARKS. 

Article I7.-Isolated Danger Marks. 

Isolated danger marks are used 
where it is desired to mark a danger 
which can be adequately indicated by 
a single mark and may be passed on 
either hand. 

These marks are as follows : 

Shape or type : Spherical, spindle, or 
spar. 

Colour : Wide black and red horizontal 
bands separated, if desirable, by a 
narrow white band. · 

Topmark (if any) : Spherical painted 
black or red, or half-black and half
red, horizontally. 

Light (if any): Rhythmic, either white 
or red. 

Article z8.-Landfall Marks. 

Landfall marks serve to indicate the 
seaward approach to a harbour, river 
or estuary. These marks are as fol
lows: 

Shape : Optional. 
Colour : Black and white, or red and 

white, vertical stripes. 
Light (if any) : Rhythmic. 

Article I9.-Transition Marks. 

Buoys indicating the transition 
between th~ cardiJ?-al and lateral sys
tems are pamted With red and white or 
black and white spiral bands. 

-14-

Proposed amendment 

(2) 

Amend to read as follows : 

Article 13.-Principal 
Types of Marks. 

"The principal types of 
marks employed in the .car
dinal system are : Comcal, 
cylindrical, ogival, spmdle, 
and spar." 

Nil. 

Nil. 

Nil. 

For " Isolated danger 
marks spindle, or 
spar", substitute : 

" Where it is desired to 
use a special mark for a 
danger which can be ade
quately indicated by a 
single mark and which may 
be passed on either hand, 
the mark shall be as fol
lows : 

"Shape or type : Spherical 
or spar." 

Under "Topmark", substi
tute the word " sphere " for 
the word " spherical ". 

Amend the first paragraph 
to read as follows : 

" Landfall marks serv
ing to indicate the seaward 
approach to a harbour, river, 
or estuary are as follows : " 

Insert after the words 
" Shape : Optional ", the 
words " but must not be mis
leading, having regard to the 
Rules for channel marking". 

Substitute the following for 
the words after the word 
" are " : " as follows : 

" Shape : Optional, but must 
not be misleading, having 
regard to the Rules for 
channel marking. 

"Colour : Either red and 
white or black and white 
spiral bands." 

Remarks 

(3) 

See Remarks on Article 4 
(column (3)). 

Nil. 

Nil. 

Nil. 

The amended form of the 
article in column (2) will 
indicate more clearly that a 
Buoyage or Lighting Authori
ty need not mark any danger 
with an "isolated danger 
mark " unless they consider 
this method of marking the 
most suitable .in the circum
stances of the case. 

This will follow the nomen
clature used in Article 7· 

Nil. 

Nil. 
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20.-Quarantine - Ground 

Shape: Optional. 
Colour: Yellow. 

Article 2I.-0utjall and Spoil- Ground 
Marks. 

Shape : Optional. 
Colour : Yellow above and black 

below. 

CHAPTER V.-MARKING OF WRECKS. 

Article 22.-General Provisions. 

Characteristics in the Lateral System. 

Article 23.-Wreck-marking Buoys.l 

Colour : Green. 

(a) If to be passed on the starboard 
hand : 

Shape or type : Conical, spindle or 
spar. 

Topmark (if any) : Conical. 
Light (if any) : Triple-flashing green. 

(b) If to be passed on the port hand: 

Shape or type : Can, spindle or spar. 
Topmark (if any) : Can. 
Light (if any) : Double-flashing green. 

If the body of the mark in the cases 
of (a) and (b) above does not conform 
to the characteristic shape, the lower 
part of the mark shall be coloured 
black or red, as the case may be, but 
the predominant colour shall be green. 

(c) If to be passed on either hand : 

Shape or type : Spherical spindle or 
spar. 

Topmark (if any) : Spherical. 
Light (if any) : Occulting green, giv

ing equal periods of light and dark
ness. The duration of each period 
shall not be less than three seconds. 

• When posts fixed in the ground are 
used to mark wrecks in shallow waters, they 
conform to the rules. 

-IS-

Proposed amendment 

(2) 

. Add, after " Shape : Op
tional , the words " but must 
not be misleading, having re
gard to the Rules for channel 
marking". 

Amend to read as follows : 
"Shape : Optional, but must 

not be misleading, having 
regard to the Rules for chan
nel marking. 

"Colour : Yellow above and 
black below. 

" Light : Optional, but due 
regard should be paid to 
character of other lighted 
marks in the vicinity." 

Insert the following article 
between Nos. 21 and 22 : 

" Areas used for Naval 
Military or Air Force Prac~ 
tice Purposes. - Marks in
dicating the limits of such 
areas are as follows : 
" Shape : Optional. 
"Colour : White with ap-

propriate inscription in 
red '-- e.g., • D.A.' for 
Danger Area". 

Nil. 

After the words " Colour : 
Green ", insert the words 
"(includingtopmark (if any))". 

For " Topmark (if any) : 
Conical" under (a} substitute 
"Topmark (if any) : Cone." 

Omit the word " spindle " 
under " Shape or type" in 
paragraphs (a), (b) and (c). 

Under " (c)", substitute 
the following paragraph for 
the paragraph commencing 
"Light (if any) " : 

" Light (if any) : Single oc
culting green." 

Remarks 

(3) 

Nil. 

Nil. 

· As it is becoming increas
ingly common for such areas 
to be marked by buoys, a 
rule governing their marking 
is considered desirable. 

Nil. 

As regards the omission of 
the word "spindle", see Ar· 
ticle 4· second paragraph of 
Remarks. 

Strong representations have 
been made by Buoyage and 
Lighting Authorities in the 
United Kingdom that it would 
be preferable to reserve single 
occulting green lights for 
wreck-marking and not to use 
them also for channel-marking, 
which it is considered might 
lead to confusion. It is 
therefore proposed that the 
character of the occulting 
green light to be exhibited 
under (c) should not be 
restricted to one giving equal 
periods of light and dark· 
ness, to which certain au
thorities see objection, pre
ferring a character which, in 
all conditions of weather, etc., 
will be unmistakably occult-
ing. 
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Where a wreck which can be passed 
on either hand is marked by more than 
one light, the lights may be differentia
ted by different periods of occultation. 

Article 24.-Wreck-marking Vessels. 

They display green painted shapes : 

(a) If to be passed on the mari
ner's starboard hand : 
Two spheres surmounted by a cone 

point upwards in a vertical line. 

(b) If to be passed on the mariner's 
port hand : 
A sphere surmounted by a cylinder 

in a vertical line. 

(c) If to be passed on either hand : 
Four. spheres disposed vertically by 

pa1rs. 
The shapes are disposed so as to be 

distinctly visible above the vessel's 
superstructure. 

The shapes shall be disposed verti
cally with a clear space between each 
shape equal to not less than one and 
a half times the diameter of. the 
spherical shape. 

The horizontal distance between the 
s~apes in_( c) shall be as great as pos
Slble and m no case less than twice the 
vertical distance between the shapes. 
. Lights : fixed green; shall correspond 
m number and arrangement to the 
shapes mentioned above. 

Vessels marking wrecks shall not 
carry the ordinary riding-light carried 
by a vessel at anchor. 

Sound signals : On manned wreck
ma~king vessels during fog, mist, 
falhn~ snow. or heavy rainstorms, a 
bell, lf used, 1s rung at intervals of not 
more than thirty seconds, as follows : 

Three strokes, if the vessel is to be 
passed on the mariner's starboard 
hand; 

Two strokes, if the vessel is to be 
passed on the mariner's port hand; 

Four strokes, if the vessel can be 
passed on either hand . 

. N.B. - Should sound signals be 
glVen by means other than by a bell 
they s~all be s_uch as not to be mistake~ 
for ne1ghbourmg sound signals. 

Characteristics in the Cardinal System. 

Article 25.-Wreck-marking Buoys. 

Wreck marks are only placed in th 
eastern and western quadrants an~ 
have the following characteristics : 

Eastern quadrant : 

Shape or type : Conical ogival or 
spar. • • 

To£mark (if any) :Two cones base to 
as e. 

Colour : Green. 
Light (if any) . G . 

flashin . : reen, mterrupted 
· d /• glvlng a succession of 

£~t ash~s, at a rate of at least 
fon~lee; ~mute fo~ a given period, 
dark Y a g1ven period of ness. 

- r6-

Proposed amendment 

(z} 

For the word "light " in 
the last paragraph, substitute 
the words "lighted buoy ". 

Add the following footnote 
to correspond with the foot
note to the heading to Ar
ticle 23 : 

"Where shapes and/or 
lights are exhibited from 
the wreck itself, instead of a 
floating mark being used, 
the colour green shall be 
employed and the shapes 
and/or lights shall not con
flict with the Rules laid 
down in this article." 

Remarks 

(3) 

It appears desirable to make 
provision for the case of 
shapes and lights being exhi
bited from the wreck itself, as 
this form of marking may 
sometimes, particularly in 
narrow waters, be the only 
practicable one. 

Add the following note : 

"Where ~he shape of the 
m~rk used 1s conical, cylin
dncal spindle or spar, top
marks are compulsory in 
order to distinguish th 
wrec_k-marking buoys of th! 
cardmal · sy~tem from the 
wreck-markmg buoys of 
the lateral system." 

The suggested proviso ap
pears to be necessary in order 
to prevent possible confusion. 
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Western quadrant : 

Shape or type : Cylindrical, spindle, 
or spar. 

Topmark (if any) : Two cones point 
to point. 

Colours : Green. 
Light (if any) : Green flashing, at a 

rate of at least forty flashes per 
minute. 

CHAPTER VI.-MrscELLANEOUS 
PROVISIO~S. 

Article 26.-UJ!defined Marks. 

Marks whose purpose is not defined 
in these rules are coloured in such a 
way as not to lead to confusion with 
marks whose purpose is defined in 
these Rules. The characteristics of 
bell and whistle buoys have, if practi
cable, the appropriate characteristics 
laid down in these Rules. 

Certain fixed marks indicating, for 
instance, the direction to be followed 
by a mariner may be provided with 
characteristics which allow them to be 
distinguished clearly from floating 
marks. 

Article 27.-Fixed Lights. 

The use of fixed lights on marks 
should be avoided wherever practicable, 
except in the case of wreck-marking 
vessels, where th~ lights should con
form with the provisions of Article 24. 

Article 28. - Harbour Lights. 

In the case of lights placed on per
manent works at the entrance of har
bours, whose principal purpose is 
to mark the sides of a channel, the 
colour and rhythm should, as far as 
possible, be in accordance with the pro
visions of Article IO. 

Article 29.-Coloured Sector Lights 
and Leading Lights. 

Where practicable, coloured sector 
lights shall be in accordance with the 
provisions of Article ro. 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 conditions of 
their employment are similar. 

Where a leading light or lights might 
be mistaken for a light or lights form
ing a part of the lateral system, the 
colour shall be in accordance with the 
provisions of Article IO. 

Article 30.-Fixed Supports for Lights. 

-I]-

Proposed amendment 

(2) 

Omit the second sentence 
of the first paragraph and in
sert the following new para
graph: 

" Bell buoys and whistle 
buoys have, if practicable, 
the characteristics appro
priate to their position in 
accordance with the fore· 
going Rules. " 

Insert the word " floating" 
between the words " on " and 
H marks". 

After the words " a chan
nel" substitute the following 
words for the remainder of the 
article : 

" Into the harbour, the 
general obligation to adopt 
the characteristics of colour 
and rhythm which would be 
in accordance with the pro
visions of Article IO need 
not be considered binding, 
if, in the opinion of the 
responsible authority, local 
conditions render other 
characteristics of colour and 
rhythm more desirable." 

Substitute the following for 
the first paragraph : 

" When coloured sectors 
are used in lights forming 
part of the lateral system of 
buoyage, it is desirable, 
when circumstances permit, 
that their colours should be 
in accordance with Article 
IO. In cases where this 
is not considered practicable, 
the colours should prefer
ably be allocated in accor
dance with a definite rule 
laid down for a particular 
region, in order that the 
sectors may be arranged in 
the same manner when the 
circumstancesareidentical." 

Nil. 

Remarks 

(3) 

Nil. 

In view of the terms of 
Article I, the proposed amend
ment is necessary in order to 
make it clear that Article 27 
is not intended to apply to 
fixed lights on shore or on 
works, such as piers. 

It is thought that difficulties 
would arise in the practical 
interpretation of this article 
as it appears in column (I). 
In its amended form in column 
(2), the general scope of the 
article remains unaltered and 
it is made clear that a channel 
leading into the harbour and 
not a channel running past 
the entrance is referred to. 

The article in column (2) is 
Article 24 of the British pro
posals of November 1931. 
It is considered to be clearer 
and easier of interpretation 
than the article drafted by 
the London Committee. 

Nil. 



Rule drafted by London 
Preparatory Committee, 

July 1933 
(I) 

Article 3I.-Topmarks. 

When a mark or its superstructure, 
having regard to its position in the 
system, does not conform to the cha
racteristic shape laid down in the fore
going rules, it shall, as far as possible, 
be furnished with the appropriate 
characteristic topmark. AI terna ti vely, 
an additional mark bearing the appro
priate topmark may be used. 

Topmarks are generally painted with 
the darkest of the characteristic colours 
used for the corresponding mark, 
except in the case of an isolated danger 
mark. This provision is not obliga
tory when brooms are employed as 
topmarks. 

For purposes of differentiation where 
there are numerous neighbouring 
marks, additional topmarks of the 
same shape may be used on the same 
mark. The lower cone may be dupli
cated in the case of topmarks used in 
the eastern and western quadrants of 
the cardinal system. 

-18-

Proposed amendment 

(2) 

Insert the words " owing to 
damage or other exceptional 
circumstances " after the 
word " When " at the com
mencement of the article. 

Substitute the words " pen
ding repair or replacement " 
for the words " as far as pos
sible" in the first paragraph. 

Substitute the following for 
the first sentence of the 
second paragraph : 

" Where not otherwise 
stated in the foregoing 
Rules, topmarks are painted 
with the darker of the col
ours used for the body of 
the mark." 
The whole article should 

come after Article 26, and 
before Articles 27, 28, 29 and 
30. 

Remarks 

(3) 

It is desirable to indicate 
that, except as provided by 
Article 2 of the draft agree
ment, departures from the 
Rules relating to shape may 
only be made in quite excep
tional cases orin circumstances 
of temporary difficulty and 
that the article does not 
authorise any general use of 
topmarks as substitutes for 
the appropriate shape of the 
body •Or superstructure of 
buoys. 

The form of the Rule re
garding the painting of top
marks has been slightly 
amended. 

MEMORANDUM ON THE DRAFT AGREEMENT RELATIVE TO THE 
UNIFICATION OF BUOYAGE RULES DRAWN UP BY THE PREPARATORY COMMITTEE.' 

Agreement as drafted 
by London Pre para tory Committee, 

July 1933 
(I) 

DRAFT AGREEMENT RELATIVE TO THE 
UNIFICATION OF BuoYAGE RULES. 

The contracting Governments, re
presented by the undersigned, having 
decided to unify certain rules relative 
to buoyage, have agreed on the fol
lowing provisions : 

Article I. 

In all cases in which the competent. 
authorities in the territories of the 
contracting Governments communicate 
to navigators the information or warn
ings dealt with in the annexed rules, 
each of those Governments undertakes 
that onlJ: ~easures in c<:mformity with 
the provisions of the satd rules will be 
taken by such authorities for the 
particular purposes in question. The 
necessary measures to that effect shall 
be taken before the expiry of a period 
of ten years from the entry into force 
of the present Agreement. 

Every contracting Government that 
has cm_npleted the application of the 
aforesaid measures in its territory 
shall notify the Secretary-General of 
the League of Nations to that effect· a 
copy of such notification shall be f~r
warded by the Secretary-General to 
the other contracting Governments. 

Each contracting Government shall 
do. everything practicable, due regard 
bei?g h~d more especially to the funds 
at 1ts dis~o~al, to reduce the length of 
~h.e. t~ansitional period between the 
Irut~ation and compl~tion of the appli
cati?n of the aforesaid measures in its 
tern tory. 

1 Document C.46s.M.2J8.1933.VIII. 

Proposed amendment 

(2) 

For the words " communi
cate to navigators the infor
mation or warnings dealt 
with in the annexed rules " 
substitute the words " main~ 
tain for the benefit of navi
gators marks or other signals 
for the purposes mentioned in 
the annexed rules ". 

Add the following words at 
~.he end of the first paragraph : 

as rega_rds the territory con
cerned m accordance with 
Article 5 or 7 or g, as the case 
may be". 

. 

Remarks 

(3) 

The words which it is pro
posed to alter appear to be 
based on a similar article in 
the Agreement concerning 
Maritime Signals, signed at 
Lisbon in 1930, but are not 
~ppropriate in the present 
mstance. 

Acceding Governments 
should be allowed the same 
~eriod o_f ti~e as the original 
signatones (~.e., a maximum 
of ten years) to give effect to 
the Rules. 
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Article z. 

Departures from the provisions of the 
annexed rules shall only permitted in 
virtue of local conditions or exception
al circumstances, and particularly where 
the adoption of the rules in question 
might endanger navigation or where the 
expenditure involved might be out of 
proportion to the frequency of the 
traffic. 

Such departures from the rules 
should, nevertheless, be as limited as 
the situation allows, and proper notice 
of them should be given to mariners. 

As far as possible, they should not 
be such as to lead to confusion with 
the other provisions of the present rules. 

Article 3· 

The present Agreement should not 
be regarded as in any way modifying 
the legal situation in the different coun
tries with reference to the relations 
between the public and the authorities 
in charge of buoyage. 

Article 4· 

Article 5· 

Governments may accept the present 
Agreement by signature <?nly, when ~he 
latter is not made subJeCt to ratifi
cation, or by ratification or accession. 

The instruments of ratification shall 
be transmitted to the Secretary-Gene
ral of the League of Nations, who will 
notify all the Governments concerned 
of their receipt. 

The Agreement shall enter in~o fo~ce 
on the ninetieth day followmg Its 
acceptance by five Governments. 

Article 6. 

Article 7· 

After the coming into force of the 
Agreement in accordance ~ith Ar
ticle 5, each subsequent signature, 
ratification or accession shall take effect 
on the ninetieth day from the date of 
signature, or of the receipt by the 
Secretary-General of the Leagu.e of 
Nations of the instruments of ratifica
tion or of the notification of accession. 

Article 8. 

Article 9· 

Any contracting Governme~t m~y, 
at the time of signature,. ratificat~on 
or accession declare that, In accepting 
the present Agreement, it does not 
assume any obligation in respect of all 
or any of its colonies, P!otectorates, 
or territories under suzeramty or man
date ; and the present .Ag~eement sh<~;ll 
not apply to any terntones named m 
such declaration. 

-19-

Proposed amendment 

(2) 

For the words " or where 
the expenditure involved 
might be out of proportion 
to the frequency of the traffic" 
at the end of the first para
graph, substitute the words 
"or where the expenditure in
volved would be out of pro
portion to the nature and 
amount of the traffic". 

Add the words "and light
ing " at the end of the article. 

Nil. 

For the· words " five Go
vernments", at the end of the 
article, substitute the words 
"ten Governments ". 

Nil. 

For the words "After the 
coming into force of ~he 
Agreement in accordance with 
Article 5, eacl:J. subsequent 
signature, ratification ": etc., 
substitute the followmg 
" When the Agreement has 
been accepted by five (or ten) 
Governments as req~ired by 
Article 5, each sub~equent 
signature (if n?t s~bJe,~t to 
ratification), ratification , etc. 

Nil. 

Remarks 

It is felt that the frequency 
of the traffic is not a satisfac
tory standard by which to 
measure marking require
ments. 

This addition is desirable, 
especially in view of the pro
visions of Articles 28 and 
29 of the Buoyage Rules. 

Nil. 

By increasing the number 
as suggested, a definite mea
sure of success towards the 
attainment of uniformity will 
be assured before any buoy age 
or lighting authority is re
quired to incur expenditure. 

Nil. 

This amendment seems desi
rable in order to cover the 
possibility of a. State si~ning 
or ratifying dunng the nmety 
days between acceptance by 
the fifth Government (or tenth, 
if the proposed amendment 
to Article 5 is accepted) and 
the entry into force of the 
Agreement. 

Nil. 
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Any contracting Government may 
give notice to the Secretary-General of 
the League of Nations, at any time 
subsequently, that it desires that the 
Agreement shall apply to all or any of 
the territories which have been made 
the subject of a declaration under the 
preceding paragraph, and the Agree
ment shall apply to all the territories 
named in such notice ninety days after 
its receipt by the Secretary-General of 
the League of Nations. 

Any contracting Government may 
declare, either after a period of fifteen 
years from the date of the notification 
provided for in the preceding paragraph 
or at the time of the denunciation 
provided for in Article 8, that it desires 
that the present Agreement shall cease 
to apply to all or any of its colonies, 
protectorates, or territories under the 
suzerainty or mandate, and the Agree
ment shall cease to apply to the terri
tories named in such declaration one 
year after its receipt by the Secretary
General of the League of Nations. In 
default of such a declaration, the denun
ciation of the Convention under Ar
ticle 8 will not affect the application 
of the ·Convention to any territories 
referred to in the presc:;nt article. 

Article IO. 

Article II. 

-- 20-

Proposed amendement 

(2) 

For the words "either after 
a period of fifteen years from 
the date of the notification 
provided for in the prece
ding paragraph", substitute 
the following words : " either 
after a period of five years 
from the date of notification 
of effect having been given to 
the Rules in the territories 
named". 

Nil. 

Nil. 

It is suggested that the 
following additional articles 
should be inserted after Ar
ticle 8 : 

" (a) Inventions, etc. 
"Nothing in this Agree

ment shall debar any con
tracting Government from 
demanding at any time the 
revision of the annexed 
Rules on the ground of 
technical development in 
the nature or characteristics 
of marks, lights or sound 
signals, the full benefit of 
which could not be given to 
shipping under these Rules." 

" (b) Procedure for revision of 
Agreements. 

" Any demand for. a re
vision of this Agreement 
shall be communicated in 
writing by the interested 
contracting Government or 
Governments to the Secre
tary-General of the League 
of Nations, who shall take 
the necessary steps to give 
effect to the demand." 

Kemarks 

(3} 

Presumably the period of 
fifteen years mentioned in 
this paragraph was intended 
to comprise (a) the maximum 
period of ten years for giving 
effect to the Rules and (b) 
the period of five years for 
which the Rules must be in 
force before notice of denun
ciation is given. As, however, 
(a) is not a fixed but a maxi
mum period, the position 
will be clarified by the pro
posed amendment. 

Nil. 

Nil. 

Whilst experiments could 
presumably be carried out 
under Article 2 of the Agree
ment, it is considered that 
definite provision should be 
made in order to secure that 
new developments or inven
tions which have been proved 
to. be satisfactory can be 
brought into operation with
out undue delay. Under 
Article 8, revision of the 
Agreement can be demanded 
by (a) any contracting Go
vernment after the Agreement 
has been in force for fifteen 
years, and (b) by one-fourth 
of the contracting Govern
ments at any time. It· is 
considered undesirable that 
the benefit of new inventions, 
etc., should possibly be 
withheld for so long a period 
as that prescribed under {a) 
an<;I. as regards {b), that, 
owmg to the number of Go
vernments likely to be con
cerne.d, the~e may in practice 
be d1fficulbes and delays in 
securing the support of one
fourth of the contracting Go
vernments for a demand for 
revision based solely on tech
nical grounds. 

It seems desirable that the 
Agreement should specify the 
procedure to be followed on a 
d~r;nand .being made for its re
Vlslon, e1ther under the article 
~ugges~ed above, regarding 
mvenhons, or under Article 8. 
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BuLGARIA. 

In. a letter dated June 18th, 1934, the Bulgarian Government stated that the com etent 
au~h.onty, after a c~reful study of the Preparatory Committee's report, had ex ress~d the 
opimon that Bulgana could conclude an agreement on the subject in ace rd p "th th 
system proposed by the United Kingdom. 0 ance Wl e 

CANADA. 

In a letter dated October 9th, 1934, the Canadian Government made the following 
statement: 

The proposals of the Prep_a~atory Committ~e have received the careful and sympathetic 
study_ of the comp~tent ~uthonties of the Canadian Government. Their views on the general 
question of. the umficahon of buoyage were expressed by their representative at the Lisbon 
Co~fere~ce m 1930 (see document C.163.M:S?-193I.VIII). They believe that the international 
umficat10n of sy~tem~ of lateral. buoyage Ism Itself desirable, but-while attaching no impor
tance to the attnbution ?f part;cular .shap~s, colours c:nd numbers to one side or other of the 
c~annel-they feel that, m seekm& m:nformity of practice, appropriate consideration should be 
giVen to the fact that the vast maJonty of lateral buoyage stations in the world is arranged in 
accordance ~ith the recom~endations of the Washington Conference of 1889. To these 
recommendations, the Canadian Government, in company with most Governments of the 
Cm;nm~nwealth and of the wo;ld, have in pract~ce conformed, and they are unwilling to reverse, 
at mevitable cost and confusiOn, a system which has been followed to the general satisfaction 
for some forty-five years. 

A~ ;egards the oth~r recommendations o_f the Prepa;atory Committee, the competent 
authonhes of the Canadian Government submit the followmg observations : 

(a) Buoy Lights.-~t is not t~ought that the multip!e flash characteristics proposed by 
t~e Preparatmy Co~m·!nttee are either n~cessary_ or p_ractlcable. When several buoys are in 
sight at one time, It IS not always possible to Identify them by counted flashes, especially 
when there is any sea running. The increased number of spare lanterns that would have to 
be provided and carried aboard buoy vessels, were this recommendation adopted, is a further 
disadvantage which the proposed change would involve. 

(b) Spherical Buoys.-The experience of the Canadian Lighthouse Service has not indi
cated any demand or necessity for their installation. The shape has the disadvantage of being 
expensive to construct, and, moreover, each additional authoriserl shape increases the number 
of spare or relief buoys which must be provided. 

(c) Topmarks.are neither necessary nor reliable, particularly when subject to ice conditions 
or the risk of being fouled by vessels. 

(d) Wreck-marking proposals are thought to be unnecessarily complicated and liable to 
lead to confusion and disaster. The navigating officer who misses a flash in his count is likely 
to fetch up on the wreck he seeks to avoid. 

CHILE. 

In a letter dated August 28th, 1934, the Chilian Government stated that the buoyage of 
maritime routes was governed by Supreme Decree No. 1320, dated June nth, 1929, and that 
the experiment had had favourable results, since both Chilian and foreign ship~ which had 
sailed and were sailing in Chilian waters had offered no objection to the system m force. 

After a careful study of the draft rules by the competent services, the Chilian Government 
had thought it desirable to submit the following observations : 

(a) The painting of buoys and beacons red to starboard and black to port in C~ile w3:s 
consecrated by half a century's tradition. The proposed rules, on the other ~and! dlametn
cally changed this system by fixing red to port and black to starboard, so that, If Chile a~ceded 
to the draft international agreement, she would have to make a fundame~tal change m the 
colours of the buoys and beacons on channels and rivers. Not only would t~Is change, ~rom the 
material point of view, involve considerable expense, but what was more 1mportant, 1t would 
require a complete change in the usages of Chilian 1?-aval and me~chant seamen, who_would have 
to pilot their vessels through the channels accordmg to an entrrely new system w1th a conse-
quent risk of accidents. "al · b t the 

This reversion of colours is the only important and substantl difference e ween 
system of buoyage in force in Chile and that recommended by the proposed rules. 

(b) In view of the configuration of the coasts and channels of Chile, ~t was consid~r~d 
that the lateral system should be exclusively used in that ~ountry ; the cardmal system mig t 
be adopted for isolated cases where a number of dangers existed on both shores. 

(c) As regards the provisions of Article 6 of the Anne~, it was essenti~ f?~ Ch~e to ~st~bli~~ 
precise rules clearly defining which were the port and whi~h the st~boa~h s\ e~? s~.c s r~he 
and channels, as some lay in an east-westerly and ot~e~s m a n~r~ .-~ou er Y rrec Ion. 
rules at present in force were short and offered only hmited posslblhhes. d d b died in 

The Chilian buoyage rules are reproduced below. The notes appen e were em 0 

log-books and navigation books and served to define these rules. 
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(d) The other provisions contained in the proposed rules would undoubtedly, in th~ 
Chilian Government's opinion, form a valuable addition to the system of buoyage on l~nd an 
sea, and were therefore calculated to render navigation less dangero~s. Some of t em ar~ 
excellent and quite novel, and their only drawback is that they wol!-ld mcrease the number 0 

conventional signs and consequently add slightly to the w~rk of nav1gators. d 
1 To sum up, the Chilian Government had no objectwn to make _to the propose rues 

other than that appearing'~ under (a)-i.e., with regard to the change m the colour of buoys 
and beacons. 

Appendix. 

REGULATIONS REGARDING THE SHAPE AND CoLOURS OF BUOYS AND BEACONS 

IN CHILE. 

(Supreme Decree No. 1320, of 1929.) 

Starboard-hand buoys (conical) shall be painted red with two white horizonta! bands, the first band 
being placed at one-third of the height of the buoy measured from the water-line to the tip of the 
cone, the second buoy at two-thirds of the height. Conical topmark pamted red. 

They shall be surmounted by a conical topmark painted red. . 
The name or number of the buoy shall be painted in white on the red part above the first white band 

(see Fig. I on the following page). 

Port-hand buoys (cylindrical) shall be painted black with two white bands similar to the bands on 
the starboard-band buoys. Cylindrical topmark painted black. 

They shall be surmounted by a cylindrical topmark painted black. . 
The name or number of the buoy shall be painted in white on the black part above the first white band 

(see Fig. 2). 

Mid-channel buoys (spherical) shall be painted white with black vertical bands. There shall be five 
bands equidistant from each other. \\'bite spherical topmark. 

They shall be surmounted by a spherical topmark painted white. 
The name or number of the buoy shall be painted in white on the black ground (see Fig. 3). 

Starboard-hand beacons shall be pyramidal in shape, painted red with three white horizontal bands 
equidistant from each other. Beacons on land shall measure 6 metres in height by 2 metres at the base 
(see Fig. 4). Beacons on the water shall measure 4 metres in height by 1.60 metre at mean spring-tide 
high-water level (see Fig. 5). The bands on these beacons shall be equidistant from each other above 
this high-water level. 

They shall be surmounted by a conical topmark painted red. 
The name or number of the beacon shall be painted in white on the red part above the first white band. 

Port-hand beacons shall be cylindrical in shape, painted black with three white horizontal bands equi-
distant from each other. Beacons on land shall measure 6 metres in height by 2 metres at the base (see 
Fig. 6). Beacons on the water shall measure 4 metres in height by r.6o metre at mean spring-tide high
water level (see Fig. 7). The bands on these beacons shall be equidistant from each other above this high
water level. 

They shall be surmounted by a cylindrical topmark painted black. 
The name or number of the beacon shall be painted in white on the black part above the first white 

band. 

Mid-channel beacons.-The body of the beacon shall be cylindrical in shape and the top shall be hemi
spherical. The beacon shall be painted black with white vertical stripes equidistant from each other. 
Beacons on land shall measure 6 1_11etres in height by 2 metres at the base (see Fig. 8). Beacons on the 
water shall measure 4 metres m height by 1.60 metre at mean spring-tide high-water level (see Fig. g). 

They shall be surmounted by a spherical topmark painted white. 
The name or number of the beacon shall be painted in white on the top part and on the black ground. 

. No/e.-When beacons are situated inside harbours or creeks where the maximum visibility required 
Is less than half a mile, the dimensiOns of the beacons will be reduced to one-half the regulation size-i.e., 
3 metres m height for beacons on land and 2 metres above mean high-water level for beacons on the water. 

Observations. 

. The term "enter" in. ~he case of a channel with two entrances must be taken to mean following the 
directiOn of the flood or nsmg tide. 

As. in_ the case of southern channels, this would necessitate frequent changes in the shape of the marks 
the followmg rule has been adopted : ' 

In the :>trait of :Magellan and the Patagonian channels the words "port" and "starboard" apply to 
vessels commg from the Atlantic or proceedmg northward. 

Consequently, the port marks will lie to the south in the Strait and to the west in the channels and 
the starboard marks to the north and east respectively. ' 

b b
This r7fers solely to the main channel, following the course or track. The secondary channels will 

e uoyed 10 accordance With the general rule. 

. thlnSthe _Beagle Channel, from Moat Bay to the Cockburn Channel the same rule will be followed as 
m e trait. ' 

The shape of the mark is of greater importance than its colour. 

to st!~J~~~-ase of beacons, the colour may vary according to the background or land against which it has 

The shape of the topmark is more authentic than that f th b b · · 
former may occasionally differ from the regulation shape. 0 e uoy or eacon supporting It, and the 

CHINA. 

lnd a letter dated October sth_. 193~. the Chinese Government states that it is prepared to 
cone u e an agreement for the umfica~10n of buo_yage based on the draft Agreement and Rules 
drawtn. up by the Preparatory Committee, provldcd that the Governments of the principal 
coun nes concerned wlll also adopt them. 
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Buoys and Beawns in use as prescribed in the Chi/ian Buoyage Rules. 

On land. 

Fig. 4· 

On land. 

On land. 
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Fig. 8. 

In the water. 

Fig. 5· 

In the water. 

Fig. 7· 

In the water. 

Fig. 9· 

Mean spring-tide high
water level. 

Mean spring-tide high-
A level water. , 

Mean spring-tide high
water level. 
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DENMARK. 

In a letter dated June 23rd, 1934, the Danish Government stated the following : 

In principle, the Ministry of Marine sees no reason to change the present _Danish ~:y:stem of 
buoyage, which it considers suitable and particularly well adapted to Damsh conditwns, or 
indeed to adopt a uniform system. 

The cost involved by the introduction of a uniform system of buoyage would hardly be 
proportionate to the practical advantages offered by such a system. 

The present system has not caused any difficulty to navigation, but it is to be anticipated 
that the period of transition would expose it to very great inconveniences. 

A uniform system on buoyage would in most cases be inferior to the systems of the 
different States, which are adapted to the special conditions (geographical, climatic, etc.) of 
each country. 

Notwithstanding the foregoing considerations, Denmark will probably not refuse to adopt 
the existing scheme for a buoyage system, on condition that it is accepted as it now stands by 
other States-including the adjacent States of the North Sea and Baltic-in sufficient numbers 
for it to be really considered a European buoyage system. 

FREE ClTY OF DANZIG. 

In a letter dated May 1st, 1935, the Polish delegation accredited to the League of Nations 
stated that the Free City of Danzig had no objection to the proposed unification. 

EGYPT. 

In a letter dated September 27th, 1934, the Egyptian Government stated that the compe
tent departments had no objection to the provisions laid down in the draft Agreement and 
R1~les, '!-nd that it would be disposed, should occasion arise, to conclude an agreement on the 
umficahon of buoyage on the basis of the draft in question. 

SPAIN. 

In a. letter dated March 28th, 1935, the Spanish Government communicated the following 
observatiOns on the draft Agreement and Rules together with an explanatory note : . 

OBSERVATIONS OF THE PERMANENT SPANISH LIGHTHOUSES COMMISSION REGARDING THE DRAFT 
RULES CONCERNING A UNIFORM SYSTEM OF BUOYAGE. 1 

[Translation ~rom Spanish.] 
CHAPTER I. - GENERAL. 

Same system. No observations. 

CHAPTER H.-LATERAL SYSTEM. 

Same system. 
Article 6.-Position of Marks. 

Same system. 
Article 7.-Shapes of Topmarks. 

Article B.-Marking of Sides of Channels. 

Marks on the two sides of the channel are characterised as follows : 

(a) Starboard-hand marks : 

Shape or type : Cone, spindle or spar. 

" tak~ota~:;,~~r ~ ~;:~uf~~~~~i~ards for ordinary buoys and diamond-shaped for buoys indicating 
Colour : Black, both buoys and topmarks. 

(b) Port-hand marks : 

Shape or type : Can, spindle or spar. 
reas!~pmark : Can for ordinary buoys and T-shaped for buoys indicating "take care "for a specific 

Colour : Red, both for buoys and topmarks. 

(Omit N. B.) 

Same system. 
Article g.-Numbering or Lettering. 

Article ro.-Lighted Marks. 

Lights of marks on the two sides of the chann 1 d' · 
preferred, or by a combination of both colour and rh;t~:-~~~r:enbated by colour or by rhythm, where 

(a) Starboard-hand lights : Green j · 
(b) Port-hand lights: Red Slow rhythm flashes (less than thirty a minute). 

-----
1 See also explanatory notes following the observations. 
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(c) Buoys meaning " take care " : 

Starboard-hand buoys : Green 1 
Port-hand buoys: Red l Rapid rhythm flashes (more than sixty a minute). 

(d) Spherical bifurcation buoys : 

S~owing the main ?ham1;el ~o the right:.~ whit~ light and a red light set vertically in the order given. 
Junction buoy: Same llghts m mverted posltions-t.e., red above white. 

S~owing the ~ain <:ha.nnel to the l~f~: A w_hite light an~ a green light set vertically in the order given. 
J unctio~ bu?y : Lights m mverte~ positions-t.e., a gre~n hg~t above a white light. 

Inc;hcatmg chall:nels of equa~ Imp?rt?-nce: Two v.e~bcal ~Ights, one green and the other red, set in the 
order giVen. Junction buoy: Lights m mverted position-I.e., a red light above a green light. 

(e) Buoys indicating the proximity of a secondary channel: 

Channel to the right, the bu?y being to port : Two red ligh_ts set vertically. 
Channel to the left, buoy bemg to starboard : Two green llghts set vertically. 

(f) Lighted mid-channel marks indicating the deepest part of a deep-water channel or fairway : 

Two white lights set vertically. 

(g) Characteristics of the lights : 

All these lights must show flashes. Lights belonging to the same channel must all show the same 
number of flashes; if there are different channels, a specific number of flashes is allotted to each channel 
according to the following rules : 

All the lights of the main channel shall show two flashes; the lights of secondary channels to the right 
of the main channel shall show four flashes for the first channel, one for the second and three for the third ; 
the lights of secondary channels to the left of the main channel shall similarly show four, one and three 
flashes respectively. This system of lighting, therefore, can be applied to seven channels in all, buoyed 
according to a uniform and perfectly clear system. 

Article H.-Bifurcation or junction Marks. 

Marks at the ends of middle grounds have the following characteristics: 

Shape or type : Spherical, spi~dle or spar. . . . . . 
Colour: For buoys, vertical white and red bands, If the mam channel Is to the nght; honzontal black 

and white bands when the main channel is to the left, and horizontal black and red bands when the channels 
are of equal importance. 

Topmarks (compulsory) : 

(a) Main channel to the right: 

Outer end: A can buoy j Painted red 
Inner end: A" T " 

(b) Main channel to the left : 

Outer end: A cone point upwards j Painted black 
Inner end: A diamond 

(c) Channels of equal importance : 

Outer end: A sphere 
Inner end: A St. George's cross, painted· red. 

(d) To indicate the entrance to a secondary channel, whether leading from the se!l- ~r from a main 
channel, the indicating buoys have the following shapes and charactenstics : 

Can buoy, black and red check pattern, meaning that it ~ust be left to port and t~at 
the secondary channel is in the -immediate neighbourhood; corneal buoy, black and white 
check pattern, meaning that it must be left to starboard and that the secondary channel 
is in the immediate neighbourhood. 

(Omit N. B.) 

Lighted Marks.-The rules shall be based on those given in Article 10, paragraphs (d), (e), (f) and (g) 

Article 12.-Mid-channet Marks. 

Same system. No observations. 

CHAPTER UI.-CARDINAL SYSTEM. 

Sam~ system, subject to the observations submitted at the end of this report, in the third explanatory 
note. 

CHAPTER IV.-MARKS COMMON TO BOTH SYSTEMS AND OTHER MARKS. 

Article 17.-lsolatedDanger Marks. 
f 11 · po· ts · Our system is the same as that outlined in the draft, except as rega,rds the o owmg m · 

Colour: Vertical black and red ban~s; h . 1 . t d black the other a St. George's 
Topmarks : Two topmarks set vertically, one sp enca pam e • 

cross, painted red ; . 
Light: White, quick flashing (more than sixty flashes a mmute). 

Article rS.'-Landfall Marks. 

Same system. No observation. 



Article !g.-Transition Marks. . 
1 terns are painted with red and 

Buoys indicating the transition between the cardin~! ad"t·~~ier:r ::h black and white spiral bands, 
white spiral bands, in which case they must c~rry a fixe re I ' 

in which case they should carry a green fixed hght. 

Articles 20 and 21. 

Same system. No observation. 

CHAPTER V.-MARKING OF WRECKS. 

Article 22.-General Observations. 

Same system. No observation. 

Characteristics in the Lateral System. 

Article 23.-Wreck-marking Buoys. 

Colour : Green. 

(a) If to be passed on the starboard hand: 

Type: Conical, spindle or spar. 
Topmark : Conical. . · t ) 
Light: Green, quick rhythm (more than Sixty flashes a mmu e · 

{b) If to be passed on the port hand: 

Type : Can, spindle or spar. 
Topmark : Can. . . · t ) 
Light: Red, quick flashmg (over sixty flashes a mmu e · . 

If the body of the mark does not conform to the chaka~tex:i:~ic ~ap1:~lt~ r:e~~~~~ 
nant colour shall be green, and the buoy should be mar e WI a 

(c) If to be passed on either hand : 
The previous marks (a} and (b), one at each end of the wreck. 

Article 24.-Wreck-marking Vessels. 

They display green painted shapes : . . 
(a) If to be passed on the mariner's starboard hand, three cones point upwards m a honzontal 

line; 
(b) If to be passed on the mariner's port hand, two cans set in a horizontal line ; 

(c) If may be passed on either hand, four spheres disposed vertically . by pairs. . . 
As regards the rest of this article, same system as in the draft, except that the hghts be white fixed hghts. 

Characteristics in the Cardinal System. 

Article 25.-Wreck-marking Buoys. 

Same system, except as regards the colour of the lights, white being regarded as preferable. 

CHAPTER VI.-MISCELLANEOUS PROVISIONS. 

Article 26, 27, 28 and 29. 

Same system. No observation. 

Article 30.-Fixed Support for Lights. 

Fixed supports for lights forming part of the lateral system of buoyage shall be painted v:hite, if the 
light is to be of a colour characterising its position in the previous system, or of the colour which charac
terises this latter. If the correct characteristic colour cannot be used, the opposite characteristic colour 
shall, wherever possible, be avoided. 

Article 31.-Topmarks. 

Same system. No observation. 

EXPLANATORY NOTES. 

I. The Commission accepts the number and form of buoys and topmarks as provided in Article 8, 
but considers that, for the purpose of differentiating by shape, conical, can and spar buoys, painted either 
entirely black or red according to the side of the channel marked would be sufficient. As topmarks 
are grouped in pairs for each buoy, the Commission feels that it would be desirable to make a clear 
differentiation. There would be no difficulty in adopting the solution indicated in our draft-namely, 
a can topmark on a red buoy and a triangular topmark on a black buoy for ordinary purposes ; the same 
buoys with T shaped or diamond shaped topmarks would normally not only mark the channel, like the 
others, but would further mean "take care" (so as to warn navigators when approaching these buoys). 

By this system, if the port and starboard buoys are numbered consecutively, channels or fairways 
would, in our opinion, be sufficiently clearly and definitely marked without there being any need to employ 
broom-shape topmarks or red and yellow chequered buoys. The use of such would, we think, even have 
certain disadvantages. We would suggest that white. and black, or white and red chequered buoys 
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should be reserved to indicate the prox~mio/ of a seco~dary channel, but the Commission thinks that this 
mark should not be reserved solely to mdtcate entry 1nto a secondary channel 0 · t f · 
h 1 · 1 'd d · . pemng ou rom a ma1n 

c anne , a~ 1s a1 own m the last paragraph of Article. 8. This buoy might also be used to enable a 
vessel comm~ from the.sea to enter a secondary channel, 1n which case, the white and red che uer would 
show the man~er that, 1f he passes the buoy to port, he will be near a channel of this kind . the s~me would 
apply to a whtte and black chequered buoy. ' 

. As rega~ds bifur~ation or junction marks, "Y'e 3:gree to the same forms of buoys and topmarks and 
the1r respec~1ve m~amngs, and only detect confuston 1~ the use of the same colours-white and red bands
as su~geted m Article II, paragraphs,( a) an~ (c), for d~fferent cases. The Commission does not think that 
the dtfference )Jetween the topmarks 1s s_uff!cte~t to obvtate confusion, which the same colour on buoys of the 
same for~ mtght create. The C.ommtsston 1s therefo~e of opini<?n that this disadvantage could easil 
be re~edted, and suggests fo~ th1s p_urpose that sphencal buoys mdicating a bifurcation in channels l£ 
equaltmportance should be pam ted wtth black and red bands, colours which clearly indicate that the vessel 
may steer to port or to starboard, the channel being equally good on either side. 

- • 2. Lighted -!~fark?.-Besides the explanatio.n ~iv~n in our report concerning the number of flashes 
desuable f<_>r !he hght~ m ea~h cha~mel and the vanation m ~he number of these flashes for different channels, 
the.Commtsswn con~tders 1t advtsable, from the standpmnt of mariners' requirements, that the colours 
of hght buoys markmg channels should be red to port and green to starboard. It does not think that 
the li~hts of seco~dary buoys s.hould b~ white,, as it is not i~ favour of marking dangerous spots at sea, such 
as shtpwrecks, With a green hght w~uch! ?wmg both to 1ts colour and intensity, is of very low visibility 
~:m the. surface of the ?ea, where we thmk ~tis absolutely necessary to adopt white. White, by its visibility, 
mtens1ty and glare, 1s. the colour most hkely to be seen at a dtstance by navigators and consequently is 
best suited for markmg dangerous spots. On the other hand, the Commission considers that white 
flashing lights on luminous buoys marking channels can easily, even though of low power, be mistaken 
for other white lights on motor-boats, jetties, etc. ; again, they might prove to be dazzling if of any 
considerable strength. White is, in short, within port areas a colour that does not stand out clearly and 
might lead to unfortunate mistakes. On the other hand, the Committee considers-and this is the reason 
for its proposal-that for steering a course within a port area-an operation usually carried out with the 
utmost care-a green is the most appropriate colour in view of its very definite characteristics, its perfectly 
clear meaning (that is it to be passed on the starboard hand) and its power, which is sufficient for this 
kind of navigation, does not dazzle or cause the slightest confusion in the mind of the navigator. 

3· Cardinal System.-We entirely accept the cardinal system set out in Chapter III (Articles 13, 14, 
IS and r6), although in Article 16, in describing the form of the topmarks to be allocated to each quadrant, 
there seems to be an implication that the topmark adopted for each is e<ommon to both forms-conical 
or spar in the first quadrant, can or spar in the second, etc. 

As, however, the diagram appears to show that only the spars have topmarks, and although the 
diagram is included merely as an illustration, we think it should be made quite clear that in signals specially 
reserved for navigation at sea-signals which should therefore have the greatest possible visibility-all 
buoys should have their corresponding topmarks. 

Lighting.-Though accepting the system proposed, we think it might perhaps be improved by 
stipulating that both day and night the same colours should go together, and be so arranged that if, for 
instance, the coastline follows a S.W.-N.E. direction, these colours shall indicate to the navigator: white, 
that he is on the seaward side of the danger; red, that he is on the landward side of the danger. In other, 
terms, it might be more advisable to set the colours cardinal-wise, but in such a way that they are the same 
by pairs according to the parallels which unite them at various distances from the land. 

4· The Committee does not understand either the necessity or the reason for the proposal concerning 
landfall marks in Article r8. It feels that, if this mark were to be adopted, very careful enquiries would be 
necessary to determine the circumstances and conditions in which its use ':"ould be necessary. For 
instance, is it to be employed solely for marking seaplanes in port areas or should 1t !llso be used, as proposed 
in Article r8, to indicate the proximity of a river estuary or of a port ? In th1s latter case! surely the 
indications given by other lights from lighthouses, etc., should be sufficient. In any case, 1t would be 
desirable to state when landfall marks should be lighted or not. 

5· Marks Common to Both Systems.-This Commission approves the spherical form for isolated 
danger marks as proposed in Article 17 of the draft Rules. It also approves blac~ and red as the co~o~rs 
for these marks, these colours concording with the rules adopted generally for all kmds of obstac:les g~v~ng 
rise to or involving a bifurcation; in order, however, to differentiate clearly betwe~n the bifurcat10n 
mark indicating two channels of equal importance and the isolated danger mark, we thmk. that the bai_~ds 
for the latter mark should be vertical and, in accordance with the explanatio~s already g~:ven concer~mg 
the principle on which our modest proposals for lighting are based, that the.hght (whtch IS not specified 
in the draft) should be white and quick flashing (more than sixty flashes a mmute). 

6. This Commission considers that the marks for wrecks indicated~~ Ch3:pter V a;e quite clear and 
definite. The provisions of Articles 22 and 23 only differ from the p~ov~s10ns 1.n force m our count!')!' as 
regards the colour of the light-white instead of green-for the reasons mdtcated 1~ the second observ~bo~. 

With regard to Article 24 the Commission feels that the proposed system mtght lead to conf~s10n If 
the distinctive marks-namely, cones or cans for vessels to pass on the port or s!arboardha~d .respecbvelb 
happen by accident to be missing. The Commission ther~fore proposes t~at, Without modlfymg thenum er 
uniform marks should be adopted-i.e., all cans, all comcal or all sphencal. 

To sum up all the modifications suggested and explanations given conce~ng each of the propo:;ed 
chan~es, it may be noted that this Commission, having in vi~w the i~~er~sts of navtgat~:;s a~~a~f::~£C::~k~ 
to avoid any considerable cost as a result of the transformatwn of extsbng systemshor

1 
~ c th f rm of the 

· · · 1 f t t pr po e a system which as a w o e-m e o of a type dtffermg entire Y rom presen ypes, 0 s s h 't' 1 characteristics of a buoyage 
marks, colours, topmarks, colour and brhythmbof :as~~s a~d a~ ot n~~rl~ge~~:t identical forms, colours and 
system-is based on an endeavour to nng a ou um ca ton y e b . d d to a minimum 
flashes shall have everywhere the same signifi.cati~n, the number of these buoys emg re uce 
in order to achieve simplification in every dtrection. 

ESTONIA. 

· d th Estonian Government stated that the competent 
auth~~iti~:~~ft!a~~e?~~~b:;u~~ng 1f~:·subject, had pronounced in favour of the conclusion 
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of an agreement with other Governments on the basis of the Preparatory Committee's draft 
Agreement and Rules. . . 

As regards the text of this draft, the Estonian authorities have no observations to submit. 

FINLAND. 

In a letter dated October 30th, I934. the Finnish Government makes the following state
ment: 

The Government is fully aware of the drawbacks created by the fa~t t?at, in spite of 
repeated attempts, it had not been possible to unify the buoyage of navigation. routes by. a 
general agreement between the countries concerned. In the Baltic alone, fo~ mstance, SIX 
different systems of buoyage are employed. Hence it is naturally most desxrabl.e that an 
agreement should be reached on the simplification of the present buoyage system, If only for 
Europe. . . . . 

As regards the draft Rules for a uniform system of buoyage, the G?vern~ent ISm prmcxple 
prepared to conclude with other Governments an agreement on the basis of thxs draft, although 
xt will entail numerous changes in the system at present employed in Finlax;d. 

Nevertheless, as it is obvious that the raison d' etre of the new system IS to endeavour. to 
achieve greater uniformity, Finland's participation would essentially depend on the accession 
of all the countries bordering on' the Baltic, and also of Norway; otherwise the only effect 
might be to add to the existing confusion in the confined space of the Baltic and on the European 
coast of the Arctic Ocean. 

Lastly, as regards the details of the draft Agreement, Finland is particularly interested 
in buoyage according to the cardinal system, that system being at present employed on the 
Finnish maritime routes. Although the lateral system is employed in Finland only on what are 
regarded as inland navigation routes, Finland is nevertheless prepared to introduce the modi
fications proposed in the draft. The marking of wrecks by means of buoys arranged both 
according to the cardinal system and the lateral system also appears to the Finnish Govern
ment quite practicable, as also the proposed system of topmarks and lights. 

FRANCE. 

In a letter dated June 2Ist, I934, the French Government stated that, without making it 
a sine qua non condition of acceptance of the Agreement, it would like the option to be allowed, 
in Chapter V, Article 22 (line 8), of the draft Agreement, of adding after the word "wreck" the 
equivalent word in the national language. 

This amendment might be drafted as follows : The word " wreck " followed, if deemed 
advisable, by the.equivalent word in the national language, in white on both sides . 

. Subject to ~his observation, th~ French Government considers that it would be particularly 
des':fable to arnve as soon as possxble at an agreement on the unification of buoyage on the 
basxs of the draft Agreement and Rules prepared by the Committee. 

IRISH FREE STATE. 

In a letter dated July 25th, I934, the Government of the Irish Free State informed the 
Se~retary-General that it had no obje~tion to offer to the adoption of the draft Rules for a 
umform. system of buoyage, and that xt would be prepared, should the occasion arise, to con
clude wxth other Governments an agreement based upon this draft. 

ICELAND. 

In a letter date~ ~eptember 29th, ~934, the Danish Government forwarded the following 
memo~andum contaxmng the Icelandic Government's observations on the Preparatory 
Committee's draft : 

h There are very few b?oys in Iceland, and they are for the most part similar in colour and 
s ape to .the b_uoys used m Denmark. .Presum~.bly, ~n. course of time, many new buo swill 
~e estab~xshed In Iceland, and no great difficulty Is anticipated in following provisions 01{which 
International agre~me~t can _be attained. It _is, h~weyer, of decisive importance to Iceland 
?ow far ~he countnes wxt? which she has extensive shxppmg connections will follow the proposed 
mtedi~naaltional rules .. Thxs refers, however, only to the so-called lateral system but not the 
car n system, which can hardly find application in Iceland ' 
f thltdrwafoult df aptphearf dlliffic.ult, however, for Iceland to accede t~ Chapter VI Articles 28 and 29 

o e , or e o owxng reasons : ' 

~he main rule followed both in Iceland and elsewhere in this · · · 
entenng a harbo~r .must ?ee a green light on their starboard hand ~~~n~c~~~nlfs that shx~s 
fo~r~:tp~~itg~~ thx\!~·padrticulardly necessar~ in .the case of fixed lights which might \~t ~~t~t:~ 

s. Is anger oes not exxst m the case of flashing li ht d · h 
there may be other conditions which have to bet k . t . d . g s, an m sue cases 
therefore, the main rule has been de arted f a en In o_consx erc:twn. On various occasions 
lighthouse in the Steingrim Fiord, wh~re ther~oi~-fo~ ms\ance, m ~he. case .of the Grimsey 
navigable channel and a reen sector on th ': re sec or on t e. nght sxde of the main 
extend much further on th~ right side of th e ~eft s\d:h because shelvx!lg ro~ks and shallows 
much stronger and clearer than a green ligh~ \hanne 1 anf othn tl~ehleft. sxde ; smc~ a re.d light is 

' e va ue o e xg ts Is substantially Increased 
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by this arrangement. It is of course not essential but is highly advisable s· mil 1 th -
are many depa~tures from the rule in respect of the SydliSstland lighthouse (sit~ate~ ona~J!e· so:;~ 
east coast), which has many sectors, most of which are narrow and some even ver narrow 
If the general rule were followed, every sector coloured would have to be divided i t y t · 
r~d and one green, in order that the ship ent~ring a white sector, and steerin ~o~a~g~ ~~: 
hgh~hous~, would alw~ys have gre.en and red hght to the left. Even if this w~re fre uentl 
possible, It would be highly unadvisable. This provision must therefore be regarded a; una!
ceptable. It. would a~pear to be more advisable to arrange lights and buoys so as to have the 
great~st possible practical value than to make a hard-and-fast rule which may be advisable for 
certau~ places and even for many or most places, but which, under special conditions, may be 
unadv~sable or even useless.. If, however, the rule is such that it cannot be applied without 
exceptlol!-s, seamen ~ave. still to consult ~he charts and sailing _directions of the navigable 
c~annel. I~ <?rder to Identify every mark; Its value would accordmgly appear to be substan
tially dimimshed. 

Apart from the above objections to these two articles, the draft would appear on the whole 
to be acceptable from the Icelandic point of view. 

ITALY .. 

In a letter dated September Ist, 1934, the Italian Government stated that it would be 
prepared to participate in an agreement for the unification of buoyage on the basis of the 
draft Agreement and Rules drawn up by the Preparatory Committee. 

jAPAN. 

In a letter dated October 24th, 1934, Japan made the following statement : 

[Translation.] 

I. At the Lisbon Conference in 1930, there were two schools of thought with regard to the 
unification of the buoyage of coasts. One was supported by Japan, the United States of 
America, Mexico and various South-American countries, and the other by the United Kingdom 
and the different States of Europe. The two opinions proving impossible to reconcile, the 
Conference was unable to reach any agreement on the unification of buoyage. 

2. Before the beginning of the work· of the Preparatory Committee in London in 1933, 
the Japanese Government emphasised the fact that if the unification scheme submitted by the 
United Kingdom Government were adopted as a basis of discussion, the Committee would 
arrive at the same result as the Lisbon Conference, and it stressed the importance, in drafting 
the proposal to be used as a basis of discussion, of asking the opinion of all the Powers concerned. 

3· Subsequently, in the course of the Preparatory Committee's work, in which the 
States of the first group, with the exception of Japan, took no part, the Japanese experts 
stated their Government's view ; but, that Government's opinion not having been accepted, 
the result achieved by that Committee only reflected, as could easily have been foreseen, the 
opinion of the United Kingdom and of the other European States-i.e., of the second group 
of States concerned. 

4· Although the Preparatory Committee's draft contains certain points which the 
Japanese Government is prepared to accept, the draft rules are diametrically opposed to 
Japan's opinion. The.Japanese Govern;ment considers that the London _draft Rules should be 
revised before proceedmg to the conclusiOn of an agreement based on this draft, and t~at due 
account should be taken of the principles adopted at the Genoa meeting of the Committ~e on 
Buoyage and the Lighting of Coasts in 1929, which served as a basis of discussion at the. Lisbon 
Conference. These principles are, it will be remembered, in keeping with the systems m force 
in the majority of States since the Washington Conference of 1889. 

LATVIA. 

In a letter dated July 30th, 1934, the Latvian Government stated that th~ co.mpetent 
authorities had pronounced in favour of the conclusion of an agree~ent. on the basis. of ~he 
Preparatory Committee's draft, and had added that they had no obJection to make m t at 
connection. 

LITHUANIA. 

In a letter dated September 25th, 1934, the Lithuanian Governmen~ stated that it had ~o 
observations to make on the Preparatory Commit~ee's draft, and that It wou~d ~e preit[~ t 
should occasion arise, to conclude an agreement With other Governments on t e asis o a 
draft. 

MoNAco. 

J 
8th the Government of Monaco stated that, in view of the 

.. In !lletter datedf bune i I{~e4~aters of the Principality, it had no observation to make 
tnfhng Importance o uoyage n f 
on the question of the unification of the buoyage o coasts. 



-30-

NoRWAY. 

In a letter dated August 8th, 1934, the Norwegian Government made the following 
statement: 

The draft Rules concerning a uniform system of buo¥age ~s submitt~d_by the experts af}er 
their meeting in London in July 1933 is more in conforrruty w1th the existing buoyage regu a
tions in Norway than was any one of the previous drafts. . 

11 As regards the marks without lights, the proposed rules of th~ lateral sy~tem may, m a 
essentials, be deemed satisfactory from the Norwegian point of view, even 1f one, as ~ar as 
some details are concerned, would have to avail oneself of the departure paragraph (Article 2) 
of the draft Agreement. . 

According to Article 6 of the draft Rules, the express10~ starboard-hand mc;rks and port
hand marks refer either to the direction taken by the manner when appro::chmg a harbour 
or inlet from seaward, or to the main stream of flood tide. As far as No~way IS co~cer~ed, the 
latter rule would have to be the decisive one, as there are often several mlets, haVIng d1fferent 
directions, to a harbour. 

In the proposed cardinal system, there are some quite essential differences from the 
Norwegian system, both as regards colours and, partially, also shape. . 

Types of marks as the Norwegian "spars" are in both systems accepted as equivalent 
to" buoys", and thereby a wish from the northern countries has been fulfilled. 

Also, the rules for the colour and the character of the lights on marks with. lig~ts in the 
lateral system agree with the Norwegian point of view. However, such marks With hghts are 
little used in Norway. The rules would principally apply to lighted buoys, whereof Norway 
has comparatively very few and, as a rule, very far between along the coast. On those few 
places in Norway where lighted buoys and fixed marks with lights may be said to belong to 
a lateral system, the colour of the lights is, as a rule, in conformity with the regulations of the 
draft. 

On the other hand, in the cardinal system, the rules for the colour and character of the 
lights are such that they cannot be fitted into the combined lateral and cardinal system of 
Norway. 

The most important objections from Norway must, however, be made against the rules of 
Article 29, which contains the rules for coloured sector lights. Norway's more than r,6oo 
lighthouse lamps would come under these regulations, and the arrangement of these lamps 
must be such as the complicated seaways of Norway necessitate. It is impossible to arrange 
the lamps according to Article ro, or according to any fixed rule given for a certain territory. 

The rules for marks and lights for wrecks is of minor interest to Norway, as a ship grounded 
on the coast usually sinks in deep water unless it keeps on hanging on the sunken rock or 
the skerry. The only regulation in Norway hitherto has been:" A green spar is the mark for a 
wreck". There is, however, nothing in the way of arranging these spars such as the draft 
prescribes. Lights or lightships destined for marking a wreck have not been used in Norway, 
and will hardly be necessary. 

It app~ars from the above-made remarks that the draft Regulations differ in several points 
from those m _use on the coast of Norway, and that it is partly impossible to arrange things in 
accordance with them. 

The. Nor~egian Gover!lment is, therefore, to its regret, unable to sign a convention in 
confo_r~Ity With the draft m ques~ion. Should, however, such a convention be accepted by 
a maJonty ?f the Eur?l?ean countnes, and amongst them Norway's neighbour countries, then 
the No~weg~an aut~onties would try, gradually, to put into operation as many of the proposed 
regulations as possible. 

NETHERLANDS. 

I~ a letter dated August 2oth, 1934, the Netherlands Government communicated the 
followmg observations : 

[Translation.] 

1· The continuous numbering on each bank of the signs marking the bank of a channel 
seems preferable to the systems of placing odd numbers on marks to starboard and even 

lnuttmbers on marks to port. Moreover, such a distinction cannot be made if the marks carry 
e ers . 

. 2. T~e ~haracteristics of light signals in a rough sea are often difficult to determine 
A ~Ifferbelnhtahdo!lffby t~e ~olour of the light, as allowed in Article ro, seems in this case to b~ 
pre era e o I erenhahon by rhythm. 

that ~ive~t t~~f~~a~: i~~~:t~~e \~ft~~~ifu~cation and_ junction _marks a colour different from 

~~ ~h~f ~~m~ittee, tkhe only dfuerence is fh~~ ~~ta;~ee~ I:h~o :~;~~rt~. ;hi:~~~s;~~ /r:~~~~~ 
a I e opmar s are damaged or broken off by passi 1 d" ff 

It would be desirable that the colour of one of these types ~~o~fJs~es~e~ a;d ~~~~e c~e~~~~~: 
4· With reference to observation 2 it ld" h · 

simplified and improved by the adoption' in ~~us ~~em t adt the cardinal system might be 
• ou ern an western quadrants, of red and 
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rh~~e high frequency_ scintillating lights instead of double red and white flashes. If flashing 
Ig t s are .ellrnployed m the northern and eastern quadrants, the difference between the two 

sys ems WI be clearer. 

h. ~- h As regards the marking of wrecks, it would be desirable to adopt the cardinal system 
w Ic . as. been a~reed upon between Germany, Denmark and Norway. In this s stern the 
wreck ~s s~tuated ~n a sector of goo east or west of the signal. If two signals are )aced' the 
wreck IS situated m a well-defined rectangle, of which the two signals form the e~ster ' d 
western angles. n an 

6. It is understood that it will be possible to retain the following signals in the 
Netherlands Indies : 

(1) Fixed red lights for small ports ; 
(2) Fixed red lights for lantern buoys; 

(3) Light signals without characteristics and of different shape to starboard and port ; 
(4) Light signals without toprnarks ; 
(5) Signals painted white instead of signals painted red. 

7. The colour of sea-lanterns need not be the same as that of the signals which they light. 

Further, the Netherlands Government will be unable to accept any agreement as regards 
its European territory unless the unification agreement is also accepted by Germany Belgium 
France and the United Kingdom. ' ' 
!- . As regards the Netherlands Indies, the system of unification can be accepted only if the 
adjacent c~untries do the same. Th~ accepta~ce of the uniform system by Curac;ao depends 
on the attitude taken by the Arnencan contments towards the agreement while Surinam 
is very little interested in the question. ' 

POLAND. 

In a letter dated March 25th, 1935, the Polish Government stated that it considered that 
the unification of the buoyage of coasts, in view of its importance to the safety of navigation, 
was extremely desirable. The Polish Government therefore has no reservation to make with 
regard to the Preparatory Committee's draft, and states that, as the question is one of general 
·interest, any scheme of unification likely to be adopted unanimously will be acceptable to it. 

ROUMANIA. 

In a letter dated August 6th, 1934, the Roumanian Government stated that it had no 
objection to the Preparatory Committee's texts, to which it gives its entire support. 

SWEDEN. 

In a letter dated October 19th, 1934, the Swedish Government stated that, after consulting 
the competent authorities, i.t is prepared to conclude an agreement on the basis of the 
Preparatory Committee's draft on condition, however, that Germany, Belgium, the United 
Kingdom, Denmark, Estonia, Finland, France, Latvia, Norway and the Netherlands are or 
become at the same time parties to the agreement. 

UNION OF SOVIET SOCIALIST REPUBLICS. 

In a letter dated October 19th, 1934, the Government of the Union of Soviet Socialist 
Republics made the following statement : 

[Translation.] 

The competent services of the Union of Soviet Socialist. Republics consider it desirable 
that there should be an international agreement for the unification of buoyage rules and for 
the purpose of increasing th~ safety of. navigati~n in e_ve_ry sea. . . 

Like several other countnes, the Umon of Soviet Socialist Republics employs simultaneously 
the lateral and cardinal systems of buoyage, and as a result of experience considers it necessary 
to continue to employ both systems, eac~ of which_is suitable for different ~ircurnstances. . 

The observations of the above-mentioned serVIces are confined to details of no substantial 
importance. As _regard_s lat~ral ?uoyage in particular, these services consider it desirable 
to introduce certam modificatiOns m the shapes and colours of the buoyage marks and. top marks. 

As regards the unification ~f rules for cardin~ buoyage, _the competent serVIces of the 
Union of Soviet Socialist Republics make the followmg suggestions : 

While accepting the shape and colour proposed in the draft for buoy_age _marks indicating 
a danger to the east or west, it would be desirab_le to .rever.se the cornbmatw?s of topJ?arks 
on such buoys, thereby bringing the ne~ system.mto lme With that employed m the Umon of 
Soviet Socialist Republics and the Baltic countnes. . . , 

As regards the conclusion of an agreement on the. umficatlon of buc;>yag~ •. the P~ople s 
Commissariat for Foreign Affairs believes that the Soviet Government Will willmgly sign an 
agreement based on the Preparatory Committee's draft. • 
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YuGOSLAVIA. 

In a letter dated August 7th, 1934, the Yugoslav Government stated that,. having no 
observation to make on the Preparatory Committee's draft Agreement and Rules, It would be 
prepared to conclude with other Governments an agreement based on ~~at draft. 

At the same time, the Yugoslav Government stated that the Mantlme Dep~rtm~nt had 
already, as far as its budgetary resources permitted, proceeded to replace the hghtmg and 
buoyage systems of the coasts in order to bring them into line with the draft. 

ANNEX 2. 

LETTER TO THE SECRETARY-GENERAL OF THE ADVISORY AND TECHNICAL 
COMMITTEE FOR COMMUNICATIONS AND TRANSIT FROM MR. TWEEDIE 
STODART, ENGINEER-IN-CHIEF TO THE CHINESE MARITIME CUSTOMS 

SERVICE, MEMBER OF THE PREPARATORY COMMITTEE ON THE 
UNIFICATION OF BUOY AGE RULES. 

With reference to the request made in your letter of October 18th, 1935, enclosing 
a summary of comments made by various maritime countries on the proposals drawn up by 
the Preparatory Committee on Unification of Buoyage in London in 1935, careful consideration, 
along with Captain L. R. Carrel, Coast Inspector, has been given to the above summary and, 
in particular, as requested, to the amendments proposed by the British Government to the 
original wording of the proposed rules. 

Generally speaking, the British amendments to the rules appear to be designed to make 
the wording of the regulations more explicit rather than to alter the intention, and I think it 
may be assumed that the Chinese Government's position favourable to the proposals of the 
Preparatory Committee is not likely to be altered because of revision of such a nature. 

We would, however, raise points for further consideration in connection with one or two 
of the British amendments, while concurring in the remainder. 

DRAFT RULES. 

Dealing with the rules, we would first of all state that we are very much in favour of the 
suggestion that well-proportioned diagrams illustrative of the standard shapes of marks be 
prepare?- to acc.ompany the regula~ions. This is very ?-esirable, as _di~tionary definitions are 
m certam cases mdefimte and unsatisfactory. The Concise Oxford Dictwnary (Second Edition 
r929), under " can " defines a " can " buoy as a " large conical buoy over sands, etc." ' 

Ad Article 7· 

The original wording appears to us to be preferable to the amended. A broom used as a 
topmark may have the rough appearance of a cone, but can hardly be accurately called a 
cone. 

Also we think i~ may be fai~ly _and perhaps usefully intimated that cone, cylinder and 
sphere are to be considered the pnne1pal shapes. 

We ~hink that in this ar~icle and in others following "cylinder" is preferable to "can" 
for_ de~mng topmarks of this nature, as these marks will in most instances actually be 
cyhndncal. -

Ad Article 8. 

We would prefer that the cl_ause permitting the use of yellow in the chequers for markin 
secondary channels should contmue as at present to be shown as an "N B " f · gf 
the article and not as a footnote. · · ormmg part o 

Ad Article 23. 

To the proposed amended wording· Under {c) "light ("f ) · 1 
"havin~ ~ peri?d of light of not less th~n 3 seconds". I any smg e occulting green" add 

This IS des1gned to ensure that in all cases the light sh 11 b · . 
not to be confused with any single flashing light. a e unmistakably occultmg and 

Ad Article 29. 

At the end of the amended paragraph substitute the word " · -1 , f 
"identical". Simi ar or the word 

• 
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DRAFT AGREEMENT. 

Ad Article I. 

. We h~ye n? o~jection to the alteration ~f wording proposed in the British amendment
VIZ., that mamtam for the benefi.t of navigators marks or other signals for the 
!llention~d in the a~nexed rule~" ~hould be substituted for" communicate to navigft~iso:~! 
mf.o~matwn or warmngs dea!t w1th m the annexed rules". We do not, however, agree with the 
Bntish proposal that acce~mg Gov~rnment~ should each be given a maximum period of ten 
years from t~e date of the1r acc~ss1~n to glVe effect to the rules, as this would allow of the 
matter draggmg on for a long penod. 

We wou~d suggest that the following clause or one approximately to the same effect be 
added to Article 7 of the Agreement : 

" Governments 'Yhich accede after the expiry of seven years from the date on which 
the Agreement came mto force shall take the necessary measures to give effect to the rules 
within three years from the date of their accession." 

In Article I, line 5, reading : " The necessary measures to that effect shall be taken before 
the expiry, etc.", we gather that the word" taken" is intended to mean " completed" and 
suggest that this latter word be substituted, or that " taken and completed" be adopted. 

Ad Article 5· 

We would suggest that the British amendment be altered to read " Governments of ten 
major maritime countries". 

New Article proposed after Article 8: 

It is suggested that this should read as follows : 

" The present Agreement may be modifi.ed on the grounds of technical developments 
in the nature, design or characteristics of marks, lights or sound signals, the full benefit 
of which could not be given to shipping under these rules. 

" Request for revision of the Agreement on these grounds may at any time be 
forwarded in writing by the interested Government or Governments to the Secretary
General of the League of Nations, who shall immediately take the necessary steps to 
circulate the proposed modifi.cation to all contracting Governments, and thereafter to 
arrange for revision if one-fourth of these Governments are in favour of it." 

Generally, it appears to us from a perusal of the observations of the various Governments 
that there is a fair prospect of quite a wide regional agreement being arrived at if a reasonable 
spirit of compromise be exercised. The United States of America, Canada and Japan must, of 
course, be excluded, owing to fundamental differences in their proposals and practice. The 
communication submitted by the United States of America in support of their position appears 
to consist mainly of a restatement of the arguments they put forward at Lisbon, which were 
then fully discussed and to a large extent rejected as unsound. We concur in considering the 
United States of America's arguments unsound in a number of important aspects. 

The Preparatory Com~ittee's schem~ now under dis~ussio.n must, .in our opinion, be 
recognised to be a compromise scheme fallmg short of the Ideal m many Important respects, 
but nevertheless constituting a valuable advance towards the ideal scheme of uniformity. It 
is because China considers the scheme to represent a step forward towards a future ideal that 
she is prepared to support it. Ac~ually, her delegates on t~e Preparatory Committee endea
voured to obtain what they considered would have constituted valuable further advances 
towards an ideal scheme, such as distinction of the side lights in the lateral system of bu?~age 

. by colour, but without success~ and it appears plain th.at, under the present cond1t1ons 
obtaining in the different countnes, ~~vance towards the Ideal.can only be made gradually 
and by exerting to the utmost the spmt of reasonable compromise. 

ANNEX 3. 

STATEMENT MADE ON FEBRUARY I4TH, I936, BY COUNT CAPPONI BEFORE THE 
SMALL COMMITTEE. 

Gentlemen, 
I shall onl make a very brief statement and should greatly aypreciate it if it could be p~t 

d 
· y e wa As you know I have been temporanly deputed to work on th1s 

on recor 1n som Y· ' · 1 · f th · t f · of c 'tt d personally I do not think there are any dlflicu ties rom e pom ~ view 
m~~~~n::y~~~c~eptance of'the amendments to the draft Agreement and Rules relative to the 
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~nifi.cation of buoyage drawn up by the Preparatory C~mmittee, which w_e _have_ been consider
mg these last few d~ys. However, it may happen that my Home Authonti~s might have s_ome 
remarks or observatiOns to make with regard to the work we have been domg here, especially 
on matters of principle. 

On the other hand, as you know, Italy has already accepted the draft present~d to u.s for 
amendment during this session as a basis for agreement. Should some points require ad]ust
m_ent, therefore, I trust you will agree that these points should be cleared up by correspondence 
With the Chairman and the Permanent Secretariat and communicated to you through the same 
channel for your information. 



(Communique au Conseil et 
aux Membres de la So.ciete.) 

No officiel: C.128. M.67. 1936. VIII. 
Addendum -

Gen~ve, le 15 juillet 1936. 

SOCIETE DES NATIONS 

ORGANISATION DES COMMUNICATIONS ET DU TRANSIT 

SYSTEME UNIFORME DE BALISAGE MARITIME 

Rapport du Comite restreint 

ADDENDUM 

Page 31, ajouter le texte suivant apr~s l'alinea relatif l la Pologne: 

PORTUGAL 

Par lettre du 27 juillet 1934, le Gouvernement 
portugais a communique qu'il ne voit aucun inconvenient a 
!'adoption du projet d'Accord pour !'unification des r~gles 
de balisage, tel qu'il a ete publie dans le document C.465. 
M.2J8.t933·Vlll, 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

UNIFORM SYSTEM OF BUOYAGE 

Report by the Small Committee 

ADDENDUM 

On page 31, add the following text after the paragraph relating to Poland: 

PORTUGAL 

By letter of July 27th, 1934, the Por:uguese 
Government stated that it saw no objection to adopt 1 ng the 
draft Agreement for the Unification of Buoyage Rules, as 
published in document C:46s.M.2J8.I933·VIII. 

Serie de Publications deJa Societe des Nations l 
VIII. COMMUNICATIONS ET TRANSIT 

1936. VIII. 6. Addendum 
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No: 14. 

NARROW BRIDGE. 

1'1/ Red Bo!'der 
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(1) General Specifications. 
As for other warning signs. 

Plate White 

Device Painted Black 

Small Serial Number 
of S1gn 

(2) This sign should be sparingly 
used and only in cases of real 
danger of two vehicles meeting 
on a blind bridge too narrow for 
them to pass each other. 

Army Soclion B D.D.S. of f. llo. 8551. July 1138. 



No: 15. 

FLOOD GAUGES FOR 
CAUSEWAYS, ETC. 

The gauges should be placed on the 
upstream side of Irish bridges or 
causeways. They should consist of 
iron rails or, preferably, some wider 
section. They should be Six Feet in 
height from the deepest part of the 
gap, the bottom one foot should be 
WHITE, the second foot, RED, the 
third BLACK and from the top Oif..tlne 
BLACK i.e. from 3 feet above zero to 
the top the gauge should be white and 
have a RED line two inches wide 
running up the centre. 

R. L :-Road Level at lowest point of 
Irish Bridge or Causeways Etc: 

A1'1111 S1111tien I D. 11. S. ef I. W•. IU I. Jul1 1111. 
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N0.1 

PROHIBITORY SIGN 

Prohibitory S1gn.S. 

II 11 11 

Y2 dia holes for .Ye bolts, staggered%. 
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Drtlled before enamelli'ng. 

z'h igh /ettef's in white. 
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N0.2 

PROHIBITORY SIGN 

N0.3 

Centre white 

Definition plate white. 

TOTAL PROHIBITORY SIGN 

~=---- 2.~0" dia----+~ 

''nigh letters in black. 

____ 5· white band. 

Red disc. 
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DIRECTION SIGN 

I II • 

K-----2-0 dta.----~ 

~~Red disc . 
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NO PARKING SIGN 
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N0.6 

PARKING SIGN 
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Parking Signs. 

2 '/z"!etters in black 

5
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white band. 
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' J _____ a, a " _____ I ......_____Blue square plate . 
t 4? :Zf+- ~~'-

...- 2-0 



[Communicated to the Council 
and the Members of the League.] Official No.: C.l28(a). M.67(a). rg36.VIII 

Geneva, March 26th, I936. 

LEAGUE OF NATIONS. 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

UNIFORM SYSTEM OF MARITIME 
BUOY AGE 

TEXTS OF DRAFT AGREEMENT AND RULES ORA WN 
UP BY THE SMALL COMMITTEE IN LONDON, 

FEBRUARY 1936 

DRAFT AGREEMENT. 

The contracting Governments, represented by the undersigned, having decided to unify 
certain rules relative to buoyage, have agreed on the following provisions: 

Article I. 

In all cases in which the competent authorities in the territories of the contracting Govern
ments maintain for the benefit of navigators marks or other signals for the purposes mentioned 
in the annexed rules, each of those Governments undertakes that only measures in conformity 
with the provisions of the said rules will be taken by such authorities for the particular purposes 
in question. These measures shall be taken as soon as possible, and in any case before the expiry 
of a period of ten years from the entry into force of the present Agreement as regards the territory 
concerned in accordance with Articles 5, 7 or 9, as the case may be. 

Every contracting Government that has completed the application of the aforesaid measures 
in its territory shall notify the Secretary-General of the League of Nations to that effect; a copy 
of such notification shall be forwarded by the Secretary-General to the other contracting 
Governments. 

Each contracting Government shall do everything practicable, due regard being had, more 
especially, to the funds at its disposal, to reduce the length of the transitional period between 
the initiation and the completion of the application of the aforesaid measures in its territory. 

Article 2. 

Departures from the provisions of the annexed rules shall only be permitted in. virtue of 
local conditions or exceptional circumstances, and more particularly where the adoption of the 
rules in question might endanger navigation or where the expenditure involved would be out 
of proportion to the nature and amount of the traffic. 

Such departures from the rules should, nevertheless, be as limited as the situation allows, 
and proper notice of them should be given to mariners. As far as possib~e.' they should not be such 
as to lead to confusion with the measures taken under the other provisiOns of the present rules. 

Article 3· 

The present Agreement shall not be regarded as in any way modifyi_ng the legal situa~i?n 
in the different countries with reference to the relations between the public and the authonhes 
in charge of buoyage and lighting. 

Article 4· 

The present Agreement, of which the English and French texts are both authent_ic, shall 
bear to-day's date. Until and including .............................. , it shall be open for s1gnature 

S.d.N. CF.) 930. (A.) 785. 5/36.- Imp. Atar. Series of League of Nations Pu'?llcatlons 

VIII. TRANSIT IJ 
1936. VIII. 7. 
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on behalf of any Government represented at or invited to the Conference for the Unification 
of Buoyage and the Lighting of Coasts, which met at Lisbon from October 6th to 23rd, 1930. 

Article 5· 

Governments may accept the present Agreement b:y: signature only, when the latter is not 
made subject to ratificatior:, or ?Y ratification or a_ccessron. 

The instruments of rahficatron shall be transmitted to the Secretary-General of the League 
of Nations, who will notify all the Governments con_cerned of their. rec~ipt. . . 

The Agreement shall enter into force on the ninetieth day followmg 1ts defimtive acceptance 
by ten Governments. 

Article 6. 

As from .............................. , the present Agreement shall be open to accession on behalf 
of any Government referred t~ in Article 4· . 

The instruments of accessron shall be transmitted to the Secretary-General of the League 
of Nations, who will notify all the Governments concerned of their receipt. 

Article 7· 

When the Agreement has been accepted by ten Governments as required by Article 5, each 
subsequent signature (if not subject to ratification), ratification or accession shall take effect 
on the ninetieth day from the date of signature, or of the receipt by the Secretary-General of the 
League of Nations of the instruments of ratification or of accession. 

Article 8. 

The present Agreement may be denounced on behalf of any contracting Government after 
the expiration of a period of five years from the date of the notification provided for in Article I, 
paragraph 2. Denunciation shall be effected by notification in writing addressed to the Secretary
General of the League of Nations, who will inform all the Governments referred to in Article 4· 
Such denunciation shall take effect one year after the date of its receipt by the Secretary-General 
of the League of Nations, and shall operate only in respect of the Government on whose behalf 
it was notified. 

On the expiration of a period of fifteen years from the coming into force of the present 
Agreement and on the expiration of every subsequent period of five years, its revision may be 
requested by any contracting Government. At any other time after the expiration of the above
mentioned period of fifteen years, the revision of the present Agreement may also be requested, 
provided that the request is made by not less than five Governments. 

In addition, any contracting Government may at any time request the revision of the 
annexed rules on the ground of technical development in the nature or characteristics of marks, 
lights or sound signals the full benefit of which could not be given to shipping under these rules; 
provided that any such revision shall only be in the direction of permitting the use of such new 
development and shall not necessitate any alteration by other contracting Governments of the 
system adopted under the present rules. 

Any request for a revision of this Agreement or of the rules annexed thereto shall be 
communicated in writing by the contracting Government or Governments concerned to the 
Secretary-General of the League of Nations, who shall submit such request to the Council of 
the League for consideration of the means by which effect may be given thereto. 

Article 9· 

Any contracting Government may, at the time of signature, ratification or accession declare 
that, in c:cceptin~ the present Agreement~ it. does not assume any obligation in respe~t of all 
or any of Its colomes, protectorates, or tern tones under suzerainty or mandate; and the present 
Agreement shall not apply to any territories named in such declaration. 

Any contracting Government may give notice to the Secretary-General of the League of 
Nations, c:t a?y tin:e subsequently, that it de~ires that the Agreement shall apply to all or any 
of the tern tones which have been made the subJ_ect _of a declarc:tion under the preceding paragraph, 
and. the Agreement shall apply to all the tern tones named m such notice ninety days after its 
receipt by the Secretary-General of the League of Nations. 

A?Y c~ntracting Gove~ment rna):' declare, either after a period of five years from the date 
of nohficatron of effect haVIng been giVen to the rules in the territories named or at the time 
of the denunciation provided for ~n Articl~ 8, that it desires that the present 'Agreement shall 
cease to apply to all or any of Its colomes, protectorates or territories under suzerainty or 
mandate, and ~he A~eement shall cease to apply to the territories named in such declaration 
one year <:fter Its receipt ?Y. the Secretary-General of the League of Nations. In default of such 
a declaratron, the denunciatw_n o! the Agreeme~t under Article 8 will not affect the application 
of the Agreement to any terntones referred to m the present article. 



Article 10. 

Each contracting Government may make the acceptance of the present Agreement conditional 
on its acceptance or on its application by one or more of the Governments referred to in Article 4· 
In the latter case, if it considers that this condition has been fulfilled, it will notify the Secretary
General of the League of Nations. 

Article II. 

The present Agreement shall be registered by the Secretary-General of the League of Nations 
on the date of its coming into force. 

IN FAITH WHEREOF, the undersigned have appended their signatures to the present 
Agreement. 

DoNE in a single copy, which has been opened, at Geneva, for the signature of the 
Governments on . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. .. . and will remain deposited in the archives of 
the Secretariat of the League of Nations, and of which certified copies will be transmitted to all 
the Governments referred to in Article 4· 
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ANNEX. 

DRAFT RULES. 

CHAPTER l. - GENERAL. 

Article r. - Definitions. 

The marks to which the following buoyage regulations apply incl~de all _fix~d and floating 
marks, other than lighthouses and lightships properly so called, servmg to mdtcate: 

(a) The lateral limits and axes of navigable channels; 
(b) Natural dangers; 
(c) Other obstructions, such as wrecks; 
(d) Certain other points of importance to the mariner, such as landfalls. 

Article 2. - Buoyage Systems. 

There are two systems of buoyage, the lateral and the cardinal. 

The lateral system is generally used for well-defined channels; buoyage-marks indicate the 
position of dangers in relation to the route to be followed by mariners in their vicinity. 

The cardinal systein is generally used to indicate dangers where the coast is flanked by 
numerous islands, rocks and shoals, as well as to indicate dangers in the open sea. In this system, 
the bearing (true) of the mark from the danger is indicated to the nearest cardinal point. 

Article 3· - Use of Systems. 

One or other or both systems may be used in the same country, according to preference 
or local requirements, on condition that the limits of their respective use are clearly indicated 
in nautical documents and, if necessary, by means of appropriate marks . 

Article 4· - Method of Characterising Marks by Shape. 

The characteristics of the principal types of floating marks are shown either by the shape 
of the upper part of the body of the mark or by the shape of a superstructure secured to the mark. 

The characteristics of the principal types of fixed marks are shown either by the shape of 
the body of the mark or by the shape of a topmark placed on the mark. 

CHAPTER II. - LATERAL SYSTEM. 

Article 5. - Position of Marks. 

In principle, the position of marks in the lateral system is determined by the general direction 
taken by the mariner when approaching a harbour, river, estuary or other waterway from seaward, 
and may also be determined with reference to the main stream of flood tide. The application 
of the principle shall be defined, as required, by nautical documents. 

Article 6. - Principal Types of Marks. 

The principal typ~s of !?arks emp~oyed in the lateral system are conical, can, spherical and 
spar (the last-named mcluding the spmdle type - i.e., a tapered spar). 

Article 7· - Shapes of Topmarks. 

The topmarks for which specific provision is made in these rules have the appearance of: 

A cone, 
A can, 
A sphere, 

A diamond, 
A St. George's cross, 
A "T". 



SHE~NC?I. 

DIAGRAMS OF EXAMPLES ILLUSTRATING BUOYACE MARKS DEFINED IN "mE DRAFT RULES 

TYPES OF MARKS 

{"" y 
TOPMARKS 

ELEVATION & 
CONE 

CLASS D H 

li-o· IS-4. 

2 10·0· rls" 
3 s·o 10·10. 

4 6·o· e·z" 
5 s'·o 6-9" 

UNLIGHTED BUOYS 

~~~~ 
~-- D -->1 

LIGHTED BUOYS 

LIGHTED BUOYS 
OF 

HIGH FOCAL PLANE 

CONICAL 

CONICAL 

0 0 y + + 
0 0 ¢ ~ liJ 
CAN SPHERE DIAMOND ST GEORGES CROSS "T" 

CLASS D H CLASS 0 H 

1i-o" 12'-e· 1i-o" IZ·B· 

2 10-o" 10·6· 2 I IX>" 10·6· 

3 s·o· 8-6 3 8.0 8-e· 
4 6.o· 6-4· 4 6-o 6-4 
5 ~o· .s-3· 5 5-o" s-3· 

CAN SPHERICAL 

CAN 

WITHOUT CHARACTERISTIC 
SHAPE 

SPINDLE 

SPHERICAL 

SPAR 

SHAPE MAYBE 
CONICAL OR CAN 
OR SPHERICAL 

WITH CHARACTERISTIC 
SHAPE 

BELL 

0 

• BROOM 

OGIVAL 

.. 

SHAPI!MAYBI! 
CONICAL OR CAN 
OR SPHI!RICAL 
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Article 8. - .1Iarking of Sides of Channels. 

!\larks on the two sides of a channel are characterised as follows: 

Shape or type: Conical or spar. . 

(a) Starboard-hand\ 

Colour: Black, or, for purposes of differentiation, in the case of co meal 
marks, black and white chequers; in the case of spars, _for purposes of 
differentiation or visibility, black with the upper part white. 

marks: · Topmark (if any): Cone, point upwards, coloured black, or, for pur

(b) Port-hand 
marks: 

poses of differentiation, a diamond, except at the entrance of a channel. 
On spars, a broom in the form of a cone point upwards may be used. 

Shape or type: Can or spar. 
Colour: Red, or, in the case of can-shaped marks, for purposes of 

differentiation, red and white chequers. . . . 
Topmark (if any): Can, coloured red, or, for purposes of different~atwn, 

a "T ", except at the entrance of a channel. On spars, a broom m the 
form of a cone point downwards may be used . 

.V.B. _The use of yellow inst~ad of white in the chequcrs is permitted in secondary channels (channels which arc 

alternatives to main channels). 
Article g. - Numbering or Lettering. 

If marks at the sides of a channel are numbered or lettered, the numbering or lettering shall 
commence from seaward, odd numbers on the starboard and even numbers on the port hand. 

Article IO. - Lighted i1I arks. 

Lights on marks on the two sides of a channel are differentiated by colour or, where preferred, 
by rhythm, or by a combination of both colour and rhythm - viz.: 

(a) Starboard-hand lights: White lights showing one or three flashes or occulta
tions; green lights of a character not allocated to the marking of wrecks (see Article 24); 
or both white lights and green lights with the above characteristics. 

(b) Port-hand lights: Red lights showing any number of flashes or occultations 
up to four; white lights showing two or four flashes or occultations; or both red lights 
and white lights with the above characteristics . 

. V.fl.- :\rapid flashing light is rl'garded as a :-,ingle fl;1shing light. 

Article II. - Middle-ground or Btjurcation or Junction ,1Jarks. 

Marks at the ends of middle grounds have the following characteristics: 
Shape or type: Spherical or spar. 
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): 

(a) Main channel to the right: 

Outer end, a can, } Painted 
Inner end, a "T ", red; 

(b) l\Iain channel to the left: 

Outer end, a cone, point / 
upwards, 

Inner end, a diamond \ 
(two cones base to base), 

(c) Channels of equal importance: 
Outer end, a sphere, } p · d d 
Inner end, a St. George's cross, amte re · 

Painted 
black; 

.V.JJ. - \\'lwrc the body of the mark is not sphc•rical, a spherical topmark is placed immediately below the top
marks indicated in (a), (b) and (c), as the• case may be. 

. . L(s;htcd M ar~s. - The characteristics of lights on these marks shall, as far as possible, be 
chstmctlv_e; provided that. no colours are used other than those prescribed in Article 10 above, 
and provided also that neither colour nor rhythm, nor combinations of colour and rhythm, shall 
be sue~ as t? lead to un~er_tain_ty with regar_d ~o the side on which the marks shall be passed. 

\\hen hghts \\'lth chstmc~Ive _chara~tenstics cannot conveniently be adopted, the lights 
shall conform to the rules prescnbed m Article 10, and they shall, as far as possible be differentiated 
from neighbouring lights. ' 

Article 12. - Mid-channel Marks. 

Mid-channel marks serve to indicate the deep-water channel or fairway. They may be passed 
on either hand, but should preferably be left to port. 

These marks are as follows: 

Shape: As far as practicable, to be distinctive and different from the principal 
characteristic shapes (viz., conical, can and spherical). 

Colour: Bl_ack and white, or red and white, vertical stripes. 
Topmark (lf any): To be of a distinctive shape other than cone, point upwards, 

can or sphere. 
Lig?ts (if any) to be of a character different from neighbouring lights on marks 

at the sides of the channel. 



.o;1n 
.4J,... ~- \_, 

SHEET N'i'2. 

DIAGRAMS OF EXAMPLES ILLUSTRATING BUOY AGE MARKS DEFINED IN THE DRAFT RULES 

LATERAL SYSTEM 

PORT HAND MARKS 

TOP MARK • T y 
CAPI 0~ "T" OR BROOM POIPIT DOWNWARDS 

HOT AT ~NTRAHC~ lrn. 5P.-.RS ONLY) 
TO CNANNEL 

MARK 

C!IPI OR SPAR 

CONE 

STARBOARD HAND MARKS 

OR • OIAfo!ONO OR 
NOT AT ENTRANCE 

TO CHANN(l 

BROOM POINT UPWARD:; 
(ONSI'AIISONLY) 

OR SPAR 
SHAPE 

COLOUR RED OR REO AND WHITE OR RED APID YELLOW 
CHEQUERS CHEQUERS 

RED BLACK OR BLACK AHD WHITl: OR BLACK AND YEUDW BLACK OR BLACK 

LIGHT 

SECONDARY CHANNELS ONLY 

... )== 
p}ww ·-·· 
p ~-- •••• 

~}=== 
~}== 
~}~-... -------~ 
i}== 

WHITE (EVEN) OR RED 

CHEQU~RS CH£9,UEAS Willi UPP£R 

S&ONDARY CMA.NNb.a ONLV"' PART WHrrt 

P},. •• 
P} 

i P} 

~} 
~} 

WHITE (ODD) OR GREEN NOT ALLOCATED TO WRECK MARKING 

MIDDLE-GROUND OR BIFURCATION OR JUNCTION MARKS 
MAIN CHANNEL TO THE RIGHT CHANNELS OF EQUAL IMPORTANCE 

OUTER END 

MAIN CHANNEL TO THE LEFT 

OUTER END 

TOP MARK 
(WITH SPHERE 
BELOW WHERE 
MARK IS NOT 
SPHERICAL) 

MARK 

TOP MARK 
(WITH SPHERE 
BELOW WHERE 
MARK IS NOT 

SPHERICAL! 

MARK 

SHAPE 

COLOUR 

LIGHT 

TOPMARK 
(EXAMPLES ONLY) 

MARK 
(EXAMPLES ONLY) 

SHAPE 

COLOUR 

LIGHT 

OUTER END 

• CAN 

_a 
INNER END 

T 
"T" 

• • 

T • 

SP'HERICAL OR SPAR 

RED AND WHITE HORIZONTAL BANDS 

DISTINCTIVE WHERE 

* 

• SPHERE 

_a 
INNER END 

+ 
5T GEORGE's CROSS 

• • 

+ • 

SPHERICAL OR SPAR 

RED AND WHITE HORIZONTAL BANDS 

POSSIBLE I BUT SEE TEXT 

MID-CHANNEL MARKS 

* OPTIONAL BUT NOT CAN OR CONE OR SPHERE 

DISTINCTIVE WHERE POSSIBLE 

CONE 

_a 
INNE'i END 

• DIAMOND 

A • 

• • 

SPHERICAL OR SPAR 

BLACK AND WHITE HORIZONTAL llANOS 

ARTICLE II) 

BLACK AND WHITE VERTICAL STRIPES OR RED AND WHITE VERTICAL STRIPES 

DIFFERENT FROM NEIGHBOURING LIGHTS 
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CHAPTER III. - CARDINAL SYSTEM. 

Article 13. - Principal Types of Marks. 

The principal types of marks employed in the cardinal system are: Conical, cylindrical, 
ogival, spindle and spar. 

Article 14. - Shape of Topmarks. 

The characteristic topmarks have the appearance of a co.ne point upw~ds, a cone point 
downwards, two cones base to base and two cones point to pomt. The cones m each case shall 

· be clearly separated. 

Article 15. - Characteristic Colours. 

The characteristic colours by day for marking dangers are black combined with white, and 
red combined with white, in horizontal sections. · 

Article 16. - Allocation of Characteristics to the Quadrants. 

The four quadrants, north, south, east and west, are bounded by the bearings N.E., S.E., 
S.W., and N.W., taken from the point of danger. . . 

Danger marks in the different quadrants are characterised as follows: 

Northern Quadrant (N.W. to N.E.): 

Shape or type: Conical, or spar. 
Topmark (if any): Cone, point upwards. 
Colour: Black with a wide white median band. 
Light (if any): White, with an odd number of variations (flashing preferably or 

occulting). 

Southern Quadrant (S.E. to S.W.): 

Shape or type: Cylindrical, or spar. 
Topmark (if any): Cone, point downwards. 
Colour: Red with a wide white median band. 
Light (if any) : Red preferably or white, with an even number of variations (flashing 

preferably or occulting). 

Eastern Quadrant (N.E. to S.E.): 

Shape or type: Ogival, or spar. 
Topmark (if any): Two cones, base to base. 
Colour: Red above, white below. 
Light (if any): Red preferably or white, with an odd number of variations (flashing 

preferably or occulting). 

Western Quadrant (S.W. to N.W.): · 

Shape or type: Spindle, or spar. 
Topmark (if any): Two cones, point to point. 
Colour: Black above and white below. 
Light (if any): White, with an even number of variations (flashing preferably 

or occulting). 

N.B.- (a) The number of characteristic shapes employed for the body of the mark may, if desired, 
be limited to two, the conical shape being employed in the northern and eastern quadrants and the cylindrical 
shape in the southern and western quadrants. 

(b) When spars only are used, it may be advantageous in the northern and eastern quadrants to reverse 
the position of the dark colours; in this case, the northern quadrant mark shall be white with a wide black 
median band and the eastern quadrant mark shall be white above and red below. 

(c) A rapid flashing light is regarded as a single flashing light. 
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DIAGRAMS OF EXAMPLES ILLUSTRATING BUOYAGE MARKS DEFINED IN THE DRAFT RULES 

CARDINAL SYSTEM 

. . . ... 

TWO CONES 
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SPINDLE OR SPAR 

-- .... 
• 8 •• 
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,,,'" 
' 

CYLINDRICA~// __ /, -=-
CYLINDRICAL 

CON£ 
POINT DOWNWARDS 
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.->----i}--.->----i}--

l 
SPAR 
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CHAPTER IV. -MARKS COMMON TO BOTH SYSTEMS AND OTHER MARKS •. 

Article 17. - Isolated Danger Marks. 

Where it is desired to use a special mark for a danger which can be adequately in~cated by 
a single mark and which may be passed on either hand, the mark shall be as follows· . 

. . . 
Shape or type: Spherical or spar. . . 
Colour: Wide black and red horizontal bands separated, tf destrable, by a narrow 

white band. 
Topmark (if any): Sphere painted black or red, or half-black and half-red, 

horizontally. 
Light (if any): Rhythmic, either white or red. 

Article 18. - Landfall Marks. 

Landfall marks serving to indicate the seaward approach to a harbour, river or estuary 
are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for channel 
marking. 

Colour: Black and white, or red and white, vertical stripes. 
Light (if any) : Rhythmic. 

Article 19. - Transition Marks. 

Marks indicating the transition between the cardinal and lateral systems are. as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for channel 
marking. · · · . 

Colour: Either red and white or black and white spiral bands. 

Article 20. - Quarantine-ground Marks. 

Quarantine-ground marks are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for 
channel marking. 

Colour: Yellow. 

Article 21. - Outfall and Spoil-ground Marks. 

Outfall and spoil-ground marks are as follows: 

~hape: Optional, but must not be misleading, having regard to the rules for channel 
markmg. 

Colour: Yellow above and black below. · . 
Light: Optional, but due regard should be paid to the character of other lighted 

marks in the vicinity. . . 

Article 22. - Marking of Areas used for Naval, Military or Air Force Practice Purposes. 

Buoys indicating the limits of such areas are as follows: . . 

Shape: Optional. 
Co~our: White ~th h_vo blue stripes intersecting at right angles at the upper 

extr~mtty of the vertical axts of the mark and extending to the water-line, thus repre
~en~mg_ a ~ross when. observed from above, in combination, if desired, with lettering 
mdicatmg m the nabonallanguage a dangerous area (e;g., in English, "D.A."). 
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DIAGRAMS OF EXAMPLES ILLUSTRATING BUOYACE MARKS DEFINED IN THE DRAFT RULES 

TOP MARK 

MARK 

SHAPE 

COLOUR 

LIGHT 

TOP MARK 

MARK 

SHAPE 

COLOUR 

MARK 

SHAPE 

COLOUR 

FOOTNOTE 

MARKS COMMON TO BOTH SYSTEMS 

AND OTHER MARKS 

ISOLATED DANGER MARKS LANDFALL MARKS 

• OR. OR. X X 
SPHERE. OPTIONAL I SEE FOOl NOTE) 

SPHERICAL OR SPAR OPTIONAL ISfF: FOOT~OTE I 

WIDE BLACK AND RED HORIZO~AL BANOS 
SEPARATED IF DESIRABLE BY A NARROW WHITE BAND 

BLACK AND WHITE VERTICAL STRirf:.S OH IH D ANt' WHIT! VI HT ICAl STHIPlS 

RHYTHMIC (WHITE OR RE.D) 

TRANSITION MARKS 

OPTIONAL (SEE FOOTNOTE) 

'-------~~ ~ ----' 
OPTIONAL (SEE FOOTNOTE) 

RED AND WHITE SPIRAL BANDS OR BLACK AND WHITE SPIRAL BANDS 

OUTFALL AND SPOIL- GROUND MARKS 

OPTIONAL 1SEE FOOTNOTL' 

YELLOW ABOVE_ AtHJ BLACK bELC.JW 

RHYl HMIC 

QUARANTINE- GROUND MARKS 

OPTIONAL iSH FOUTNOTE) 

YFLLOW 

AREAS USED FOR NAVAL. 

MILITARY, OR AIR FORCE 
PRACTICE PURPOSES 

OPTIONAL I SEE FOOTNOTE) 

WHIT£ WITH BLUE CRO~S 

(FOR INSCRIPTION SEE TEXT) 

SHAPE. IS OPTIO~~AL AN[) fHE ILLU'3TPATIONS ARE TO BE REGARDED AS EXAMPLES ONLY 

THE ONLY DEFINITE REQUIHEME:_Nf IS THAT THE ~HAP£ ADOPTED SHALL NOT BE MISU:.AOING 
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CHAPTER V. - :\IARKI:\'G OF WRECKS. 

Article 23. - General Provisions. 

. h I I , ·t the cardinal system. Wrecks may be marked accordmg to t e atera S}S em or. . h t. , 
. h 11. d' h t y·tem, muse m eac coun I}. i'Jautical documents s a m 1cate t e sys em or !' ~ s .· then he marked as a 

When the presence of a wreck has become generally kno~m, It may . 
natural danger, after ade'1uate notice to this effect. h~s been given to the manner. 

Wrecks marks are painted with the charactenstic colour green. 't, , · the case 
· · bl tl 1 tt " \\'" or If space perm I s as Ill , \Vreck marks should, If possi e, carry 1e e er • • · d d '·. bl by the 

of vessels the word "Wreck" or the letter "W" followed, where dee~e Cl: VI~al .te, b th 
' · s 1 · · t' · 1 11 he pamted m " u e on o equivalent word in the natwnal language. uc 1 mscnp wns s 1a 

sides. 
t b • · ·t· k ·n for neighbouring sound signals, N.B.- Sound signals, if used on wreck marks, shall be such as not o c nus a ' 

CHARACTERISTICS IN THE LATERAL SYSTEM. 

Article 24. - Wreck-marking Buoys. 1 

Colour: Green (including topmark if any). 
(a) If to be passed on the sfarhoard-lwnd: 

(b) If to be passed on the port-lzand : 

Shape or type: Conical, or !'par. 
Topmark (if any):. Cone. . 
Light (if any): Tnple-flashmg green. 

Shape .or type: Can, or spar. 
Topmark (if any): Can. . 
Light (if any): Double-flashmg green. 

If the body of the mark in the cases of (a) and (b) above does not conform to the characteristic 
shape, the lower part of the mark shall be coloured black or red, as the case may be, but the 
predominant colour shall be green. 

(c) If to be passed on either hand: 

Shape or type: Sphere, or spar. 
Toprnark (if any): Spherical. 
Light (if any): Single occulting green, the duration of light being appreciably 

longer to the eye than the interval of darkness. 

Where a wreck which can be passed on either hand is marked by more tha.n one lighted 
buoy, the lights may he differentiated by different periods. of occultatwn, provided that the 
principle embodied in the preceding paragraph is observed m the case of each hght. 

Article 25. - Wreck-marking Vessels. 2 

Wreck-marking vesseb display green painted shapes. 

(a) If to he pas~ed on the mariner's starboard-hand: 
Two spheres surmounted by a cone point upwards in a \'ertical line. 

(b) If to be passed on the mariner's port hand: 
A sphere surmounted by a cylinder in a vertical line. 

(c) If to be passed on either hand: 
Four spheres disposed vertically by pairs. 

The shapes are di~posed so as to be distinctly visible above the vessel's superstructure. 
The shapes shall be disposed vertically with a clear space between each shape equal to not 

lc.'s than one and a half times the diameter of the spherical shape. 
The horizontal distance between the shapes in (c) shall be as great as possible and in no case 

less than twice the vertical distance between the shapes. 
Lights: Fixed green; shall correspond in number and arrangement to the shapes mentioned 

above. 
Vessels marking wrecks shall not carry the ordinary riding-light carried by a vessel at anchor. 
Sound signals: On manned wreck-marking vessels during fog, mist, falling snow or heavy 

rainstorms, a bell, if used, is rung at intervals of not more than thirty seconds, as follows: 

Three strokes, if the vessel is to be passed on the mariner's starboard-hand; 
Two strokes, if the vessel is to be passed on the mariner's port-hand; 
Four strokes, if the vessel can be passed on either hand . 

.\'.IJ. -Should sound signals he ginn by means other than a bell, they shall be such as not tu be mi,taken 
fur neighbouring sound signals. 

1 
\Vhen posts fixed in the ground arc used to mark wrecks in shallow waters, they conform to the rules. 

2 
\\'here shapes and/or lights are exhibited from the wreck itself, instead of a floating mark being used, the 

colour green shall be employed by day and by night and the shapes and for lights shall not conflict with the rules 
lairl down in this article. 



D"&ltT "":1. 
DIAGRAMS Of EXAMPLES lllUSTRATlNC BUOYACE MARKS DEFINED t.11ME DRAFT RULES 

TO BE PASSED ON THE 
PORT HAND 

TOP MARK 

MARK 

SHAPE 

COLOUR 

LIGHT 

SHAPES 

CAN 

CAN OR SPAR 

GREEN PREDOMINANT COLOUR GREEN 
LOWER PART REO 

GREEN - DOUBLE FLASHING 

TO BE PASSED ON THE 
PORT HAND 

SPHERE SURMOUNTED BY A 
CYLINDER IN A VERTICAL LINE. 

BY DAY I!Y NIGHT 

GREEN 

MARKING OF WRECKS 

LATERAL SYSTEM 

BUOYS 

TO BE PASSED ON 
EITHER HAND 

• SPHERE 

SPHERICAL OR SPAR 

GREEN GREEN 

GREEN- SINfOLL OCCULllNG 

VESSELS 

TO BE PASSED ON 
EITHER HAND 

FOUR SPHERES DISPOSED 
VERTICALLY BY PAIRS 

8Y DAY I!Y NIGHT 

WITH WHITE 

TO BE PASSED ON THE 
~TARBOARD HAND 

CONICAL 

GRIEIEN 

CONE 

OR 

PIUOOMINAifT COlOUR ORUN 
LOW!R "ART .LACK 

GR!!N - TRI"l.L 'LASHING 

TO BE PASSED ON THE 
STARBOARD HAND 

TWO S,.H!RI!.S SURMOUNTED IIY A CONE 
POINT UPWARDS IN A VERTICAL LINE 

I!Y DAY I!Y NIGHT 

INSCRIPTION COLOUR 

LIGHT 

BELL 

FIXED GREEN AND TO CORRESPOND IN NUMBER AND ARRANGEMENT TO THE SHAPES 

TWO STROKES 

TOP MARK 

MARK 

SHAPE 

COLOUR 

LIGHT 

TWO CONI!.S POINT TO POINT 

CYLINDRICAL OR SPINDLE OR SPAR 

GREEN 

GREEN - FLASHING 
( RATE AT L£M'T 40 1'\.MHD Pfll MINUT£ ) 

~
~· 

fOUR STROKES 

CARDINAL SYSTEM 

N 

w 

s 

~· 
~-

THREI!: STROKES 

TWO COfiU ~TO •ME 

CONICAL OR OGIVAL OR IMR 

GRilEN 

QRHH - llfTERRUI'TIE.D PLASHMQ 
( RAftAT..-40~--) 
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CHARACTERISTICS OF THE CARDINAL SYSTEM. 

Article 26. - Wreck-marking Buoys. 

\Vreck marks are only placed in the eastern and western quadrants and have the following 
characteristics: 

Eastern quadrant: 

Shape or type: Conical, ogival or spar. 
Topmark: Two cones base to base. 
Colour: Green. 
Light (if any): Green, interrupted flashing, giving a succession of rapid flashes, 

at a rate of at least forty per minute for a given period, followed by a given interval 
of darkness. 

lV estern quadrant: 

Shape or type: Cylindrical, spindle or spar. 
Topmark: Two cones point to point. 
Colour: Green. 
Light (if any): Green flashing, at a rate of at least forty flashes per minute. 

N.B. - Topmarks arc compubory either on the main mark or, as in Article 28, in conjunction with it, in 
order to distinguish the wreck-marking buoys of the cardinal system from the wreck-marking buoys of the latera 
systPm. 
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C!L\PTER \T - :\IISCELL\:\EOllS Pl\0\"IS!OXS. 

Arhcle 27. - Undeji11t"d Marks. 

l\Iar~s wh~se purpose is not defined ~n these n~les are coloured in such a way as not to lead 
to con~us10n \\~th marks whose purpo~e IS define~ m these rull's. Hell buoys and whistle buoys 
have, .If practicable, the charactenstlcs appropnate to their position in accordance with the 
foregomg rules. 

~ertai~ fixed marks _in~icatii~g, for instance, the dire~tion to be followed by a m~triner mav be 
provided w1th charactenst1cs winch allow them to be thstinguished clL'arly from floating m;trks. 

Article 28. - Topmarks . 

. \\l1en, owing ~o dam.a~c o~ to other exceptional circumstances, a mark or its superstructure, 
havm& regard to 1~s pos1t1on. Ill the syste1~1, does not conform to the characteristic shape laid 
down 111 the foregomg rules, 1t shall, pendmg, for example, repair or replacement, be furnisht'd 
with the appropriate characteristic topmark. Alternatively, an additional mark !waring the 
appropriate topmark may be used. 

\Vhere not otherwise stated in the foregoing rules, topmarks arc painted with the tlarker 
of the characteristic colours used for the body of the mark. This provision is not obligatory \1 hen 
brooms are employed as topmarks. 

For purposes of differentiation where there are numerous neighbouring marks, ;uJ,Jitional 
top~arks of the same sl1ape may be ~sed on the same mark or the lower cone alone may be duplica
ted 111 the case of topmarks used 111 the eastern and western quadrants of the cardinal systl'm. 

Article 29. - Fixed Liglzts. 

The use of fixed lights, especially white lights on fixed and floating marks, which serve the 
sole purpose of the marking of a channel, should be avoided whenever practicable, except in the 
case of wreck-marking vessels, where the lights should conform with Article 25. 

Article 30. - //arbour Liglzts. 

In the case of lights placed on external permanent works at the entrance to harbours opening 
directly on to the sea and whose principal purpose is to mark the channel, the colour and rhythm 
should, as far as possible, be in accordance with the provisions of Article 10. This rule nectl not 
be applied in the case of harbours which do not open directly on to the sea or in the case of lights 
situated within harbours if, in the opinion of the responsible authoritil's, local comlitions rendl'r 
other characteristics preferable. 

The present article does not relate to lights which arc placed on lixed supports and which 
cannot be confused with lights forming part of the buoyage systl'm properly so called. 

Article 31. - Coloured Sector Liglzts and Lcadi11g l.igh!s. 

Where coloured sectors are used in lights forming part of the lateral system of .buoyage, it is 
desirable, when circumstances permit, that their colours should be in accordance With Article 1~J. 
In cases where this is not considered practicable, the colours shoui<l preferably be allocated Ill 

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 arc similar.. . 

\\'here a leading light or lights might be mistaken for a light or lights fornung a part of the 
lateral system, the colour should Jw in accordance with one or otlwr of llw pnnc1ph-s laid down 
in the preceding paragraph. 

Article 32. - Fixed Supports for Li[!Jils. 

Fixed supports for lights forming part of .th~ lateral syst.e!n of huoyar;e sl~mdd: as ~ar, as 
practicable, be painted in the colour charactenst1c of the po~1hon of the .light m that S)strm: 
If the correct characteristic colour cannot be used, the opposite charactcnst1c colour should be 
avoided. 
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Addendum. 

Geneva, August 1st, Hl36. 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT·· 

POLLUTION OF THE SEA BY 01t2 

SUMMARY OF ADDITIONAL REPLIES TO THE QUESTIONNAIRE 
A summary of the replies received up to August 15th, 193:J, to the qurstionnaire of 

January 23rd, 1935, on the subject of the pollution of the sea by oil was puhlishetl in Chaptt>r I I 
of a document communicated to the Assembly (sixtrenth S{'ssion). 1 lh·plit•s from the 
following countries were summarised : Union of South Africa, Unitrtl Stalrs o( America, 
Australia, United Kingdom (and Newfoundland), Bulgaria, Canada, China, Czechoslovakia, 
Free City of Danzig, Denmark, Egypt, Estonia, France, Hungary, Iceland, India, Iraq, 
Irish Free State, Italy, Latvia, Lithuania, l\lonaco, Netherlands (and Colonies), New Zealand, 
Norway, Poland, Spain, Sweden and Turkey. 

Since then, replies have been sent by Chile, Finland, Greece, Guatemala, Japan, :\!cxico, 
Portugal, Roumania, Venezuela and Yugoslavia, and a supplrmentary reply to one of the 
points in the questionnaire has been received from the United Kingdom. 

1. EFFECT OF OIL PoLLUTION. 

(a) Birds. 

Finland. 
Apart from the death of a large number of sea-birds as the result of the wrecking of .two 

ships ofT the Finnish coast several years ago, there have been few reports of delelenouH 
effects. 

Greece. 
None. 

Guatemala. 
None, perhaps due to the fact that the oil residua disch~rgcd by vessels in or outside 

ports, besides being trifling in quantity, are immediately camed away by the current. 

Mexico. 
Some danger to bird life has been noticed in one bay. 

Portugal. 
Deleterious effects have been observed in certain areas. 

Venezuela. 
Deleterious effects have been noticed in certain areas. 

Yugoslavia. 
None. 

(b) Fish and Fishing Industry. 

Chile. · h Cl T t 
None doubtless because the number of oil-burning ships passmg throug 11 wn wa .erg 

· 't· 1 11 the waters arc very open and are constanlly renewed by the Ilurnboldt 1s compara 1ve y sma , 
current. 

• Document A.20.1935.V III. 

S.d. N. 1355 (F.) 1075 (A.) 9/36 .• Imp. Granchamp, Annemasse. 

Series or League or Nations Publications 

VIII. TRANSIT\. 

1936. VIII. 9. 
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Finland. 
None. 

Guatemala. 
See 1 (a). 

Japan. 
See 2 (b) and (c). 

Mexico. 
See 2 (b). 

Portugal. 
See 2 (b) and (c). 

Roumania. 
See 2 (b). 

Venezuela. 
See 2 (a), (b) and (c). 

Yugoslavia. 
None. 

(c) Resorts. 

Finland. 
The effects of the polluting by oil of the port of Rauma in 19~ were. still no~ice~ble in 

1935 on the shore and beach. The bathing resorts of other towns, mcludmg Helsmk1, have 
suffered from similar inconveniences, including a danger of fire. 

Portugal. 
Inconveniences have been noticed at several resorts. 

Roumania. 
Owing to the oil pollution of certain shores, it is impossible to bathe there for days at a 

time. 

Yugoslavia. 
None. 

(d) Danger of Fire in Harbours. 

Finland. 

It is believed that oil pollution constitutes a danger of fire for all the equipment of a 
port. 

Greece. 
None. 

Venezuela. 
There is a risk of fire at La Guayra and Puerto Caballo owing to oil pollution in the 

harbours. 

Yugoslavia. 
None. 

2. EFFECT ON FISH AND FISHING INDUSTRY. 

Chile. 
(a) Fish in Open Sea. 

None. 

Roumania. 

The deleterio.us action o.f oil chiefly affect~ deep-sea eggs and larvre, from which emerge 
many useful spec1e.s ~nd which at t~e same tu~e constitute the food ·of many forms of life 
that are of economiC Imi,>ortance. F1sh are particularly sensitive to oily substances and keep 
away from any contammated area. 

Venezuela. 
None. 

Yugoslavia. 
None. 
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(b) Inshore Fisheries. 
Chile. 

None. 

Japan. 

Th~ effects of the pollution o~ co~stal waters by oil and oily mixtures discharged at sea 
~re mamll' observed on ~he fishmg m~ustry (fish, shell-fis~, edible seaweeds, etc.). For 
mstance, m 1_929,. a fuel-Oil ves~el, carrymg 170 tons of fuel 01!, sa~k at anchor in the neigh
bourho_od of 1ts oli-stora~e depot as the r~sul~ of a storm. The_ 01! was carried by a strong 
west wmd as far as the edtble seaweed eulltvatwn beds of the fishm(J" association oil Kawasaki 
in Tokio Bay, with the result that an exceedingly promising edible ~eaweed bed\vas rendered 
unfi~ for _gathering a~d a loss of _880,00_0 yen was incurred. Some years ago, the discharges 
of Oily mtxture and_ 01! fro~ an 01!-refinm~ factory on the shore gave an oily smell to fish and 
shell-fish of the netghbourmg sea, rendermg them unfit for consumption. 

Mexico. 
Dead oysters of the species Oslrea roslrala (Chemnitz) and dead oyster spawn, impre,.,natcd 

with oil, have been found in the port of Vera Cruz. c 

Portugal. 
In certain areas, great damage has been caused to the permanent stock-pools for lobsters 

and blue crayfish (lavagantes). In several places, marine growths have either partly or 
entirely disappeared. One area reports the total disappearance of the common cibol plant. 
Another area reports the disappearance of certain species of fish and oysters, and the marine 
gastropod molluscs known as " hurries " (sea-snails). 

Roumania. 
The quays of the port of Constantza have been observed littered with the shells of 

dead oysters. Shrimps and fish caught in the polluted harbour-zone have an unpleasant 
flavour which impregnates their whole flesh. The same thing was noticed in the case of fish 
which are normally of excellent flavour - e.g., mullet (Mugil cephalus)- but had become 
inedible ( 1934). 

Venezuela. 
The discharge of oil in the port of La Guayra has brought about a considerable decline 

in the number of small fish. Shell-fish in the vicinity have also suffered. Similar etlecls 
have been noticed at Maracaibo. 

Yugoslavia. 
None. 

Chile.· 
None. 

(c) Fishermen's Calling. 

Japan. . 
1 

· d 
In the first of the two cases mentioned under 2 (b), the seaweed culttvators c atmh . 

compensation for damages . sustain~d, and, in ~he second case, request also that t e 
installations of the factory m questwn should be tmproved. 

Portugal. 
In one area, nets and fishing tackle im_Pregnated with black viscous matter could only 

be cleaned by repeated boiling and washmg. 

Venezuela. 
have been obliged to go farther out to sea because of oil In certain areas, fishermen 

pollution in coastal waters. 

Yugoslavia. 

3. 

None. 

ATIONAL REQUIREMENT FOR FITTING (AFTER 
WILLINGNESS TO SUBSCRIBE TO AN INTERN FOR SEPARATING OIL FROM 'VATER ON 
DuE NoTICE) CoMPULSORY SEPARATORS H oR WITHOUT CERTAIN ExcEPTIONS. 
OIL-CARRYING AND OIL-BURNING VESSELS, WIT 

Chile. f 1 k f space on existing vessels which 
Such a requirement is unacceptable b_ecause ·f o~futi~n in Chilian waters, owing to the 

are of small tonnage. In any case, there lS no 01 P 
very open coasts. 
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Finland. 

While the effects of oil pollution in Finnish waters appeared to be less serious in 1935 
than in preceding years, the Government considers that such effects are likely to increase. 
It consequently favours the imposition of an obligation, one year after the entry into force 
of a future Convention, to fit large oil-carrying and oil-burning ships with separators. An 
exception to this rule should be made in the case of small vessels - for example, those of 
150 tons gross - for which each Government should have the right to fix the time at which 
separators should be installed. 

Greece. 
The Government considers that, in view of the present economic situation, the installa

tion of separators should only be optional. 

Japan. 
The Government is, in principle, favourable to the fitting of separators on oil-carrying 

and oil-burning ships, but it cannot accept an international requirement making the fitting 
of separators compulsory on existing ships. Such an obligation would impose a heavy financial 
burden on shipowners, who are already suffering from the crisis. In some cases, the fitting 
of separators on such ships would meet with technical difficulties. 

* * * 
Total number and tonnage of Diesel ships and tankers over Fitted with separators 1,000 tons gross 

Classification of ships I Number I Tonnage Number I Tonnage 

\ 
Over 

Ordinary ships with 5,000 tons 54 438,870 26 247,433 
Diesel engines . . 

? 
Under 

5,000 tons 24 65,364 - -
Total 78 I 504,234 I 26 I 247,433 

~ Over 
Tankers with 5,000 tons 8 65,801 2 19,567 

Diesel engines . 
( 

Under 
5,000 tons 1 1,126 - -

Total 9 I 66,927 I 2 I 19,567 

) 
Over 

Tankers (other than 5,000 tons 8 52,985 - -
with Diesel engines) Under 

5,000 tons 2 2,235 - -
Total 10 ! 55,220 I - I -

Grand total. 97 626,381 28 267,000 

Japa~·:~oper. The figures, which were established in October 1934, concern only ships registered in 

Mexico. 
Yes. 

Portugal. 

Certain departments appear to be favourable to such installation. 

Yugoslavia. 

Would accept, if necessary, such compulsory installation. 

4. WILLINGNESS TO SUBSCRIBE TO AN INTERNATIONAL REQUIREMENT TO DESIGN SEP 
• AND FIT THEM TO New OIL-CARRYING AND OIL-BURNING VESSELs ARATORS 

~~ . 
See 3. 

Finland. 

Such an obligation should be effective from the ratification of the Convention. 
Greece. 

See 3. 
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Japan. 
The Government is prepared to a(l"ree to · t t· 1 · h Id b d . d f d fi o an I~ erna Iona requirement that such separators 

·. s ou e esig~e . or _an It ted to all new sh1ps of 1,000 tons gross and over intended to 
carry or burn od, If this measure proves itself effective to improve the situation. 

Mexico. 
Yes. 

Portugal.· 

The Merchant Shipping Department favours the obligation for vessels of more than 
5,000 tons gross. 

Yugoslavia. 
Yes. 

5. LIST OF AVAILABLE SEPARATORS ON MARKET, WITH PARTICULARS OF THEIR NATURE 
CAPACITY AND CosT. ' 

Chile. 
None. 

Finland. 
None. 

Greece. 
None. 

Japan. 
List of the separators available on the Japanese market : 

Make of separator 
Capacity in tons Arproxi!Unte p_rice 

per hour (mcludmg lltling 

Fisher: ........... . 
" Steam Line " : Deutschewerft . 
" Steam Line " : Deutschewerft . . . 
" Uruga-shiki " : Uraga Dockyard Co., Ltd. . . . . 
" Kato-shiki " : Mitsubishi Heavy Industry Co., Ltd .. 
" Kawasaki-shiki ": Kawasaki Dockyard Co., Ltd.. . 
" Tama-shiki " : Tama Dockyard Mitsuibussan Co., Ltd. 
" Turbolo Otto ": Rud Meyer, Germany . . . . . . . 
" Comyn A Type": Richard Garret Engineering Works, Ltd. 
" Turbolo Vertical Type " : Deutschewerft, Hamburg. . . 

Yugoslavia. 
None. 

120 
50-70 

100-120 
60 
60 

100 
80 

100 
50-150 
150 

expenses) 

£500 
£350 
£500 

3,000 yen 
3,000 yen 
3,000 yen 
4,000 yen 
4,000 yen 
4,200 yen 
7,000 yen 

6. LisT OF AvAILABLE SEPARATORS IN CoMMERCIAL AND NAVAL PoRTS. 

Chile. 

None. 

Finland. 

None. 

Greece. 
The Shell and Standard Oil Companies at the Pirreus are equipped with separators. 

Japan. 
There is one separating barge in the naval port of Kure. 

Mexico. 
The Government furnished particulars of the twelve separators used by the l\Iexican 

Eagle Oil Company, Minatitlan. 
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The following table shows the capacity, output and approximate cost of the separators : 

1 

Separator 
No 

2 
3 
4 
5 
6 
7 
8 
9 

10 
11 
12 

Capacity: I Output: cubic I 
cubic metres metres per hour 

50 36 
450 360 

15,000 3,600 
96 90 
64 60 

1,528 1,500 
120 90 
180 150 
224 180 
280 240 

1,600 240 
150 240 

Total . 

Cost in 
pesos 

2,500 
27,000 
42,000 
3,500 
3,000 
8,000 
3,600 
4,200 
4,600 
4,100 
5,600 
2,300 

110,400 

In many of the separators the output can be adjusted by means of sluices. . 
Ships mooring at the wharves of the refinery discharge. their ballast water mto the 

separators near the bank of the river, and these remove the Oil and return the clean water 
into the stream. · h 1 t · ht o 

A report (1935) from the official Oil Department a~ds that m .t e as eig . years .n 
complaints have been made .against the Mexican Eagle Oil Company m respect of ml entermg 
the river from its refinery, oil-fields or vessels. . . 

At the port of Tampico, eight firms use the pl.ant ~or the ~ur1ficatwn of ballast or waste 
water of certain oil-carrying ships, and of refi~er~es Situated m t~at port. The treatment 
capacity of one plant is mentioned as approximately 34,000 cubic metres, and of another 
as 86,000 cubic metres, daily. 
Yugoslavia. 

None. 

7. REPRESENTATIONS REGARDING INADEQUACY OF PORT FACILITIES OF THIS KIND. 

Greece. 
(a) In the Country in Question. 

None. 

Japan. 
None. 

Mexico. 

It is essential that separators should be available at Alvaro Obregon, Puerto Mexico, 
Tampico and Tuxpan. 

Yugoslavia. 
None. 

8. SciENTIFIC oR OTHER EviDENCE REGARDING ExTENT oF OIL PoLLUTION AT SEA. 

United ]( ingdom of Great Britain and Northern Ireland. 

The scientific investigations undertaken on behalf of the Government of the United 
Kingdom, to which reference was made in the Government's reply to question 8 of the 
questionnaire, 1 are not yet complete. So far as they have gone, however, these investigations 
support the conclusion that fuel oils on the surface of the sea can drift almost indefinitely. 
If any of the more volatile constituents of the oils are lost by evaporation, the quantity so 
lost represents only a small proportion of the whole. On the other hand, if the oils are left 
to themselves, it does not appear that any part of them will sink. Furthermore, the oils 
have not been found to undergo any chemical change such as might render them less viscous 
and harmful, although they become dispersed as a thin film. There are, it is true, indications 
that an oil film on turbid water may pick up sufficient sand to constitute a mixture that is 
heavier tha':l water and will eventually sink. The physical properties of patches of oil may 
also be.modified as a result of entanglement with small marine organisms, with the consequent 
~orma~wn. of f:ot~y masses that are less viscous in character than the original oil. The 
mvestigatwns Indicate, however, that, subject to these qualifications, it remains broadly 
true .that t~e chemical ~nd physical properties of fuel oils are such that they can float more or 
less mdefimtely. An ml film m the open sea may disappear from sight in a few days, but it 

' See document A.20.1935.VIII, page 29. 
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persists as an invisibl~ fil~ which will be liable ultimately to drift inshore, where it will adhe~e 
to the. beaches and m tu~e make the~ appreciably foul. It follows that a zone, even of 
150 miles, would not be hkely to provide a complete remedy for the e\•il of oil pollution 
Such a zone would, however, certainly mitigate the nuisance. · 

Among the various factors which influence the distance to which oil will spread in tidal 
waters must be counted the permanent currents which are superimposed on the tidal streams 
and other investigations have related to this point. ' 

There is a strong oscillatory movement in the English Channel, and it is known as the 
result of observation, that there is a permanent surface set of about six miles per d~y from 
west to east under summer conditions; in winter, it would be greater. 

Drift bottles thrown overboard in the western entrance pass throurrh the Straits of 
Dover. and are stran~ed in Belgium, Netherlands, Germany, Denma~k anrl Norway. 
Strandmgs on the Enghsh coast are not so frequent: 

A permanent tongue of water of relatively high salinity projects from the Channel into 
the North Sea. 

Long-continued experiments carried out at the Varne Light-vessel with the Carruthers 
drift indicator show a set into the North Sea, which is sometimes reversed by strong northerly 
winds. 

A similar current sets southwards on the east shores of the Shetland and Orkney Islands, 
Scotland and Northern England. It turns east towards Denmark and then northwards 
along the Norwegian coast. 

Recent tidal-stream observations at numerous light-vessels over a lunar period show 
permanent sets superimposed on the tidal streams : 

North Goodwin Light-vessel 
Kentish Knock Light-vessel 
Outer Gabbard Light-vessel 

1560 
3500 
1450 

0.32 knot 
0.06 knot 
0.17 knot 

These permanent currents ~re to be ascribed t~ the combined in.fluence of tides, wind~, 
differences of density and the difference between gam by permanent mset from the Atlantic 
Ocean, rain and rivers, and loss by evaporation. 

The distance to which oil will spread must be dependent on the strength of the permanent 
current to which it is exposed before it vanishes from the surface. 

Finland. 
The Government states that no complaints have been received from the Finnish merc~ant· 

marine or the navy, the former of which uses liquid fuel ~o a small extent.. At the. sa_m~ l1me, 
the competent authorities are in favour of the conclusiOn of a ConventiOn to d1m1msh the 
effects of oil pollution. 

Greece. 
None. 

Japan. 
None. 

Yugoslavia. 
None. 

9. OTHER OBSERVATIONS oF GovERNMENTS. 

Mexico. · h 
It is suggested that consigning firms should instruct captains of t~nk vessels to d1s~ arge 

their ballast water in the open sea - i.e., at a distance of over t.en f!Hles from the coas -:-:so 
as not to harm fishermen exercising their calling in Mexican temt~rwl wat.ers,~r lhtt, fa~~ng 
this, they should refrain from disc~argin~ .t~eir ballast water until they reac por ' rna mg 
use of the separation and purificatiOn fac1hlies to be found there. 

Roumania. d t 
· f th Bl k Sea and the zone of the Danube Delta are covere , no 

The whole coast-hne o e ~c which constitute a most favourable place 
only with permanent pon~s, but with vast. marshe~ccordin I ' centres for the propagation of 
for the hatching of mosqmto eggs a~1d wh~cdh are, 'ght be ~s~fully discharged for the benefit 
malaria. These are places where 01 Y res1 ues mi 
of humanity. 

Venezuela. t on the deleterious effects on fish and the 
The information furnished by the GoverT:~ conclusive evidence. 

danger of fire in ports should not be regarde 
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LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

POLLUTION OF THE SEA BY OIL 

REPLIES OF GOVERNMENTS RELATING TO THE DRAFT CONVENTION 
AND DRAFT FINAL ACT 

On July 19th, 1934, the United Kingdom Government addressed a letter to the Secretary
General of the League on the subject of the pollution of the sea by oil. 

!he report of. t~~ Second. Committee· of the Assembly (fifteenth ordinary session, 1934) 
provtded for an mtbal enqmry to be undertaken by the Communications and Transit 
Organisation on the understanding that after this enquiry the Organisation would convene 
experts belonging to various countries to study the problem more closely. The Chairman 
of the Advisory and Technical Committee for Communications and Transit invited experts 
from certain countries to study the question, and the first session of the Committee of Experts 
was held at Geneva from November 19th to 23rd, 1934. 

On December 8th, 1934, the Secretary-General informed the Council that, in pursuance 
of the work of the Committee of Experts, the Transit Organisation recommended the 
conclusion of an international convention on this subject, and submitted to the Council a 
memorandum adopted by the Committee explaining the object of such a convention and 
the advantages to be derived therefrom. The Council approved the conclusions of the 
memorandum and adopted the following resolution on January 11th, 1935 (eighty-fourth 
session) 

" The Council : 
" Authorises the Communications and Transit Organisation to make all necessary 

preparatory studies with a view to facilitating the future conclusion of an international 
convention in regard to the pollution of the sea by oil." 

With a view to giving effect to the resolu~ion adopted by ~he Counci~, and in accordance 
with the request of the Chairman of the Advtsory and Techmcal Commtttee, the Secretary
General addressed, on January 23rd, 1935, a circular letter, with a subjoined questionnaire, 
to States Members of the League and non-member States. . . . 

In the report! on the work of the Organisation for Commumcatwns and Transit between 
the fifteenth and sixteenth ordinary sessions of the Assembly adopted by the Assembly, 
there was an account of the progress made by the Organi~at~on in the techn~cal e'.'amination 
of the problem, with particular reference to the rephes to the questwnnmre sent to 
Governments. . . 

On September 24th, 1935 (sixteenth ordinary sesswn), the Assembly adopted a resolutwn 
which read, in part, as follows : 

"The Assembly, 
" Notes with satisfaction the work performed b~ the Com.munications and Tra~sit 

Organisation between the fifteenth and sixteenth ordmary sesswns of the Assembly 1 

" 

1 Document A.47.1935.VIII. 
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' ,; TakinO' note of the admirable work performed by the Communications and Transit 
Organisation° in investigating the problem of t~e po~lution of the sea by oil, and of the 
replies received from Govern~ents to the questionnaire addressed t~ t~em : . 

• ~ " Considers that the subJect of the pollution of the sea by Oil IS one smtable for 
solution by an international convention ; . . . . . 

" Requests the Council to instruct the Co:I?mumcations and T~ansi_t Orgll:msatwn 
to· take as rapidly as possible, and with the assistance of expert advice, If reqmred, the 
necessa~y steps to complete the preparation of a draft convention and to submit that 
draft to Governments for consideration ; 

" Invites the Council, in the light of the observations received from Governments, 
to convene an international conference on oil pollution at an appropriate time." 

On September 27th, 1935 (eighty-ninth session), the Council adopted the following 
resolution : 

" The Council, 
" Having regard to the resolution adopted by the Assembly on September 24th, 

1935, with respect to the question of the pollution of the sea by oil : 
" Recalls that, at its eighty-fourth session, it authorised the Communications and 

Transit Organisation to make all necessary preparatory studies with a view to facilitating 
the future conclusion of an international convention ; 

" Instructs the Communications and Transit Organisation to complete the 
preparation of a draft convention on this subject for the consideration of Governments, 
and to report to the Council when the observations from the Governments have been 
received." 

In order to give effect to the above-mentioned resolutions of the Assembly and the 
Council, the Chairman of the Advisory and Technical Committee convened the Committee of 
Experts at Geneva from October 21st to 25th, 1935, with the object of preparing, in the light 
of the replies to the questionnaire and of subsequent replies laid before the Committee, a draft 
convention for submission to Governments at an early date ; and at its nineteenth session, held 
at Geneva from November 5th to 9th, 1935, the Advisory and Technical Committee adopted 
the following resolution : 

"The Advisory and Technical Committee : 
" Takes note of the resolutions adopted by the Assembly at its fifteenth and 

sixteenth ordinary sessions, and by the Council at its eighty-fourth and eighty-ninth 
sessions, in regard to the problem of the pollution of the sea by oil ; 

" Is gratified to observe that the Committee of Experts appointed to ensure the 
execution of those resolutions has prepared a draft Convention and a draft Final Act1 

on the questions ; 
" Decides to transmit these drafts to the Governments, with the request that they 

should send to the Secretary-General of the League of Nations in the near future any 
observations they may see fit to make, at the same time informing the Secretary-General 
whether they are prepared, on the basis of these drafts, to take part in an international 
conference for the conclusion of the proposed convention. 

" The Chairman of the Committee is instructed to take the necessary steps in 
execution of the present resolution." 

In conformity with the Council resolution of September 27th, 1935, and the request of the 
Chairman of ~he Advisory and Tec~nical Committee, the Secretary-General, on November 27th, 
1935, transmitted the above-mentwned drafts to Governments, asking them to communicate 
to him by April 1st, 1936 : 

( 1) Their observations on the drafts ; 
. (2) \~hether, on the basis of these drafts, they W?uld be prepared to participate in 

an mternatwnal conference for the purpose of concludmg a convention on the question 
of the pollution of the sea by oil ; 

(3) (ln conformity with a recommendation made at the second session of the 
Committee of Exper~s). T_he. maximum figure. of b~nker capacity in small vessels driven 
by crude, fu_el or Diesel 01l m respect of w_hlC~, m the view of Governments, special 
treatment nught be accorded- e.g., a reductwn many penalties which might be imposed 
for offences against the provisions of a future convention · 

(4) Information as to the nature of the oil used in' the bunkers of such vessels. 

* * * 
Belo':" are summarised the replies to the circular letter of November 27th 1935 which had 

been ~eceived up to August lOth, 1 ~?6. The r~plies are analysed under the' four headings of 
the Circ'!lar lett~r, and one additional headmg under which are found supplementary 
observatwns furmshed by Governments. . 

. It will be ~oticed that most of the ~n:portant maritime countries which have already 
rephe~ to the Circular letter ":o~ld b~ Willmg, on the basis of the drafts prepared by the 
CQffimiLtee of Experts, to participate m an international conference at which a convention 
would be concluded. 

1 Document C.449.M.235.1935.Vlll. 



Union of South Africa . 
United States of America 
Australia ....... . 
Austria ....... . 
Belgium ............ . 
United Kingdom of Great Britain and 

Northern Ireland . . . . . . . . 
China 
Czechoslovakia 
Danzig . . 
Denmark. 
Egypt . 
Estonia 
Finland 
France . 

Union of South Africa. 

1. ,None at this stage. 
2. Yes. 
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5. The ~over_nment adds that .t~e qu~stion of oil pollution of the sea has not arisen 
to any e:ctent m Umon ":aters, as provJsJo~ exists to deal with such eventualities in the Harbour 
Regulations of the Umon of South Afnca and South West Africa. Harbour Rerrulation 
No. 39 .states " . . . nor shall oil of any description be discharged into or all~wed to 
escape mto a harbour". 

United Stales of America . 

. 1. T~e. draft Convention contain~, in so far as fundamental principles are concerned, the 
mai? provisiOns of the draft ConventiOn dra:vn up at the Washington Conference in 1926. 
~s Is. w~ll known, the ~~vernment of t~e U!l1ted States has already indicated its agreement 
m prmCiple to the prov~swns .drawn up m this latter draft Convention. In general, therefore, 
the Government finds Itself m substantial agreement with the proposals made in the draft 
Convention prepared by the experts at Geneva. 

2. Yes. 
3. Since a small vessel with limited bunker capacity can be a serious source of pollution, 

it would seem that, in order that an international agreement should be fully effective, any 
vessel, irrespective of its size, which carries ballast water in its oil tanks, should not be exempt 
from the provisions of the agreement. If special provisions are found to be necessary in 
respect of small vessels, some criterion other than bunker capacity should perhaps be found. 
The Government of the United States will be prepared to give consideration to any e!Tective 
criterion which might be suggested. 

4. It is understood that the oil used in the vessels under consideration is of 24 to 32 
degrees Baume, if the vessels are driven with Diesel engines, and of 12 to 20 degrees Baumc 
if steam-driven. 

Australia. 

1. ·The problem primarily concerns the State Governments and local ~arbour au.tho~ities. 
Technical opinion· considers that the only practicable I?ethod of pr~ventu~g pollut~on IS for 
oil-carrying ships to be fitted with separators. In v1ew of the difficullie~ mentw_ned by 
the Committee of Experts, however, it is recognised that such a comprehensive requirement 
may not be feasible. . 

As to whether general acceptance of the draft Convention woul.d.lead to the prevention 
of pollution, the Government mentions that the State harb?ur authorili~s, at a confer~nce held 
in 1935, expressed fears that they would be called !lpon to m~tal separatmg plants wh1ch could 
not be profitably used. They adopted the followmg resolutiOn : . 

" That in view of the meagre use of oil-separating equipment provided by port 
authorities in the United Kingdom, the port auth_orities of the Commonwealth sh_o~ld 
refrain from providing such equipment, and that this Conferenc_e urge~ that th~ prov1s!on 
of oil-separating equipment should be made compulsory on all 01l-burnmg and o1l-carrymg 

vessels." 

Th G t 'd that if the Commonwealth were to ratify a convention in the 
e overnmen consi ers 'th' h' h th d' ha ge of oil would 

terms of the draft and sought to establish zones WI m w IC .e Is~ r . 
be prohibited, it w~uld be open to other countries to object to a zone m wh1ch shore separatmg 

plant was not provided. 
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Difficulty is also seen in accepting the recom~~~d~ti~~ as to .the exem_Pti~n fr?m dues 
in respect of any space on a ship rendered. uriayailable for. cargo by the I_nsta!latwn of a 
separating device. It is assumed that to give effect to this recommendatiOn It would be 
necessary to make allowance for su?h space in me~surin~ the ship to ascert~in the _net t?nn~ge 
for registration purposes. Otherwise constant difficulties would .be expenence~ m adJust.mg 
charges for particular ships. Commonwealth law .d.oes not provide !or .the registry of sh1ps, 
all Australian ships being registered un~er the Bntish Merchant Sh1ppmg Act. 

Apart from these two aspects, it IS thought that the ConventiOn would be workable, 
from an administrative point of view. 

2. The Commonwealth Government does not desire to take an active part in the proposed 
conference but if a convention is ultimately adopted, in a form acceptable to the 
Commonw~alth Government, it is anticipated that the State Governments will be prepared 
to adopt any practical steps necessary to implement it. 

3. The number of such vessels operating in Australian waters is so small that the data 
obtainable are insufficient to provide grounds upon which any suggestion can usefully be 
based. 

4. 
5. 

Austria. 

Diesel oil in such ships as are propelled by internal combustion engines. 
Up to the present time, oil pollution in Australian waters has not been serious. 

2. As a land-locked State, the Government does not intend to participate in the eventual 
conference. Nevertheless, if the States more directly interested in the problem should 
conclude a convention, Austria reserves the right to accede to such a convention for the 
reasons of international solidarity which determined its attitude with regard to the Convention 
for the Regulation of Whaling, to which Austria recently acceded. 

Belgium. 

1. Articles I, I I I and VI.- The existing Belgian laws provide for fines and imprisonment 
in the case of persons guilty of polluting national inland and maritime navigable waters. 

In order to bring this legislation into line with the draft Convention, its scope must be 
extended to the prohibited zones to be established under the Convention ; it will be necessary 
to provide that masters of Belgian vessels must enter in their log the information mentioned in 
Article III, (2), and to consider whether the above-mentioned penalties are in accordance 
with those provided in foreign countries. 

At the proposed conference, it will no doubt be possible to obtain information as to the 
intentions of Governments on this last point. 

Article I I.- In view of the situation of the Belgian coast-line and the prevailing currents 
and winds in the North Sea, the establishment of any prohibited zone by Belgium would be 
inoperative unless it were carried out by agreement with neighbouring countries. 

This question may also be discussed at the conference, but it would be interesting to 
ascertain in advance the intentions of the various Governments regarding the width of the 
protection zones which they contemplate within the limit of 50 nautical miles save for 
exceptional cases. ' 

A~ re~ards the Be~gi~n coast! although there are no exi?erimental data, the opinions of 
authoritative persons hmit th~ width of the zone to 10 nautical miles, in order effectively to 
protect the beaches, constructive works and harbour works. 

If neighbouring countries, including Great Britain, adopt a width of 50 nautical miles for 
the pr?tection zone~, .the greater p~rt. of th~ English Channel and the southern part of the North 
Sea will form prohibit~d zones \~Ithm wh~ch vessels a_rriving at or leaving Belgian ports will 
have to traverse long distances without bemg able to discharge the oil residues or oily mixtures 
referred to in the draft Convention. 

In order to make. the application of the Convention effective, the ports bordering on the 
pa~ts of the sea mentiOned above should accordingly possess installations for collecting such 
residues. 

The atte.ntion of the countries concerned should be drawn to this particular fact. 
No ~el&"Ian ~orts at present possess such installations. The Naval Administration is 

com~';l~Icatmg With the ~uthorities governing these ports, requesting them to consider the 
~cqmsitiOn of such matenal as might prove indispensable as soon as the Convention is put 
mto force. 

Ar~icle IV.- With a view to making the provisions more general it would appear that the 
expressiOn~ " in bulk as. cargo " might usefully be replaced by " as c~rgo ", in order to include 
also ~he discharge of bilge water polluted by the leaking of barrels or drums of mineral oil 
formmg part of the cargo of any vessel whatever. 

Article VI. - "\Yit.h a view to ~he application of this article, the Belgian Government 
would ~ave to commissiOn the c.aptams ~nd masters of Stat~ vessels plying outside territorial 
waters m the zone to be determmed at nght angles with the Belgian coast in order to enable 
them legally to note the offences committed. j 



\\'hile agreeing wit~. the prol1ibllion'· regardii~g· the slopping of or interfering with a~ 
o~endmg v~ssel, the Belgw~ Government con!>itlers that, in order that the repressive procedure 
laid down m the ConventiOn may be more effective it is advisable lo authorise the , .J 
noting the offence to put cer~ain questions to lh_e vess~l at fault and to pr~vide that the ~=~~:r 
mus~ reply to t_hese questions. T~ese 9uestwns shoul~ naturally be limited to certain 
particulars en~bhng the v~ssel to be Id_e~lified. The entries on this subject in the Jog would, 
moreover, assist the natiOnal authonlies of the accused vessel in their investi<>ation of 
offences reported to them. " 

Article X.- The Belgian Govern!nen~ is not interested in the draft Convention as regards 
the coast of the Congo. Moreover, It pomts out that the negalit~e formula of Article X of 
the draft migh~ inadv~rtently involve .a.n under~aking on the part of the Belgian Congo and 

. Ruanda Urundi, and It prefers a posttwe wordmg, such as " Any High Conlract.inn· Party 
may declare that he assumes an obligation . . . ", which would constitute a sdfeguard 
against the above danger. 

Article XIII, (1) .. - In view of t~e geographical position of Belgium, its participation in 
the proposed ConventiOn would be of httle effect for the protection of ils roast ifneirrhbourinn
countries did not also take part in the Convention. In application of Article XIII, (ll 
ratification by Belgium should be considered as conditional on the ratification of th~ 
Convention by the United Kingdom, France and the Netherlands. 

Article XV I.- As a consequence of the above remark, the denunciation of the Convention 
by one of the above-mentioned States would cause Belgium to examine the advisability of 
denunciation. 

* * * 

Belgium can also adhere to the recommendations proposed in the draft Final Act. 
The first recommendation can be complied with under the Belgian tonnage measurement 

regulations for sea-going vessels. 
As regards the second recommendation, it should be observed that a large Belgian 

shipping concern declares its readiness to fit oil separators on its vessels which are designed to 
carry liquid fuel in their double bottoms. 

Lastly, with regard to the third and fourth recommendations, the Government refers to 
the considerations and opinions expressed above. 

* * * 
2. Yes. 

3. It appears to be difficult to base regulations on the bunker capacity, which_ may vary 
on board certain vessels accordino- to the necessities of the work. The conference might there
fore be requested to consider th~ adoption of the gro~s tonnage limit of ~ ,~00 tons, w_hic~ is 
taken in the London Convention of 1929 on Safety of Life at Sea, as determmmg the ob!JgaLwn 
to carry a wireless installation. 

4. The fuel used in Belgium by small vessels is gas oil for motor-boats and fuel oil for 
steamers. 

United Kingdom of Great Britain and Northern Ireland. 

1. His Majesty's Government in the U~ited Kin~dom have no general ob~crvatio~s to 
offer on the substance of the draft Convention and Fmal Act prof;losed by the Committee. 
They may, however, wish to propose certain amendments of a draftmg character to the draft 
texts at a later stage. 

2. Yes; the Government attach particular _importance. ~o the par_ticipation at the 
proposed conference of representatives of all the prmcipal maritime countnes. 

3 It is suggested that concessions might be granted under Article I, (3), of .t~e dr~Ct 
Conv~ntion to small vessels with a maximum oil bunker cap~city of 80 t~n~, 0: c~nditJOn tha~ 
these vessels use only Diesel or light oils, and that these 01ls are store m un ers or o e 
places which are not available for use for water ballast. 

4 The oils used in these small vessels are Diese~ or .gas oils, petrol orf palra~lm. Sdu~h 
· · · · f contammalwn as the heavy ue OI s, usc m 

OJ!~ are no~ hkely t? be so serwut~ alsolurcgee opercentage of the asphaltic and carbon residues, 
boilers, whiCh contam a compara Ive Y a~ 
and which are the chief sources of pollutiOn. 

China. 
'1 b in(l' or oil-carrying vessels, whether Chinese or 

1. Because of the small number of OI- urnf o omplaints the Government presents no 
foreio-n in Chinese waters, and the absence o c ' " , observations. 

2. No. 
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Denmark. 
2. Yes. 
3 and 4. As regards the fuel for small vessels, the only oil used in Denmark is. g~s oil. 

Should fuel such as crude petroleum, fuel oil or Diesel oi~ be ~sed J:lY these vessels, I~ IS not 
considered necessary to fix the maximum bunker capacity, smce It wo~ld be ?ertam that 
the bunkers would be arranged in such ~ manner as not ~o co~mumcate ":Ith th~ sell:. 
Consequently, there would be no question m general of pumpmg ml or water mixed with oil 
from these bunkers into the sea. 

Danzig. 
1. 
2. 

Egypt. 

It has no objection to the drafts. 
Yes. 

2. While the Government does not intend to participate in the future conference, it 
would be prepared to consider its eventual accession to such a Convention. 

Estonia. 
1. Having only a theoretical interest in this question, the G~:>Vernment does not see the 

necessity to assume the obligations included in the draft ConventiOn. 
2. No. 

Finland. 
1. As the question of oil pollution is of small importance to Finland, the Government 

presents no observations. 
2. A decision will be taken later as to participation in the international conference. 

France. 
1. Article I. - The draft contains the expression " navires et bateaux " ; in maritime 

law and in conventions of this kind, however, the term " navires " is used for all sea-going 
vessels, including pleasure vessels and fishing-boats. H would therefore appear to be advisable 
to use only the term "navires" ; otherwise, the use of both terms might give rise to doubts as 
to the interpretation of other Conventions, such as the Convention of 1910 on Collisions 
between Vessels. 

Article II. -The width of the zones within which the discharge of oil or oily mixtures is 
prohibited is fixed by the draft Convention at 50 nautical miles. The French Government 
thinks it would be advisable to make this zone 30 nautical miles, a width which, in the opinion 
of the French technicians, is the normal distance of the pollution. The width of the 
exceptional zones should be 100 nautical miles from the coast (paragraph 1 of the draft). 

It would therefore be necessary to change Article II, paragraph 1, together with 
paragraphs 2 and 4 of the same article, the distances in the two latter paragraphs being 
changed from 100 to 60 nautical miles and from 50 to 30 nautical miles. The establishment of 
zones of 30 nautical miles would have the special advantage of avoiding the difficulties 
encountered by vessels sailing in such waters as the English Channel or the Baltic through the 
fact that they are unable to pump out the bilge water for a period which may considerably 
exceed twenty-four hours. 

Moreover, the concluding provisions of Article II, under which the dispute regarding the 
extension of the prohibited zone is to be settled in accordance with the procedure set out in 
Article IX, are in danger of being inoperative. This procedure ultimately leads up to the 
Permanent Court of International Justice. The dispute refers, however, not to a question 
of law, but to the advisability of the proposed extension. The Court would therefore not 
be the proper organ to settle a question of this kind, and it may possibly regard itself as 
unable to exercise such a function without disregarding its Statute. The procedure which 
should be contemplated in the present case is rather one of arbitration, the methods of which 
remain to be defined. 

Articles VII and VIII. - The French Government considers it advisable that the 
Secretaria~ of the L.eague .of Natio?s should be in possession of all necessary information as 
to the vari?I;IS sanctiOns lmd. down m each State, so that it may be possible to ascertaill under 
what conditions the clause m question would be respected. Two additions would therefore 
be made to the present terms of the draft; the first would be at the end of Article VII which 
would read as follows : ' 

" On receipt of such information, the former High Contracting Party shall investiO'ate 
the matter, and, where the circ~;~mstan.ces justify it, take .steps for the punishment of 
the ofie~~e for bre.ach ?f reg\llatwns laid do'Yn by that High .Contracting Party, under 
the c?nd~twns provzded ~~ Arlzcle I, and shall znform the other szgnalory Government which 
has znstduted the proceedzngs." 

The other addition would be made to. Article VIII, paragraph 1 which would read as 
follows : ' 

".The Secretary-General of the League of Nations is invited to receive, co-ordinate 
~nd CI_rculate to t~e :Mem~ers of the League and all non-member States referred to 
m Article XI, (1}, mformatwn relating to the system of zones and sanctions established 
under the terms of this Convention " 
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· Draft Final Act. - The French Government considers that it mio-ht be of value to 
supplement paragraph 2 of the draft Final Act as follows : "' 

" That_ th~ High Contracting Parties should recommend to shipowners that separators 
should be designed for. and fi~ted _on new vessels where~'er practicable, particularly on 
large vessels to .~e provided With 01! tanks or bunkers winch are also to be used for walei' 
ballast . 

2. Yes. 

3 .. A final de_cis!on might ~ppear to be premature, since the criterion to be adopted might 
be subJect to vanati~n accordmg to the measures proposed by the High Contractino- Parties 
to the Convention; It would, however, appear that the distinction must t:ake acco~nt both 
of the tonnage of the vessel.and of the bunker c~pacity; vessels enjoying the special treatment 
would be those not exceedmg 500 tons, and with a bunker capacity under 50 tons. 

4. The oils generally consumed by small vessels are gas oil, Diesel oil or fuel oil (domestic 
or otherwise). 

5. It would appear that the draft Convention is justified in making a distinction as 
regards the harmful re~~lts of ~he di?charge o! oils on th~ basis of the nature of the fuel used, 
rather than the quantities which might be discharged; mdeed, all products of this kind are 
not equally harmful from the point of view of t~e pol_lution_ of water, and it would appear 
to be reasonable to take no account of the very hght 01ls which evaporate a short time after 
being discharged into the sea, while special regulations should be provided for oils used by 
any vessel whatever if they involve a danger of polluting the water with which they come into 
contact; this opinion, moreover, would not prevent a distinction being made as regards 
the sanctions to be applied between the quantities discharged and consequently may justify 
the special treatment provided for under Article I, (3). 

Greece. 

2. Yes. 

Hungary. 

2. As the matter is of small importance to Hungary, the Government does not intend 
to be represented at the future conference unless a Hungarian legation or consulate is situated 
in the place where the conference is convened. 

3. 150 cubic metres. 
4. Gas oil for internal combustion engines, and fuel oil for steam engines. 

India. 

I. The Government considers that the provisions of the drafts are generally suitable. 
2. While the Government is not opposed in principle to the proposed conference, a 

decision has not yet been taken as to participation in it. 
3. The figure of 80 tons is suggested, s~bject to two _conditions : (a) ~hat the oi~ used 

is not heavy fuel oil containing a large proportiOn of asph~lLic and carbon residues, b_ut oil such 
as Diesel and gas oils, and (b) that the oil must be stored m tanks or other spaces whJCh arc not 
available for the use of water ballast. 

4. Such vessels under the jurisdiction of_ the Government of India ~enerally use J?iesel 
or fuel oil, and the oil used is ordinarily stored m tanks or other spaces whiCh are not available 
for the use of water ballast. 

Iraq. 

2. Yes. 

Irish Free Stale. 

2. Yes. 
3. Ten tons. · . 
4. The oil used in the bunkers of small vessels registered in the Irish Free State varies 

from paraffin to Diesel oil. 

Iceland. . 
1. The Government accepts the fundamental principles of the draft ConventiOn. 

2. 
3. 
4. 

~odoes not consider necessary any international regulation for small vessels. 

Gas oil. 

Japan. . . sels of limited bunker capacity should not be 
1. Article I, paragraph 3 .. - Fishmg-ves 'd that small vessels may be dealt with by 

bound by the Convention. This paragraph pro~~ es hall not exclude the obligation for such 
special provisions, but stipulates that. such proviSI~~s ~il pollution. If this stipulation means 
vessels to take all necessary precautwns to preve 
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more than a moral obligation, it cannot be accepted by the Japanese Governm.ent. It is 
difficult for the small fishino--vessels in question to reach the zones of other countnes, so that 
cases in which they might ~ause damage within such zones are necessarily very rare. 

Article I, paragraph 4.- ~t would seem. n~ce?sary ~o provide tha~, in case the contingency 
under consideration should anse when a ship IS m ~n ml~nd sea! or m a b~y, or. near. a port, 
the ship should, if possible, call up a small tanker m which to discharge Oil or 01ly mixtures. 

It is further recommended to make this provision fo~ making us.e of tankers, even if the~e 
is no emergency, in cases where a vast area such as an mland sea IS declared as the zone m 
question. 

Article I I. - The Government has no objection to limiting the breadth of the zone to 
50 nautical miles. It wishes, however, to exclude from the zone areas in which the application 
of the Convention is not necessary and to provide further that the consent of other countries 
concerned to the establishment of the said zone shall be obtained. The Government proposes 
that the term " area " should be used instead of " zone ", as the latter would suggest an 
unbroken belt around the entire coast. It is further observed that the term " area " was 
used at the Washington Conference. 

Article III, paragraph 1. - It should be stated somewhere that both petroleum used 
by motor-boats and bilge (including lubricant oil) discharged by ships should be excluded. 

Article VI, paragraph 2. - It will be necessary to consider the method whe,_reby proof 
may be obtained for establishing a violation of the Convention. 

Adicle VII, paragraph 2. - When punitive measures have been taken, the country or 
countries concerned should be notified. 

2. Yes. 

3. (a) There are tankers of small size which engage in the transport of oil between 
different Japanese ports. However, as Japan is an oil-importing country, such tankers do 
not go to foreign ports. The Government, therefore, considers that their treatment should 
be exclusively a matter for national legislation. The maximum bunker capacity for tankers 
of this kind is 2,000 tons. 

(b) With regard lo fishing-boats, the maximum bunker capacity is 330 tons (weight). 
Boats of this kind pollute the sea very rarely; the fishermen must indeed prevent such pollution 
in their own interest. Fishing-boats should, therefore, be excluded from the Convention. 

4. The oils used by the fishing-vessels mentioned above are as follows : . 

Crude petroleum or Diesel oil 
Light oil . 
Lamp oil ........ . 

Norway. 

2. Yes. 

Specific gravity 
about 0. 93 
about 0.86 
about 0.83 

Combustion point 

about 90° C. 
about 60o C. 
about 50° C. 

3.. The Go':ernment consid~rs t~at it would not be practical to classify the vessels 
accord~n_g to their bunker capacity, smce that capacity varies and is never fixed by the 
auth_onlies.. ~he vessels sho~ld rather be classified according to their gross tonnage, the 
maxunum limit of vessels considered as small being fixed at 250 tons gross . 

. 4. V~ssels ~vith int~rnal combustion engines generally use solar oil; vessels with Diesel 
engmes, Diesel Oil; and oil-heated vessels, fuel oil. 

New Zealand. 

1. Article I. - The Government agrees with the provisions of this article and has no 
comments or suggestions to ofTer. 

Article II. - In so far as New Zealand is concerned, a limit of 50 miles would more than 
meet the pr?l~lem. On account of it~ isolation and the trends of coastal currents, the coasts 
of the Dommwn have been comparatively free from oil pollution. 

The positio_n, in so far as vessel? ;equiring to discharge their tanks after cleaning are 
concerned, has, m th~ a~se!lce of p~ohibited zones, been met by the prescription by the Marine 
Department ?f certam hmits, outside the po~t at which_ the vessel lies, beyond which it must 
proceed to discharge the tanks. These limits are decided upon, in each case with regard 
to the tre!ld of currents and other local conditions and in each case the results anticipated have 
been realised. · 

. There h~ve, ho:veve~, been one or two instances where vessels have, without permission, 
discharged ml an? 01ly mixtures ~lose _to the coasts, but outside territorial waters, with, in one 
case at least, serwus results to bird hfe and recreation beaches. 
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. This latter instanc~ certai~ly supports the proposal for fixed zones, and the Government 
II~ P.rtepafrefidf to su.rport It, provided that the article is not amended to prescribe an arbitral'" 
Imi o 1 ty miles. ' ' • ·' 

The Government ha~ no objection to the other articles of the draft Conventio d tl 
first three recommendatiOns of the draft Final Act. n an · le 

W~th regard to Arlicle V, it adds that ?ll nece~sary precautions are taken at present. 
\VIth regard to the fourth recommendatiOn wh1ch deals with the desirab1'1'1ty of· · 

t I. f t' ·1 ' • • · In<Teasmg 
por _app I~nces or separa. mg OI and water, the Government observes lliat when the 
questw~naire of ~ ~nuary 23rd,. 1935, was circulated to Harbour Boards, whieh are the 
controll~ng authonlles for the vanous ports, the replies received showed a ~eneral disinclination 
to provide these, on account of the expense and the. probability of the Boards not receiving 
an_y a~equ~te return on the cost of o~tlay ~nd operatwn. Th_e Government is of opinion that 
this view IS. no_t unreasonable, es?ec1ally m ._the case of the mtermediate _and smaller ports. 
The four prm?Ipal ports - Auckland, \Yellmgton, Lyttelton and Dunedm- however, are 
used by ~raclic~lly all of the vessels wh1ch would be affected by the Convention. If zones 
are esta~hshed, It wol!ld apfear reasonable th~t, as an a~ternativ_e to requiring vessels to steam 
thes~ distances to d1schar,e tan~s, an efficient port mstallat10n would be readily u~ed if 
provided at the four ports mentiOned. 

If such a recommendation is transmitted from the Conference the Government will "'ive 
careful consideration to it. ' " 

2. Yes. 
4. Fuel or Diesel oil. 

Netherlands. 

1. It appears from observation 5 (b) of the document containing the draft Convention! 
that the discharge of normal bilge does not give rise to pollution of the water. Article IV 
expresses the same idea by making an exception in favour of vessels burning coal, although 
the bilge water of these vessels is also mixed with oil which has been used for lubricating- the 
engines. An express exception has, however, not been made for the discharge of bilge wnt.er. 
Such an exception regarding the discharge of normal bilge water should therefore be embodied 
in the text of the Convention. 

The term " vessels commissioned in the naval services " should be interpreted in sueh 
a manner as not to include commercial vessels attached to the naval forces without flying 
the naval flag. 

As regards the second recommendation of the draft Final Act, the term " new vessels 
. . . particularly on large vessels to be provided with oil tanks which are also to he used 
for water ballast " appears to include tankers which the experts desired to exclude 
(observation 5 (a) of the document referred to above). These vessels should be cxprc~~ly 
excluded. 

In addition, it seems to be preferable to omit the words " administrative or financial " 
at the end of this recommendation. 

2. Yes. 
3. As regards the small vessels mentioned in Article I, paragraph 3, it should be pointed 

out that, since the Washington Conference (1926), the usc of small ~o.tor-v~ssels l_ws greatly 
increased for fishing and commercial purposes. The bunkers (contammg Dwsel 011) of these 
small vessels are never used for ballast so that they do not pollute sea-water. ConscqucnLiy, 
the capacity of the bunkers does not 'seem to be a suitable criterion for defining the small 
vessels for which special treatment is provided. The Governme?t of the Netherlands wou_ld 
therefore prefer to apply to all motor-vessels of less than 500 registered tons gross Ute. spee1~l 
treatment provided by the draft Convention. If the Conference could not agree w~th tlus 
proposal and maintained the criterion of bunker capacity, the Government would desire Lhnl 
that capacity should be fixed at 60 tons. 

N elherlands Colonies. 

1. There are no objections in principle to the conclusion of a convention based on the 
drafts. 

3 The Government of the Netherlands Indies wishes to exempt entirely from the 
· 500 t · t A t a y of Lhese provisions of the Convention small vessels of less than me nc ons. _gr~a ~m n, · 

vessels, which use solar oil, and which engage in the coast~! trade, keer wiLlun :JO rndm; of ~h.e 
coast. Up to the present time, there have been no complamts as to their pol~ulmg ll.te walcrs. 

5. The problem of oil pollution is not found in the Netherlands Incites, Sunnam and 
Curagao. 

Portugal. 
1 Only a few Portuguese vessels are covered by the draft! Ctonyenttilon. alrnatoarnsy cTa~,·lec, 

· · · h f "1 ·s to compel vesse s o ms a sep · 
the best way of preventmg the disc arge 0 01 1 f 'ble on! in vessels above a certain 
fitting of separators is, howeve~, undersktoodd to ~e..,.ee~~~ the splcial provisions laid down in 
tonnage. It is therefore essent1al to ta e a van ao 
Article I, paragraph (3). 

' Document C.449.:1L235.1935.VIII, page 3. 
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If the 50-mile limit specified in Article II of the draft Convention is applied_ to the Azore~, 
the line of delimitation should be drawn in such a way as to prevent the discharge of oil 
between the islands some of which, such as Fayal and Flores, are more than 100 miles apart 
- that is to say, there should be a single prot~cted zone, embracing th~ whole _archip_elago. 
This also solves the problem of increasing the w1dth of the zone, as provided for m Article II 
of the draft, since vessels would thus be forbidden to discharge oil between the islands. 

As regards the use of port separators, the unanimous view is that this only appears to be 
possible in large ports where there is a considerable amount of traffic. 

Finally, as regards the establishment of a zone of from 50 to 150 m~les in. which. the 
discharge of oil is prohibited, it is pointed out that it will be very d_ifficult, If not Impossible, 
to exercise effective supervision, not only on account of the great dtfficulty of watchmg over 
such large zones, but also in view of the provisions laid down in the last part of Article VI, 
paragraph (2), of the draft Convention. · 

3. It would be more practical to specify that the reference is to the gross tonnage only 
of such vessels. The limit of 2,000 tons is suggested. This would at least have the advantage 
of excluding cod-trawlers. 

5. Although up to the present no serious harm has been done to sea-birds, inshore 
fisheries, bathing-beaches or harbours, the Government is in favour of the Convention, because 
it cannot rely upon the same immunity in future, particularly if neighbouring countries sign 
the Convention and establish along their coasts the prohibited zones referred to in Article II, 
in which case they will be free to discharge oil in Portuguese waters, and if this were done 
on a larger scale serious damage might be caused. 

Sweden. 

1. As the Swedish Government pointed out in reply to the questionnaire of January 23rd, 
1935, it considers that the installation of separators should be compulsory in all the large 
ports frequented by vessels using liquid fuel or transporting oil. 

Although this point of view has been taken into account in drafting Article II, (4), of the 
draft Convention, it should be pointed out that this article relates solely to countries which 
have established prohibited zones of more than fifty nautical miles in width. For other 
countries, the above-mentioned drafts make no corresponding provision and are confined to 
the recommendation made in paragraph (4) of the Final Act. The Swedish Government 
considers that provisions of a more compulsory character should beincluded in the Convention 
in this respect, even for countries establishing zones of less than fifty miles in width. 

Under Article III, paragraph (2), of the draft Convention, entries are to be made in the 
vessel's log whenever oil or oily mixtures are discharged. The same paragraph further 
provides that such entries shall be signed by the master and one of the vessel's officers. In 
the opinion of the competent Swedish authorities, the inclusion in the text of the Convention 
of an obligation on the part of the signatory States to provide for this special signature under 
entries of discharges in_ the log wo~:~Id be in_convenient and appears to be unnecessary. It 
would ~o ~oubt be possible to leave It to _the I~ternallaws of each country to settle the details 
of entnes I'; the log of statet?ents regardmg discharges. According to the Swedish legislation 
at present m force, the log IS kept by the master or under his supervision and responsibility 
by the first officer. 

2. Yes. 

3. Five tons; the ~overnment considers, however, that the special treatment 
conten~plated for ':essels with a bunker capacity below this figure should not consist in the 
reductiOn of penalties for offences against the provisions of the Convention as the Committee 
of Experts appears to think in accordance with observation (7)1 of its r~port. 

4. Generally crude petroleum or Diesel oil. Rectified petroleum is also used, but to a 
smaller extent. 

The analysis of the crude petroleum is as follows : -

Flash point . . . . . . . 
Specific gravity at 15o C. . 
Specific viscosity at 20o C. 
Sulphur content . . . . . 

The analysis of the Diesel oil is as follows : 

Flash point . . . . . . . 
Specific gravity at 15o C. . 
Specific viscosity at 20o C. 
Sulphur content 

1 Document C.449.M.235.1935.VIII, page 4. 

About 

75° c. 
0.84 
1.3 
0.5% 

About 

65° C. or over 
0.9 
1.5 
1.4% 
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Czechoslovakia. 

. . 2. Altho'!gh the Government does _not propos~ to participate in the future confere1;ce, . 
It IS prepared, m the ~vent of the conclusiOn of a conventiOn by the principal maritime States, ··: 
to t~~e the appropnate ~neasures, so that Czechoslovak vessels will observe the essential · 
provisiOns of the Convention. 

Union of Soviet Socialist Republics. 

1. The competent authorities approve the draft Convention in principle but reserve the 
right to propose certain desirable modifications at the conference. ' 

2. Yes. 
3. 400 tons gross. 
4. The information required with regard to the nature of the fuel used in the bunkers of 

the vessels in question will be submitted at the conference. 

Uruguay. 
3. As regards the maximum figure of bunker capacity in small vessels driven by crude, 

fuel or Diesel oil, vessels of small tonnage entered in the Uruguayan register are between 
50 and 900 tons burden (gross weight}, and their liquid fuel bunkers, whether for steam engines 
or internal combustion engines, have a total capacity varying between one and ten tons. 
Those approaching ten tons of liquid fuel in capacity nearly always have two bunkers, one to 
port and the other to starboard. 

These bunkers, for very good reasons, hardly ever form part of the hull. They are tanks 
constructed in accordance with the principles of the classification registers, separately from 
the hull, and of such a shape as to permit of their being placed in or removed to the most 
convenient parts of the ship. 

Tanks making use of the bottom or sides of the hull are in danger of losing fuel when 
the ships touch bottom, the joints of the plates or the rivets being weakened. 

4. As regards the nature of the fuel utilised in ships on the Uruguayan register, they 
practically all use kerosene or benzine in the explosion motors of motor-launches and tourist 
vessels. Coasting vessels with semi-Diesel engines burn gas-oil. Some vessels of greater 
tonnage, approac~ing 900 tons g_ross weight and havi~g Diesel engines, us_e Diesel _oil 
consisting of a mixture of approximately 70 % of fuel 011 and 30 % of gas 01!. Coastmg 
and trading vessels with steam-engines and boilers and with oil burners use fuel oil. 

Yugoslavia. 
I. As far as point 4 of the draft Final Act is concerned, the Government is o_f the 

opinion that the installation of plant in ports for separating oil and water should be optwnal. 
2. As for participating in the proposed international conference f?r the conclusion 

of a convention, the Government defers its decision until such conference IS convened. 
3. All Yugoslav coastwise motor-propelled vessels with a maximum bunker capacity 

of 5,000 kilogrammes or 5 tons. 
4. Naphtha, fuel oil and benzine. 
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ACCORD RELATIF A UN SYSTEME UNIFORME 

DE BALISAGE MARITIME 

Les Gouvernements contractants, repn!sentes par les soussignes, ayant decide d'unifier cer
taines regles du balisage, sont con venus des dispositions suivantes: 

Article premier. 

Dans tous les cas ou, par les soins des autorites competentes sur les territoires des gouverne
ments contractants, une signalisation serait entretenue a !'usage des navigateurs pour les fins 
mentionnees dans le reglement ci-annexe, chacun de ces gouvernements s'engage ace que ne soient 
prises a cet effet, par lesdites autorites, que des dispositions conformes au ·reglement. Les mesures 
d'execution necessaires a cette fin devront etre realisees dans le plus bref delai possible et en tout 
cas avant !'expiration d'un delai de dix ansa compter de la mise en vigueur du present Accord, 
pour le territoire interesse, conformement aux articles 5 ou 7 ou 9, selon le cas. 

Tout gouvernement contractant qui aurait acheve de prendre sur son territoire lesdites mesures 
d'execution le notifiera au Secretaire general de la Societe des Nations; copie de cette notification 
sera adressee par le Secretaire general aux autres gouvernements contractants. 

Chaque gouvernement contractant s'efforcera de reduire autant qu'illui sera pratiquement 
possible, compte tenu notamment de ses disponibilites financieres, la duree de la periode transi
toire s'ecoulant entre le debut et l'achevement de !'application desdites mesures sur son territoire. 

Article 2. 

Les derogations aux dispositions du reglement ci-annexe ne peuvent etre admises qu'a raison 
de conditions locales ou de circonstances exceptionnelles, et specialement lorsque !'application 
de ces regles risque de provoquer des dangers pour la navigation ou d'entrainer des depenses hors 
de proportion avec la nature et !'importance du trafic. 

Toutefois, ces derogations doivent etre aussi limitees que la situation le comportera, et les 
navigateurs doivent en etre dfunent avises. 

Elles doivent eviter autant que possible des confusions resultant des autres dispositions des 
presentes regles. 

Article 3· 

Le present Accord ne doit pas etre entendu comme modifiant en quoi que ce soit la situation 
de droit existant dans les divers pays en ce qui concerne les relations entre les usagers et les auto
rites chargees du balisage et de 1' eclairage. 

Article 4· 

. Le J?resent A<:cord,,dont les t~xtes f~an<;ais .et an_glais feront egalement foi, portera la date de 
ce Jour; il pourra, ]usqu au 12 m,al !937 ~nclus, etr~ s1gne au n?m ~e tout gouvernement ayant ete 
represente a la Conference pour 1 uruficahon du balisage et de 1 eclrurage des cotes tenue a Lisbonne 
du 6 au 23 octobre 1930, ou ayant ete invite a s'y faire representer. ' 

Article 5. 

. L'acceptation du present ~ccord de la part d'un gouvernement peut s'effectuer par simple 
s1gnat_ure dans le cas ou celle-CJ. est donnee sans reserve de ratification, par ratification ou par 
adhesiOn . 

. Les in~truntents de r!Ltification seront transmis au Secretaire general de Ia Societe des Nations, 
qm en nohfiera la receptiOn aux gouvernements interesses. 

La ~ate ~e 1:e!ltree en _vigueur de !'Accord sera le quatre-vingt-dixieme jour qui suivra son 
acceptation defiruhve par dix gouvernements. 



AGREEMENT FOR A UNIFORM SYSTEM 

OF MARITIME BUOYAGE 

~he contracti.ng Governments, represented by the undersigned, having decided to unify 
certam rules relative to buoyage, have agreed on the following provisions: 

Article I. 

In all. cas~s in which the compete~t authorities in the ten:itories of the contracting Govern
ments mruntam for the benefit of naVIgators marks or other signals for the purposes mentioned 
in the annexed rules, each of those Governments undertakes that only measures in conformity 
with the provisions of the said rules will be taken by such authorities for the particular purposes 
in question. These measures shall be taken as soon as possible, and in any case before the expiry 
of a period of ten years from the entry into force of the present Agreement as regards the territory 
concerned in accordance with Articles 5, 7 or g, as the case may be. 

Every contracting Government that has completed the application of the aforesaid measures 
in its territory shall notify the Secretary-General of the League of Nations to that effect; a copy 
of such notification shall be forwarded by the Secretary-General to the other contracting 
Governments. 

Each contracting Government shall do everything practicable, due regard being had, more 
especially, to the funds at its disposal, to reduce the length of the transitional period between 
the initiation and the completion of the application of the aforesaid measures in its territory. 

Article 2. 

· Departures from the provisions of the annexed rules shall only be permitted in. virtue of 
local conditions or exceptional circumstances, and more particularly where the adoptiOn of the 
rules in question might endanger navigation or where the expenditure involved would be out 
of proportion to the nature and amount of the traffic. 

Such departures from the rules should, nevertheless, be as limited as the situation allows, 
and proper notice of them should be given to mariners. . . 

As far as possible, they should not be such as to lead to confusiOn With the measures taken 
under the other provisions of the present rules. 

Article 3· 

The present Agreement shall not be regarded <1;5 in any way modifyi?g the legal situa~i?n 
in the different countries with reference to the relations between the public and the authonhcs 
in charge of buoyage and lighting. 

Article 4· 

The present Agreement, of which the English and Fren~h texts are both auth.entic, shall 
bear to-day's date. Until and including May 12th, 1937, It shall be open for SI~nat~re on 
behalf of any Government represented at or invited to the Conference for the Umficahon of 
Buoyage and the Lighting of Coasts, which met at Lisbon from October 6th to 23rd, 1930. 

Article 5· 

Governments may accept the pres~nt ~greement b~ signature only, when the latter is not 

made subject to ratificatio~, or _by ratificatiOn or ll:~~e~I~n.th Secretary-General of the League 
The instruments of ratificatiOn shall be transrru e o e . . t 

of N~~~nl~~~~e~lls~~?nt:l i~~~ g~;ee~~~~~t~i~~~i~~~d~;ff;ll~~i~~c!~; definitive acceptance 

by ten Governments. 

S.d. N. 65o. 6/36. + Ho5 gf36. Imp. A tar. 



Article 6. 

A partir du 13 mai 1937, il pourra etre adhere au present Accord au nom de tout gouver
nement vise a I' article 4· 

Les instruments d'adhesion seront transmis au Secretaire general de Ia Societe des Nations, 
qui en notifiera Ia reception aux gouvemements interesses. 

Article 7· 

Lorsque !'accord aura ete accepte par dix.gouv:ememez:ts, c~mme l'exi~e_l'article.s, chaque 
signature (si elle n'est pas subordonnee a Ia ratlficatwn), ratificatiOn ou adhesiOn ulteneure, I?ro
duira ses effets des Ie quatre-vingt-dixieme jour. qui suivr~ Ia date de Ia sign::ture .ou de Ia ~ecept~on, 
par Ie Secretaire general de Ia Societe des Natwns, des rnstruments de ratificatiOn ou d adheswn. 

Article 8. 

Le present Accord pourra etre denonce, au nom de tout gouvemement contractant, apres 
!'expiration d'un delai de cinq ans a dater de Ia notification visee au deuxieme paragraphe de 
!'article premier. La denonciation sera faite par notification ecrite adressee au Secretaire general 
de Ia Societe des Nations, qui en informera tousles gouvemements vises a I' article 4· La denoncia
tion produira ses effets un an apres Ia date a laquelle elle aura ete re<;ue par le Secretaire general 
de Ia Societe des Nations; elle ne sera operante qu'au regard du gouvemement pour lequel elle 
aura ete effectuee. 

A !'expiration d'une periode de quinze ans a dater de l'entree en vigueur du present Accord 
eta !'expiration de chaque periode de cinq ans qui suivra, tout gouvemement contractant pourra 
demander sa revision. Apres !'expiration de I~ periode de quinze ans susvisee, Ia revision du 
present Accord pourra egalement etre demandee a tout moment, pourvu qu'elle le soit au moins 
par cinq gouvernements. 

En outre, tout gouvernement contractant pourra a tout moment demander Ia revision du 
reglement ci-annexe pour tenir compte des progres techniques survenus dans Ia nature ou les 
caracteristiques des marques, feux ou signaux sonores dont le present reglement ne permettrait 
pas a Ia navigation de retirer tout le profit possible; pourvu que cette revision tende seulement 
a permettre de tirer profit de ccs progres et n'oblige pas d'autres gouvemements contractants 
a modifier le systeme adopte en vcrtu du present reglement. . 

Toute demande de revision du present Accord ou du reglcment y annexe sera communiquee 
par ecrit par le ou les gouvernements interesses au Secretaire general de Ia Societe des Nations, 
qui Ia transmettra au Conseil de Ia Societe. Le Conseil appreciera Ia suite qu'il y aura lieu de 
donner a cette demande. 

Article 9· 

Tout gouvernement contractant peut declarer, au moment de Ia signature, de la ratification 
ou de I' adhesion, que, par son acceptation du present Accord, il n'entend assumer aucune obligation 
en ce qui concerne toute colonie, tout protectorat ou territoire place sous suzerainete ou mandat; 
dans ce cas, le present Accord ne sera pas applicable aux territoires faisant l'objet de pareille 
declaration. 

Tout gouvemement contractant pourra a tout moment, dans Ia suite, notifier au Secretaire 
general de Ia Societe des Nations qu'il entend rendre le present Accord applicable a tout ou partie 
des territoires ayant fait I' objet de la declaration prevue al'alinea precedent. Dans ce cas, 1' Accord 
s'appliquera aux territoires vises dans la notification quatre-vingt-dix jours apres Ia reception de 
cette derniere par le Secretaire general de Ia Societe des Nations . 

. Tout E?ouvernement contractant peut, soit a !'expiration d'un delai de cinq ans apres qu'il a 
no~1fie. avmr donne effet}u reglemen~ dru:s les. te~toir.es vises, soit lors de la denonciation prevue 
a l article 8, declarer qu 11 entend VOlr cesser l application du present Accord a toute colonie tout 
protectorat ou territoire place sous suzerainete ou mandat; dans ce cas, !'Accord cessera d'etre 
applicable au~ territoires faisant l'objet de pareille declaration une annee apres Ia reception de 
cette declaratwn par le Secretaire general de la Societe des Nations. A defaut de telle declaration 
la denonciation prevue a !'article 8 ne comportera aucun effet a l'egard des territoires mentionne~ 
au present article. 

Article IO. 

Cha~~n d~s gouve~e~e?ts contractan~s peut subordonner son acceptation du present Accord 
ala pa~lClpatwn a CeJw-cl.d un OU d~ pJus1eurs des gouvernements viseS a !'article 4, OU a sa mise 
e~ pratique I?ar un ou I?lus1eurs desdits ~ouv~rnemez:ts. Dans cette derniere hypothese, s'il consi
dere. cette m1se en pratique comme realisee, il le nohfiera au Secretaire general de Ia Societe des 
Nations. 

Article II. 

Le present Ac~ord sera enregistre par le Secretaire general de Ia Societe des Nations a Ia date 
de son entree en Vlgueur. 



Article 6. 

As from May I3th, ~937, t?e present Agreement shall be open to accession on behalf f 
Government referred to m Article 4· · 0 any 

T~e instrumell:ts of ~ccession shall be transmitted to the Secretary-General of the Lea ue 
of Nations, who will notify all the Governments concerned of their receipt. g 

Article 7· 

When th:e Agreem~nt has be~n accepte~ by ten Governments as required by Article 5, each 
subsequ~nt ~Ignature (if not subJect t? ratification), ratification or accession shall take effect 
on the nmetiet~ day from ~he date of signature, or of the receipt by the Secretary-General of the 
League of Nations of the mstruments of ratification or of accession. 

Article 8. 

Th~ p~esent Agre~ment may be denounced on behalf of any contracting Government after 
the expuabon of a penod of five years from the date of the notification provided for in Article I 
paragraph 2. Denunciation sh.all be effect~d ~y notification in writing addressed to the Secretary~ 
General of the League of NatiOns, who Will mform all the Governments referred to in Article 4· 
Such denunciation shall take effect one year after the date of its receipt by the Secretary-General 
of the League of Nations, and shall operate only in respect of the Government on whose behalf 
it was notified. 

On the expiration of a period of fifteen years from the coming into force of the present 
Agreement and on the expiration of every subsequent period of five years, its revision may be 
requested by any contracting Government. At any other time after the expiration of the above
mentioned period of fifteen years, the revision of the present Agreement may also be requested, 
provided that the request is made by not less than five Governments. 

In addition, any contracting Government may at any time request the revision of the 
annexed rules on the ground of technical development in the nature or characteristics of marks, 
lights or sound signals the full benefit of which could not be given to shipping under these rules; 
provided that any such revision shall only be in the direction of permitting the use of such new 
development and shall not necessitate any alteration by other contracting Governments of the 
system adopted under the present rules. 

Any request for a revision of this Agreement or of the rules annexed thereto shall be 
communicated in writing by the contracting Government or Governments concerned to the 
Secretary-General of the League of Nations, who shall submit such request to the Council of 
the League for consideration of the means by which effect may be given thereto. 

Article g. 

Any contracting Government may, at the time of signature, ratification or accession, declare 
that, in accepting the present Agreement, it does not assum.e any obligation in respect of all 
or any of its colonies, protectorates, or territories under suzeramty or mandate; and the present 
Agreement shall not apply to any territories named in such declaration. 

Any contracting Government may give notice to the Secretary-General of the League of 
Nations, at any time subsequently, that it desires that the A!?feement shall appl~ to all or any 
of the territories which have been made the subject .of a declar~t10n under !he p~eceding paragra~h, 
and the Agreement shall apply to all the territones named m such notice mnety days after Its 
receipt by the Secretary-General of the League ~f Nations. . 

Any contracting Government may declare, either ~ter a pen?d ~f five years from the ~ate 
of notification of effect having been given to the ml:es m .the temtones named, or at the time 
of the denunciation provided for in Article 8, that 1t desires that t?e :present Agreeme'!t shall 
cease to apply to all or any of its colonies, protectorates o.r t~mtones u~der suzeramty. or 
mandate, and the Agreement shall cease to apply to the temtones naJ?ed m such declaration 
one year after its receipt by the Secretary-General of the Le.ague of.Natwns. In default ~f s~ch 
a declaration, the denunciation of the Agreement under Article 8. will not affect the application 
of the Agreement to any territories referred to in the present art1cle. 

Article Io. 
d" . 1 

Each contracting Government may make the acceptance of the presetnt Afgreemd etnotl_ncoAnrtii~c~f;4a 
· · · · b ore of the Governmen s re erre · 

on 1ts acceptance or on 1ts applicatiOn ':( one o; ;n h b fulfilled it will notify the Secretary-
In the latter case, if it considers that this conditiOn as een • 
General of the League of Nations. 

Article II. 

· h s tary-General of the League of Nations 
The present Agreement shall be registered by t e ecre 

on the date of its coming into force. 



EN FOI DE QUOI les soussignes ont appose 
leur signature au present Accord. 

FAIT en un seul exemplaire qui a ete ouvert, 
a Geneve, a la signature des gouvemements 
le treize mai mil neuf cent trente-six et qui 
restera depose dans les archives du Secretariat 
de la Societe des Nations et dont des copies 
certifiees conformes seront delivrees a tous les 
gouvernements vises a !'article 4· 

Copie certifiCe conforme. 

Pour le Secretaire general : 

Conseiller juridique du Secretariat. 

IN FAITH WHEREOF, the undersigned have 
appended their signatures to the present 
Agreement. 

DONE in a single copy, which has been opened, 
at Geneva, for the signature of the Governments 
on the thirteenth day of May one thousand nine 
hundred and thirty-six and will remain deposited 
in the archives of the Secretariat of the League 
of Nations, and of which certified copies will be 
transmitted to all the Governments referred to 
in Article 4· 

Certified true copy. 

For the Secr~tary-General: 

Legal Adviser of the Secretariat. 



-6-

ANNEXE 

REGLEMENT. 

CHAPITRE PREMIER.- GENERALITES. 

Article premier. -Definitions. 

Les signaux auxquels s'appliquent les regles de balisage ci-apres comprcnnent, a !'exception 
des phares et bateaux-feux proprement dits, toutes les marques fixes et flottantes servant a 
indiquer: 

a) Les limites laterales et les axes de chenaux navigables; 
b) Les dangers naturels; 
c) Les autres obstacles, comme les epaves; 
d) Certains autres points interessants pour le navigateur maritime, comme les 

atterrissages. 

Article 2. - Systemes de balisage. 

On admet deux systemes de balisage: 

Le systeme lateral, qui est employe plus particulierement pour les chenaux bien definis et ~ans 
lequel les marques de balisage indiquent le gisement des dangers par rapport a la route a swvre 
pour les navigateurs dans leur voisinage; 

Le systeme cardinal, qui est ~mploye plus particulierement pour les cote~ fl~qu~es de 
multiples ecueils ou pour les dangers 1soles en mer, et dans lequelles marques de bal1sage mdiquent 
la plus voisine des quatre principales orientations cardinales tracees a partir du danger. 

Article 3·- Emploi des systemes. 

Dans un meme pays et suivant les preferences ou les besoins locaux, on peut utiliser soit l'un, 
soit I' autre systeme, soit les deux systemes, a condition d'indiquer clairement, dans les documents 
nautiques et au besoin par des marques appropriees, les limites de leur emploi respectif. 

Article 4· -Indication de la forme caracteristique des marques. 

Les caracteristiques des principa·IX types de marques flottantes sont donnees soit par la forme 
de la partie superieure du corps meme de la marque, soit par la forme d'une superstructure liee 
a celle-ci. 

Les caracteristiques des principaux types de marques fixes sont indiquees soit par la forme du 
corps meme de la marque, soit par la forme d'un voyant surmontant la marque. 

CHAPITRE II. - SYSTEME LATERAL. 

Article 5· - Position des marques. 

En principe, la position des marques dans le systeme lateral est determinee d'apres la direction 
generale suivie par le navigateur venant du large et s'approchant d'un port, d'une embouchure 
fluviale ou d'une autre voie d'eau; elle peut egalement l'etre d'apres le courant principal de flot. 
L'application de ces principes doit etre precisee dans la mesure convenable par les documents 
nautiques. 

Article 6. - Principaux types de marques . 

. Le;; principau;c types de marques.employes dans le systeme lateral sont les suivants: conique. 
c:y:lindnque, sphenque, espar (ce dermer comprend le type en fuseau, c'est-a-dire un espar se ter
mmant en pomte). 

Article 7·- Formes des voyants. 

Les voyants au sujet desquels le present reglement contient des dispositions precises offrent 
les contours apparents suivants: 

cone, 
cylindre, 
sphere, 

2 cones accoles par la base, 
Croix de Saint-Georges, 
Te. 
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ANNEX. 

RULES. 

CHAPTER I. - GENERAL. 

Article I. - Definitions. 

The marks to ":hich the follow~g bu~yage regulations apply include all fixed and floating 
marks, other than lighthouses and hghtsh1ps properly so called, serving to indicate: 

(a) The lateral limits and axes of navigable channels; 
(b) Natural dangers; 
(c) Other obstructions, such as wrecks; 
(d) Certain other points of importance to the mariner, such as landfalls. 

Article 2. - Buoyage Systems. 

There are two systems of buoyage, the lateral and the cardinal. 

The lateral system is generally used for well-defined channels; buoyage-marks indicate the 
position of dangers in relation to the route to be followed by mariners in their vicinity. 

The cardinal system is generally used to indicate dangers where the coast is flanked by 
numerous islands, rocks and shoals, as well as to indicate dangers in the open sea. In this system, 
the bearing (true) of the mark from the danger is indicated to the nearest cardinal point. 

Article 3· - Use of Systems. 

One or other or both systems may be used in the same country, according to preference 
or local requirements, on condition that the limits of their respective use are clearly indicated 
in nautical documents and, if necessary, by means of appropriate marks. 

Article 4· - Method of Characterising Marks by Shape. 

The characteristics of the principal types of floating marks are shown either by the shape 
of the upper part of the body of the mark or by the shape of a superstructure secured to the mark. 

The characteristics of the principal types of fixed marks are shown either by the shape of 
the body of the mark or by the shape of a topmark placed on the mark. 

CHAPTER II. - LATERAL SYSTEM. 

Artz'cle 5. - Position of Marks. 

In principle, the position of marks in the lateral system is determined by the general direction 
taken by the mariner when approaching a harbour, river •. estuary or other wa~erwaY. from se~wa.rd, 
and may also be determined with refere?ce to the m.am stream of flood tide. I he application 
of the principle shall be defined, as required, by nautical documents. 

Article 6. - Principal Types of Marks. 

The principal types of marks emp!oyed in the lat.eral system are conical, can, spherical and 
spar (the last-named including the spmdle type - ~.e., a tapered spar). 

Article 7· - Shapes of Topmarks. 

The topmarks for which specific provision is made in these rules have the appearance of: 

A cone, 
A can, 
A sphere, 

· A diamond, 
A St. George's cross, 
A "T ". 
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Article 8. -Marques de rives des chenaux. 

Les marques de rives sont caractt~risees de Ia maniere suivante: 
( Forme ou type: conique, ou espar. . . 

Couleur: noire, ou dans les cas de marques comques, pour les besoms de Ia 
l differenciation, damier noir et blanc; dans le cas d'espars, pour les besoins de Ia 

a) Marques' differenciation ou de Ia visibilite, -noire avec partie superieure blanche. 
de tribord j Voyant (le cas echeant): un cone, pointe en haut, peint en noir, ou, pour les 

' besoins de Ia differenciation, 2 cones accoles par Ia base, sauf a I'entree_d'un chenal. 

I 
I 

b) Marques) 
de Mbord 

I 

Surles espars, on peut utiliser un balai ayant l'apparence d'un cone pomte en haut. 

Forme ou type: cylindrique, ou espar. 
Couleur: rouge, ou, dans le cas de marques cylindriques, pour les besoins 

de Ia differenciation, damier rouge et blanc. 
Voyant (le cas echeant): un cylindre peint en rouge, ou, pour les beso~s de Ia 

differenciation, un te, sauf a I' entree d'un chenal. Surles espars, on peut frure usage 
d'un balai ayant I'apparence d'un cone pointe en bas. 
N.B.- La couleur jaune peut etre substituee au blanc dans les damiers pour les chenaux secondaires 

(chenaux qui doublent les chenaux principaux). 

Article g. -Apposition de numeros ou de lettres. 

Si les marques de rives d'un chenal portent des numeros ou des lettres, ces numeros ou lettr~s 
doivent commencer en partant du large, les numeros impairs etant a tribord et les numeros pairs 
a babord. 

Article 10. - Eclairage. 

Les feux de rives d'un chenal sont differencies par leur couleur ou, dans les cas oil cela paralt 
preferable, par leur rythme ou par une combinaison de Ia couleur et du rythme, savoir: 

a) A tribord: soit un feu blanc a un ou trois eclats ou occultations, soit un feu vert 
avec un rythme non employe pour Ia signalisation des epaves (voir article 24), soit simul
tanement des feux blancs et des feux verts avec les caracteristiques susvisees. 

b) A Mbord: soit un feu rouge avec un nombre d'eclats ou d'occultations quelconque 
n'excedant pas quatre, soit un feu blanc a deux ou quatre eclats ou occultations, soit 
simultanement des feux rouges et des feux blancs avec les caracteristiques ci-dessus. 

N.B. - Le feu a eclats rapides est considere comme un feu a eclats reguliers. 

Article II.- Marques de banes medians ou de bifurcation ou de jonction. 

Les marques placees aux extremites des banes medians ont les caracteristiques suivantes: 
Forme ou type: spherique ou espar. 

Couleur: bandes horizontales rouges et blanches lorsque le chenal principal est a 
droite ou que les deux chenaux sont d'une meme importance; bandes horizon tales noires 
et blanches lorsque le chenal principal est a gauche. 

Voyants (le cas echeant): 
a) Chenal principal a droite: 

Bifurcation: un cylindre } peints 
J onction: un te en rouge; 

b) Chenal principal a gauche: 

pointe en haut peints 
Bifurcation: un cone l 
J onction: deux cones en noir; 

accoles par Ia base , 
c) Chenaux d'une meme importance: 

Bifurcation: une sphere 
J onction: une croix de Saint-Georges } 

peintes 
en rouge. 

N.B.- Si lc corps de la marque n'a pas Ia forme spherique, un voyant spherique est ajoute immediate
mcnt au-dessous de chacun des voyants indiques aux paragraphes a), b) etc). 

Eclairage. - Les caracteres des feux surmontant ces marques doivent autant que possible etre 
distinctifs, pourvu que le choix de leurs couleurs soit limite a celles prevues a !'article IO ci-dessus 
et que ni les couleurs, ni le rythme, ni les combinaisons de couleur et de rythme ne soient suscep
tibles de laisser une incertitude sur le bord oil la marque doit etre rangee. 
. ~orsque des caracteres distinctifs convenables ne peuvent pas etre adoptes pour ces feux, ceux

CI d01vent etre caracterises conformement aux regles de !'article 10 et doivent autant que possible 
se differencier des feux voisins. 

Article 12. -Marques de milieu de chenal . 

. Les marques de milieu de chenal sont utilisees pour indiquer Ia partie profonde d'un chenal 
n~v1gable. Elles peuvent etre laissees d'un cote ou de !'autre, mais devraient, de preference, etre 
lrussees a babord. 

Ces marques presentent les caracteristiques suivantes: 
Forme: autant que possible, une forme distinctive et differente des principales 

formes caracteristiques (conique, cylindrique et spherique). 
Couleur: bandes verticales altematiye~en_t noires et blanches ou rouges et blanches. 
Voyants (le cas echeant): formes distmchves autres que le cone pointe en haut Ie 

cylindre ou la sphere. ' 
. _Eclairage (le cas echeant): caracteristiques differentes des feux de l'eclairage lateral 

VOISill. 



Article 8. - Marking of Sides of Cha11nels. 
Marks on the two sides of a channel are characterised as follows: 

(a) Starboard-hand\ 

ma'k" i 
Shape or type: Conical or spar. 
Colour: Black, or, for purposes of differentiation in the case of conical 

n:arks, 'l?la~k and ~v~i~~ chequers; ~n the case of spars, for purposes of 
differentiation ~r V1S1b1lity, black. w1th the upper part white. 

(b) Port-hand 
marks: 

Topm<~;rk (lf ~y): Con~, pomt upwards, coloured black, or, for pur
poses of differentiatiOn,. a diamond, except at the entrance of a channel. 

On spars, a broom m the form of a cone point upwards may be used. 

) 

Shape or type: Can or spar. 
. Col~ur.: Red, or, in the case of can-shaped marks, for purposes of 

differentiatiOn, red and white chequers. 

. 
Topmark (if any): Can, coloured red, or, for purposes of differentiation 

a "T ", except at the entrance of a channel. On spars a broom in th~ 
form of a cone point downwards may be used. ' 

N.B.- The use of yellow instead of white in the chequers is permitted in secondary channels (channels which arc 
alternatives to main channels). 

Article g. - Numbering or Lettering. 

If marks at the sides of a channel are numbered or lettered, the numbering or lettering shall 
commence from seaward, odd numbers on the starboard and even numbers on the port hand. 

Article 10. - Lighted Marks. 

Lights on marks on the two sides of a channel are differentiated by colour or, where preferred, 
by rhythm, or by a combination of both colour and rhythm - viz.: 

(a) Starboard-hand lights: White lights showing one or three flashes or occulta
tions; green lights of a character not allocated to the marking of wrecks (see Article 24); 
or both white lights and green lights with the above characteristics. 

(b) Port-hand lights: Red lights showing any number of flashes or occultations 
up to four; white lights showing two or four flashes or occultations; or both red lights 
and white lights with the above characteristics. 

N.B.- A rapid flashing light is regarded as a single flashing light. 

Article II. - Middle-ground or Bifurcation or Junction Marks. 

Marks at the ends of middle grounds have the following characteristics: 
Shape or type: Spherical or spar. 
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): 
(a) Main channel to the right: 

Outer end, a can, } Painted 
Inner end, a "T ", red; 

(b) Main channel to the left: 
Outer end, a cone, point 

1
· 

upwards, 
Inner end, a diamond \ 

(two cones base to base),· 

(c) Channels of equal importance: 

Outer end, a sphere, , } Painted red. 
Inner end, a St. George s cross, 

Painted 
black; 

N.B. - Where the body of the mark is not spherical, a spherical topmark is placed immediately below the lop

marks indicated in (a), (b) and (c), as the case may be. 

Lighted Marks. - The characteristics of lights on these marks sh~ll, a;> far li;S possible, be 
distinctive· provided that no colours are used other than those prescnbed m Article 1° above, 
and provided also that neither colour nor rhythm, nor ~ombinati~ns of colour and rhythm, shall 
be such as to lead to uncertainty with regard to the s1de on wh1~h the marks shall be pa~sed. 

When lights with distinctive characteristics cannot convemently be. adopted! the l!gh~ 
shall conform to the rules prescribed in Article 10, and they shall, as far as poss1ble, be differentiate 
from neighbouring lights. 

Article 12. - Mid-channel Marks. 

Mid-channel marks serve to indicate the deep-water channel or fairway. They may be passed 
on either hand, but should preferably be left to port. 

These marks are as follows: · · 1 
Shape: As far as practicable, to be distinctiye and different from the pnnc1pa 

. characteristic shapes (viz., conical, cdan and d hspthenca~·~al stripes 
Col ur· Black and white or re an w 1 e, ver 1 · . ds 
To;m~rk (if any): To b~ of a distinctive shape other than cone, pomt upwar , 

can or. spher~. b f h ter differen" from neighbouring lights on marks 
L1ghts (If any) to e o a c arac • 

at the sides of the channel. 
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CHAPITRE III. - SYSTEME CARDINAL. 

Article I3. - Principaux types de marques. 

Les principaux types de marques employes dans le systeme cardinal sont les suivants: 
conique, cylindrique, ogival, en fuseau et espar. 

Article 14· -Forme des voyants. 

Les voyants caracteristiques presentent le contour apparent d'un cone pointe en haut, d'un 
cone pointe en bas, de deux cones opposes par la base et de deux cones opposes. par le sommet. 
Les deux cones doivent etre, dans l'un ou l'autre cas, nettement separes par un mtervalle. 

Article IS. - Couleurs caractlristiques. 

Les couleurs caracteristiques de jour pour la signalisation des dangers sont le noir combine 
avec le blanc et le rouge combine avec le blanc, par divisions horizontales. 

Article I6. - Repartition des caracteristiques dans les quadrants. 

On distingue quatre quadrants dits Nord, Sud, Est, Ouest; ils sont limites respectivement 
par les directions N.E., S.E., S.W., N.W., prises a partir du danger. · 

Les marques de danger sont caracterisees de la maniere suivante dans les differents quadrants: 

Quadrant Nord (N.W.-N.E.): 

Forme ou type: conique, ou espar. 
Voyant (le cas echeant): un cone a pointe en haut. 
Couleur: noire a large ban de blanche mediane. 
Feu (le cas echeant): blanc, avec variations en nombre impair (eclats de preference 

ou occultations). 

Quadrant Sud (S.E.-S.W.): 

Forme ou type: cylindrique, ou espar. 
Voyant (le cas echeant): un cone a pointe en bas. 
Couleur: rouge a large ban de blanche median e. 
Feu (le cas echeant): rouge de preference ou blanc, avec variations en nombre pair 

(eclats de preference ou occultations). 

Quadrant Est (N.E.-S.E.): 

Forme ou type: ogivale, ou espar. 
Voyant (le cas echeant): deux cones opposes par la base. 
Couleur: rouge pour la moitie superieure, blanche pour la moitie inferieure. 
Feu (le cas echeant): rouge de preference ou blanc, avec variations en nombre 

impair (eclats de pref~rence ou occultations). 

Quadrant Ouest (S.W.-N.W.): 

Forme ou type: fuseau ou espar. 
Voyant (le cas echeant): deux cones opposes par le sommet. 
Couleur: noire pour la moitie superieure, blanche pour la moitie inferieure. 
Feu (le cas echeant): blanc, avec variations en nombre pair (eclats de preference ou 

occultations). 

N.B. - a) II est permis de n'utiliser que deux formes caracteristiques pour le corps de Ia marque et 
d'employer Ia meme forme conique dans les quadrants Nord et Est, Ia meme forme cylindrique dans Jes 
quadrants Sud et Ouest. 

b) Si dans le seul cas des espars et pour les seuls quadrants Nord et Est !'on veut se donner Ie benefice 
supp!ementaire d'une position inverse des couleurs foncees dans les quadrants opposes, Ia marque du 
quadrant Nord est peinte en blanc avec une large bande noire mediane, Ia marque du quadrant Est est 
peinte en blanc dans Ia moitie superieure, en rouge dans Ia moitie inferieure. 

c) Le feu a eclats rapides est considere comme un feu a eclats reguliers. 
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CHAPTER III. - CARDINAL SYSTEM. 

Article 13. - Principal Types of Marks. 

The principal types of marks employed in the cardinal system are: Conical, cylindrical, 
ogival, spindle and spar. 

Article 14. - Shape of Topmarks. 

The characteristic topmarks have the appearance of a cone point upwards, a cone point 
downwards, two cones base to base and two cones point to point. The cones in each case shall 
be clearly separated. 

Article 15. - Characteristic Colours. 

The characteristic colours by day for marking dangers are black combined with white, and 
red combined with white, in horizontal sections. 

Article 16. - Allocation of Characteristics to the Quadrants. 

The four quadrants, north, south, 'east and west, are bounded by the bearings N.E., S.E . 
S.W., and N.W., taken from the point of danger. 

Danger marks in the different quadrants are characterised as follows: 

Northern Quadrant (N.W. to N.E.): 

Shape or type: Conical, or spar. 
Topmark (if any): Cone, point upwards. 
Colour: Black with a wide white median band. 
Light {if any): White, with an odd number of variations (flashing preferably or 

occulting). 

Southern Quadrant (S.E. to S.W.): 

Shape or type: Cylindrical, or spar. 
Topmark (if any): Cone, point downwards. 
Colour: Red with a wide white median band. 
Light (if any): Red preferably or white, with an even number of variations (flashing 

preferably or occulting). 

Eastern Quadrant (N.E. to S.E.): 

Shape or type: Ogival, or spar. 
Topmark (if any): Two cones, base to base. 
Colour: Red above, white below. . . . 
Light (if any) : Red preferably or white, with an odd number of vanabons {flashmg 

preferably or occulting). 

Western Quadrant (S.W. to N.W.): 

Shape or type: Spindle, or spar. . . 
Topmark (if any): Two cones, pomt to pomt. 
Colour: Black above and white below. . . . 
Light (if any): White, with an even number of vanatwns (flashmg preferably 

or occulting). 
N B _ (a) The number of characteristic shapes employed for the body of the mark may, if ~esi~ed, 

be limi~e~ to two, the conical shape being employed in the northern and eastern quadrants and thecyhndncal 

shape in the southern and western quadrants. 
(b) When spars only are used, it may be advantageous in the northern and eastern_qua~rants t_o revers: 

the position of the dark colours; in this case, the northern quadrant mark shall be wh1te w•th a Wide blac 
median band and the eastern quadrant mark shall be white above and red below. 

(c) A rapid flashing light is regarded as a single flashing light. 
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CHAPITRE IV. -MARQUES COMMUNES AUX DEUX SYSTEMES ET MARQUES DIVERSES. 

Article 17. - Marques de danger isoU. 

Lorsqu'on desire utiliser une marque speciale pour un danger que l'on peut convenablement 
signaler par une marque unique et qu'on peut laisser d'un bord ou de l'autre, la marque aura les 
caracteristiques suivantes: 

Forme ou type·: spherique, ou espar. 
Couleur: larges bandes horizon tales noires et rouges separees eventuellement par 

une etroite bande blanche. 
Voyant (le cas echeant): une sphere, peinte en noir ou en rouge, ou en deux couleurs, 

noire et rouge, separees par une ligne horizontale. 
Feu (le cas echeant): rythme, soit blanc, soit rouge. 

Article r8.- Marques d' atterrissage. 

Les marques d'atterrissage, qui sont des reperes en eaux navigables indiquant I' approche d'un 
port ou d'une embouchure fluviale, ont les caracteristiques suivantes: 

Forme: au choix, mais ne devant pas produire de risques de confusion par rapport 
aux regles des marques de chenaux. 

Couleur: bandes verticales alternativement noires et blanches ou alternativement 
rouges et blanches. 

Feu (le cas echeant): rythme. 

Article 19.- Marques de transition. 

Les marques indiquant le passage du balisage lateral au balisage cardinal ou inversement ont 
les caracteristiques suivantes: 

Forme: au choix, mais ne devant pas produire de risques de confusion par rapport 
aux regles des marques de chenaux. 

Couleur: ban des spirales rouges et blanches ou noires et blanches. 

Article 20. - Marques indiquant les mouillages de quarantaine. 

Ces marques ont les caracteristiques suivantes: 

Forme: au choix, mais ne devant pas produire de risques de confusion par rapport 
aux regles des marques de chenaux. 

Couleur: jaune. 

Article 2I. - Marques indiquant les orifices des egouts ou canalisations 
ou les depots de materiaux. 

Ces marques ont les caracteristiques suivantes: 

Forme: au choix, mais ne devant pas produire de risques de confusion par rapport 
aux regles des marques de chenaux. 

Couleur: jaune en haut, noire en bas. 
Eclairage: au choix, mais en tenant dument compte des caracteristiques des autres 

marques lumineuses qui se trouvent dans le voisinage. 

Article 22. - Balisage des zones utilisees pour les exercices ou operations 
des Services de la Marine, de la Guerre, de l'Air. 

Les bouees indiquant les limites de ces zones ont les caracteristiques suivantes: 

Forme: au choix. 
~ouleur: b,lanche, a.vec deux bandes bleues se croisant a angle droit sur l'extremite 

supeneure de I ~e ~erhcal ?u corp~ de Ia marque, descendant jusqu'au niveau de l'eau 
et representant a~n?I.une c.rm:c vue den haut, combinee facultativement avec !'inscription 
de de~ lettres Imtiales mdiquant une zone dangereuse dans la langue nationale (en 
franc;rus << Z.D." par exemple). 
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CHAPTER IV. - MARKS COMMON TO BOTH SYSTEMS AND OTHER 1\lARKS. 

Article 17. - Isolated Danger Marks. 

Where it is desired to use a special mark for a danger which can be adequately indicated by 
a single mark and which may be passed on either hand, the mark shall be as follows: 

Shape or type: Spherical or spar. 
Colour: Wide black and red horizontal bands separated, if desirable by a narrow 

white band. ' 
Topmark (if any): Sphere painted black or red, or half-black and half-red, 

horizontally. 
Light (if any): Rhythmic, either white or red. 

Article 18. - Landfall Marks. 

Landfall marks serving to indicate the seaward approach to a harbour, river or estuary 
are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for channel 
marking. 

Colour: Black and white, or red and white, vertical stripes. 
Light (if any): Rhythmic. 

Article 19. - Transition Marks. 

Marks indicating the transition between the cardinal and lateral systems are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for channel 
marking. 

Colour: Either red and white or black and white spiral bands. 

Article 20. - Quarantine-ground Marks. 

Quarantine-ground marks are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for 
channel marking. 

Colour: Yell ow. 

Article 21. - Outfall and Spoil-ground Marks. 

, Outfall and spoil-ground marks are as follows: 

Shape: Optional, but must not be misleading, having regard to the rules for channel 
marking. 

Colour· Yellow above and black below. . 
Light: · Optional, but due regard should be paid to the character of other hghted 

marks in the vicinity. 

Article 22 . _ Marking of Areas used for Naval, Military or Air Force Practice Purposes. 

Buoys indicating the limits of such areas are as follows: 

~~pe:. ~~~th two blue stripes intersecting at right angl~ at the upper 
o our. 1 . . f th k and extending to the water-line, thus repre-

extremity of the vertical aXIs do f e ~r 'n combination if desired with lettering 
senting a cross when observe rom a ove, 1 ( '. E glish • "D A ") 
indicating in the national language a dangerous area e.g., 111 n • · · · 
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CHAPITRE V. - EPAVES. 

Article 23. - Prescriptions generales. 

Les epaves peuvent etre balisees dans le systeme lateral ou dans le systeme cardinal. 
Les documents nautiques doivent indiquer le systeme ou les systemes ~n ?sage .dans _chaque pays. 
Lorsque la presence d'une epave est bien connue, elle peut au besom etre s1gnalee comme un 

danger naturel, apres que le navigateur en a ete dfunent avise. 
Les marques d'epaves sont peintes de la couleur caracte~stique vert~. . · 
Les marques d'epaves portent, si possible, la lettre W; s1 la surface disp.orubl~ le pef!Ilet, par 

exemple dans le cas d'un balisage par bateau, elles portent, sur deux faces s1 possible, s01t le ~ot 
«Wreck», soit la seule lettre W, suivis, s'il est juge utile, du mot equivalent dans la langue natio
nale; toutes ces inscriptions sont peintes en blanc. 

N.B.- Les signaux sonores des marques d'epaves, s'il en est employe, ne doivent pas sc confondre avec les autres 

signaux sonores voisins. 

CARACTERISTIQUES DANS LE CAS DU SYSTEME LATERAL. 

Article 24. - Bouees d'epaves 1• 

Couleur: verte (y compris, le cas echeant, le voyant). 
a) Si la marque doit etre laissee a tribord: Forme ou type: conique, ou espar. 

Voyant (le cas echeant): cone. 
Feu (le cas echeant): vert a trois eclats. 

b) Si la marque doit etre laissee a babord: Forme ou type: cylindrique, ou espar. 
Voyant (le cas echeant): cylindrique. 
Feu (le cas echeant): vert a deux eclats. 

Si la marque n'a pas la forme caracteristique, sa partie inferieure est coloree respectivement en 
noir ou rouge dans les cas a) et b) ci-dessus, mais la couleur verte doit rester dominante. 

c) Lorsque la marque peut etre laissee d'un bard au de l' autre: 
Forme ou type: spherique, ou espar. 
Voyant (le cas echeant): spherique. 
Feu (le cas echeant): vert a occultations regulieres, la periode de lumiere etant nette

ment plus longue a l'ceil que la periode d'obscurite. 

Lorsqu'une epave, pouvant etre laissee d'un bord ou de l'autre, est signalee par plusieurs 
marques lumineuses flottantes situees a chaque extremite de l'epave, les divers feux peuvent etre 
differencies par des rythmes de duree differente, pourvu que la regie posee par le precedent para
graphe soit respectee pour tous les feux. 

Article 25. -Bateaux signalant une epave •. 

Les bateaux signalant une epave arborent les formes suivantes peintes en vert: 
a) Bateaux a laisser a tribord: 

Deux spheres surmontees d'un cone pointe en haut, en ligne verticale; 
b) Bateaux a laisser a babord: 

Une sphere surmontee d'un cylindre, en ligne verticale; 
c) Bateaux a laisser indifflremment d'un bard au de l'autre: 

Quatre spheres disposees deux par deux, selon deux lignes verticales. 

Les formes sont assez elevees pour apparaitre nettement au-dessus des superstructures. 
L'espace vertical a menager entre les formes doit etre au moins egal a une fois et demie le 

diametre des spheres. 
L'espace horizontal entre les !ignes de formes de la disposition c) doit etre aussi grand que 

possible et toujours au moins egal au double de l'espace vertical entre les formes. 
Eclairage: Feux fixes verts places, au point de vue de leur nombre et de leur disposition 

comme les formes ci-dessus definies. ' 
Les bateaux servant a la signalisation des epaves ne doivent pas porter le feu de position 

reglementaire du navire a l'ancre. 
Signaux sonores: Sur les.bateaux gardes, en cas de brume, de grosse pluie ou de neige, une 

cl~che emet, le cas echeant, a mtervalles de trente secondes au plus, les groupes de sons consecutifs 
smvants: 

Trois coups, si le bateau doit etre laisse a tribord; 
Deux coups, si le bateau doit etre laisse a babord · 
Quatre coups, si le bateau doit etre laisse d'un bard ou de l'azetre. 

N.B. - Si l'on recourt a un autre appareil sonore qu'une cloche, il ne doit en resulter aucune confusion avec les 
signaux sonores voisins. 

1 Les balises fixes utilisees pour marquer les epaves coulees par des petits fonds sont caracterisees selon les memes 
regles. 

1 L?rsque l'epave porte .elle-?le~e les formes ~u l'ecl.airage destines a Ia signaler sans qu'il y ait de balisage 
dottant mde_Pendant, cette stgnahsabon comporte I emplot de Ia meme couleur verte de jour et de nuit, et ne doit 
pas etre en dtscordance avec les regles du present article. 
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CHAPTER V. - l\IARKING OF WRECKS. 

Article 23. - Gene-ral Provisions. 

Wrecks may be marked according to th 1 t al 
Nautical documents shall m· d1·cat th e a er system or the cardinal system. e e system or sy ·tern · · h 
When the presence of a wreck has become ener~ll ~ kn s ~n ~se m eac country. 

natural danger, after ade9.uate notice to this effe~t has &en ~~~n, 1~ mfY th~ be marked as a 
·wreck marks are pamted with the characteristic colour o en o t le manner. 
Wreck marks should, if possible, carry the letter "w, gre~. . , . 

of vessels, the word "Wreck" or the letter "\V .. followed or,•h _sp~ce perm1ts,. as m the case 
e9.uivalent word in the national language. Such inscriptions' ~\alellbe ee?'ledda.dvlsa?le, by the 
s1des. s 1 e pamte m wh1te on both 

N.B.- Sound signals, if used on wreck marks, shall be such as not to b · t k f · . c fils a en or nc•ghbourmg sound signals. 

CHARACTERISTICS IN THE LATERAL SYSTEM. 

Article 24. - Wreck-marking Buoys. 1 

Colour: Green (including topmark if any). 
(a) If to be passed on the starboard-hand: Shape or type: Conical, or spar. 

Topmark (if any): Cone. 
Light (if any) : Triple-flashing green. 

(b) If to be passed on the port-hand: Shape or type: Can, or spar. 
Topmark (if any): Can. 
Light (if any): Double-flashing green. 

If the body of the mark in the cases of (a) and (b) above does not conform to the characteristic 
shape, ~he lower part of the mark shall be coloured black or red, as the case may be hut the 
predommant colour shall be green. ' 

(c) If to be passed on either hand: 

Shape or type: Spherical, or spar. 
Topmark (if any): Sphere. 
Light (if any): Single occulting green, the duration of light being appreciably 

longer to the eye than the interval of darkness. 

Where ~ wreck which ~an be yassed on .either hand is marked by more than one lighted 
bll;OY~ the bghts. m~y be differe~tlated by d1ffe.rent periods. of occultation, provided that the 
pnnc1ple embod1ed m the precedmg paragraph 1s observed m the case of each light. 

Article 25. ~ Wreck-marking Vessels. • 

Wreck-marking vessels display green painted shapes. 

(a) If to be passed on the mariner's starboard-hand: 
Two spheres surmounted by a cone point upwards in a vertical line. 

(b) If to be passed on the mariner's port-hand : 
A sphere surmounted by a cylinder in a vertical line. 

(c) If to be passed on either hand: 
Four spheres disposed vertically by pairs. 

The shapes are disposed so as to be distinctly visible above the vessel's superstructure. 
The shapes shall be disposed vertically with a clear space between each shape equal to not 

less than one and a half times the diameter of the spherical shape. · 
The horizontal distance between the shapes in (c) shall be as great as possible and in no case 

less than twice the vertical distance between the shapes. 
Lights: Fixed green; shall correspond in number and arrangement to the shapes mentioned 

above. 
Vessels marking wrecks shall not carry th.e ordinary ridi~g-light car_ried by. a vessel at anchor. 
Sound signals: On manned wreck-markmg vessels durmg fog~ m1st, fallmg snow or heavy 

rainstorms a bell if used is rung at intervals of not more than th1rty seconds, as follows: , , , 
Three strokes if the vessel is to be passed on the mariner's starboard-hand; 
Two strokes if the vessel is to be passed on the mariner's port-hand; 
Four stroke;, if the vessel can be passed on either hand. 

N.B. _ Should sound signals be given by means other than a bell, they shall be such as not to be mistaken 

for neighbouring sound signals. 
1 · d t rk wrecks in shallow waters they conform to the rules. 

When posts fixed m the ground are u~e. 0 rna k . If instead' of a floating mark being used, the 
1 Where shapes and/ or lights are exh•b•ted from the wrec h •tse ' d / J'ghts shall not conflict with the rules 

colour green shall be employed by day and by night and the s apes an or 1 

laid down in this article. 
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CARACTERISTIQUES DANS LE CAS DU SYSTEME CARDINAL. 

Article 26. - Bouees d'epaves. 

Les marques d'epaves sont placees seulement dans les quadrants Est et Ouest, et ont les 
caracteristiques suivantes: 

Quadrant Est: 
Forme ou type: conique, ogivale ou espar. 
Voyant: deux cones opposes par la base. 
Couleur: verte. 
Feu (le cas echeant): vert, a group~ re~iers de scintilleme.n~s, separes par des 

intervalles d'obscurite, avec un rythme d au moms quarante appantwns de lurmere par 
minute dans les periodes de scintillement. 

Quadrant Ouest : 
Forme ou type: cylindrique, en fuseau ou espar. 
Voyant: deux cones opposes par le sommet. 
Couleur: vert e. 
Feu (le cas echeant): vert, scintillant, a quarante apparitions au moins de lumiere 

par minute. · 

N.B. - Les voyants sont obligatoires soit sur Ia marque principale, soit, comme il est dit dans !'article 28, sur 
une marque associee, afin de distinguer les bouees d'epaves du systeme cardinal des bouees d'epaves du systeme 

lateral. 

CHAPITRE VI. - DISPOSITIONS DIVERSES. 

Article 27. - Marques non definies. 

Les marques dont la destination n'est pas definie par les presentes regles sont colorees de 
fa<;on a ne permettre aucune confusion avec celles qui font !'objet des presentes regles. Les bouees 
sonores, notamment, doivent avoir, si possible, des caracteristiques appropriees a leur position et 
tenant compte des regles qui precedent. . 

Certaines balises fixes, comportant par exemple des dispositions indiquant la direction a suivre, 
doivent se distinguer en tout cas des marques flottantes et etre au besoin munies, a cet effet, de 
caracteristiques speciales. 

Article 28.- Voyants. 

Lorsque, en raison d'avaries ou d'autres circonstances exceptionnelles, une marque ou sa 
superstructure, compte tenu de sa position dans le balisage, ne revet pas la forme caracteristique 
prevue dans les regles susmentionnees, elles devra, en attendant par exemple leur reparation ou 
leur remplacement, etre surmontee du voyant caracteristique correspondant. On peut av.ssi doubler 
la marque par une autre portant le voyant convenable. 

Sauf indication contraire resultant des regles qui precedent, ces voyants sont peints dans la 
couleur caracteristique la plus foncee qui soit utilisee pour le corps de la marque. Cette disposition 
n'est pas obligatoire lorsque les balais sont employes comme voyants. 

Les voyants de meme forme peuvent etre repetes par superposition pour faciliter la differen
ciation de trop nombreuses marques voisines. On peut se homer a repeter le cone inferieur dans le 
cas de voyants des quadrants Est et Ouest du systeme cardinal. 

Article 29.- Feux fixes. 

L'emploi de feux fixes, et surtout de feux fixes blancs, doit etre evite toutes les fois qu'il 
est possible sur les marques. fixes ou flottantes servant uniquement au balisage d'un chenal, sauf 
dans le cas de bateaux balisant des epaves dont les feux doivent repondre aux dispositions de 
!'article 25. 

Article 30.- Feux de port. 

Pour les feux places sur les ouvrages exterieurs d'entree de ports s'ouvrant directement sur 
la mer et dont le but principal est de baliser le chenal, la couleur et le rythme doivent etre autant 
q~e possible conformes aux dispositions de !'article 10. Dans le cas des ports ne s'ouvrant pas 
dir~cten:ent sur la n:er ou d:ms le cas .~e l'eclairage interieur des ports, cette regie n'est pas 
?bligatotrement applicable s1 les conditions locales, dont les autorites competentes restent 
]Uges, conduisent a preferer d'autres caracteristiques. 

Le present article ne s'applique pas aux feux places sur des supports fixes qui ne peuvent 
pas etre confondus avec ceux du balisage proprement dit. 
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CHARACTERISTICS OF THE CARDINAL SYSTEM. 

Article 26. - Wreck-marking B11oys. 

h Wtre~kt_?larks are only placed in the eastern and western quadrants and have the follo\~'l·ng 
c arac ens ICS: 

Eastern quadrant: 

Shape or type: Conical, ogival or spar. 
Topmark: Two cones base to base. 
Colour: Green. 
Light (if any): Green, interrupted flashing, giving a succession of rapid flashes 

at a rate of at least forty per minute for a given period, followed by a mven · t 1' 
of darkness. o· m erva 

Western quadrant: 

Shape or type: Cylindrical, spindle or spar. 
Topmark: Two cones point to point. 
Colour: Green. 
Light (if any) : Green flashing, at a rate of at least forty flashes per minute. 

N.B .. --:- T~pmarks are compulsory either on the main mark or, as in Article 28, in conjunction with it, in 
c.rder to d1stmgmsh the wreck-marking buoys of the cardinal system from the wreck-marking buoys of tho Intern! 
system. 

CHAPTER VI. - MISCELLANEOUS PROVISIONS. 

Article 27. - Undefined Marks. 

Mar~s wh<?se purpose is not defined .in these ~es are coloured in such a way as not to lead 
to con~us10n w_Ith marks whose purpo~e IS define~ m these ~les. ~~11 b~oys and whistle buoys 
have, if practicable, the charactenstics appropnate to their position m accordance with the 
foregoing rules. . 

Certain fixed marks indicating, for instance, the direction to be followed by a mariner may be 
provided with characteristics which allow them to be distinguished clearly from floating marks. 

Article 28. - Topmarks. 

When, owing to damage or to other exceptional circumstances, a mark or its superstructure, 
having regard to its position in the system, does not conform to the characteristic shape laid 
down in the foregoing rules, it shall, pending, for example, repair or replacement, be furnished 
with the appropriate characteristic topmark. Alternatively, an additional mark bearing the 
appropriate topmark may be used. 

Where not otherwise stated in the foregoing rules, topmarks are painted with the darker 
of the characteristic colours used for the body of the mark. This provision is not obligatory when 
brooins are employed as topmarks. 

For purposes of differentiation where there are numerous neighbouring marks, additional 
topmarks of the same shape may be used on the same mark or the lower cone alone may be duplica
ted in the case of topmarks used in the eastern and western quadrants of the cardinal system. 

Article 29. - Fixed Lights. 

The use of fixed lights, especially white lights on fi:'ed and floating ma:ks, which ser:'e the 
sole purpose of the marking of a channel, should be avoided whenever practicable, except m the 
case of wreck-marking vessels, where the lights should conform with Article 25. 

Article 30. - Harbour Lights. 

In the case of lights placed on external permanent works at the entrance to harbours opening 
directly on to the sea and whose principal purpose is to mark the chan~el, the col?ur and rhythm 
should, as far as possible, be in accordance with the p~ovisions of Article IO •. This rule nee~ not 
be applied in the case of harbours which do not open directly on to t~~ sea or m the ~~e of hghts 
situated within harbours if, in the opinion of the responsible authonties, local conditions render 
other characteristics preferable. . 

The present article does not relate to lights which are placed on fixed supports and wh1ch 
cannot be confused with lights forming part of the buoyage system properly so called. 



Article 31. - Secteurs colores et feux de direction. 

Lorsqu'on munit de secteurs les feux qui font partie d'un systeme lateral de balisage, il est 
desirable, quand les circonstances le permettent, que les colorations de ces secteurs soient conformes 
aux dispositions de !'article 10. Dans les cas ou il n'est pas juge possible d'observer cette regie, les 
couleurs doivent, de preference, etre reparties conformement a une regie bien definie, appliquee 
dans une region determinee, afin que les secteurs puissent etre disposes d'une meme maniere 
lorsque les situations sont semblables. 

Sides feux de direction on d'alignement peuvent entrainer une confusion avec des feux late
raux de chenaux, leur coloration devrait etre conforme a l'un ou !'autre des principes resultant du 
precedent alinea. 

Article 32. - Supports fixes des feux. 

Les supports fixes des feux qui font partie d'un systeme lateral de balisage devraient, autant 
que possible, etre peints de la couleur caracterisant leur position dans le systeme considere. Toute
fois, si l'on ne peut employer la couleur caracteristique reglementaire, on doit eviter d'employer la 
couleur caracteristique opposee. 
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Article 31. - Coloured Sector Lights a11d Leading Lights. 

Where coloured sectors are used in lights forming part of the lateral system of buoyaae, it is 
desirable, when circumstances permit, that their colours should be in accordance \\ith Article ro. 
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 similar. 

Where a leading light or lights might be mistaken for a light or lights forming a part of the 
lateral system, the colour should be in accordance with one or other of the principles laid down 
in the preceding paragraph. 

Article 32. - Fixed Supports for Lights. 

Fixed supports for .lights forming part of .th~ lateral sys~e~ of buoya~e s~ould, as far as 
practicable, be painted m the colour charactenshc of the po~1tlon of the .h&ht m that system. 
If the correct characteristic colour cannot be used, the opposite charactenstlc colour should be 
avoided. 
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DIAGRAMMES ILLUSTRANT, A TITRE D'EXEMPLE, QUELQUES MARQUES DE BALISAGE DEFINIES DANS LE REGLEMENT 
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BOUE.ES 
NON 

LUMINEUSES 

I -
r---0--+1 

Conique 

BOUEES LUMINEUSES 

A PLAN FOCAL ELEVE 

Conique 

TYPES DE SIGNAUX 

0 0 

0 0 
Cylindre Sphere 

H D 

mMres metres 

3,8608 3,6576 
3,2004 3,0480 
2,5908 2,4384 
1,9558 1,8288 
1,6002 1,5240 

" I 
I 
I 
H 
I 
I ---

I ~ 
r----0---, 
Cylindrique 

Cylindrique 

y 

¢ 
2 c6nes accoil\s 

par Ia base 

H 
metres 

3,8608 
3,2004 
2,5908 
1,9558 
1,6002 

~--0---+i 
Spherique 

+ + 0 
c:[l? lir • Croix de Te Balai 

St-Georges 

--=--=- ---==----~ -

Fuseau Ogivale 

Espar 

La forme peut 
8tre conlque, 

cyllndrlque 
ou sph6rlque 

Spherique Bouee a cloche 

La forme peut 
8tre conlque, 

cyllndrlque 
ou sph6rlque 

Sans forme caracteristique Avec une forme 
caracteristique 
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DIAGRAMS OF EXAMPLES llLUSTRAllNG BUOYAGE MARKS DEFINED IN THE RULES 

y 
TOPMARKS 

{ "'"' 
ELEVATION & 

LIGHTED BUOYS 

LIGHTED BUOYS 
OF 

HIGH FOCAL PLANE 

CONE 

I 
~-- D --~ 

CONICAL 

CONICAL 

TYPES OF MARKS 

0 0 

0 0 
CAN SPHERE 

CAN 

WITHOUT CHARACTERISTIC 
SHAPE 

y + + 
¢ c:J? lir 

DIAMOND STGEORGES CROSS ..,.. 

SPINDLI! 

SPHERICAL 

SPAR 

SHAPE MAYBE 
CONICAL OR CAN 
OR SPHERICAL 

WITH CHARACTERISTIC 

SHAPE 

BELL 

0 

• BROOM 

OGIVAL 

SHAPENAYB! 
CONICAL OR CAN 
OR IPHIRICAL 



FEUILLE N• 2 

DIAGRAMMES ILLUSTRANT, A TITRE D'EXEMPLE, QUELQUES MARQUES DE BALISAGE DEFINIES DANS LE REGLEMENT 

VOYANT 

SYSTEMt;: LATERAL 

Marques de babord 

• T 
Cylindre ou~_·r..__~ 

pas .tll'entr6e d'un 
chenal 

Cylindrique 

y 
Balai pointe en bas 

(seulement sur les espars) 

ou espar 

COne 

Marques de tribord 

+ • 
ou 2 cones accoles par Ia base ou Balai pointe en haut 

pas a l'entree d'un (seulement sur les espars) 
chenal 

Conique 

COULEUR Rouge ou damier rouge ou damter rouge et Jaune Rouge 
et blanc 

Noire ou damier noir ou damler nolr et Jaune 
et blanc 

ou espar 

Noir ou noir 
avec partie 
superieure 

FEU 

seulement pour les chenau;w: 
ucondalres 

,o;~}=== 
~}~~~ 

~}== 
J}== 
~}~~ 
I}== 

Blanc (nombre pair) ou rouge 

seulement pour tes chenaux 
secondaires 

Blanc (nombre impair) ou vert 
(caract~rlstique non r6serv6e au ballsage des 6paves) 

MARQUES DE BANCS MEDIANS, DE BIFURCATION OU DE JONCTION 
Chenal principal a droite 

Bifurcation 
Chenaux de m~me importance 

Bifurcation 
Chenal principal a gauche 

Bifurcation 

VOYANT 
(1Yec une sph.re 
en dessoua sl 11 
marque n'est pas 
sph•rrquo) 

MARQUE 

VOYANT 
(avec une sph~re 
en dessoua sl Ia 
marque n'est p .. 
sph6rlquo) 

MARQUE 

FORME 

COULEUR 

• Cylindre 

_e_ 
Jonction . 

T 
"T" 

• • 

T • 

• Sphere 

_e_ 
Jonction 

+ 
Croix de St-Georges 

• • 

+ • 

Sph!lrique ou espar Spherlque ou espar 

COne 

_e_ 
Jonction 

+ 
2 cOnes accoles 

par Ia base 

Spht\rique ou 

... • 

+ • 

espar 
Bandes horizontales rouges B d h · t 1 

t bl an es onzon a es rouges Bandes horizontales noires 
e anches et blanches et blanches FEU 

VOYANT 
(l titre d'exemple) 

MARQUE 
(l titre d'exemple) 

FORME 

COULEUR 

FEU 

CaracMres distinctlfs autant que possible (voir le texte de !'article 11) 

MARQUES DE MILIEU DE CHENAL 

* * Au cholx (autre qu'un cylindre, un cOne ou une sphere) 

Forme distinctive autant que possible 

Bandes vertlcales noires et blanches ou Ban des vertlcales rouges et blanches 
Caract•rlstiaues diff~rlll!!ntP~ rt_.c: fauv ""1~1 ...... 

blanche 



IAGRAMS SHEET ~ 2. 
D OF EXAMPLES ILLUSTRATING BUOVAGE lu.nKs DEFIN -

IYU'V\ ED IN THE RULES "" .,.. n 
-'~ .:: ... ) 

TOP MARK 

MARK 

PORT HAND MARKS 

• CAN 

T 
010 ~-y_..____,o,R~ 

NOT AT r:HTA.A.Ha.' 
TO CHANND. 

CAN 

LATERAL SYSTEM 

BROOM POINT DOWNWARDS 
(Of< 5- Of<LY) 

OA SPAR 

CONE 

STARBOARD HAND MARKS 

CONICAL 

• ~DOlO 
NOT AT Dmwoct 

TOe-._ 

SHAPE 

COLOUR RED OR 
RED AND WHITE OR 

CHEQUERS 
Rm AND YELLOW 

CHEQUI:RS RED BLACK OR IILACM AIID -m; III.ACK AIID YD.1DW 
CHI!QUIJia otl CHIQU-

LIGHT 

SU:OHDARY CHANN£L8 ONLY 

~}== 
~} ;--.-.-.-.-.";; 
1il}=== 
J}== 
~} ;--::.. ----~ 
I}== 

WHITE (EVEN) OR RED WH!n (ODD) OR GRUN IIOT AU.OC.O.TUilOWIIICIIIIAIIKIIIQ 

MIDDLE-GROUND OR BIFURCATION OR JUNCTION MARKS 
MAIN CHANNEL TO THE RIGHT 

OUTER END 

CHANNELS OF EQUAL IMPORTANCE 
OUTER END 

MAIN CHANNEL TO THE L£n 
OUTER END 

TOP MARK 
\WITH SPHERE 
BELOW WHERE 
MARK IS NOT 
SPHERICAL) 

MARK 

TOPMARK 
!WITH SPHERE 

BELOW WHERE 

MARK IS NOT 

SPHERICAL! 

MARK 

SHAPE 

COLOUR 
LIGHT 

_,. TOPMARK 
\EXAMPLES ONLY) 

MARK 
1 EXAMPLES ONLY) 

SHAPE 

COLOUR 
LIGHT 

• • CAN • 
_a_ 

INNER END 

T T 
y • 

_a 
SI"HI.RIC.AL OR SPAR 

RED AND WHITE HORIZONTAL BANDS 

DISTINCTIVE WHERE 

• SPHERE 

a 
INNER END 

+ 
STGEORGE's CROSS 

a 
SPHERICAL OR 

• • 

+ • 

SPAR 

RED AND WHITE HORIZONTAL !lANDS 

POSSI!ILE I BUT SEE 

MID-CHANNEL MARKS 

TI:XT 

* * OPTIONAL BUT NOT CAN OR CONE OR IIPHII..AI. 

DISTINCTIVE WHERE POBSIIIL& 

CONE 

a 
INNER [NO 

• DWIOND 

... 
• 

• • 

SPHERICAL 011 SMA 

BLACM AND WHITE. HORIZONTAL IANDII 

ARnCLI. II) 

BLACK AND WHITE VERTICAL STRIPES 
OR RED AND WHIT!: VfRTICAL STRIPES 

DI~FERENT FROM HEIGHIIOURI"G LIGHTS 



FEUILLE N• 3 

DIAGRAMMES ILLUSTRANT, A TITRE D'EXEMPLE, QUELQUES MARQUES DE BALISAGE DEFINIES DANS LE REGLEMENT 

SYSTEME CARDINAL 

:8} • 

~}-···-···· 

'Y ... 
Deux cOnes 

~I ... T, 
Fuseau ou espar 

.. . .. .. . ... 

1 
Espar 

... 
COne 

polnre en haut 

Cyllndrique 

COne 
pointe en bu · 

Cylindrique ou espar 

P) I • • 

~}I ... 

~}----i}---... 
~ 

Deux cOnes 

Ogivale ou espar 

P)- --~ 
§}~__....., 
P}l • a a a 

~}I MMM ••• 

Espar 



DIAGRAMS OF EXAMPLES ILLUSTRATING BUOY AGE MARKS DEFINED IN THE RULES 

CARDINAL SYSTEM 

~}-----
~}--------· 

... 
A 

TWO CONES 
POINT TO POINT 

SPINDLE OR SPAR 

w M M I M I . ... . ... 

1 
SPAR 

IN THE 

A 
CONE 

POINT UPWARDS 

CYLINDRICAL 

• 
~~l 

P)• + + 

~}· ... 

.-} ____ _ 
il---

TWO CQN(S 

OGIVAL OR SPAR 
P) ____ l 

~}-----=-w:l 
p} c::::::r_ =- ---==
~ } c:::::.-RIC~ ••• 

SHEET N~3 

SPAR 



FEUILLE N• 4 

DIAGRAMMES JLLUSTRANT, A TITRE D'EXEMPLE, QUELQUES MARQUES DE BALISAGE DEFINJES DANS LE REGLEMENT 

VOYANT 

MARQUE 

FORME 

MARQUES COMMUNES AUX DEUX SYSTEMES 

ET MARQUES DIVERSES 

MARQUES DE DANGER !SOLE MARQUES D'ATTERRISSAGE 

X 
Sphere Au choix (voir Ia note) 

Spherique ou espar Au choix (voir Ia note) 

COULEUR Larges bandes horizontales noires et rouges 
separees eventuellement par une etroite bande blanche 

Bandes verticales alternativement noires et blanches 
au alternativement rouges et blanches 

FEU Rythme (blanc au rouge) Rythme 

VOYANT 

MARQUE 

FORME 

COULEUR 

VOYANT 

FORME 

COULEUR 

NOTE: 

MARQUES DE TRANSITION 

Au choix (voir Ia note) 

Au choix (voir Ia note) 

Bandes sp~rales rouges ou Bandes spirales noires 
et blanches et blanches 

MARQUES INDIQUANT LES ORIFICES 

DES EGOUTS OU CANALISATIONS 

ET LES DEPOTS DE MATERIAUX 

Au cholx (voir Ia note) 

Ja,llne en haut, noire en bas 

MARQUES INDIQUANT LES MOUILLAGES 

DE QUARANT AINE 

Au choix (voir Ia note) 

Jaune 

ZONES UTILISEES POUR LES 

EXERCICES OU OPERATIONS 

DES SERVICES DE LA MARINE 

DE LA GUERRE OU DE L'AIR 
. 

Au choix (voir Ia note) 

Blanche avec des bandes bleues en croix 
(p:>ur l'lnscriptlon, voir re te)(t~) 

ca for~e est au c.holx et 1~ dessins ne sont donnes qu'a titre d'exemples. 
a seu e prescription prec1se est que Ia forme adoptee ne cree pas de confusion. 



DIAGRAMS OF EXAMPLES ILLUSTRATING BUOYAGE MARKS DEFINED IN THE RULES 

MARKS COMMON TO BOTH SYSTEMS 

AND OTHER MARKS 

ISOLATED DANGER MARKS LANDFALL MARKS 

TOP MARK .OR .OR. X X 
SPHERE. OPTIONAL (SEE FOOTNOTE) 

SHAPE SPHERICAL OR SPAR OPTIONAL~ SE( FOOTNOTE I 

SHEETN94. 

COLOUR 
WIDE BLACK AND RED HORIZONTAL BANOS 

SEPARATED IF DESIRABLE BY A NARROW WHITE BAND 
BLACH. AND WHITE VERTICAL STRIPE.S OR FH 0 AND WHITf VfRTICAl STRIPES 

LIGHT 

TOP MARK 

MARK 

SHAPE 

COLOUR 

MARK 

SHAPE 

COLOUR 

FOOTNOTE 

RHYTHMIC (WHITE. OR RED) 

TRANSITION MARKS 

OPTIONAL (SEE FOOTNOTE) 

OPTIONAL (SEE FOOTNOTE) 

RED AND WHITE SPIRAL BANDS OR BLACK AND WHITE SPIRAl BANOS 

OUTFALL AND SPOIL-GROUND MARKS 

OPTIONAL I SEE FOOTNOTE: I 

YELLOW ABOVE ANU BLACK BELOW 

RHYTHMIC 

QUARANTINE- GROUND MARKS 

OPTIONAL (SEE FOOT NOH) 

Yf"LLOW 

AREAS USED FOR NAVAL. 

MILITARY, OR AIR FORCE 
PRACTICE PURPOSES 

OPTIONAL f SEE ,.OOTNOTE) 

WHITE WITH BLUE CROSS 

(FOR INSCRIPTION SH T£XT) 

SHAPE IS OPTIONAL AND THE ILLUSTRATIONS ARE TO BE REGARDED AS EXAMPLES ONLY 
THE ONLY DEFINITE. REQUIREMENT IS THAT THE ::,OHAPE. ADOPTED SHALL NOT BE MISLEADING 
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. DIAGRAMMES ILLUSTRANT, A TITRE D'EXEMPLE, QUELQUES MARQUES DE BALISAGE DEFINIES DANS LE ~GLEMENT 

VOYANT 

MARQUE 

FORME 

COULEUR 

FEU 

SIGNALISATION DES EPAVES 

SYSTEME LATERAL 
BOUEES 

Doit ~tre laissee 
a babord 

Cylindre 

ou espar Cylindrique 
r---------~------~ 

Verte Couleur verte do minante, 
partie inler ieure rouge 

Vert a deux eclats 

Doit ~tre laisse 
a babord 

Peut ~tre laissee d'un bord 
ou de l'autre 

Q 
Sphere 

Spherique 

Verte 

• 

ou 

• 

espar 

Verte 

Vert a occultations regul ieres 

BATEAUX 

Peu t ~t r e laisse d'un bord 
ou de l'autre 

Doit ~tre laissee 
a tribord 

Conique 

Verte 

COne 

• 

ou espar 

Couleur verte dominante, 
partie inferieure noire 

.. 
Vert a tro is eclats 

Doit Mre laisse 
a tribord 

FORMES Sphere surmontee d'un cylindre 
en llgne verticale 

Quatre sphe res disposees 2 par 2 
se lon deux lignes verticales 

D eux spheres surmontees d 'un c One 
pointe en haut, en ligne verticale 

COULEUR 

FEU 

CLOCHE 

VOYANT 

MARQUE 

FORME 

·coULEUR 

FEU 

de jour de nuit de jour de nuit de jour de nuit 

Verte avec une Insc ription en blanc 

Feux fixes verts places, au point de vue de leur nombre et de leur disposition, comme les formes. 

Deux coups Quatre coups T rois coups 

SYSTEME 

Deux cOnes opposes par le sommet 

Cyllndrique, en fuseau ou espar 

Verte 

Vert, scintillant 
(au moins 40 apparitions 
de lumi~re par minut~. 

C,· 

w 

N 

5 

CARDINAL 

E 

((..· 
~· 

6. 
v 

Deux cOnes opposes par Ia base 

Conlque, ogivale ou espar 

Verte 

Vert ~~··;~oupes ~eguliers de scintillements 
separes par des lntervalles d'obscurite • 

\1' (au moins 40 apparitions 
• ~ de lumiere par minute) 



[Communicated to the Assembly, 
the Council and the :\!embers of 

the League.] 
O(jici,ll .Yo.: A. 18. Iq31l. \'II I. 

Addendum. 

Cenc\·a, ~cptt'lllht'r ..! ',rd It) 'h 
. -. I ,) ' 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

POLLUTION OF THE SEA BY OIL 

REPLIES OF GOVERNl\IENTS RELATING TO TilE DRA 
CONVENTION AND DRAFT FINAL ACT • 

ADDENDUM. 

_In conformity wi.th the Council resolution of Sepll'mbn 27th, I<J.I.), ;uul tilt' rt'qtwst of tlw 
Chamnan of ~he Advisory and Technical Committee: the ~t'crl'lary-(;,.neral, on No\'l'mlll'r 27th, 
1935, transmitted the above-mentwned drafts to (,overnmenb, asking them to commuuirall' 
to him by April rst, 1936: 

(r) Their observations on the drafts; 

(2) \Vhether, on the basis of these lll·afts, they woul<l be prepared to participatt' iu an 
international conference for the purpose of concluding a convention on the question of the 
pollution of the sea by oil; 

(3) (In conformity with a recommendation made at the second session of the Commit tt·e 
of Experts.) The maximum figure of bunker capacity in small vessels driven by crud<', fuo·l 
or Diesel oil in respect of which, in the view of (;overnments, special trcatmmt migl1t 1,.. 
accorded-:e.g., a reduction in any penalties which might be imposed for olfenc<·s against 
the provisions of a future convention; 

(4) Information as to the nature of the oil used in the bunkers of such vessels. 

* * * 
Below are summarised the replies to the Circular Letter of Nowmhcr 27th, I<).).), relating to 

the draft Convention and draft Final Act, which have be<·n received since August 10th, Iq,;f>. 
The replies 2 are analysed under the four heaclings of the Circular Letter and one additional ht·ading 
under which may be found supplementary observations furnshed by one Government. 

Brazil. 

I. The establishment of zones constitutes the most effective means of prcvPnting- the pollntion 
of maritime waters, since, in defining the zones, meteorological and dynamic oceanographical 
conditions arc to be taken into account. 

It is ditlicult for the Brazilian Government to accept tile principles laid down in paragraph I 

of Article II of the draft Convention, owing to the incompleteness of the mdeorolog1cal and 
oceanographical data relating to the coastal waters and the South Atlantic itself. 

1 Document C.44<J.M.2J5.l<JJ5.VIII. 
I Replies from twenty-nine countries, received previous to Au~u.-..t 1oth, I~nG, are .-,ummari:-.ed in ducuml'rtl 

A.t8.I<JJ6.V111. 

S.d.N. 1.405 (F.) 1.150 (A.). 9/36, Imp. Kuntl1g. 

Series or Publications or the Lea~ue of Nations 
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As regards the provisions of paragraph 3 of Article II, the Government is of opinion that the 
establishment or modification of zones for the discharge of oil should be indicated, not preferably 
but compulsorily, on a chart, and that, oef_ore this chart is drawn up, the countries concerned 
should be informed of the establishment or modification of zones by means of a communication·. 
in which the zone should be indicated as accurately as possible by geographical co-ordinates. 

It should be stipulated in the Convention that all oil-driven vessels, irrespective of tonnage, 
should be fitted with separators or other similar appliances suitable for use in vessels with a large 
or small tonnage for the purpose of remedying the defect referred to above. 

2. The Government is prepared to do all it can to enable the proposed international 
Conference to be convened. 

3· The Government does not believe it is necessary to fix the maximum figure of bunker 
capacity in small vessels, or to accord special treatment to such vesselS. 

5- In order to guard against the deleterious effects of oil, Article 21, paragraph IX, of the 
Regulations of the National Department of Ports and Navigation, approved by Decree No. 23067 
of August rrth, 1933, explicitly prohibits the discharge by steamers of cinders, oil and refuse in 
navigable channels and harbour zones. This stipulation does not, however, cover territorial 
waters as a whole, as provided for in the draft Convention. 

Canada. 

2. His Majesty's Government in Canada would be prepared to participate in an international 
Conference for the purpose of concluding a convention on the basis of the draft Convention and 
draft Final Act. 

3· The Government suggests that concessions might be granted under Article r (3) to small 
vessels with a maximum oil-bunker capacity of So tons, on condition that these vessels use only 
Diesel or light oils and that these oils are stored in bunkers or in other places that are not available 
for use as water ballast. 

Lithuania. 

2. The draft Convention is of only theoretical interest to Lithuania in view of the fact that 
oil pollution has not_ yet been observed along the coasts of this country. For this reason, the 
Government doubts lf any useful purpose would be served by its participation in the proposed 
Conference. 

Poland. 

2. The Polish Government is prepared to participate in the proposed Conference. 
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[Communicated to the·councii 
and the Members of the League,] Official No.: C.139. M. 88. 1937. VIII. 

Geneva, February 17th, 1937. 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

REFORM OF THE CALENDAR 

Draft Convention communicated to the Council of the 
League Qf Nations by the Representative of Chile ~~~/·,·--·~,\ 

on January 25th, 1937. 

~. 
The High Contracting Parties, 
Considering that it is widely recognised that the present calendar is unsatisfactory in its 

application to economic, social and religious matters, and that recent studies, investigations and 
information have shown the existence of a desire to bring about its revision; 

Whereas a reform of the calendar, based upon a scheme comprising twelve months and equal 
quarters, would be extremely convenient for commercial and business life and would enhance the 
welfare of the working classes, and would be v.ery advantageous for all nations, 

Have appointed the following plenipotentiaries to consider a convention to reform the 
Gregorian calendar: 

Who, after having communicated to each other their full powers, found in good and due 
form, have agreed upon the following provisions: 

Article I. 

The High Contracting Parties hereby decide to put into effect, in their respective territories, 
as from January rst, 1939, the perpetual calendar of twelve months and equal quarters, known 
as the World Calendar, which forms an appendix to this Convention. 

Article II. 

The present Convention shall be ratified and the ratifications thereof shall be deposited with 
the Secretariat of the League of Nations not later than December rst, 1938. 

Article Ill. 

The present Convention shall not come into force in respect of the States which hav~ ratified 
it unless, on the date mentioned in Article I, the instruments of ratification or accessiOn have 
been deposited at the Secretariat by three-quarters of the total number of States Membe~s of the 
League of Nations and of non-member States to which the Council shall have commumcated a 
copy of the present Convention. 

Article IV. 

The present Convention shall be open for signature by the States mentione~ in Artie!~ !II 
until . . . From that date onward, the above-mentioned States may accede to It by_dcposJhng 
their instruments of accession with the Secretary-General of the League of Natwns. The 
Secretary-General of the League of Nations shall notify the above-mentioned States of the 
ratifications and accessions received. 

S.d.N. 1030 (F.) 1050 (A.). 2/37· Imp. Kundig. Series of League of Nations Publications 
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DoNE in duplicate in French and English, the originals t~ be depo~ited in the -<l!"chives of 
the Secretariat of the League of Nations which shall commumcate certified true copres thereof 
to all States Members of the League and to the non-member States referred to in Article III. 

Appendix. 

THE WORLD CALENDAR. 

All years are alike; all quarters are equal. 1 

First Quarter. 
------

JANUARY FEBRUARY MARCH 

s M T w T F s s M T w T F s s M T w T F s 
I 2 3 4 s 6 7 I 2 3 4 I 2 
8 9 IO II I2 I3 14 s 6 7 8 9 IO II 3 4 s 6 7 8 9 

IS I6 I7 I8 I9 20 2I I2 I3 14 IS I6 I7 I8 IO II I2 I3 14 IS I6 
22 23 24 2S 26 27 28 I9 20 2I 22 23 24 25 I7 I8 I9 20 2I 22 23 
29 30 3I 26 27 28 29 30 24 2S 26 27 28 29 30 

Second Quarter. 

APRIL MAY JUNE 

s M T w T F s s M T w T F s s M T w T F s 
. 

I 2 6 3 4 s 7 I 2 3 4 I 2 
8 9 IO II I2 I3 14 s 6 7 8 9 IO II 3 4 s 6 7 8 9 

IS I6 I7 I8 I9 20 2I I2 I3 I4 IS I6 I7 I8 IO II I2 I3 l4 IS I6 
22 23 24 25 26 27 28 I9 20 2I 22 23 24 2S I7 I8 I9 20 2I 22 23 
29 30 3I 26 27 28 29 30 24 2S 26 27 28 29 30 2 

Third Quarter. 

. 

JULY AUGUST SEPTEMBER 
. 

s M T w T F s s M T w T F s s M T w T F s 
I 2 3 4 s 6 7 I 2 3 4 I 2 
8 9 IO II I2 I3 14 s 6 7 8 9 IO II 3 4 s 6 7 8 9 

IS I6 I7 I8 I9 20 2I I2 I3 I4 IS I6 I7 I8 IO II I2 I3 I4 IS I6 
22 23 24 25 26 27 28 I9 20 2I 22 23 24 2S I7 I8 I9 20 2I 22 23 
29 30 3I 26 27 28 29 30 24 2S 26 27 28 29 30 

Fourth Quarter. 

OCTOBER NOVEMBER DECEMBER 

s M T w T F s s M T w T F s s M T w T F s 
I 2 3 4 s 6 7 I 2 3 4 2 8 I 

9 IO II I2 I3 14 s 6 7 8 9 IO II 3 4 s 6 7 8 9 IS I6 I7 I8 I9 20 2I I2 I3 14 IS I6 I7 I8 IO II I2 I3 I4 IS I6 22 23 24 2S 26 27 28 I9 20 2I 22 23 24 2S I7 I8 I9 20 2I 23 22 
29 30 3I 26 27 28 29 30 24 2S 26 27 28 29 30 3 

1 See also description on page 3· · 
2 

" Leap-year Day" follows June 3oth in leap years 
3 "Year-end Day" follows December 3oth every ye~r: 



DESCRIPTION OF THE WORLD CALENDAR. 

· The World Calendar is the outcome of a revision of the present calendar with the object of 
correcting its inequalities and discrepancies. The lengths of the months are rearranged; the year 
thus becomes divisible into equal halves and quarters, and the calendar becomes "perpetual". 
Every year is identical and every quarter is equal. 

Each quarter contains exactly 3 months, 13 weeks and 91 days, begins on Sunday and ends 
on Saturday. The first month in each quarter has 31 days and the other two 30 days each. Every 
month has 26 week days. . 

In order to make the calendar perpetual (that is to say to make the form of every year identical) 
while at the same time retaining astronomical accuracy, the 365th day of the year, 
called "Year-End Day", is made an intercalary day, placed between December 30th and 
January 1st, and considered to be an extra Saturday. In leap years, the 366th day, 
called " Leap-Year Day ", is intercalated between June 30th and July 1st as another extra 
Saturday. These intercalary or stabilising days are tabulated as December Y and June L, or 
December 31st and June 31st and will probably be observed as international holidays. 
January 1st (New Year's Day) always falls on a Sunday. 

The revised calendar is balanced in structure, perpetual in form and harmonious in 
arrangement. It conforms to the solar year of 365.2422 days and to the natural seasons. In 
addition to its advantages as regards economy and efficiency, it facilitates statistical comparisons, 
co-ordinates the different time-periods and stabilises religious and secular holidays. Unlike other 
proposals for calendar revision, it provides an adjustment in which the transition from the old to 
the new order can be effected without disturbance. 
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1. .ACTION TAKEN WITH REGARD TO THE COl\L.\IITTEE'S RECOMMENDATIONS IN 
CONNECTION WITH THREE-COLOUR LIGHT SIGNALS AND TWO NEW ROAD SIGNS 
(OVERTAKING PROHIBITED AND USE OF SOUND WARNING SIGNALS PROHIBITED). 

1. Light Signals . 

. The Co:mrrTTEE took cognisance of the results of the investigation into the system of 
three~colour light signals recommended at the last session (.Annex 1). . . 

lVL WALCKENAER stated that the system at present in force in Paris -the three
colour system- was applied when the succession of the colours was green, amber, red; 
but that the intermediate amber signal was not employed when red changed to green, 
since drivers were inclined in that case to interpret the amber light as a signal to proceed. 

Prince GHIKA considered that amber was only a warning signal indicating "caution " 
and was not dangerous. 

It was recalled that Belgium, having first introduced the three-colour ·system, had 
later abandoned it in favour of the system of two colours, red and green. The Netherlands 
followed the same system as the city of Paris and for the same reason . 

.After an exchange of observations, the ComrrTTEE recognised that it would be preferable 
to allow various countries to obtain further experience with the three-colour system befo1·e 
establishing the text of an addition to the Annex to the Convention concerning the Unification 
of Road Signals. 

2. New Signs 1·egarding Prohibition of Overtaking and Prohibition of Use of Sound 
Warning Signals . 

.As regards the prohibition of overtaking, certain objections were made concerning 
the principle of the sign and the symbol placed on it (see .Annex 2 for the results of the 
enquiry addressed to Governments) . .A discussion also took place as to how it could be shown 
by another sign that the prohibition indicated by the previous sign ceased to apply. The 
same question also arose as regards the sign prohibiting the use of audible warning 
instruments. Still more generally, the question arose as. to the means to be employed to 
indicate the points on the road at which any prohibitions or instructions previously imposed 
or given, such as a speed limit, ceased to apply. Questions were asked in this connection 
as to the signification of place signs considered as marking the beginning and the end 
of built-up areas. Stated in this general form, the question was thought to require additional 
study. 

The Col\UIITTEE accordingly decided that the Secretariat should continue the investigation 
on the two signs mentioned above and the other points raised. 

II. COJ\U\IUNICATION BY THE CHAIRMAN ON THE DESIRABILITY OF COMPLETING THE 
" WAITING PROHIBITED " OR " pARKING PROHIBITED " SIGNS PROVIDED FOR IN 
THE .ANNEX TO THE CONVENTION OF MARCH 30TH, 1931, ON THE UNIFICATION OF 
ROAD SIGNALS . 

.After taking cog~isance of the Chairman's communication, (.Annex 3) and after an 
exchange of observatwns, the Committee recognised the desirabi,lity in many cases of 
completing the " Waiting. prohibited " and." Parking prohibited " signs provided for in 
the .A~me~ t~ th~ Con~entwn of l\IarcJ: ~O.th, 1931, on the Unification of Road Signals by 
a deVI?e mdwatmg, Without any possibility of doubt, the limits of the prohibited zone. 
!or this :purpose,. the Col\Il\IITTEE 1·ecommends the adoption of the following system, already 
m force m certam towns : 

Where necessary, .a~d to the si&'n, ~elow t~e _disc, an arrow indicating the direction 
of. the zon~ wh.ere waitmg .or p~rki~g IS J?rOhibited. .A second similar sign provided 
With an an~w m the opposite duectwn might be placed at the other end of this zone . 
.A~ alternative would be to employ only one sign provided with an arrow this arrow 
bemg accompanied by a figure indicating the length of the prohibited ~one. 

III. .ACTION TAKEN WITH REGARD TO THE COl\llliTTEE'S RECOl\Il\iENDATION REL~TING TO 
THE 0BSERVA1'ION OF THE PRESCRIPTIONS OF ARTICLES 3 AND 5 OF .ANNEX C OF 
THE INTERNATIONAL CONVENTION RELATING TO MOTOR TRAFFIC. 

. The Col\Il\IITTEE to.ok cognisance of the results of the enquiry undertaken in accordance 
With the recommendatiOn adopted at its last session (.Annex 4). It noted that the regulations 
were of~en not .observed! _seemg that the competent authorities of the various countries 
had n? mterest m supervisi~g the n~ture and arrangement of nationality plates· on vehicles 
ohf t_heir own country, and did not WISh to be too strict in regard to foreiO'n vehicles entering 
t eir country. o 
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The Co:umTTEE con~idered that steps should be taken to ensure that this stipulation was 
more e_arefully observed w f~tture, and accordingly requested the Advisory ancl Technical 
Co~mttte~ to draw the ~tt.entwn of Governments once more to the desirability of complylng 
~tnctl!f tc~th all the provtswns of ~he 1926 Convention. The same conclusion applied to the 
tll,umtnatwn of these plates, (IS latd down in the Convention. 1 

.At the same time, and indepen~ently of the above procedure in regard to Governments 
the CmDII~TEE 1·eco.mm_ended that ~trect c~mmltn,~cat-ions should be addressed on this subject 
to the to11nst orgamsatwns authonsed to tssue triptychs and other travel documents an1l that 
they sho1tld be asked to apply the reg11lations strictly on these points. l\Ioreover the 
representatives of the International Touring' .Alliance and the I..A.R..A.C. stated that' they 
were prepared to approach the makers of motor accessories for this purpose. 

IV. ACTION TAKEN WITH REGARD TO THE COMMITTEE'S RECOMMENDATION CONCERNING 
THE SYSTEM OF LEVEL-CROSSINGS IN THE VICINITY OF STATIONS. 

The COMMITTEE noted the decision taken by the Advisory and Technical Committee at 
its nineteenth session. It observed with satisfaction that, in several countries, level-crossino-s 
were being abolished for the sake of safety, reaffirmed the opinions it had expressed ~n 
previous occasions and considered that this process should be encouraged and intensified 
as much as possible. It associated itself with the recommendations adopted- in this connection 
by the Special Committee for the Study of Signals at Level-crossings. In addition on 
Prince Ghika's proposal, it considered it impm-tant that the first level-crossings to be aboli~hcd 
should be those affected by station shunting operations. 

V. UNIFICATION OF STATISTICS RELATING TO ROAD TRAFFIC .ACCIDENTS. 

The PERMANENT COMMITTEE took cognisance of the work done by the Committee for 
the Unification of Statistics relating to Road Traffic .Accidents. 2 It noted "ith interest 
the recommendations made by this Committee as regards the compilation of statilltks 
and the annexes giving a list of the data to be obtained and a model form and statistical 
tables. The Cm11UITTEE proposed that the Advisory and Technical Committee should 
communicate this important docttment to the various Governments and that they should be 
requested to arrange in future for statistics on the subject to be compiled on the basis of these 
recommendations and tables. 

It was pointed out that the Eighth International Road Congress was to meet at The 
Hague in 1938 and that it had placed the unification of statistics relating to road traffic 
accidents on its agenda. The CoMMITTEE, therefm·e, expressed the opinion that it would be 
desirable for the Road Congress to consider the work in question and to treat it as a model 
to be carefully followed. 

The representative of the Communications and Transit Committee at the Eighth Road 
Congress might bring this question to the attention of the Bureau of the Permanent 
International .Association of Road Congresses. 

Moreover, the attention of the Government delegates to this Congress should no doubt 
be drawn to the necessity for avoiding duplication in the work of Road Congresses and 
that of the Communications and Transit Committee. 

VI. UNIFICATION OF 'fHE DIRECTION OF ROAD TRAFFIC 3• 

The Col\IMITTEE took cognisance of the observations of certain of its members who 
belonged to countries where traffic kept to the left and who considered on the one hand 
that this system was the most logical and theoretically the best, and on the other hand 
that any change in a country's customs as regards the side to which traffic should keep 
raised very great difficulties and might even be the cause of accidents when the system 
was being changed. 

In this connection, 1\I. V ALSINGER stated that, in his country, a veritable cam~aign 
had been undertaken in favour of introducing the rule that traffic should keep to the nght; 
but that the proposals brought before Parliament with this end in view had so far had 
no result. 

1\IR. BIRTCHNELL said that in the United Kingdom there could be no idea of bringing 
such a proposal before Parliament at the lJresent time. 

1\I. RoUBIK said that in Czechoslovakia, where the city of Prague was prepared to acc~pt 
a change in the direction of traffic, the question encountered financial difficulties whwh 
appeared to be insurmountable, at any rate for the moment. 

1 See document C.458.:11.240.1935.VIII, page 30. 
• Document C.276.:ll.l79.1937.VIII and Annex. 
a See document C.458.M.240.1935.VIII, page 28. 
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IX. REVISION OF THE INTERNATIONAL CONVENTIONS OF APRIL 24TH 1926 RELATING . 
TO l\IOTOR TRAFFIC AND ROAD TRAFFIC (Annexes 9 and 10). 

Colonel PERON ~ave th_e Commi~tee a~ .account of the progress of the work undertaken 
by the I.A.R.A.C. wrth a. vrew.to thrs renswn and stated that he would be able to submit 
proposals to the Comnnttee m a few months' time . 

. The COl\Il\liTTEE noted this statement and agreed to stncly the draft which was to be submWcd 
to ~t by the I.A.R.A.C. 

X. NEW PROGRAl\Il\IE OF CLAHIS PUT FORWARD BY l\IOTOR DRIVERS, COMMUNICATED 
BY THE INTERNATIONAL TRANSPORT \YORKERS' FEDERATION. 

Having tak.en cognisance of the text of the new programme of claims put forward 
by the ~<?tor dnvers (Annex 11) and of a communication from the Internationall!'edemt,ion 
of Chnstran Factory and Transport Workers' Syndicates (Annex 12), the Co;~mrrTEE 
adopted the following conclusions : 

The COliil\IITTEE noted that there was no need to change the conclusions it had JH"CVI:ously 
reached on the following points: A 2, 3, 4, 5, 6, C 1 and E 4 (see Annex 11). 

It further noted that the following new questions were outside its coinpetence: C 3 
and 4 (see Annex 11). 

The COl\Il\IITTEE then expressed on the remaining points the opinions set out below : 

CLAIMS. 

A. Driving licence, occupational 
training and conditions im
posed on candidates. 

1 (former 6). A licence to drive 
mechanically propelled vehicles shall 
not be granted to persons under 
18 years of age. For the professional 
use of such a licence, the minimum 
age limit shall be 21 years. 

C. Vehicles, garages, etc. 

2. Motor vehicles shall be fitted 
with a device for removing snow 
and ice from the front window in 
winter. The windows, and especially 
the windscreen, shall be made of 
safety glass. 

5 (former 30). All vehicles shall 
undergo periodical official inspec
tion, chiefly with regard to steering 
gear, brakes, tyres and chassis. 

6. The overloading of vehicles 
with passengers or goods shall be 
prohibited by appropriate regula
tions. 

CoNCLUSIONS 0~' TilE COMMITTEE. 

The Committee observes that the general num
mum age of 18 years as a condition for obtaining 
a licence for driving a mechanically propelled 
vehicle is in accordance with the provisions of the 
International Convention on Motor Traffic of 1926. 

As to the minimum age for the professional usc of 
such a licence, it observes that a general measure 
in this sense would necessitate a revision of the 
International Convention of 1926. It therefore 
proposes that the Communications and Transit 
Committee should enquire of the Governments 
whether they would be in favour of such a change. 

The Committee notes that this twofold requeHt 
corresponds to the requirements of security. Its 
purpose is being fulfilled to a growing extent in 
practice. 

It considers that Governments should be recom
mended to adopt stipulations of this kind, on the 
basis in particular of the British regulations on the 
subject (Annex 13). 

The Committee, after examining the different 
categories of vehicles and the possibility of periodical 
inspections for each of these categories, considers 
that the question may be answered in the affirma
tive as regards the public tramport of paHsengers, as 
in fact it decided at its previous discussion. Such 
measures are already taken in certain countries. 
The question only deserves attention, as regards 
other categories of vehicles, for Iorrie~ of groat 
weight and bulk, for which a periodical inspection 
would also appear to be desirable from the point of 
view of safety on the road. 

Owing to the dangers of all kinds presented 
by overloading, the Committee considers that the 
Advisory Technical Committee should make a 
recommendation to this effect to Governments. 



CLAIMS. 

D. Roads, etc. 

1. Bends in roads should be 
adequately banked up and provided 
with signals (new question). 

2. All principal thoroughfares 
shall be adequately lit and indicated 
by a system of numbers or letters 
visible in the dark (new question). 

3 (former 26). Level-crossings 
shall be abolished ; meanwhile every 
safety measure should be taken, 
especially the provision of efficient 
signalling. 

4. Underground or raised pas
sages for the use of pedestrians, and 
if necessary of cyclists, shall be con
structed as far as possible at all 
cross-roads where there is dense 
traffic. 

5. Speeial tracks for cyclists shall 
be constructed as far as possible. 

E. Jli isccllaneous. 

3 (former 3). All owners of motor 
vehicles shall be obliged to take out 
an all-in insurance policy against 
damage caused to them or to a third 
party either by the vehicle or by the 
driver while the vehicle is being 
driven or while goods are being 
loaded or unloaded. 

5 (former 17). The Governments 
of all countries shall regularly 
publish complete statistics on road 
aecidents and their causes, making a 
distinction between those in which 
motor vehicles, tramcars and other 
vehicles are involved. 
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CONCLUSIONS OF THE COMMITTEE. 

The Committee agrees with the recommendation 
made · the measures proposed are being applied in 
practi~e by all States to an increasing extent. 

A very costly measure, the general adoption of 
which cannot at present be recommended by the 
Committee. 

The Committee has already several times stressed 
the extreme desirability of abolishing level-crossings 
and, apart from this, it has made. a s_tudy of the 
signalling of level-crossings, to whwh It refers the 
reader. 1 

A question which raises difficulties of application, 
particularly from the financial point of view. Hence 
no general recommendation can be made in this 
connection. The problem of the safety of pedestrians 
is now being studied. 2 

The construction of such tracks is eminently 
desirable. They will achieve their purpose the more 
completely from the point of view of security if the 
local regulations oblige cyclists to use them so as to 
leave the road clear. 

This question is directly connected with· the 
studies on which the Rome International Institute 
for the Unification of Private Law is engaged in 
connection with the compulsory insurance of moto
rists. As the Committee is not yet in possession 
of the results of the Rome Institute's studies it is 
obliged to postpone the examination of this recom
mendation. 

This recommendation is complied with by the 
Committee's adoption of the report of the Special 
Committee set up to study the unification of 
statistics relating to road traffic accidents. 

Furthermore, the Colll.i\IITTEE hem·d with great interest the statement made by the 
representative of the International Labour Office on the questions which carne within 
that body's special province (Annex 14). 

XI. COliL\lERCIAL l\IOTOR TRANSPORT (Annex 15 ). 

l\I. DELANNEY described the studies hitherto made by the International Chamber 
of Commerce an~ particularly its Roa~ Transport Committee. He gave an account of the 
report of l\I. ~mllelrnon,. that Committee's Rapporteur on the question. On the basis 
of the. conclu~wns of this study, the Road Transport Committee had put forward a 
resolutiOn whwh had been adopted by the Council of the International Chamber of 
Commerc~ an~ then by the Co!lgress recently held in Berlin (Annex 15 ). In order to pursue 
the examl!latwn of the questwn, ~ special Sub-Committee had been set up to study the 
obstacles m the way of commerCial motor transport between one country and another 
and had met on l\Iarch 12th, 193 7. After an exchange of views in the Sub-Committe~ 
betweell: legal experts and. ~epresentatives of the forwarding agencies, the Sub-Committee 
had decided to make enqumes among the undertakings at present engaged in international 
motor transport and to send them a questionnaire for this purpose. The study made by 
the Chamber had shown that the system of bilateral agreements between States had not 

1 Document C.L.46.1936.VIII.- Annex. 
2 See Section XIII. 
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yet dev~loped to ~ny great extent. The most interesting of these agreements was tho 
Con':en~wn of ~93:> between the Belgo-Luxemburg Economic Union and France on motor 
traffic rn frontier zones (Annex 15) . 

.As a result of these indications, an exch:.mge of views took place as to whether limits 
as regards. clearance and load should not be imposed internationa.lly on eumbrous and 
heavy vehiCles. 

Various observations were made rega.rding the circulation of these vehieles. Some fio-ures 
were put forward as regards the possible international maximum for load and for clear~nee. 

Mr. BmTcHNELL pointed out that the problem would probably be simplified if instead 
of considering roads in general in the discussion, a distinetion was made bot"~ecn Uw 
categories of vehicles corresponding to certain categories of roads. 

M. ROTHJUUND supported this suggestion . 

. C~lonel P:E;rtoN pointed out th~t the exchange of views which had just taken place 
on hm1ts of weight and clearance d1d not touch the substance of the question whieh was 
a desire to facilitate international circulation of commercia,] vehicles. The diffieultil'S 
did not lie in Customs formalities, since the triptych system was alren,dy applied to foreio-n 
commercial vehicles provided that they were admitted to temporary" importation. Tl10 
real difficulties arose from the administrative formalities imposed by different countries 
for various reasons which were well known to the Committee. 

The situation from this point of view had not improved during the last few years und 
it seemed TJremature to seek to obtain a general agreement for the intcrnationnl settlement 
of the question of commercial transport. Colonel Peron was therefore of opinion that it 
would be preferable to increase the number of bilateral agreements of the kind which had 
been signed between various neighbouring countries. 

The COl\Il\fiTTEE thottght it desirable that these jacilitiP-s .~lwuld be nwltiplirtl mai11ly 
by means of bilateral agreements and should be extended to other spheres than that of triptydt.~. 

The CHAIRliiAN drew the Committee's attention to the fact that the co-ordination of 
transport - a question connected with that which had just been discussed- was being 
studied by the Communications and Transit Organisation ; he explained the present state 
of the question and expressed the hope that an international convention would be coneludcd 
at the proper time. 

The COl\fJIHTTEE noted that it was desirable for the present to await the results of the 
enqttiry unclertaken by the International Chamber of Commerce ancl the rcs·ults of the study 
by the Aclvisory and Technical Committee. 

XII. COMPULSORY INSURANCE OF l\'[OTORISTS AGAINST P A YJIIENT OF DAMAGES 
TO THIRD PARTIES. 

(a) System applied to Foreign llfotorists travelling in Countries where Insttrance is compulsory 
(.Annex 16). 

Colonel PERON explained the actual position existing in certain countries. Some of 
them in which insurance was compulsory allowed foreign motorists to enter without 

· requiring them to take out insurance policies and, moreover, adopted internal measures 
so that, if accidents were caused by such foreign motorists, the victims should nevertheless 
be compensated. 

l\f. HENDRICKX made a statement on the legal difficulties raised by this question from 
the point of view of private law on account of the differences between tho civil legislations 
in various countries. 

1\'l. DELANNEY said the International Chamber of Commerce was interested in this 
question; its Road Transport Committee had undertaken a first examination in October 1936 
on the basis of the work of the Rome International Institute for the Unification of Private 
Law . .At the Congress which it had just held in Berlin, it had decided to pursue the study 
of the problem. 

l\Ir. BIRTCHNELL, referring to studies undertaken in England, stressed the complexity 
of the question. 

l\1. ROTH::UUND thought that the solution of the problem might perhaps be facilitated 
by an agreement between the insurance companies of the various countries concerned. 

The CO:IDIITTEE noted that the 't:ery liberal system adopted by certain countries, such 
as Switzerland and Czechoslovakia, was excellent from the point of view of. the inter~sts of 
motorists on whom no formalities nor charges were imposed. Should eertam countr~es not 
think f'it 'to adopt this system, the s~s.tem sub~>tit"!'ted for. it should, at any rate, only ~rnpo~>e 
a minimum. of charges and formalttus on tounst traffw. 
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Recommendation by the Committee of Enquiry for the Ci~il Liability of. ?Io~orists 
(Third-party Risks) set up by the Rome I nternationa:l I nst~tute for the U n~fwatwn. of 
Private Lau', to the effect that the Permannent Comm~ttee should und.ertake an Enqu~ry 
and collect Statistics relating to the Compulsory Insurance of Motonsts (.Annex 17). 

M. RoTfu\fUND reported the results of the work undertaken by the Rome Interna~ional 
Institute for the Unification of Private Law which he had followed as representative of 
the Transit Organisation. 

The questions asked by the Rome Institute were three in number, as follows: 

1. What is the percentage of insured motor vehicles as compared with the nmilber 
of motor vehicles in circulation in countries which have not adopted compulsory 
insurance~ 

2. What is the approximate percentage .of accidents caused by motor vehicles 
for which no compensation could be obtained, compared with the total number of 
accidents during a year ~ 

3. What is the proportional increase of legal proceedings against. and 
compensation paid by insurance companies in countries where the insurance of 
motorists is compulsory, compared with the year preceding the introduction of such 
insurance~ 

The Co~DIITTEE recognised that the answer to question 1 might be supplied by the 
I.A.R.A.C. and the I.T.A., which should, however, be asked to indicate for the various 
countries whether their replies related to motor vehicles in circulation or registered motor 
vehicles . 

.As regards question 3, the CoiDIITTEE considered that it should be worded as follows : 

" Did a substantial increase of legal proceedings taken against and compensation 
paid by insurance companies in countries where the insurance of motorists is 
compulsory occur during the year following the adoption of the system ~ " 

and that it might be submitted to Governments, which would be able to obtain information 
from their groups of insurance companies . 

.As regards question 2, it did not appear to the COMMITTEE that either the Governments 
or the various groups concerned were in a position to furnish a satisfactory reply . 

.As to the resolution adopted on November 25th, 1936, by the Committee of Enquiry 
for the Civil Liability of Motorists (.Annex 17), the CoMMITTEE considered, on the proposal 
of l\I. RoTHJIIUND, that it should be referred to the Transit Committee. 

XIII. V ARlO US QUESTIONS : SAFETY OF PEDESTRIANS. 

~I. V ~LSINGER remind~d the Committee that, at its eighth session, it had adjourned 
consideratiOn of the questiOn of the safety of pedestrians. He thought it advisable to 
resume the exainination of this question in view of the development of traffic in large 
towns. 

He informed the Committee of the recent progress made in this ma.tter in Sweden. 

Colo~el PERON called attention to the advantage of drawing as far as possible upon 
the spe~ml chapter ~n the rights and duties of pedestrians contained in the draft 
InternatiOnal ConventiOn that was being prepared by the I..A.R . .A.C, 

. .After an exchange of views, the CoM~ITTE.E. decided to appoint two Rapporteurs, 
l\f. YALSINGER and l\I. ROTHMUND, to subm~t defmtte proposals m good time for the next 
~esswn, the former as regards pedestrians in towns, and the second as regards pedestrians 
m the open country. 

The CHAIRMAN proposed that the sfttdy entrusted to the Rapporteurs should also apply 
to cyclists, and the Cmn.rrTTEE agreed. 
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At~NEX 1. 

MECHANICAL LIGHT SIGNALS. 

ACTION TAKEN FOLLOWING THE RECO::IBIENDATION ADOPTED BY TllE PER::IIANENT 

C0:\1:\IITTEE AT ITS TENTH SESSION. 
C.C.T.fC.R./112. 

NOTE BY THE SECRETARIAT.' 
June 1937. 

I ntro(luct·ion. 

The Permanent Committee on Road Traffic at its tenth session held in Geneva from 
~ovember 1st to 5th, 1935, express.ed the wish that its recommendation concerning light 
signals should be brought to t~e notiC~ of the Governments of Europea.n countries, and also 
recommended that the mearung attnbuted to the red, amber and green Iio-hts should be 
embodied in a formal definition to be inserted in the international regulations. 

In November 1935, the Advisory and Technical Committee studied the report of the 
Permanent Com_mittee on Road Traffic on its tenth session and endorsed its conclusions. 
It stressed the Importance of the recommendation adopted by the Committee mlatin"' 
to light signals, and requested the Secretary-General to bring it to the notice of th~ 
Governments of the European States and of the other States concerned, so that : 

(a) Those Governments may be guided by it in issuing road signs in their territory ; 
(b) The Governments may, as far as they are concerned and if they think fit 

take the necessary steps to introduce into the international regulations by mean~ 
of an addition to the Annex to the Convention of 1931 concerning the Unificn,tion 
of Road Signals, in accordance with the procedure laid down in Article 13, ·tho 
principle of the meaning attached by the Permanent Committee to the red, ambtlr 
and green lights. 

In view of this resolution, the Secretary-General of the League of Nations communicated 
the recommendation of the Permanent Committee to the Governments of States 1\Icmbcrs 
and non-members by circular letter (C.L.68.1936.VIII) dated April 30th, 1936. 

The Governments of the following States have replied to the circular letter : 
Afghanistan, Union of South Africa, United States of America, Australia, Austria, 
United Kingdom of Great Britain and Northern Ireland, Bulgaria, China, Czechoslovalda, 
Free City of Danzig, Denmark, Dominican Republic, Estonia, Greece, Iceland, India, 
Irish Free State, Latvia, Liechtenstein, Lithuania, Monaco, Netherlands, Norway, Peru, 
Portugal, Roumania, Siam, Sweden, Turkey, Union of Soviet Socialist Republies, 
Yugoslavia. 

Part A. 
General 0 bservations. 

The replies show that, among the countries which have adopted light signals, the 
majority apply (or have stated their willingness to adopt) the system proposed by tho 
Permanent Committee. Furthermore, the following countries, which have not replied 
to the circular letter, have on a former occasion stated that they apply the three colour 
system: Hungary,t France, Italy, Poland (which also uses the one-colour system), Spain, 
Switzerland (which also uses the two-colour system) (see document C.468.l\1.246.1935.VIII). 

No Government party to the Convention of 1931 concerning the unificu,tion of ro:ul 
signals communicated its intention to carry out the wish expressed under (b) a?~ve 
concerning the introduction into the international regulations by means of an u,dditwn 
to the Annex of the said Convention of the meaning attached by the Permanent Committee 
to the red, amber and green lights. 

Turkey, which was not yet a party to the Convention of 1931, state~, by l~tt.er of 
September 25th, 1936, 2 that it had approved, by a Decree. of the Council of 1\!I.mst.ers 
dated July 1st, 1936, the addition to the Annex of the ConventiOn of 193~ on the u~lCatwn 
of road signalling of the desire expressed by the Advisory and Techn~eal Commit~ee for 
Communications and Transit in accordance with the procedure provided by Article 13 
of the Convention. 

It follows, therefore, that the new light signals will be used on Turkish territory. 

ANALYSIS OF REPLIES RECEIVED FROlll GOVERNJIIENTS TO CIRCULAR LETTER 
68.1936.VIII. 

I. Countries which already apply (or which have stated that they are prcparetl shortly to 
adopt) the Whole or the J1Iain lines of the Recommendation. 

The Union of South Africa (the system is applied in the provinces of. Cape of G_oou 
Hope, Orange Free State and Transvaal, and its application is contemp~ated m the provt?ce 
of Natal), Australia 3 (New South \Vales, Victoria, Queensland, Tasmama, South Australm), 

1 In Budapest. 
• Turkey ratified the Convention on October 15th, 1936. 
a See also under III. · 
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United Kingdom of Great Britain and Norther~ Ireland {ex?ept as regar~s the meani~g 
of pedestrians' signals, and the use of a flashmg amber ligh~ at crossmgs), Bulgan~, 
China, Czechoslovakia {will take accou~t of the recommen~a~wn ~he~ new road_ traffic 
regulations are issued), Denmark, Estorua {contemplates _therr ~cluswn m the tr~IC rules 
shortly to be put in force), Irish Free State {three-col~ur light signal system to b_e mstalled 
in the city of Dublin as an experiment), Iceland {will apply the _recomme~d~twn on t~e 
introduction in the near future of new traffic regulations m Re!kJaVIk_), Latvia, 
Netherlands, Siam, Sweden, Turkey, Union of Soviet Socialist Republics, Uruted States 
of .America. 

II. Countries which have taken due note of the Recommendation. 

Dominican Republic, Liechtenstein, l\1onaco. 

III. Countries which have not installed Mechanical Light Signals . 

.Afghanistan, .Australia,l {Western .Australia- the recommendation of t~e Permane_nt 
Committee will be borne in mind when light signals become necessary), Free City o~ Da~zig, 
Greece, India, Lithuania, Portuga1,2 Roumania (_the i~stallation of the mecharucal light 
signals recommended by the Permanent Committee 1s contemplated at a later date), 
Yugoslavia. 

IV. Countries which have adopted Other Tmffic Control Systems. 

Austria s {two-colour system), Norway {two-~olour system, with flashing green li&'ht 
as intermediate signal between green and red lights), Peru 4 {two-colour system with 
intermediate red light). 

Part B. 

SUMMARY OF THE REPLIES RECEIVED FROM GOVERNMENTS TO CIRCULAR LETTER 

68.1936.VIII. 

Afghanistan. 

By letter dated .August 25th, 1936, the .Afghan Government stated that these 
recommendations cannot be applied in .Afghanistan, as the volume of traffic has not so 
far reached a stage of development which justifies their application. 

Union of South Africa. 

By letter dated December 3rd, 1936, the South .African Government stated that the 
mechanical light signals in question are in force in the Province of the Cape of Good Hope 
and the Province of the Orange Free State within the areas of local authorities which have 
considered their installation necessary for the regulation of motor traffic. .As regards the 
Province of Natal, the recommendations were submitted to the Motor Ordinance Enquiry 
Committee which was then sitting, and the Committee resolved that the recommendations 
should be noted for consideration in connection with the regulations to be framed under 
the ne~ Mo~or C~r and Road Traffic Ordinance. In the Province of the Transvaal, 
mecharucal light signals such as are recommended are in use throughout the Province 
in areas in which the local authorities consider the signals necessary for the control of 
traffic. 

Commonwealth of Australia. 

By letter dated .August 31st, 1936, the Commonwealth Government stated that this 
was a matter which mainly concerned the State Governments in .Australia. He therefore 
forwarded copies of the replies received from the various States, s as follows : 

New South Wales. 

The main features of the recommendation -viz., that traffic control light signals 
should follow the three-colour system and that such colours should have certain meanings-

1 See also under I. 

xili
• The Autonomous ~oad Board is in favour of the three-colour system and the flashing amber light as an 

au ary system at crossmgs. 
! ~~t~a mi_ghtG however, be willing to use a three-colour system adopted by international convention. 

b th P
e eruvitanC ove_rnment states that there would be no objection to adopting the system recommended 

y e ermanen omm1ttee. 

9th 
6

1~3s7r~~~:r~dwt~~~th8Walets, thGe information was supplemented by a letter from the Premier of l\Iarch 
' • e ecre ary. eneral by the Commonwealth Government on March 16th, 1937. 
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are alre~dy in op~ration in this State, in so far as they apply to the driwrs of y 1 · 1 
or the nders of bwycles or horses. e ur es 

. Light signals to control traffic are at ~resent i~stalled at one interseetion only. Further, 
~ tender. has now been aecepted for the msta.Ilahon of surh signals at twenty additional 
mtersect10ns, and the work IS to begin in the near future. 

?irections g_iven by the signa:ls _haYe th~ same meaning for pedestria.ns as for whirulnr 
traffi~. If expen~nce shows. that It Is. e_xpedwnt to do so, consideration will be giwn to the 
questiOn ~f ;making regulatiOns reqmnng pedestrians to comply "ith such dirertions. So 
~ar, no ~iffiCulty has _been .el!countered in connection "ith 11edestrian traffic at, the 
mterse?t10n where the Signal Is mstalled and no necessity for such regulations has therefore 
been disclosed. 

. With regard to the second recommendation, the existing signal installed by the New 
South.Wales D~pa_rti?ent of Road Transport is operated continuously throughotit Uw day 
and mght and 1t IS _mtended t? operate t~e additional traffic signals in the same way ; 
therefore, the necessity for flashmg amber lights at places where such signals are instnllt•d 
does not arise. 

Where traffic is not controlled by mechanical light signals or by traffic officers sio·ns 
are installed ·when considered necessary to indicate danger spots. Recently, the Sta;1 da~·ds 
Association of Australia prepared a code for the design, location, erection and use of road 
signs for the guidance of traffic and, so far as practicable, the information set out in this 
code will be adopted in the future. Having regard to the fact that any proposal to alter 
such signs would need to be concurred in by various road authorities throughout Australia 
it is thought that it would not be advisable to open up the question of using flashin" ambt•;. 
lights as suggested. "' 

The question of using fixed amber lights to indicate obstacles upon public ro~tds has 
been considered in consultation with the various bodies who carry out work upon the 
roads and it has been ascerained that it is the general practice at preEent to indicate 
obstructions by means of red or series of red and green lights, the significance of which iN 
thoroughly understood by the public. This arrangement has been adopted by the State 
highway authorities of Australia, including the Department of l\Iain Roads of New South 
Wales, which is also endeavouring to secure the use of 8imilar lights by all councils carrying 
out work on main roads. In the circumstances, the Department of Road Transport and the 
other bodies concerned are unanimously of the opinion that the use of amber lights in 
the manner suggested might cause confusion and would involve a considerable eXJll'IHlituro 
which does not appear to be warranted, and it is therefore considered that the adoption 
of such lights would not be advisable. 

Victot·ia. 
1\ieehanicallight signals are used only in the City of Melbourne, and are crcctrd under 

the authority of the city Council. 
Where these signals are in operation, they conform to the recommendations. 

Queensland. 
The only traffic signal lights in this State are installed on the western side of Albert 

Square, City. They are the electro-matic vehicle actuated type. 
They display the three colours - viz., red, amber and green - and they conform 

in every way to the standards approved of, with the exception that the red and amber 
lights show for some seconds together before they disappear simultaneously and are replaced 
by the green light. . 

However, the amber light has no significance in itself, but merely calls the attentiOn 
of the public to the impending change. 

The vicinity of the light signals is well lighted ; therefore, amber flash signals are not 
necessary, although the idea of letting the public know that the colour signals have ceaRed 
is a good one as otherwise drivers may hesitate and obstruct traffic by bringing their vehi(;les 
to a standstill in the hope of seeing the coloured lights at some point ahead. The work1~g 
of the colour system is now fairly well known in Brisbane and it only ceases when the traffic 
is very light. . 

Obstacles are not indicated by a fixed amber light in this State. It is usual. when 
sewerage or other works are being carried out on t~e public road to call the att.entwn. of 
drivers thereto by means of lamps showing a red hght. Such work, of course, II! earned 
out by private firms or municipal bodies. 

The recommendations will be kept on record for future reference. 

Western A 1tstmlia. 
There are no automatic signals installed in this State, but should it be found n_eces~ary 

to do SO at some later date the proYision of the three different lights will be borne Ill mmd. 

Tasmania. 
The recommendations will be given effect to in this State. 

South Australia. 
It is the intention of the City Council in Adelaide to instal mechanical l!ght sign_als 

at main intersections, and the lights will be red, green and amber. The other mformahon 
contained in the recommendation has been noted. 
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Austria. 

In a letter dated October 30th, 1936, the Austrian Government made the following 
observations : 

" The principles governing Austrian regulations as regards light sig;nals ~re in 
conformity with the recommendation with the single difference that ~he hght signals 
adopted by the Government authorities do not include the yellow hght, because of 
the uncertainty and ambiguity to which its use may give ris~ in p~actice. A?stria 
might consider acceding to an international convention on this subJect, even _If the 
regulations proposed in the above-mentioned recommendation were adopted Without 
change." 

Unite(l Kingdom of Great Britain and Northern Ireland. 

By letter dated July 7th, 1936, His Majesty's Government in the United Kingdom 
stated that it is in agreement with the recommendations so far as the adoption of a three
colour system is concerned. The interpretation of the meaning of the signals which is 
incorporated in paragraph 28 of the Traffic Signs (Size, Colour and Type) Provisional 
Regulations, 1933, and which is also explained on page 20 of the Supplementary Notes 
to the Highway Code, does not differ materially from these recommendations. His 
Majesty's Government are, however, unable to accept the suggestion that the road signals 
should have the same prohibitory effect for pedestrians as for drivers. 

Where flashing signals are used to indicate cross-roads, the practice in the United 
Kingdom is to use a red and not an amber colour for the signal and, as these signals are 
now familiar to driYers in this country, His Majesty's Government considers that it would 
not be justified in introducing any change. 

His Majesty's Government adds that, while desirous of adhering in principle so far as 
possible to recommendations designed to secure uniformity in traffic signs throughout 
Europe, it considers that conditions in the United Kingdom are of a special character and 
that, where there are established variations from continental practice, it would be 
undesirable in the interests of public safety to modify the practice. For these reasons, 
it was stated on behalf of His Majesty's Government at the first meeting of the Committee 
on Road Signalling of the European Conference on Road Traffic, held at Geneva on 
March 16th, 1931, that it was not prepared to extend its international obligations as regards 
traffic signs other than those specified in the annex to the International Convention of 
1926 relating to l\Iotor Traffic.l 

Bulgaria. 

By letter dated June 6th, 1936, the Bulgarian Government stated that the Directorate 
Genera.! of Public Works and Communications accepts the recommendation in question. 

China. 

By letter dated September 14th, 1936, the Chinese Government stated that it had 
~itherto ~dopted o_nly light signals of two colours.- i.e., red and green. Nevertheless, 
It appreciates th~ Im~ortan_ce of the recommenda~10n and will take the necessary steps 
to adopt mechamcal hght signals of three colours m its territory in future. 

Free City of Danzig. 

By letter dated October 9th, 1935, the Polish Government communicated the 
following re~ly from the Senate of th~ Fre_e Cit~ of Danzig : " The Free City of Danzig has 
not yet applied the system of mechamcallight Signals to regulate traffic in the City and its 
application is not contemplated at present. " ' 

Denmark . 

. By l~tter ,d~ted August ~5~h, 1936, t~e Da;nish Government stated that the system 
of hght signals m Denmark IS m conformity with the recommendation in question. 

Dominican Republic. 

By letter dated l\Iay 26th, 1936, the Government of the Dominican Republic stated 
that due note had been taken of the recommendation in question. 

Estonia. 

B~ ~etter dated July 29th, 1936, the Estonian Government stated that the competent 
authonties had declare~ themse~ves in favour of the mechanical light signals recommended 
and that they had. decided to mclude the correspondino- provisions in the Traffic Rules 
shortly to be put m force. "' 

1 Document C.438.:r.I.I85.193I.VIII, page 83. 
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United States of Ameril'a. 

~y letter d3:ted July ll~h, 1936, the United States Government stated that the stand·nd 
Am~rwan pra~tiCe concermng mechanical light signals and the recommend t: '1 ·, subJect were m almost complete accord.l a lOU on t m 

Greece • 

• 0' B~ letter dated Febru~ry 6th, 19?6, the Gr~ek G.overnment stated that mechanical 
hbht Signals for the regulatiOn of traffic at road JUnctiOns are not used in tho Kingdom. 

India. 

!3Y letter dat~d. June 23rd, 1937, the Secretary of State for India, stated that, basing 
con~Idered the opm10ns of all l.ocal governments and administrations, the Government <Jf 
India had come to the conclusiOn that the conditions in India did not a.t IH'escnt require 
the standardisation of coloured light signals. 

Irish Free State. 

By letter dated July 15th, 1936, the Government of tho Irish Free Sta.te sta.ted that it, 
intended to instal in the near future in the city of Dublin tho three-colour lio·ht sio·u:tl 
system for the regulation of traffic. The installation will be made in the first inst~nce 
as an experiment and no regulations "ill be issued in this respect until experience in Dublin 
has proved successful. 

Iceland. 

By letter dated February 18th, 1937, the Danish Government communica.ted that 
mechanical light signals are not used in Iceland. The competent authorities ltre, however, 
contemplating the introduction of new traffic regulations in Reykjavik a,nd will ltpply 
the recommendation in question. 

Latvia. 

By letter dated June 27th, 1936, the Latvian Government stated that the 
recommendation concerning mechanical light signals and the significance to be givllll 
to red, amber and green lights have already been adopted by the competent authorities 
and published in No. 156 of the Official J ottrnal of 1935. The necessary meclmnieltl 
apparatus has, however, not yet been installed in Latvia and the traffic at road junet.ions 
is regulated as hitherto by traffic police. 

Liechtenstein. 

By letter dated May 15th, 1936, the Government of Liechtenstein stated that it waR 
prepared to take into account the recommendation adopted. 

Lithuania. 

By letter dated April 8th, 1936, the Lithuanian Government communit•ate<l that 
mechanical light signals are not used in Lithuania and that the introduction of thi~ Hystt1111 

of signalling is not contemplated in the near future. 

1\Ionaco: 

By letter dated June lOth, 1936, the Government of the Principality stated that it 
would not fail to take into consideration the recommendation when mechanical light 
signals are installed in its territory. 

Norway. 

By letter dated July 20th, 1936, the Norwegian Government stated that the two-colour 
system (green and red lights) was the only one used in Norway. Instead of ~mber as a.n 
intermediate signal between the fixed green and the fixed red lights, a flaHhmg green 1s 
used. This system has worked satisfactorily and it is not considered desirable to replace 
the existing apparatus. 

Netherlands. 

In a letter dated August 6th, 1936, the Netherlands Government communicate1l 
that the meaning of light signals in the Netherlands was stated in a letter rlate1l 
December lOth 1935 (in reply to circular letter 105 of 1935).2 The definition of the 
meaning of the 'amber signal contained therein (see appendix), while being ~;i~ilar to that 
given in the recommendation, seems to be more precise as it explains what 1s meant by 
'having entered the cross-roads '. 

1 The" l\Ianual on Uniform Traffic Control Devices for Streets and Highways", which was .attaclw.d to the 
communication from the United States Government, may be consulted in the archive~ of the

1
Secreianat. ,. 

2 This reply states that both th~ two-colour ~nd the th;ee-colour systems a~e used Ill the Net!wrlm.t~M. ~ lw 
three· colour system is the more Widespread, bemg used Ill fourteen of the mghtcen cfJrnrnuucs 'II Inch h.tve 
introduced mechanical light ~ignalling. 
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The recommendation that the signals should have the same meaning for drivers of 
all vehicles and for pedestrians cannot be adopted in the Nether lands since the signals in 
question are exclusivelv intended for drivers of vehicles. 

The Netherlands Government cannot accept the recommendation to use the amber 
signal as intermediate between red and green, as this is very often the cause of premature 
proceeding of waiting vehicles. This drawback has been experienced to su~h an ex~ent 
that the Government is considering a definite prohibition of the amber signal as Intermediate 
between red and green. The showing of an amber signal side by side with the red signal 
has the same drawback. . 

The order in which the three colours appear is in conformity with the recommendation 
adopted. . 

As regards the signalling of obstacles to be avoided, a fixed amber light_ is not at present 
used. Road repairs for example are marked by red lights. For practical reasons, Her 
Majesty's Government considers it preferable to retain the present system of signalling 
for obstacles to be avoided. 

Peru. 

By letter dated September 22nd, 1936, the Peruvian GovernmEnt communicated 
the following observations : " . . . When mechanical light signals were introduced 
at Lima, apparatus with lights or three colours were at first employed ; but the use of 
an amber light having given rise to confusion, it was gradually replaced by a red light 
with a better visibility. The change from a green light (all clear) to a red light (stop) and 
vice versa is announced by an intermediate red light which replaces the amber light. This 
two-colour system is now alone used. 

Whenever special precautions are necessary -diversion of traffic, sharp turning, 
or dangerous cross-roads- use is made of light signals with intermittent red lights7 this 
being the colour universally adopted for danger signals. 

To sum up, the amber colour is not utilised in the mechanical light signals in use 
in tlJe country, but there would be no objection to adopting it if necessary; there would 
also be no objection to adopting the other measures for the ~tandardisation of the three-colour 
syEtem of signals, subject to making the necessary modifications in the clockwork which 
governs the ·electric circuit of the signals. It would also be necessary to undertake a 

. widespread advertisement campaign in good time in order to inform the public of the changes 
made and of the exact meaning to be attached to the colours utilised in accordance with 
the international system . . . " 

Portugal. 

By letter dated August 21st, 1936, the Portuguese Government stated that mechanical 
light signals are not at present used in Portugal as the volume of traffic does not call for 
them. Nevertheless, the Autonomous Road Board is in favour of the adoption of the three
colour system recommended - i.e., fixed lights without showing more than one colour 
at a time. The Autonomou~ Road Council is also in favour of the ado.r;tion of the flashing 
amber light to mark crossings where no signalling exists at present or at hours when the 
three-colour light signals are not operating. 

Roumania. 

By letter dated November 26th, 1936, the Roumanian Government communicated 
that the competent Roumanian authorities would not fail to avail themselves of the results 
of the recommendation adopted. In view of the importance of this question for the 
improvement of road traffic, the competent authorities contemplate the introduction 
of the mecha~ical light signals recommended as soon as the budget permits. 

Siam. 

By letter dated July lOth, 1936, the Siamese Government stated that traffic regulations 
have already been issued regarding the use in conformity with the recommendation of the 
Permanent Committee on Road Traffic of such mechanical liO'ht signals as have been 
installed in Siam. "' 

Sweden. 

By letter dated November 13th, 1936, the Swedish Government communicated that 
the question of road si~nalling was under examination by the competent Swedish authorities 
and th_at draft regulatiOns had been drawn up, the provisions of which as far as mechanical 
road Signals are concerned are in conformity with the recommendation. 1 

Czechoslovakia. 

By letter dated Oc_tob~r 9th, 1936, the Czechoslovak Government stated that it would 
take the recommendatiOn mto account when new road traffic regulations are issued. 

Tl .
1 Sine~ ~he receipt of this reply, the Regulations on Road Traffic have been adopted (January 22nd 1937) 

ten· provtswns arc m conformity with the recommendation. . ' · · 
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Turk!'y. 

By letter dated September 25th, 1936, the Turkish Government shted that ·t 1 l 
approved, by a Decree of the Council of :Ministers dated July 1st 1936'' the ~dd.;. I<Hf 
the desire exp~essed to th~ Annex of the Conn•ntion of Hl31 'i~ <tcco~·danc' \~nlo 
procedure provided by Article 13 of the Convention. ' e " 1 t 1C 

l'nion or Soviet Socinlist R!'Jmblics. 

By_ letter date~ July 8th, 1936, ~he Gov~rnment of the Union of Soviet Socia.li~t 
R:,_puJ;>hc~ commumca~ed that, accordmg to mformation receiwd from the competent 
~r,am~atwns of the Umon, there would be no difficulty in the introduction of the meelmnical 
hgh~ Signals recom~ended. The People's Commissariat added that light 8ignals grouppd 
vertiCally and the dial apparatus are both used in the Union of Soviet Sochtlist Rt•publics. 

Yugoslavia. 

By _Iette_r dat~d September lOth, 1935, the Yugoslav Government stlttetl that, 110 
mechamcal hght Signals to regulate traffic at road junctions exist in Yugoslavia, . 

.A ppenclix. 

SUl\li\IARY OF TJ:IE PARTICULARS REGARDING THE MEANING OF THE AillBEit LIGll'L' GIVEN 
BY THE NETHERLANDS GOVERNMENT IN A LETTER DATED DECEMBER 10TII 1935 IN 
REPLY TO CIRCULAR LETTER No. 105 OF 1935. 

An amber light may be used as an intermediate signal. If it follows a green Ught the 
meaning of an amber light is as follows : · ' 

It is prohibited to proceed when this l~ght appears, except in the case of vehicles having 
already entered the cross-roads or having passed the line of stopparre, or havinrr approached 
the cross-roads or theline of stoppage in such a way that they c;nnot stop short of those 
limits. 

If an amber light follows a red light, its meaning is : proceecl-ing prohibited. 

ANNEX :!. 

NEW ROAD SIGNS PROHIBITING OVERTAKING AND THE USE 
OF SOUND WARNING SIGNALS. 

ACTIO~ TAKEN FOLLOWING THE RECO;\DIENDATION ADOPTED BY THE PERMANENT 

COl\Il\IITTEE AT ITS TENTH SESSION. 

C.C.T.fC.R./113. 
June 1937. 

NOTE BY THE SECRETARIAT. 
I ntrocl1H:tion. 

The Permanent Committee at its tenth session held in Geneva from November !Ht 
. to 5th, 1935, expressed the wish that its recommendation concerning the introduction 

of two new road signs should be brought to the attention of the Governments of European 
countries, and also recommended that the two new signs should be included in the 
international regulations. . 

The Advisory and Technical Committee studied the report of the Permanent Committee 
on Road Traffic on its tenth session and endorsed its concluHions. It streHHCd the 
importance of the recommendation adopted by the Permanent Committee relating to the 
ntroduction of the two new signs, and requested the Secretary-General to bring it to the 
notice of the Governments of the European States and of other States concerned, so that : 

(a) Those Governments may be guided by it in i~;suing road sign~; in their 
territory; 

(b) The Governments may, as far as they are concerned and if they think fit~ 
take the necessary steps to introduce into the international regulations b.y _mc~ns of 
an addition to the .Annex of the Convention of 1931 concerning the Unifwatwn of 
Road Signals, in accordance with the procedure laid down in Artitle 13, the two 
new signs mentioned above. 

In view of this resolution, the Secr.etary-General of the League of NationH communic~ated 
the recommendation of the Permanent Committee to the Governments of StateH Members 
and non-members by circular letter dated April 30th, 1U:3G (C.L.G!UU36.VIII). 
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The Governments of the following States have replied to the circular letter : 
Af"'hanistan Union of South Africa, United States of America, Australia, Austria, United 
K~gdom of Great Britain and Northern Irel~nd, Bulgaria, China! Cze.choslova~a, 
Denmark Ecuador Estonia, Iceland, India, Insh Free State, Latvm, L1echtenstem, 
Monaco, 'Netherlands, Norway, Portugal, Roumania, Siam, Sweden, Turkey, Union of 
Soviet Socialist Republics, Yugoslavia. 

Part A. 

General 0 bservations. 

Among the twenty-seven countries which have replied to the circular letter, fourteen 
have already introduced, or intend shortly to introduce, the signs recommended, an.d 
five other countries have accepted them and will apply them should the volume of traffiC 
justify such a measure. Eight countries have stated that they do not intend to introduce 
the two signs in question. The following reasons were given: 

1. The signs do not meet traffic needs (Denmark, United Kingdom, Netherlands 
-as regards the sign prohibiting the use of sound warning signals). 

2. The geographical and linguistic situation of the country does not call for the use 
of symbols on road signs (Australia, United States of America). 

3. The proposed signs give rise in themselves to criticism (Austria, Netherlands 
- as regards the sign prohibiting overtaking). 

The Austrian Government observes on the one hand that, if the sign " Overtaking 
prohibited " were to be displayed at all places where overtaking might be dangerous, this 
would mean, in view of the nature of the country in Austria, the provision of an excessive 
number of such signs. Drivers might in consequence believe they were entitled to assume 
that overtaking was permitted wherever the signal was not displayed. 

On the other hand, the introduction of such a sign would necessitate the indication 
of the road sector to which the prohibition applies (a measure not provided for in the 
recommendation). Moreover, the sign, being absolute and comprehensive of all classes 
of vehicle without distinction, would result in unnecessary obstruction of traffic. Finally, 
the Austrian Government draws the attention of the Permanent Committee to the 
desirability of considering whether and how temporary restrictions of the use of sound 
warning signals could be indicated by international signs. 

The N etherbnds Government states that it prefers the sign bearing two motor-cars, 
as used exclusively in the Netherlands, to the sign bearing two arrows recommended by the 
Permanent Committee because the prohibition to overtake applies in the Nether lands to 
motor vehicles only. The prohibition of motor vehicles to overtake animal-drawn vehicles 
might result in the obstruction of traffic. 

No Government party to the Convention of 1931 concerning the unification of road 
signals communicated its intention to carry out the wish expressed under (b) above 
concerning the introduction into the international regulations by means of an addition to 
the Annex of the said Convention of the two new signs. 

Turkey, which was not yet a party to the Convention of 1931, stated by letter dated 
September 25th, 1936 I, that it had approved by a Decree of the Council of Ministers dated 
July 1st, 1936, the addition to the Annex of the Convention of 1931 on the unification of 
road signals of the desire expressed by the Advisory and Technical Committee for 
Communications and Transit in accordance with the procedure provided by Article 13 
of the Convention. · 

It follows, therefore, that the new ro.ad signs will be med on Turkish territory. 

ANALYSIS OF REPLIES RECEIVED FROl\I GOVERNl\IENTS TO CIRCULAR LETTER No. 69.1936.VIII. 

I. Countries w~tich have already introduced or are prepared shortly to introduce the Two 
~&~ . 

Bulgaria, China, Czechoslovakia, Ecuador Estonia India Latvia Liechtenste1·n, 
Norway Po t 1 2 R · T k U · ' ' ' ' , r uga , oumama, ur ey, mon of Soviet Socialist Republics, Yugoslavia. 

II. Cottntr~es which a.ppmve the New Signs and intend to apply them should · 
ar~se. occaswn 

Afghanistan, Union of South Africa 3 (in the provinces of Cape of Good Hope Natal 
and Orange Free State), Monaco, Siam, Sweden. ' 

1 Turkey ratified the Convention on October 15th 1936. 
: §':ee ~~~o~~de~uh~~ad Board is in favour of th~ use of the two signs on the national roads. 
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III. Co nntries u·hieh have taken tlue note of the Recommendation. 

Union of South Africa (in the proYince of TransYaal).l 

IV. Countries which are not prepa.red to ad<>pt the Recommendat.ion. 

Austria, United Kingdom of Great Britain and Northern Ireland Denmarl· I.· ·I 
Free State, Iceland, ~ eth_erlands 2 (as regards the sign relating to t~e prohlbi~lonn:~~ 
the use of sound warmng signals). 

V. Co~tntries ~chich ha.t•e ad<>ptetl Other Signs for the Sttme Pnrpose. 

Australia, Netherlands 3 (as regards the sign prohibiting overtaking), Unitl•d Stah·~ 
of America. 

Pa1·t ll. 

SUllll\IARY OF THE REPLIES RECEIVED FR0:\I GOVERNlllENTS '1'0 CIRCULAR LE'l'TI,at 

No. 69.1936.VIII. 

Afghanistan. 

By letter dated August 24th, 1936, the Afghan GoYernment stated that the two new 
signs recommended were useful and could be adopted. 

Union of South Africa. 

By letter dated December 23rd, 1936, the Department of External Affairs stated tlmt 
the matter had received the consideration of the Proyincial Administrations under whoso 
purview it fell. 

In the Province of the Cape of Good Hope, the sign "Overtaking prohibited " was 
not in use, but the Administration expressed the opinion that the sign would no doubt 
be adopted in the form indicated should it be considered that a regulation permitting 
such a prohibition was necessary. 

With reference to the sign "Use of sound signals prohibited " the Administration 
had under consideration the question of giving powers to local authorities to establish 
" Silent zones " and the recommendation of the Transit Organisation would be borne in 
mind should those powers be granted. 

In the Province of Natal, the recommendation in regard to both signs was submitted 
to the Motor Ordinance Enquiry Committee, and the Committee resolved that the 
recommendations be noted for consideration in connection with any regulations to be framed 
under the new J.\tlotor-car and Road Traffic Ordinance. 

As regards the Province of the Orange Free State, the Administration remarked that 
little, if any, need existed at present for the adoption of the two signs, but if they were 
adopted generally in other parts of the Union the Administration would be prepared to 
agree to incorporate them in regulations. 

The Administration of the Province of the Transvaal had taken due note of the 
recommendation in regard to both signs. 

Commonwealth of Australia. 

By letter dated June 9th, 1936, the Australian Government referred to a previous 
communication, dated June 24th, 1935, setting out its attitude toward:; the 1 !J31 
Convention. This communication contains the following observation : 

Owing to the considerable foreign traffic in many European countries, road symbols 
instead of words are to be recommended, and the necessity for uniformity is probably 
essential, but in Australia foreign road traffic is negligible and t~c~·e are no Jangu~gc 
difficulties. The warning signs adopted in Australia follow the Bnt1sh system of usmg 
a red triangle to indicate danger, the nature thereof being stated in writing. . 

In the circumstances, it is not proposed at present to take any action towards accessiOn 
in respect of the Commonwealth of Australia to this Convention. 

Austria. 

By a letter dated October 20th, 1936, the Austrian Govemmcnt made the following 
communication : 

(a) Sign prohibiting ove1·taking. - The Road Traffic Regulations in forec in Austria 
lay down general rules as to overtaking and the conditions in which it is prohibite~l. On 
the basis of these regulations, the driver has to decide for himself whethe~, m the 
circumstances, he can overtake or not. As a rule, secondary roads arc not very wide, there 

' See also under II. 
z See also under V. 
• See also under IV. 
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are a o-ood many curves, and visibility is not very good. At the same time, there are 
relativ~ly few places in .which it is. necessa!y entirely to. prohibit over~aking,_ aJ?-d such a 
measure is only required temporanly, for mstance, durmg road repairs, brnldmg work 
on adjacent land, etc. If all places in which overtaking might on occasion be some~hat 
dano-erous had to be indicated by a special sign, there would be far too many of these signs, 
in view of the very uneven country through which most of the Austrian roads pass. The 
consequence would be that, where there were no such signs, drivers might think they 
were entitled to assume, in the absence of any indication to the contrary, that overtaking 
was permitted in all circumstances without exception. Attempts might ~ven be made 
to throw third-party responsibility on the road authorities, should an accident occur as 
a result of, or on the occasion of, overtaking .in a place where there was no sign. 

In view of these circumstances and of the objections to increasing the present number 
of road signs, the Austrian Government does not feel able to become a party to a Convention 
for the purpose of introducing the said sign. It seems desirable to point out, moreover, 
that, if such a sign were introduced in practice, it would also be necessary - this is not 
provided for in the recommendation -to indicate the sector to which the prohibition 
applies. This would be particularly necessary because the sign, being absolute and 
comprehensive of all classes of vehicles without distinction, would obstruct traffic 
unneccessarily. It often happens that a vehicle, especially if drawn by an animal, can safely 
be overtaken by bicycles or motor-cycles and the prohibition should reasonably be limited 
to vehicles of certain dimensions. 

(b) Sign prohibiting the use of sound warning signals. - The Austrian Government 
has no objection in principl~ to this sign ; it must, however, reserve its right to consider 
the question of accession to a Convention relating thereto until such time as it has itself 
established a rule prohibiting the use of sound warning signs, either generally or during 
certain hours of the day. For the moment, the only action it is considering is the 
introduction of a law authorising the prohibition of sound warning signals during the 
night. As it is probable that sound signals are prohibited during certain hours of the day 
in other countries, it might be well to draw the attention of the Committee on Road Traffic 
to the desirability of considering whether and, if so, how such temporary restrictions 
could be indicated by international signs. 

United Kingdom or Great Britain and No•·thern Ireland. 

By letter of July 7th, 1936, the United Kingdom Government communicated the 
following observations: 

Overtaking prohibited. - In view of the very few cases where overtaking is prohibited 
in the United Kingdom, the competent authorities of His Majesty's Government consider 
that the adoption of the sign suggested would not convey the requisite intimation to drivers. 
Should the practice of prohibiting overtaking become more widely extended, further 
consideration will be given to the matter. · 

Use of sound signals prohibited. - Apart from the general requirement that warning 
instruments should not be sounded between the hours of 11.30 p.m. and 7 a.m. on any 
road on which there is provided a system of street lighting furnished by means of lamps 
placed n_ot more than 200 ;yards apart, there are no local provisions prohibiting the use 
?f such mst!uments. In vww of the nature of the requirement in the United Kingdom, 
It has not hitherto been found necessary to employ a special sign for the purpose of giving 
the requi~ite information to drivers. Should it ultimately be found necessary to adopt 
such a Sign, the recommendation of the Transit Organisation will be given the most 
careful consideration. 

Bulgaria. 

By le~ter dated June 6th, 1936, the Bulgarian Government stated that the Bulgarian 
General Directorate o! Public \Vorks and Communications accepts the two new road signs 
recommended and will take the necessary steps to apply them. 

China. 

By letter dated S~ptember 14th, 1936, the Chinese Government stated that it will take 
the necessary steps to mt_roduce the two new signs recommended by means of an addendum 
to the Annex to the Chmese Road Circulation Regulations of December 21st, 1934. 

Denmark. 

By let~.er _dated August 15th, 1936, the Danish Government stated that the exigencies 
o.f the traffic m Denmark do not at present justify the introduction of the two new road 
signs recommended. 

Ecuador. 

B;y letter dated J!lne 15th, 1936, the Ecuadorian Government stated that the two 
new signs would certamly be adopted by the Police Authorities. 
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Estonia. 

B~ !ett~r dated .July 13th, 1936, the Estonian Government stated that the competent 
a.uthonties m Estoma had declare~ themselves in favour of the adoption of the new road 
Signs and had taken measures to mtroduce them. 

United States of America. 

By letter dated June 11th, 1936, the United States Government made the followinO' 
observations: "' 

It appears that t~e system ?f road signalling recommended is based almost entirl'lY 
upon ~YJ?bols, a pract~ce of obvwus value where a ~um~er of different htngunges are in 
use withm a comparatively small area. As such a SituatiOn does not exist in the United 
States, the standard American practice in regard to such signals, concernin"' which no 
change is contemplated, is to use words rather than symbols. "' 

India. 

By letter dated June 23rd, 1937, the Secretary of State for India stated that, after 
considering the opinions of all local governments and administrations, the Government; 
of India had come to the conclusion that the use of the two road signs (" Overtakin"' 
prohibited " and " Use of sound signals prohibited") may gradually become necessa.ry 
in certain localities, in which case they should be generally known. The Government 
had accordingly decided to include the two road signs in the series of stanf.lard numdatory 
or prohibitory road signs and recommended that they be followed in future where such 
signs are needed. 

Irish Free State. 

By letter of July 15th, 1936, the Government of the Irish Free State stated that they 
do not intend at present to adopt road signs prohibiting overtaking or restricting the use 
of sound warning signals. 

Iceland. 

By letter dated February 18th, 1937, the Danish Government stated that the signs 
recommended were not used in Iceland. 

Latvia. 

By letter dated June 27th, 1936, the Latvian Government stated that the authorities 
had declared themselves in favour of the introduction of the two new signs and had decided 
to take all the necessary steps to publish as soon as possible an addendum to the relevant 
rules and regulations already in force. 

Liechtenstein. 

By letter dated May 15th, 1936, the Government of the Principality of Liechtenstein 
stated that it approved the recommendations on this subject and would carry them out. 

1\lonaco. 

By letter dated June lOth, 1936, the Government of the Principality communicated 
that it considered that there would be every advantage in adopting the new signs. 

Norway. 

By letter dated July 20th, 1936, the Norwegian Government stated that the competent 
authorities had intimated that they intended to recommend the adoption of the two new 
road signs. 

Netherlands. 

A. By a letter dated August 8th, 1936, the Government of the Netherlands made 
the following observations concerning the Kingdom in Europe. 

Sign prohibiting overtaking.- The prohibition to overtake is regulated bY: Article 11 (b) 
of the Regulations on l\Iotor Vehicles and Bicycles. These regulations pro.vide t~at motor 
vehicles may be prohibited from overtaking other motor vehieles on certam specml roads. 
(This prohibition is clearly indicated by the sign depicted in Annex V (b) to the Decr~e 
on l\Iotor Vehicles and Bicycles which was appended to the letter of D~cembe~ ~~th, 193:J, 
to the League of Nations.) A sign bearing two motor-cars to indicate t~Is prohibitiOn seems 
preferable to the sign recommended because the ~wo black arro,~s .might suggest that all 
overtaking, not only overtaking by motor vehicles, was prohibited. 
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Sign prohibiting the use of sound warn_ing signals. - Th~ Governm~nt is contem:J?l~t~g 
incorporating in .Article 23 of .the RegulatiOns on Motor V ~h1cles and ~ICycles a prohibitiOn 
to use any sound warning signals between t~n o'clo_ck _m the ~venmg: ~Il;d half-~n-ho~ 
before sunrise. No special sign will be reqmred to mdicate this prohi!:ntwn, ~~ICh Will 
be in force on all the roads in the Netherlands. As the Government IS of oprmon that 
special restrictions on special roads during the day will not be necessary, there is no need 
to adopt a special sign to indicate restrictions of this kind. 

B. Extract from the Secretary-General's reply dated August 12th, 1936 . . 

With reaard to the new sign prohibiting overtaking proposed by the Transit 
Committee the Secretary-General draws the attention of the Government of the 
Nether lands to the fact that the Comlnittee preferred to indicate this prohibition by means 
of the sign bearing two black arrows rather than by that bearing two motor-cars, as proposed 
in the first instance, precisely because it was of opinion that the prohibition should apply, 
not only to all motor vehicles, but also to " any other vehicle the dimensions 
of which are comparable with those of a motor-car ". 

C. Extract from a Letter from the Government of the Netherlands dated September 5th, 1936. 

Her Majesty's Government considers that a prohibition to overtake not only all 
motor vehicles but also " any . . . other vehicle the dimensions of which are 
comparable with those of a motor-car" is hardly desirable, as a slow-moving vehicle 
might obstruct the traffic. For this reason, the Government prefers to prohibit only 
motor vehicles from overtaking. 

Consequently, it prefers the sign bearing two motor-cars to indicate this prohibition. 

Portugal. 

By letter dated August 21st, 1936, the Portuguese Government stated that it had 
consulted the competent authorities and that the Autonomous Road Board was in favour 
of the use of the two new signs on the national roads. 

Roumania. 

By letter dated November 26th, 1936, the Roumanian Government communicated that 
the competent Roumanian authorities for the improvement of road signalling would 
introduce, within the limits imposed by the budget, the two new road signs recommended. 

Siam. 

By letter dated July lOth, 1936, the Siamese Government stated that the two new 
road signs would be used as recommended when the occasion arose. 

Sweden. 

By letter dated July 21st, 1936, the Swedish Government stated that the competent 
authorities had no objection in principle to the adoption of the two new signs recommended. 
The authorities had, however, not thought it necessary for the time being to recommend 
their use in Sweden, as the need for such signals had not so far made itself felt. 

Czechoslovakia. 

By letter dated October 1st, 1936, the Czechoslovak Government stated that the 
Ministry .for Public Works considered that the adoption of the two new road traffic signs 
recommended was desirable. The Ministry will propose their introduction in the near 
future when the new regulations on road signalling are adopted in Czechoslovakia. 

Turkey. 

By letter dated September 25th, 1936, the Turkish Government stated that it had 
approved by a Decree ?f the Council of 111ini~ters dated July 1st, 1936, the addition to the 
Annex of the ConventiOn of 1931 of the desue expressed in accordance with the procedure 
provided in Article 13 of the Convention. 

Union of Soviet Socialist Republics. 

By le~ter. dated July 8th, 1936, the People's Comlnissariat stated that the two new 
~oad traf~IC Signs had already been adopted by the competent authorities and would be 
m_cluded m the n~w standard road traffic signs established by the Union in accordance 
With the InternatiOnal Convention of 1931. 

Yugoslavia. 

By letter ~ated Sep_tem~er _18th, 1936, the Yugoslav Government communicated 
that theY: ~ere m favour. m prinCiple of the adoption of the recommendation and that the 
Royal Mmistry for Public Works was making the necessary arrangements in this respect. 
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ANNEX 3. 

COMMUNICATION FROM THE CHAIRl\IAN REGARDING THE ADVISABILITY 
OF SUPPLEMENTING THE "WAITING PROHIBITED" OR "PARKING 
PROHIBITED "SIGN PROVIDED FOR IN THE ANNEX TO THE CONVENTION 
OF l\I.ARCH 30TH, 1931, CONCERNING THE UNIFICATION OF ROAD SIGNALS 
BY A SIGN SHOWING THE LIMITS OF THE PROHIBITED ZONE, SO TIIA~ 
NO l\IIST.AKE C.AN POSSIBLY BE l\IADE. 

C.C.T.fC.R./117. 
June lOth, 1937. 

In view of the eX;tent of the zone in which waiting is prohibited, especially in Mrrow 
streets, th.e r~levant Signs placed at the limits of this )lone are sometimes so far apart that 
the motonst IS unable to see exactly where it ends, particularly at niO'htfall. The Permanent 
Committee on Road Traffic might consider the possibility of supp~mentincr this sio·n for 
instance, by an arrow, so that the limits -of the zone may be clearly shown a~d no ~istake 
can be made. 

ANNEX 4. 

ACTION TAKEN WITH REGARD TO THE RECOMMENDATION CONCERNING 
DISTINCTIVE NATIONALITY MARKS ON MOTOR VEHICLES. 

C.C.T .fC.R./109. 
C.C. T ./627. 

May oth, 1937. 

CORRESPONDENCE EXCHANGED BETWEEN THE SECRETARY-GENERAL OF THE LEAGUE 
OF NATIONS AND THE FRENCH GOVERNMENT WITH A VIEW TO GIVING EFFECT TO TilE 
RECOMMENDATION ADOPTED BY THE ADVISORY AND TECHNICAL COMMITTEE FOR 
COMMUNICATIONS AND TRANSIT IN RESPECT OF THE CONSTITUTION, SITUATION AND 
LIGHTING OF THE DISTINCTIVE NATIONALITY MARK ON MOTOR VEHICLES. 

1. LETTER, DATED JUNE 17TH, 1936, FROM THE SECRETARY -GENERAL OF 'l'HE LEAGUE 
OF NATIONS TO THE FRENCH MINISTER FOR FOREIGN AFFAIRS. 

[Translation.] 

I have the honour to inform you that, at its nineteenth session (November 1935), 
the .Advisory and Technical Committee for Communications and Transit recommended 
that the attention of Governments parties to the International Convention relative to 
Motor Traffic, signed at Paris on April 24th, 1926, should be drawn to the necessity for 
observing more strictly the provisions of Articles 3 and 5 of this Convention, and .Annex C 
thereof, in respect of the constitution, situation and lighting of the distinctive nationality 
mark. 

2. The .Advisory and Technical Committee requested its Chairman to take tho 
necessary steps to transmit this recommendation to the Governments concerned. 

3. .At the Chairman's request, I have the honour herewith to draw the French 
Government's attention to the above recommendation in order that it may, should it so 
desire, draw the attention of those concerned to the .Advisory and Technical Committee's 
recommendation. 

2. LETTER, DATED l\IARCH 10TH, 1937, FROJII THE MINISTRY FOR FOREIGN .AFFAIRS OF 'l'HE 
FRENCH REPUBLIC TO THE SECRETARY-GENERAL OF TIIE LEAGUE OF NA'l'IONS. 

[Translation.] 

On June 17th 1936 you were good enough to remind me that, at its nineteenth session 
(No\' ember 1935), 'the Advisory and Technical Committee on Communica~ions and Tra~sit 
reco mroended that the attention of Governments parties to the InternatiOnal ConventiOn 
relating to l\Iotor Traffic, signed at Paris on .April 24th, 1926, should be drawn to _the 
necessity for observing more strictly the provisions of .Articles 3 and 5 of the Col;lv~nti?n, 
and Annex C thereof, in re&-pect of the constitution, situation and lighting of the du;tmctlve 
nationality roark. . . 

I have the honour to inform you that, in order to comply with this recommendatiOn! 
the Government of the Republic addressed the enclosed circul~r, dated August 3~d, 1936 
(a), to all the countries parties to the International ConventiOn on l\lotor Trafflc. 
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Up to the present, replies have be~n received. as regards the _Union of South Africa, 
Belgium Estonia Iceland Italy LatVIa and SWitzerland. Copies of or extracts from 

' ' ' ' . . (b) these replies are appended to the present commurucatwn . 

(a) Circular, dated .August 3rd, 1936, from the ~Iinister for F_oreign 4ffairs of the Fren?h 
Republic to the States Parties to the Internatwnal Conventwn relat~ng to Motor Traffw, 
signed at Paris on .April 24th, 1926. 

[ Tmnslation.] 

The .Advisory and Technical Committee for Communications and Transit of the League 
of Nations recommended at its nineteenth session, held in November 1935, that the 
attention of Governments' parties to the International Convention on Motor Traffic, signed 
at Paris on .April 24th, 1926, should be drawn t? the necessity for observing _more strictly 
the provisions of .Articles 3 and 5 of the Conventwn, and .Annex C thereof, m respect of 
the constitution, situation and lighting of the distinctive nationality mark. This 
Convention contains the following stipulations : 

" .Article 3. - • 

" II. The motor vehicle must carry : 

" {1) .At the front and the back, marked on plates or on the vehicle itself, the 
registration number which has been allotted to it by the competent authority. The 
registration number placed at the back as well as the distinctive mark referred to in 
Article 5 must be lit up as soon as they cease to be visible by the light of day. 

In the case of a vehicle followed by a trailer, the registration number and the 
distinctive mark referred to in .Article 5 are repeated behind the trailer, and the 
regulation regarding the lighting of these marks applied to the trailer. 

" .Article 5. - Every motor vehicle, to receive international authorisation to 
travel on a road to which the public have access, must carry, in a visible position in 
the rear, a distinguishing mark consisting of from one to three letters written on a 
plate or on the vehicle itself. 

" For the purposes of the present Convention, the distinguishing mark corresponds 
either to a State or to a territory which constitutes a distinct unit from the point of 
view of the registration of motor vehicles. 

" The dimensions and colour of this sign, the letters,· their dimensions and their 
colour are given in the table contained in .An:nex C of the present Convention. 

" .Annex C. - The. distinctive sign laid down in Article 5 is formed of an oval 
plate 30 ems. wide by 18 ems. high bearing from one to three letters painted in black 
on a white ground. The letters are formed of capital Latin characters. They are 
of a height of at least 10 ems. and their strokes are of a width of at least 15 mms. 

" In so far as concerns motor-cycles, the distinctive sign provided for in .Article 5 
will measure only 18 ems. horizontally and 12 ems. vertically. The letters will measure 
8 ems. in height; the width of their strokes being 10 mms." 

I should be ~lad ~ you would approach the Government of your place of residence 
as soon as possible m order that effect may be given to the Transit Committee's 
recommendation. 

(b) Replies to the Ci1·cula1· of .Aug~tst 3rd, 1936. 

Union of South Africa. 

LETTER FROM THE CHARGE D'AFFAIRES OF FRANCE IN SOUTH AFRICA TO THE MINISTER 
FOR FOREIGN AFFAIRS. 

Pretoria, November 19th, 1936. 

I hav~ the honour to ~orm Your Excellency that I have approached the Government 
of the Uruon of South .Afnca and am now informed: 

1. _That the provisions of Articles 3 and 5 and of .Annex C of the International 
ConventiOn of 1926 on Motor Traffic are duly observed by the Union of South .Africa; 

2: _That, at the. same time, the Government has again requested the .Automobile 
AssoCiatiOns responsible for issuing international permits in the Union to impress 
the holders of ~uch documents with the necessity for complying with the provisions 
of the ConventiOn. 
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Belgium. 

LETTER FROM THE BELGIAN l\IINISTRY OF FOREIGN AFFAIRS TO THE FRENCH .A_. 

B 
liiBASSADOR 

IN ELGIUM. 
[Translation.] 

. Brussels, January 6th, 1937. 
I ha;ve the honou: to inforl? Your Excellency that, as Belgium ha.s acceded to t.lw 

Internatwn~l Convent~on of J\pnl 24t~, 19~6, on Motor Traffic, the proYisions of .Artidos 3 and 5 of thi~ ~onventwn ~re ill force ill this country. 
The officials responsible for enforcina the aeneral traffic regulations will see tlmt 

these provisions are not infringed. "' "' 

Estonia. 

LETTER FROl\1 THE FRENCH MINISTER IN ESTONIA TO THE 
FRENCH MINISTER FOR FOREIGN AFFAIRS. 

[Translation.] Tallinn, September 12th, 1936. 

I am informed by the Es~oni_an Mi~stry of Foreign .Affn.irs, in a note dated 
~eptember 11th, that the Conventwn ill questwn has been enforced in its entirety in Estonin, 
Sillce 1932. 

At the request of the French Legation, the attention of the competent local authorities 
has been drawn to the Transit Committee's recommendation that the distinctive nn,tiouamy 
mark should be made more conspicuous. 

Iceland. 

LETTER FROM THE VICE-CONSUL IN CHARGE OF THE FRENCH CONSULATE IN ICELAND TO 'l'IIE 
FRENCH MINISTER FOR FOREIGN .AFFAIRS. 

[Translation.] Reykjavik, December 3rd, 1936. 

The Prime Minister has just informed me that the regulations in force in Iceland in 
respect of the constitution, situation and lighting of the distinctive nationn.lity mark on 

· motor vehicles comply in every particular with the text of the said Convention. 

Italy. 

VERBAL NOTE FROM THE MINISTRY OF FOREIGN .AFFAIRS OF THE 
KINGDOM OF ITALY TO THE FRENCH EMBASSY, Rmm. 

[Translation.] Rome, November 21st, 1936. 

The Royal Ministry of Foreign .Affairs has the honour to inform the French BmbasHy 
at Rome that the competent Royal authorities have intimated that they endorse the 
recommendation made by the Advisory and Technical Committee for Communications 
and Transit of the League of Nations at its nineteenth session. 

The Royal Authorities in question point out in this connection that the provisions 
of Articles 3 and 5 of the Paris Convention have been embodied in the regulations on roads 
and traffic, approved by Royal Decree No. 1740 on December 8th, 1933. Articles 59 and 72 
relate to the obligation to provide motor vehicles with a distinguishing plate at the front 
and the back, and to see that the plate at the back is properly lighted. Article .103 stipulateH 
that motor vehicles travelling in foreign countries shall be provided with international 
traffic documents and a distinctive nationality plate, as laid down in the Paris Convention. 

It should, however, be pointed out that the latter obligation does not cover motor 
vehicles travelling in countries which allow foreign motor vehicles to circulate on 
production of national documents only. 

Latvia. 

VERBAL NOTE FROM THE l\IINISTRY OF FOREIGN AFFAIRS OF LATVIA 
TO THE LEGATION OF THE FRENCH REPUBLIC AT RIGA. 

[Translation.] Riga, August lOth, 1936. 

'Vith reference to Note No. 95 of August 13th last, concerning the recommendation 
of the Transit Committee of the League of Nations, the Minister for l•'orcign Affairs ha~ ~he 
honour to inform the Le<Yation that he communicated this Note to the competent authonties, 
who have requested th: Automobile Club of the Republic of J1atvia, the competent body 
for the issue of the distinctive marks referred to in .Article 5 of the Conventio~, to see that 
such marks are in strict conformity with the rules laid down in the Conventwn, and 3:1so 
that the distinctive mark is placed near the registration mark at the back of the ve~1cle 
in such a way as not to interfere with the Yisibility and lighting of either of the two s1gns. 
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Switzerland. 

FEDERAL DEPARTl\fENT OF JUSTICE AND POLICE. 

[Translation.] Berne, June 3rd, 1936. 

To the Cantonal Governments . 

.Article 5, paragraph 1, of the International_Convention.of ..;\pril 24~h, 1926, in ~esp~ct 
of motor traffic, provides that every motor vehicle, to receive mte~nat10~3:1 autho~I~ati~n 
to travel on a road to which the public have access, must carry, m a VIs~ble _position I_n 
the rear, a distinguishing mark · . . . written on a plate or on the vehicl~ Itself. This 
mark must be lit up as soon as it ceases to be visible by ~he light ~f ~ay _(.Art~cle _3, II, (1) 
of the Convention). .According to .Annex C of the ConventiOn, the distmctive sign Is. form~d 
of an oval plate 30 em. wide by 18 em. high, bearing from one to three letters pamted m 
black on a white ground. These letters are formed of capital Latin characters. They are 
of a height of at least 10 em. and their strokes are of a width of at least 15 mm. In so 
far as concerns the motor-cycles, the oval plate is 18 em. by 12 em. with letters 8 em .. in 
height ; the width of their strokes being 10 mm. Distinctive signs painted on the vehicle 
must also correspond with these provisions. . · . 

It has been customary in Switzerland, as in a number of other States, to dispe?-se With 
the white oval and merely to paint the distinctive letters in a light colour or to fix metal 
letters directly on the rear of the vehicle. This procedure, which ,is not in accordance 
with the provisions of the 1926 Convention, was discussed at the last session of the 
Permanent Committee on Road Traffic of the League of Nations. .Although there was 
some support for the view that metal letters or letters painted on the vehicle should .be 
regarded as adequate, the Committee decided to take steps to see that distinctive marks 
not complying with the necessary conditions should no longer be allowed in international 
traffic. Swiss motorists and motor-cyclists whose vehicles carry at the rear the letters 
CH in metal or merely painted, or a white oval plate, or a painted oval, which cannot, 
however, be lighted at night, may, when travelling in foreign countries, have trouble 
with the Customs officials or police. It is possible that, in view of the League's 
recommendation, some States will enforce the provisions of the International Convention 
of 1926 concerning distinctive marks more strictly. We would therefore ask you to be good 
enough to see that the motorists and motor-cyclists of your canton are aware of the above 
facts. We are communicating this note to the motorists' and motor-cyclists' associations, 
requesting them to bring it to the notice of their members. When motor vehicles not 
bearing a distinctive mark in accordance with the International Convention, are brought 
up for examination, the expert will warn the owner of the difficulties to which he may 
expose himself if he travels abroad. When the executive regulations are revised, it 
should be made clear that distinctive marks on motor vehicles should correspond with 
the provisions of the 1926 International Convention. 

There can, of course, be no objection to vehicles registered in Switzerland carrying 
the letters CH in a way which does not comply with the provisions of the Convention, 
or circulating without these. letters as long as they remain in Switzerland, since the 
distinctive mark is only necessary for travel outside the country of registration. .At the 
same time, having regard to the tourist traffic, we would ask you to be so good as to instruct 
your police not to prosecute foreign drivers whose vehicles bear a distinctive mark which 
does not comply with the 1926 International Convention. It is sufficient, for purposes 
?f ide~t.ificatio~, . if such vehicles carry the distinctive letters of their country of origin 
Ill a VISible positiOn at the rear, regardless of the manner in which they are affixed. 

To the President. 
To the Councillors of State. 

ANNEX 5. 

STANDARDISATION OF NATIONAL ROAD TRAFFIC DOCUl\iENTS. 

LETTER AND NOTE ADDRESSED TO THE CHAIRliTAN OF THE PERMANENT COl\Il\IITTEE ON ROAD 
TRAFFIC BY THE SECRETARY-GENERAL OF THE INTERNATIONAL ASSOCIATION OF 
RECOGNISED .AUTOMOBILE CLUBS. 

C.C. T.JC.R./111. 
[Translation.] Paris, October 21st,. 1936. 

I have the honour to inform you that the International Commission on Tourist Traffic 
of the International Association of Recognised Automobile Clubs, at its meeting of 
October 8t~, 1936, requested me to bring to the notice of the Permanent Committee on 
Road Traffic a p~oposal wit~ a. view to standardising national road traffic documents. 

Our Intern.atw~al Co~IDisswn on Tourist Traffic hopes that the Permanent Committee 
on ~oad Traffic WI~l C?ntmue the examination of this question and will endeavour to 
obtam the standardisatiOn through official channels. 

In order th?'~ you may be fully informed as regards this proposal, I send you herewith 
a no~e summansmg the work of our Commission and the results which it has already 
obtamed. 

(Signed) PERON. 



[Translation.] 

NOTE ON THE STANDARDISATION OF NATIONAL DRIVING LICENCES AND NATIONAL 
REGISTRATION CARDS. 

F~r some ye~rs p_ast, a m~mber ?f c?untries have been trying to facilitate the admithtncB 
of foreign m~tor_Ists mto their terntones by abolishing certain formalities which were not 
regarded as mdispensable. 
. On~ such facility w~s t_hat foreign motorists were not required to produce the 
mternatiOnal documents mst1tuted by the International Convention rclatin"' to l\lot.or 
Traffic of April 24th, 1926. Certain countries have concluded reciprocity .;onwntions 
with their neighbours, to enable their nationals to drive with their national documents. 
Others, such as France, have decided to grant these facilities to motorists bclon,.,inn- to 
certain foreign countries, without previous agreement with those countries. "' "' 

In 1935, it was decided, by way of trial, to allow tourist ca,rs and motor-cycles registered 
in the United Kingdom, Belgium, Luxemburg, Germany, Switzerland, Italy, Spa.in the 
Irish Free State, .Austria, Hungary, Portugal, the Netherlands and CzechosloYakia to be 
driven in France simply on production by their drivers of the national licences of which 
they must be in possession, corresponding to the French grey and pink cards. Customs 
officials received instructions, when the vehicles crossed the frontier, to examine the 
national documents produced and to ascertain whether they were in order. 'l'hese 
instructions specified that " the (Customs) Service will require the production of documents 
taking the place, in the above-mentioned countries, of the French grey and pink cards, 
will ascertain the identity of the drivers and vehicles and, provided that nothing irregular 
is found, will stamp the temporary import documents with the words ' Natimml lieenecs 
presented', endorsing them with the official signature and the seal of the Bureau" . 

.After a few months' trial, the French Customs Offices realised that they were finding 
it very difficult, not only to ascertain whether the foreign papers were " in order ", but 
even to recognise the papers themselves. The French Customs Directorate-General 
accordingly decided, in order to assist its agents in their task, to issue the following circular: 

. " The .Administrative decision, No. 4 708, 2/2, of July lOth, 1935, providcu that 
drivers of motor vehicles registered in countries bordering on or near France might be 
exempted from producing international traffic documents if they presented the 
documents or documents they are required to hold under the provisions of the IIiglnmy 
Code in their own country. 

" The Department of the Interior has just stipulated that the parties conrernod 
must be in possession of the document mentioned hereunder, which correspondR, in 
the several countries, to the French driving licence. 

" Austria : Fiihrerschein. 
" United Kingdom and the Irish Free State: Driving licence. 
" Czechoslovakia: Vudci list. 
" Germany : Fiihrerschein. 
"Hungary: Permis national. 
" Italy : Patente di abilitazione di primo grado alia guida di automobili per uso 

proprio. 
" L1txemburg : Permis national, or Fiihrerschein. 
" Nether lands : Rijbewijs .A. 
" Portugal: Carta para condutor de veiculos automoveis. 
" Spain: Permiso .de condurci6n. 
" Switzerland : Permis de conduire, or Fiihrerschein, or Licenza di conduirc. 
" Motorists and motor-cyclists who fail to produce the above~mentione~ national 

licences will not be allowed to drive in France unless they are lll possessiOn of the 
international driving licence. 

" The international driving licence will be requireu, in particular, in the case of : 
" (1) Belgian motorists and motor-cyclists, since a driving licence is not required 

under Belgian domestic law ; 
" (2) Italian motor-cyclists, unless they have obtained the special national 

licence issued in Italy for driving a motor-cycle. 

" Nevertheless as a special concession and in the interests of the t_ourist tra~fie 
the international d~iving licence will not be required in the caHe of Belgian moton~ts 
and motor-cyclists, or in that of Ita~iai?- motor~cyclists, _when th~y appl~.l!'t th~ fro~twr 
for a special pass for a journey for a lim1ted periOd; This ~xccp~wnal fac1lit.y .w11l ~~ab~e 
the parties concerned to drive in France at their own nsk without a dr1vmg hceuce 
during the limited period for which their vehicles or machines are granted temporary 
admission. " 

The International .Association of Recognised .A_utomob~le Clubs. (I.A.~-~·.0·~• which 
has always tried to facilitate the international tou~mt tra~IC, saw! m the ll~J.tiative of a 
number of countries, the possibility of doing away w1th the mternatwnal traffic documents 
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instituted by the International Convention of .April 24th,)926, and so~ght the .P~acti~al 
means of achieving this result. It thought that the best way to cope With t?e diffi~ulties 
which have occurred in France and which are indicated in the above-mentwned Circular 
would be to standardise the forms for national licences so that they might be easily 

·recognisable by the authorities in every country, irrespective of the country in which 
they were issued. . 

The International Commission on Tourist Traffic of the I..A.R . .A.C. has accordmgly 
examined the forms for the national documents at present employed in the different 
countries, and has come to the following conclusions : 

National Driving Licences. 

· The simplest driving licence is the Swe~sh licence, whic~ co.ntains onl~ the full name . 
and the photograph of the driver and the signature of the Issumg authorl~J:· 

Next comes the British driving licence, in which there is only one additiOnal entry : 
the residence of the holder. 

Driving licences in most of the other countries include the following particulars : 
Full name of holder ; 
Date and place of birth ; 
Residence; 
Photograph and signature of holder. 

In certain countries, other information is required, such as the nationality of the 
holder (Roumania, Spain, Switzerland), changes of residence (spaces being provided for 
the purpose), or particulars of military obligations and rank. 

But the points on which driving licences differ in the different countries are, first, 
the form (shape, size, colour), and, secondly, the indication of the category of vehicle for 
which they are valid. In some cases there is a special licence for each category of vehicle 
(motor-cycles, touring-cars, heavy vehicles or vehicles for public transport), each form of 
licence being in certain cases of a different colour. Sometimes there is a single form with 
special spaces corresponding to the categories of vehicles for which it is valid, the same 
form being valid, if necessary, for several categories of vehicles when the corresponding 
spaces are filled in. Sometimes, again, this single form may be valid only for one category 
of vehicle, mentioned in the space provided, and the driver must have a separate licence 
for each category of vehicle which he is qualified to drive. 

While it might be difficult, without an international conference, to obtain the complete 
standardisation of driving licences in so far as their contents are concerned, it ought to be 
possible to ask Governments to adopt a uniform model as regards size, shape and colour. 

If all countries are to be enabled to include in the driving licences all the items of 
information which they now require, it would hardly be possible to recommend a single 
card like the French driving licence. But a card folded into two - i.e., with four pages -
should satisfy requirements. This, indeed, is the form that already exists in the majority 
of countries . 

.A uniform wording and arrangement might be adopted for the front page of the cover. 
The wording should be in two languages : the national language and French, which would 
be the international language, as for the " carnet de passage en douane ". The Customs 
official need only glance at this front page to see that the document is .a driving licence. 

The International Commission on Tourist Traffic of the I..A.R . .A.C. accordingly 
decided to prepare a specimen cover, the adoption of which does not seem likely to present 
any difficulty. For the inside pages a text is proposed which appears to meet the 
requirements of the majority of countries. This text would be only in the national 
language of the individual countries (see .Appendix for the form of driving licence proposed). 

National Registration Ca1·d • 

.An examination of the registration cards of the different countries shows in the first 
place that almost all countries simply require the name and address of the owner of the 
vehicle. 

Next, one invariably finds a description of the vehicle - sometimes quite short 
sometimes complete. · ' 

Lastly, the card. always s~ows the numbe! un~er which the vehicle is registered . 
.As. a rule, there I~ only a smgle type of registratiOn document for the various categories 

of vehicles. In Spam, however, there are three models for this registration document 
(permiso de c~rculaci6n): :M:odel C, for two- or three-wheeled vehicles; :M:odel.A for vehicles 
with more than t~ree wheel_s, not mo.re than nine seats,. and load not exceedin'g 3,500 kg. ; 
Model B, fo~ vehicles. nor mclu~ed ill: the above-mentwned categories. 

In certam coun~nes, ~he regrstratwn document includes spaces for a change of owner 
and a change of regrstratwn number, and spaces for entries showing that the traffic tax 
has been paid. 
. While there ~s _some hope of. obta~ning .standardisation in the texts of driving licences, 
It seems more difficult to obtam uniformity as regards the wording of the registration 
cards. The utmost that can apparently be done is to standardise the front page of the 
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~over an~ to arrang~ for the s.eco_nd. page (the back of the first page) to contain uniform ' 
informatiOn concernmg the deBcnptwn of the vehicle, the registration number and the 
name and address of the owner. T~e third and fourth .pages, and any inside pages, would 
be left for each country to use as 1t pleased .. As in the case of the drivinO" licence the 
front page of the cover of the registrat.ion card would be made out in two l:nO"uaO"es' the 
national lang1tage and French. The remainder of the document would be in the 1:nguage 
of the country alone. 

In view of the foregoing considerations, the International Commission on Tourist 
Traffic of the I.A.R.A.C. has dec.ided to propose a national registration card in accordance 
with the model attached hereto (see Appendix), which would be the same as reO"ards sha.pe 
size and colour (grey) for all countries. "' ' 

* * * 
At the beginning of 1936, the suggestion of the I.A.R.A.C. for the standardisation 

of national documents was submitted by the automobile clubs to the competent authorities 
in their respective countries. The automobile clubs were requested to submit the mod!ll 
for a national driving licence and the model for national registration card to their 
authorities, in order to ascertain whether the latter would be prep:1red to adopt them 
in their country, at all events as regards shape and size (12 em. by 8.5 em.), colour and 
the text on the first page of the cover. As regards the inside pages of these documents, 
the clubs were requested to ask their authorities to keep as closely as possible to tho toxt8 
of page 2 of each model, the remaining inside pages being left free for the special information 
required by each country. 

Of the twenty-two countries which have expressed an opinion, fourteen are strongly 
in favour of the proposal of the International Commission on Tourist Traffic: namely, 
Albania, Chile, Czechoslovakia, Estonia, France, Germany, Greece, Italy, Lithuania,, 
Luxemburg, Palestine, Poland, Sweden, and Switzerland. 

As regards the remaining eight countries (Austria, the United Kingdom, Egypt, 
Finland, Roumania, Spain, Turkey and Yugoslavia), some stated that they were unable 
to alter the models for their national documents, while others were of opinion that tho 
number of tourists going abroad was too small to justify a change. 

The results of this first consultation are encouraging, especially as, at tho meeting 
of the International Commission on Tourist Traffic on October 8th, 1936, tho del<1gates 
of the Automobile Club of Austria and the Royal Automobile Club of Great Britain stated 
that the objections put forward by the authorities in their countries were not absolute and 
that they were inclined on the whole to welcome the proposal. . 

The International Commission on Tourist Traffic of the I.A.R.A.C. has accordmgly 
decided after taking note of these results, to submit the proposal to the Perma~ent 
Committee on Road Traffic of the League of Nations, in the hope that that Comm1tteo 
will be good enough to take steps officially to secure its adoption. 
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~OTE ON VARIOUS BILATERAL AGREE~IENTS CONCLUDED BETWEEN 
THE GOVERNMENTS OF CERTAIN STATES IN ORDER TO FACILITATE 
THE CROSSING OF FRONTIERS BY MOTORISTS. 

C.C. T ./C.R./123. 
June 21st, 1937. 

Th~ foll~wing a~r~ngements regarding the reciprocal recognition of driving licences 
an~ registra!Ion certifiCates .for motor vehicles used for passenger transport have been 
registered w1th the Secretariat of the League of Nations : 

1. Denmark-Sweden Copenhagen, April 26th, 1930 (Treaty &r£cs, CI : 319) mo
dified by an exchange of notes, Stockholm, October 11th, 1935 
(CLX: 359). 

2. Denmark-Finland Copenhagen, June 30th, 1930 (Treaty &l'il!S CV : 179) modified 
by an exc~ange of notes, Copenhagen, December 7th, 1935 
(Treaty Senes, CLX : 365 ). 

3. Finland-Sweden Stockholm, July 17th, 1930 (T1·eaty Ser·ies CV: M3) modified 
by an exchange of notes, Stockholm, December 14th 1935 
(Treaty Series CLX : 368). . ' 

4. Denmark-Norway Oslo, November 6th, 1930 (T·reaty Series .CIX: 289) modified 
by an exchange of notes, Oslo, August 22nd, 1935 (Treaty Ser·ics 
CLX: 378). 

5. Finland-Norway 

6. Norway-Sweden 

Oslo, November 20th, 1930 (Treaty Scr·ics OX : 313 ). 

Oslo, August 8th, 1931 (Treaty Series CXXIII: 67). 

7. Germany-Norway Berlin, July 19th, 1935, modified by an exchange of notes, Berlin, 
August 13th, 1935 (Treaty Series CLXI: 375). 

8. Germany-Denmark Berlin, January 9th, 1936 (Treaty Series CLXVI: 135). 

9. Moreover, an Agreement was concluded (a) between Italy and Switzerland at 
Rome on December 19th, 1930 ( Gazzctta U ff'iciale tlel Regno 
cl'Italia, 72: 3350-3352, of July 7th, 1931) and (b) between 
Germany and Sweden at Berlin on June 9th, 1936 (Rcich.9-
gesetzblatt Teil I of June 12th, 1936). 

1. TEXT OF THE ARRANGEMENT BETWEEN DENliiARK AND SWEDEN, SIGNED AT COPENIIAGEN 
ON APRIL 26TH1 1930, MODIFIED BY AN EXCHANGE OF NOTES ON OCTOBER llTII1 1935. 

Article 1. 

Licences issued and valid in either country for driving motor vehicles therein shall 
entitle the holder, during a temporary stay in the other country, to drive a passenger 
motor vehicle of the kind for which his licence qualifies him without having an international 
certificate or driver's licence, provided that the said motor vehicle is used for private 
traffic ; in this respect, the driver's licence shall serve as an identification document. 
The party concerned loses this right if he acquires a permanent domicile in the other 
country. 

Article 2. 

A passenger motor vehicle registered in either country may be brought into the other 
country and driven therein for not more than one year, without an international licence, 
provided it is used for private traffic. The identification document in this case shall be, 
for Swedish motor vehicles, the regular inspection certificate ( besiktningsinstrument) 
or the type certificate (typintyg) with the registration endorsement, and for Danish motor 
vehicles the Danish certificate of registration. 

Should a motor vehicle, registered in one country, e_nter the o.ther co~ntry and c~cul~te 
therein as indicated in the present Article, and should It be furmshed with the natwna!ity 
mark of its own country in accordance with the International l\1otor Traffic Conven~wn, 
and should it also bear the distinctive mark valid in its own country, it shall not be reqmred, 
on arriving in the other country, to be provided with any other mark which may be 
prescribed therein. 

Article 3. 

If it is evident that the conditions requisite for obtaining a driver's licence or registr~tion 
are no longer fulfilled, the competent aut_hority in either count!Y shall _be ,en~Itled, 
irrespective of the provi~ions in the above articles, to refuse to recogmse the dnver s licence 
or registration granted m the other country. 
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A..~XEX G. 

N:OTE ON VARIOUS BILATERAL AGREE!IiENTS CONCLUDED BETWEEN 
THE GOVERNMENTS OF CERTAIN STATES IN ORDER TO FACILITATE 
THE CROSSING OF FRONTIERS BY MOTORISTS. 

C.C.T .JC.R./123. 
June 21st, 1937. 

Th~ foll~wing al!~ngements regarding the reciprocal recognition of driving licences 
an~ registra~lOn certificates .for motor vehicles used for passenger transport have been 
registered w1th the Secretariat of the League of Nations : · 

1. Denmark-Sweden C?:penhagen, April 26th, 1930 (Treaty Series, CI : 319) mo
dified by an exchange of notes, Stockholm, October 11th 1935 
(CLX: 359). ' 

2. Denmark-Finland Copenhagen, June 30th, 1930 (Treaty Series CV: 179) modified 
by an exchange of notes, Copenhagen, December 7th 1935 
(Treaty Series, CLX: 365). ' 

3. Finland-Sweden Stockholm, July 17th, 1930 (Treaty Series CV: 343) modified 
by an exchange of notes, Stockholm, December 14th 1935 
(Treaty Series CLX : 368). · . ' 

4. Denmark-Norway Oslo, November 6th, 1930 (Treaty Series .CIX: 289) modified 
by an exchange of notes, Oslo, August 22nd, 1935 (Treaty Series 
CLX: 378). 

5. · Finland-Norway Oslo, November 20th, 1930 (Treaty Series CX: 313). 

6. Norway-Sweden Oslo, August 8th, 1931 (Treaty Series CXXIII: 67). 

7. Germany-Norway · Berlin, July 19th, 1935, modified by an exchange of notes, Berlin, 
August '13th, 1935 (Treaty Series CLXI: 375). 

8. Germany-Denmark Berlin, January 9th, 1936 (Treaty Series CLXVI: 135). 

9. Moreover, an Agreement was concluded (a) between Italy and Switzerland at 
Rome on December 19th, 1930 ( Gazzetta Uff'iciale del Regno 
d'ltalia, 72: 3350-3352, of July 7th, 1931) and (b) between 
Germany and Sweden at Berlin on June· 9th, 1936 (Reichs
gesetzblatt Teil I of June 12th, 1936). 

I 

1. TEXT OF THE ARRANGEMENT BETWEEN DENMARK AND SWEDEN, SIGNED AT COPENHAGEN 
ON APRIL 26TH1 19301 MODIFIED BY AN EXCHANGE OF NOTES ON OCTOBER 11TH,. 1935, 

Article 1. · 

Licences issued and valid in. either country· for driving motor vehicles therein shall 
entitle the holder, during .a temporary stay in the other country, to drive a passenger 
motor vehicle of the kind for which his licence qualifies him without having an international 

, certificate or driver's licence, provided that the said motor vehicle is used for private 
traffic ; in this respect, the driver's licence· shall serve as an identification document. 
The party concerned loses this right if he acquires a permanent domicile in the other 
country. 

Article 2. 

A passenger motor vehicle registered in either country may be brought into the other 
country and driven therein for not more than one year, without an international licence, 
provided it is used for private traffic. The identification document in this case shall be, 
for Swedish motor vehicles, the regular inspection certificate (bes·iktningsinstrument) 
or the type certificate (typintyg) with the registration endorsement, and for Danish motor 
vehicles the Danish certificate of registration. · 

Should a motor vehicle, registered in one country, enter the other country and circulate 
therein as indicated in the present Article, and should it b~ furnished with t.he nationa!-itY 
mark of its own country in accordance with the Internat10nal 1\lotor Traffic Conven~10n, 
and should it also bear the distinctive mark valid in its own country, it shall not be required, 
on arriving in the other country, to be provided with any other mark which may be 
prescribed therein. 

Article 3. 

If it is evident that the conditions requi11ite f~r obtaining a driver's licence or registr~tion 
are no longer fulfilled, the competent aut.hority in either count~y shall .be ,en~Itled, 
irrespective of the provh;ions in the above artwlcs, to refuse to recogmse the dnver s licence 

. or registration granted in the other country. 
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Article 4. 

The present arrangement is not intended to :=tffect regulation~ now existing or which 
may hereafter be issued in either country regarding Customs duties, charges or taxes on 
motor-cars or motor-car tyres, or insurance of motor vehicles. . 

The present arrangement shall come into force on ~fay 1st, 1930, and s~all rem:=tm 
in force for six months after it has been denounced by either of the Contractmg Parties. 

* * * 
2, 3, 4, and 5. THE AGREEMENTS CONCLUDED BETWEEN DENMARK AND FINLAND, 

FINLAND AND SWEDEN, DENMARK AND NORWA!, FINLAND AND NORWAY are almost 
identical with the Agreement of which the text IS quoted above. 

Some additions have, however, been made to the Agreements concluded between 
DENMARK AND NORWAY on the one hand and FINLAND AND NORWAY on the other. The 
following paragraph has been added to Article 1 : 

" If during the holder's stay in the other country, a driver's licence is withdrawn 
in pursu~nce of the provisions in force in that country, the driver's licence shall be se~t 
back as soon as possible to the police at the place where the party concerned IS 

domiciled. " 

The following phrase has been added at the end of paragraph 1, Article 2 : 

" and that they fulfil the regulations in force regarding weight and 
size. " 

* * * 
6. The following addition has been made to Article 3 of the AGREEMENT 

CONCLUDED BETWEEN NORWAY AND SWEDEN on August 8th, 1931: 

" If, in virtue of the foregoing provision, a driving licence issued in either country 
is not recognised in the other, it shall be returned as soon as possible with a statement 
of the reason why it has not been recognised, to the provincial administration which 
issued it, in the case of a Swedish licence, and to the police authority in the place o£ 
domicile of the holder in the case of a Norwegian licence. " 

* * * 
7. The AGREEl\IENT CONCLUDED at Berlin on July 19th, 1935, between GERMANY 

AND NORWAY ren.ds :1S follows : 

" Royal Norwegin,n Legation, 
Berlin. 

No. 114. 

I. 

"Note verbale. 

" The Royal Norwegian Legn.tion has the honour to notify the Foreign Office of the 
following: 

" Drivers of motor passenger vehicles 1 registered in Germany who are travelling 
temporarily with their vehicles inN orwegian territory for purposes of a non-professional . 
nature shall be exempted from the obligation of carrying their international certificate 
and driving permit, if they are able to produce their national certificates and driving 
permits. The vehicle itself must carry the German police plate and the distinctive 
sign 'D' allotted to Germany in Annex C to Article 5 of the International Convention 
relating to l\Iotor Traffic of April 24th, 1926. 

" Should there be any doubt as to the non-professional nature of the journey, 
the decision shall be in favour of applying the present provisions. 

" This :1rrangement shall apply on condition that the German Government 
grants reciproci~y, and that Norwegia~ vehicles are also exempted, during their 
temporary stay m Germany, from carrymg the oval plate referred to in paragraph 2, 
sub-paragraph 2, and paragraph 6 of the Decree of November 12th 1934 on 
International l\Iotor Traffic (Reichsgesetzblatt I, page 1137). ' ' 

" National driving permits and certificates, if they are not made out in the 
~anguage of the other country also, must be accompanied by an official translation 
mto the_ language of that country_. In this connection, however, a Swedish or Danish 
translatwD: of the German pernnts shall also be regarded as sufficient in Norway. 
A translatiOn made by a non-official organisation of the country of origin authorised 
for the purpose shall also be sufficient until further notice. 

1 
By a subsequent ~xclumge of notes. (August 13th, 1935), the words "motor passenger vehicles (motor-

cars and motor-cycles) have been substituted for the words " motor passenger vehicles ". · 



-31-

. " The Royal N orwe.gian Lega.tion bas duly noted that, in Germany, the followincr 
bodies are allowed to make sueh translations : "' 

': The Deutsch~ Automobil-Club E.V., Munich 2 No. Konio·instrasso II a 
and Its branch offiCes ; ' "' ' ' ' ' 

" The Intergarant A.-G. fiir Grenzverkebrserleichterung, Munich 13, llessstr. s. 
" On its part, the Royal N orwccri~tn Government has invested the followiu"' 

bodies with similar powers : "' "' 

"The Kongelig Norsk Automobilklub Oslo· 
' ' "The N A t b orges u omo il-Forbund, Oslo; 

" The Auto-Riksforbund, Oslo. 

" ~he recognitio1:1. of national permits may be withheld on tho same rrronntls 
on which the recogrnt10n of the international certificate and international "'drivin"' 
permit may be withheld. "' 

" The arrangement above proposed shall come into force on Aucrust 15th, l!l35. It 
may be denounced by either Party subject to six months' notice. "' 

"Berlin, July 19th, 1935. 
" To the Foreign Office, 

Berlin. " 

" Foreign Office. 
V.10478. 

II. 

" Note 1!C1' bale. 

"The Foreign Office has the honour to acknowledge receipt of tho Royal Norwegian 
Legation's Note Verbale No. 114 of to-day's date and to inform the Legation as follows: 

" Drivers of motor passenger vehicles 1 registered in Norway who are travolling 
temporarily with their vehicles in German territory for purposes of a non-profosHionnl 
nature shall be exempted from the obligation of carrying their internatiomd cerLil'ic:tLe 
and driving permit, if they are able to produce their national cert;ificatcs and 1h·iving 
permits. The vehicle itself must carry the Norwegian police plate and tho diHtinet.ivc 
sign 'N' allotted to Norway in Annex C to Article 5 of the International Convention 
r~qlating to Motor Traffic of April 24th, 1926. 

" Should there by any doubt as to the non-professional natnre of tho journey, 
the decision shall be in favour of applying the present provisiom. 

" This arrangement shall apply on condition that the Roy~tl Norwegian 
Government grants reciprocity. Norwegian vehicles shall, furthermore, be exempted, 
during their temporary stay in Germany, from carrying the oval plate referred to in 
paragraph 2, sub-paragraph 2, and paragraph 6 of the Decree of November 12th, 193•1, 
on International Motor Traffic (Rcichsgcset::blatt I, page 1137). 

"National driving permits and certificateR, if they are not malic out in the Iangnage 
of the other country also, must be accompanied by an official translation into the 
language of that country. In this connection, however, a SwediHh or Da.niHh 
translation of the German permits shall also be regarued as sufficient in N on~ay. 
A translation made by a non-official organisation of the country of origin authol'IHed 
for the purpose shall also be sufficient until further notice. 

" The German Government has duly noted that in Norway the following bouics 
are allowed to make such translations : 

"The Kongelig Norsk Automobilklub, Oslo; 
"The Norges Automobil-Forbund, Oslo; 
" The Auto-Riksforbund, Oslo. 

" The German Government has given similar permission to the following bo1lics : 

"The Deutsche Automobil-Club, E.V., 1\Iunich 2 No., KoniginHtr. II a, 
and its branch offices ; 

" The Intergarant A.-G. fiir Grenzverkehrserleichterung, l\iunich 13, llcssstr. 8. 

1 B subsequent Pxchange of notes (Auf.{nHt 13th, 193.5), the words "motor.pa"o!'nger vehicles (111otor. 
cars anl x::-otor-cycles) " have been substituted ·for the words "motor passenger vchwlcs ". 
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" The recognition of national permits ID:a;v be withh:eld on ~he sam~ ~rounds o.~ 
which the recognition of the international certificate and illternatwnal dnvillg permit 
may be withheld. · 

" The arrangement above proposed shall col!le into fo;ce O?- .August 15th, 1935. It 
may be denounced by either Party subject to SIX months notiCe. 
"Berlin, July 19th, 1935. 

" To the Royal Norwegian Legation. " 

* * * 

8 and 9 (b) The .AGREE:l\IENTS concluded between DENl\IARK AND GERMANY on the 
one hand and GERJIIANY AND SWEDEN on the other are substantially the same as that 
between GERMANY AND NoRWAY, of which the text is quoted above. 

* * * 

9 (a) THE .AGREEMENT OF DECEMBER 19TH, 1930, BETW~EN ITALY AND S~ITZERLAND 
regarding motor traffic between the two countries ~nd the public pas_senger ser_vwes col!lmon 
to both, running in the territory of the neighbourillg country contaills an article (.Article 5) 
reading as follows : 

" The drivers of motor vehicles registered in a country and running temporarily 
in the territory of the other country are exe;mpted fr?m the p~esent.ation of t~e 
international certificate provided that they are ill :rosse~sion of th~Ir natiOnal perm_1ts 
and that their vehicles bear police plates and natwnality plates, ill accordance with 
the International Convention of October 11th, 1909. It is understood that the 
recognition of the national permits may be refused on the same conditions as that of 
the international certificate. 

"After the entry into force of the International Convention relating to Motor 
Traffic of .April 24th, 1926, the exemption will apply to the international certificate 
for motor vehicles and to the international driving licence. " 

ANNEX 7. 

SIMPLIFICATION OF TRAFFIC DOCUMENTS. 

PROPOSAL BY THE ROYAL AUTOMOBILE CLUB OF NORWAY RELATING 
TO THE ESTABLISHMENT OF A" PASSPORT FOR MOTOR VEHICLES". 

C.C.T.fC.R./121. 

CORRESPONDENCE EXCHANGED BETWEEN THE SECRETARY-GENERAL OF THE ROYAL 
AUTOMOBILE CLUB OF NORWAY AND THE PERMANENT COl\IliiiTTEE ON ROAD TRAFFIC. 

I. Letter to the Permanent Committee on Road Traffic from the Secretary- General of the Royal 
Automobile Club of Norway. 

Oslo, October 24th, 1936. 

Our club, the Kongelig Norsk .Automobilklub (Royal .Automobile Club of Norway), 
~ember of t~e. International .Ass~ciation. of Recognised Automobile Clubs, is taking the 
liberty of wntillg to your Committee With regard to the question of the simplification 
of travelling documents, especially Customs documents for tourists crossing frontiers 
by motor vehicle. 

We have read with the greatest interest the Report on the Tenth· Session of the 
Permanent Committee on Road Traffic 1 (November 1935) and that of the Sub-Committee 
of Experts on Tourist Traffic set up by the Economic Committee 2 (October 1935). The 
Permanent Committee on Road Traffic has asked to be kept informed of the studies and 
efforts made w~th a vie'Y to the simplification o~ motor travelling documents and we see 
that the questiOn a;lso illterests the Sub-Committee of Experts on Tourist Traffic. 

We therefore give you below information with regard to the efforts which our club 
has made, in collaboration with the Automobile Clubs and .Associations of the other 
N o~thern countries who are . members of the I..A.R . .A.C. of the International Touring 
Alliance and of the InternatiOnal Federation of l\fotor Cycling Clubs to simplify these 
documents and make the crossing of frontiers easier for tourists. 

l Document C.468.l\L246.1935.VIII. 
• Document C.458.l\L240.1935.VIII, page II9. 
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. Fifteen years ago, the clubs and associations of the Northern countries (DPnm·uk 
Fml~nd, NOI:way and Sweden) formed a permanent Committee, which examines all m~to{· 
traff.lC questi~ns of commo~ mter~st to these four countries. The Committee has "'inn 
special attenti~n to everythmg whiCh might tend to make the crossin"' of frontil'l" e~ .·,. 
and the followmg results have been obtained : o ~ .\sill • 

. (a) It has been agre~d between the four countries referred to above tha.t tho 1wf.ional 
certifiCate for motor vehicles and the national drivin"' licence are reciproenlly rec · 1 as valid. o '' · '· · ogms111 

Althou~h the f?ur countries are pa_rties to the Intern:ttional Convention relating to 
Mo~or Traffic o~ Apnl 24th, 1926- and 1ntcnwtional certifira,tes and lieences :>re rpeognisP!l 
-It can be smd that these documents have been abolished in inter-Scall!limwian t.raffi1•. 

(b) For some years, the recipro_cal suppression of all circulation t.:>xos or !'hargPs has 
been agreed upon be~ween our countnes. Later, these taxes were suppressed in the majorit.y 
of European countnes. · 

The fiscal permit has never been in use for traffic between the four N ortheru rountrit's, 
the taxes havmg been suppressed before this permit w:>s created. 

(c) In De;'lmark, N ?rway a~d Swede;'l, i~s~u:ance against thir!l-party risks is 
compulsory ; this also applies to formgn motorists nsitmg these countries. The automobile 
clubs and the assoc~ations ~f insur~nce. companies have brought about an arra.ng1;nwnt 
whereby motor vehicles registered m either Denmark or Sweden nmy pass the front.il'l' 
with_out any insurance docu;'lle;'lt (the registration of a car implies its insurance) mHl tha.t 
the msurance should be valid m the two countries and guaranteed by t.he assol'i:ttiou of 
insurance companies. Norway will accede to this Convention in 1937. 

For motorists· coming from other countries, very simple insurance cards have lwPn 
designed ; or else their insurance policy is accepted if it is taken out with tt rccognistHl 
company. If they are not insured, they may take out a temporary insurance t>t :t nn·y 
moderate premium. 

As to the simplification of insurance formalities, our aim is to obtain the rceognit.ion 
of a single insurance card, in the first place for all the Northern countries, t>ncl then for t.ho 
whole world, this card forming part of a single document for the car. 

In order to further the efforts to facilitate the crossing of frontiers, the ~;implifiPat.ion 
of documents and the reduction of their number, the Royal Norwegian Automobile Clnh 
has tried to create a single document for motor vehicles, in place of the intermttion:tl (or 
national) certificate, the Customs document (permit or triptych or other uocumonLH), 
insurance card, etc. 

The first result of these efforts was our proposal for a " passport for motor vohieles " 
put before the meetings of the I.A.R.A.C. (International Commission for 'l'mffie an<l 
Customs- I.C.R.T.C.Q.) in October 1935. 

The Secretary of the Permanent Committee on Road Traffic of the League of Nat,ions 
was present at these meetings. 

We enclose herewith a copy of our proposal referred to above (see A}Jperulix I). 
At the meetings in October 1935, rather serious objections were ma<le to our JH'oposal, 

especially by the French Customs authorities, who have always reprcsente1l the most 
formal and bureaucratic point of view with regard to CustomR documents. 

Our proposal was studied and the clubs made enquiries of the CustoJ?H arlministrat.~ollH 
of their countries. The result of this enquiry was put before the clubs priOr to the nwctmgs 
of the I.A.R.A.C. in October 1936 (see Appendix II). The great majority of the UustomH 
administrations and clubs are agai~st o~r prop?sal. The main obje~tion to a do?~~!1wnt 
such as the passport for motor vehiCles IS that It would render effect1vo control dlihcult. 

In a note put before the recent meetings (Appendix III) our club tried to explain 
its point of view : 

The control which is now believed to be exercised over motor vehidcH ~·rossing 
frontiers by means of detachable slips ( volets llctachf:s) in the existing document~ iH Jiluso~y · 

It is only possible to exercise an effective control _when the ~otor vchwlo aiHl Its 
document are passing the Customs or other such sup~rv1sory a;ut~o~tty .. 

A motor vehicle is not an object which can be hidden whtle It IS bm~g ~sc1l. 
The control over foreign motor vehicles passing fron~iers. or in use wtthm ~ .. ~:oun~ry 

should be a comparatively simple matter and should not give riHe to very great d.Iffwultws, 
especially if it is agreed that the registration of a car ~hould not b.e accepted WI.t~wut the 
Customs formalities being completed (unless the car IS of domestiC manufae~mc). . 

Our proposal was inspired by our conviction that it is absolutely c:%cntml that the 
existing documents should be. simplified. A single document must be achwve1l for a motor 
vehicle in international traffic. . . t 1 We think that, in the main, everyone is in agreement. But If so, all those mteres e1 
must try to find the best solution. 

We would draw attention, as we have done in our last note to the I.A.R.A.C., to the 

following facts : 
A · a ·ng number of countries are abandoning, in part at least, th~ present system, 

by op:ni~~r:h!~r frontiers to touring motorists without insisting on the ordmary documents 
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and without the guarantee of a c~ub ; these are the countries most interested in motoring 
tourists. 

The automobile clubs of the Northern countries have recently expressed themselves 
in favour of the abolition of all Customs documents for traffic between their countries, 
and these clubs are going to apply to their respective Governments to have their wishes 
realised. 

Norway has for thirty years freely admitted foreign motor vehicles without any 
guarantee, merely on declaration of re-exportatio~. . . 

Two different committees of the League of Natwns have declared themselves m favour 
of simplification. 

We would also draw your attention to our remarks at the end of our last note to the 
I.A.R.A.C. : "That the proposal of the motor-vehicle passport is a stage on the way towards 
the final objective, that we wish to go further, and that the final objective should be t~at 
the mere fact that a vehicle is registered officially in one of the contracting countnes 
will be sufficient for it to pass frontiers, no special document being necessary. 

" This can be done by adding several sheets for the incoming and outgoing visas 
to the registration card, the latter being simplified and standardised for all countries in 
accordance with the proposal already discussed at the meeting of the I.A.R.A.C. States 
will come to an agreement for the free admissi~n, without the guarantee of a club, of 
vehicles officially registered in the contracting countries ". 

When' we made our proposal for a motor-vehicle passport, we thought that it might 
perhaps be a little premature to suggest that Governments of Customs administrations 
should abandon the present system based on the guarantee of recognised clubs. We have 
tried to find the simplest system, retaining this guarantee until circumsta.nces allow of 
the final objective being reached. 

We are taking the liberty of sending our last note to the I.A.R.A.C. on this question 
as well as the documents mentioned to the League of Nations committees interested 
- not only to keep you informed, but also in the hope that the Permanent Committee 
on Road Traffic will communicate our suggestions to those Governments which are inclined 
to favour touring by motor vehicle in the first place, and international motor traffic in 
the second- inviting them to study the question of a single document (as simple as 
possible) for a motor vehicle in international traffic. 

(Signed) A. RoRHOLT. 

II. Letter addressed to the Secretary- General of the Royal Norwegian Automobile Club by 
the Secretary of the Permanent Committee on Road Traffic. 

Geneva, October 29th, 1936. 

I have the honour to acknowledge the receipt of your letter of October 24th, in which 
you communicate to the Permanent Committee on Road Traffic information regarding 
the efforts made by your Club in collaboration with the Automobile Clubs and Associations 
of the other Northern countries which are members of the I.A.R:A.C., the I.T.A. and the 
I.F.M.C., with a view to the simplification of the documents required for motorists crossing 
frontiers. As you are aware, this question figures on the agenda of the Permanent Committee 
on ~oad Tra~fic, 'Yhich will !10 doubt study_ ~th in_terest the work which you have already 
carried out m this connectiOn, and bear It m mmd when undertaking further studies. 

(Signed) E. LEHMANN. 

Appendix I. 

September 30th, 1935. 
INTERNATIONAL ASSOCIATION OF RECOGNISED AUTOMOBILE CLUBS: INTERNATIONAL COMMITTEE 

ON ROAD TRAFFIC AND CUSTOMS QUESTIONS. 

JJieeting of October 12th, 1935. 

SIMPLIFICATION OF CUSTOMS DOCUMENTS - MOTOR-VEHICLE PASSPORT 
(R.A.C. OF NORWAY). 

The automobile club~ of the Northern countries have often submitted to the meetinO's 
of the I.C.R.T.C.Q. questwns and proposals for the simplification of Customs documents 
and all ~ocument_s nec~ssary for international traffic and the crossing of frontiers. 

purmg the_ discussiOns on these questions : Standardisation of the permit and triptych 
- ~mgle pernnt for the I.A.R.A.C. and the I.T.A. - Substitution of the corresponding 
natwnal d_?cuments for the international driving licence and the international certificate 
- Reduc~wn of the n~m?er of documents necessary, etc.: we have often had the impression 
that possibly th~ l?aJority of Clubs are quite satisfied with the present state of affairs, 
and. ~hat the existmg docu~ents - Customs carnet, triptych, international permit and 
certificate, etc. - are consi~ered to be satisfactory, not too complicated and well known 
to the Customs and the police. Far from simplifyino- them there is rather a tendency 
to evolve new documents :. fiscal permit, insurance card, etc. ' 
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vVe are, however, of the opinion that it is very important to simplify, unify and 
standardise the necessary documents. by reducing their number. 

Our aim is therefore to embody all the documents necessary for the motor vehicle in 
a single document. 

Our reasons for reverting to this question are the following : 
To begin with, we have noticed recently a tendency to abandon the present system, 

especially the triptych. Several States have created new documents, provisional admission 
cards, etc. ; by the creation of its "Laissez-passer ", France has in mind the suppression 
of the triptych. 

Tourists will prefer the most convenient documents and the easiest to use ; our system 
must therefore be simplified. 

Further, we have seen that it is proposed to maintain the present position of the clubs 
by the conclusion of an international convention on the carnct and triptych regime, which 
will perpetuate the existing system. 

However, if this system is not the simplest and the most convenient, it is very 
dangerous to fix it by an international convention containing an exact description of the 
existing documents. Any simplification or reform will then be very difficult to carry out. 

We would recall the famous fiscal permit, which we proposed should be suppressed 
as soon as it had been fixed by international convention. 

Only the simplest documents should be laid down in a convention. If more complicated 
documents are necessary, models of these documents should not be reproduced in the 
Convention. 

vVe are of the opinion that it is time to review the present system. 

* * * 
At the meetings in Berlin last May, the delegate of the Royal Norwegian Automobile 

Club tried to define the main points of his task and that of all our clubs ; the principal 
aim, the fundamental basis of our collaboration should be to facilitate international traffic 
by all possible means, and to make the crossing of frontiers as easy as possible. It has 
never been the intention of the clubs from the beginning to create a privilege for themselves 
by supplying Customs documents, nor to derive an income from them. 

It is the various countries which, by their laws and regulations, by the Customs and 
the police, have put obstacles in the way of free traffic over their frontiers, and our main 
task is to overcome all these obstacles. The object never has been, and should not be, to 
profit by them in order to obtain economic advantages. 

Assuredly, the clubs wish to give every service possible; particularly to their members, 
but also to everybody else ; their activities must not, however, be so organised that they 
are dependent upon the income from the issuing of carncts and triptychs. 

Every step towards the free movement of traffic and the free crossing of frontiers 
should be welcomed with enthusiasm. 

We suppose that in the future, in perhaps ten or twenty years, 'the existing documents 
will be considered prehistoric and all the formalities which had to be gone through formerly 
to cross a frontier will be regarded as ridiculous. 

Our point of view is that the documents supplied by our Clubs and our Association 
should always be in the van of progress, and always the simplest and the most convenient 
to use. 

* * * 
At the Berlin meeting of the I.C.R.T.C.Q., a simplified document prepared by the 

R.A.C. of Norway was proposed. We are submitting to you this document, to which 
we have given the name of "Motor-vehicle passport". 

In preparing this document, we asked ourselves the following question : " If there 
were no international Customs documents at present in existence, what would be the 
simplest documents? " We have tried to embody in a single document the carnet and 
the triptych, the international certificate and the insurance card, if any. 

We are also of opinion that the passport should be a Customs document for 
the I.A.R.A.C. and the I.T.A. 

With regard to the Customs offices, we· asked : " Is it necessary to give them all the 
work which they now have to do in connection with motor vehicles crossing frontiers~ 
Must they detach from the triptych each time a vehicle crosses a frontier a slip giving full 
details of the vehicle~ And must they return to the office of entry all the slips for outgoing 
cars, etc.? 

* * * 
It will be seen at once that the motor-vehicle passport contains in its first part,· as 

does the existing carnet, a detailed description of the vehicle, the same information regarding 
the guarantor associations and societies, the Club issuing it and the holder. 

The use of the passport is based on the same principle : On crossing a frontier, the 
passport is vised by the Customs. The Office of entry of a country places its visa in the 
first blank space on the left. The Office for outgoing traffic places its visa in the same 
line, to the right, beside the entry visa. When thfs has been done, the passport is always 
finally discharged. 
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The simplification consists of the following : While the existing carnet has a number 
of detachable slips for entry and exit, each of which _must be ~ar~fully number~d when the 
carnet is printed, each of which reproduces the de~alled descnptwn ~f t~e vehicle, each of 
which must be filled up carefully, detached ~ach time a Customs office _Is passed, kept by 
the office of entry and returned by the office of departure to the office of entry, every 
operation giving rise to possible mistakes, the passport merely has spaces for the entry 
and exit visas. 

* * * 
It will undoubtedly be said that the motor-vehicle passport does n?t ens.'ne effectiv:e 

control as the Customs office of entry will not have the detachable slip which makes It 
possibl~ to identify the car. We think that at least double work is being done. at present. 

On the entry and exit of a vehicle, the Customs offices have the oppor~urn~y to effect 
all the verifications which they consider necessary to ensure that the vehwle IS actually 
the one described in the passport. When this is done and the car passed, there will be no 
necessity for detachable slips with a detailed description of the vehicle. 

They merely complicate matters, and it is enough if the series and number of the 
Customs heading and the registration letter and number are noted. 

By organising uniform registration in all the Customs offices, by unifying and 
simplifying the system of this registration everywhere, a control much simpler and quite 
as effective as the existing control will be achieved. 

Besides the Customs control, there is the police control and that of the guaranteeing 
clubs. A motor vehicle is an object which cannot be hidden in a suit-case. It must. be 

. registered by the competent authorities and must bear a registration number and nationality 
plate. 

With the motor-vehicle passport, it would perhaps be necessary to prescribe that, in 
the ordinary way, a car cannot be registered unless it is proved that the Customs formalities 
have been completed, or else that the car is of domestic manufacture. The motor-vehicle 
passport must always accompany the car and be shown on demand to the competent 
authorities - the police, the Customs, etc. 

The experience of past years has shown us that nearly all vehicles temporarily 
admitted into a country on Customs documents leave the country in conformity with the 
regulations. There is not one in a thousand which does not conform to the rules, and if 
someone does infringe them it is usually due to a mistake or ignorance of the regulations. 

In order to prove that the present formalities are not necessary, we wish to show the 
members of the I.C.R.T.C.Q. a very simple Customs document which has been in use in 
Norway for more than twenty-five years in all the Customs offices on the frontier· (see 
Sub-Appendix). 

The Customs offices are authorised to allow any foreign car to enter on the mere 
declaration that it will leave the country again at a later date ; we enclose an exact copy, 
with English translation, of the document, which must be signed. The document, which 
is not printed but only typed, is supplied free, without any other guarantee being demanded 
than the signature of the owner or the driver. No description of the vehicle is given
only the make and the registration number. In this way thousands of motor vehicles 
have passed the frontier and the Norwegian Customs offices inform us that only once has 
a car imported by means of this document not been re-exported. This was an old Ford 
belonging to a tramp, who sold it to a Norwegian friend when the car would no longer go. 
The car was found and sold as scrap iron to cover the Customs duties. 

In Norway, a foreign car may be admitted without any other document than the 
national driving licence and the national registration card. Tourists are preferred to 
complicated documents. 

* * * 
After writing the above report, we received the report froni the Secretary-General of 

the I.A.R.A.C. regarding the draft convention on the carnet and triptych system. · 
We are very much interested to see from .Articles 7 and 8 of the French 

Customs Administration's preliminary draft of an International Tourist Convention that 
the model document for temporary importation (triptych) is not fixed in the Convention 
not the Customs carnet described in the text, but merely in an Annex to the Convention: 

It will therefore not be difficult to adjust our proposal to a future Tourist Convention. 
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S nb-.Appcndix. 

NoRwEGIAN CusToMs DocuMENT. 

You will find below an exact copy of a Customs (locument in use in Norway for 
twenty-five years (in pursuance of Government circular of May 31st, 1906), utilised by all 
the Customs offices on the roads crossing the frontier. 

The Customs allow all foreign motor vehicles to pass whose owners or drivers have 
signed the following declaration. The document has always been supplied free. It is not 
printed or numbered - simply typed, and the description of the car is not at all detailed. 

It has only happened once in twenty-five years that a car imported under this document 
has not been re-exported in conformity with the declaration given by the owner or the 
driver. 

The following is a translation of the document : 

.lJiade in duplicate : 

The undersigned solemnly declares that the motor vehicle which he is this day bringing in for his persona 
use during his stay in Norway; Make ............ Registration No ............. with ............. spare 
tyres ............ and ............ tubes..... (number) 

will be re-exported on his return abroad, probably by the Customs Office at ................. in the mouth 
of ........................ . 

Date ...................... 19 ... . Name ................................. . 
Residence .............................. . 

The car designated above was imported to-day in conformity with the above declaration without payment 
or deposit of Customs duty. ' 

Customs stamp. Date ............................. 19 .. . 

Customs signature .. 

The car designated above was re-exported abroad this day. 

Customs stamp. Date ............................. 19 .. . 

Customs signature. 

A copy to be kept by the import Customs office. The other copy to be given to the 
party concerned to be handed over to the export Customs office, which finally sends it back 
to the import Customs office. 

Appendix II. 

INTERNATIONAL ASSOCIATION OF RECOGNISED AUTOMOBILE CLUBS : INTERNATIONAL COMMITTEE 
ON ROAD TRAFFIC AND CUSTOMS QUESTIONS. 

~Meeting of October lOth, 1936. 

MOTOR-VEHICLE PASSPORTS- RESULT OF THE ENQUIRY l\IADE 

Al\IONG CUSTOliiS ADliiiNISTRATIONS ON THIS PROPOSAL. 

The proposal regarding " motor-vehicle passports " put before the I.C.K'r.C.Q. by 
the R.A.C. of Norway last October was submitted through the intermediary of the national 
automobile clubs to their respective Customs administrations. 

By September 1st, 1!!36, the Secretariat of the I.A.R.A.C. had received replies from 
seventeen countries, which we reproduce below. 

A perusal of these replies gives the impression that it would be premature, in the 
present state of affairs, to adopt a system such as that of the motor-vehicle passport. 

The majority of the Customs Administrations put forward two main objections : 

(1) The lack of control over the re-export of cars; 

(2) The necessity for the Customs office of entry to register the main features of the 
car imported, thus causing a longer stop at the Customs offices than with the 
Customs documents at present in use. 
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Replies from the Various Clubs. 

Albania. - Reply jro1n !he Club. 

The Customs .Administration of our country, before whom the question has been put, 
thinks that its application would give rise to difficulties with regard to the subsequent 
control of cars temporarily imported into .Albania under this passport. . 

We are, however, prepared to use our good offices with t~e .Admi~stration in que~tion 
to obtain the recognition of this new document, through the mtermediary of the Natwnal 
Tourist Office (shortly to be created), if the General .Assembly of the I..A.R . .A.C. adopts a 
recommendation to this effect. 

Germany.- Reply from the O.N.S. 

In the opinion of the O.N.S., the motor-vehicle passport proposed by the R . .A.C. of 
Norway is not likely to take the place of the triptych, which has proved its worth. This 
is all the more improbable since, besides the individual triptych which is only valid for a 
certain country, there is also the Customs carnet, which has also stood the test of experience. 
The Customs cm·net offers the same possibilities as the motor-vehicle passport under 
consideration, and possesses considerable advantages over the latter. These advantages, 
it is true, are more on the side of the Customs authority than of the motorist. 

The motor-vehicle passport does not give the Customs office of entry any information 
regarding the vehicle in question. Further, as it is essential that the nationality marks of 
the vehicle should be noted, the Customs office of entry would be obliged to undertake 
work which usually falls to the Club (for the triptychs) or to the motorist (for the Customs 
carnets). The Customs office would have to note the nationality marks of the vehicle, 
which is not the case when a triptych or a Customs carnet is used, as the counterfoil 
containing the necessary information is retained. The principal point, however, is that 
the Customs office of entry would not be able to verify that the vehicle provisionally 
registered on presentation of the motor-vehicle passport had actually been re-exported 
within the time allowed. Only the closest collaboration between all the countries 
recognising the motor-vehicle passport would niake this control possible. 

These formalities would undoubtedly entail a longer stop at the frontier than the use 
of a triptych or a Customs carnet. This would be contrary to the aim which we are striving 
to reach - namely, to facilitate international motor traffic. These longer formalities 
would be particularly irksome during travelling seasons, week-ends, Sundays and holidays. 

Further, the motor-vehicle passport. offers no possibility for the Customs authorities 
of the various countries to establish irrefutably the responsibility of the guaranteeing Club. 
The German Customs .Administration is even afraid that the foreign Club may possibly 
contest the entry of the vehicle in question into Germany under cover of the motor-vehicle 
passport supplied by it. 

The German Customs .Administration is of the opinion that the present state of affairs 
- i.e., the triptych and Customs carnet system - should be maintained. The O.N.S., 
which would welcome with pleasure any new development facilitating international motor 
traffic, shares this opinion ; the more so since the motor-vehicle passport, because of its 
insufficiencies (which M. Louwet, Chief Redacteur of the French Customs, emphasised at 
the meeting of the I.C.R.T.C.Q.), would be likely to give rise to disputes. 

Unitctl l{ingdom. - Rc•ply jro1n the Club . 

.As desired, I submitted this proposal to the Board of Customs and Excise in London 
for their co~si~eration, a~d while they, with us, are anxious to assist towards simplicity, 
they regret It Is not possible for them to accept the suggestion from the Norwegian Club. 
In their reply to me they state : 

". . . : as the proposal of the Royal .Automobile Club of Norway for the creation 
of a motor-v~h1ele pas~port would app~r~ntly have the effect of throwing additional work 
upon the offiCers of this Department, It IS for that reason, if for no other not acceptable 
to the Commissioners. . . . " ' 

I fear~d they would express this view, and I venture to say that the suggestion submitted 
to you. ~VIth my letter of Novemb.er 2?th, 1934, would meet the requirements of all 
a~thont~e~ concerned - Cust?ms~ LICensmg, etc. - and at the same time afford simplicity 
with effiCiency, and a reductiOn m the documents to be carried by motor tourists. 

Denmark. - Reply jro1n the Club. 

We have su~mitted th~ ':motor-vehicle passport" to the Danish Customs authorities, 
who would not give any opmwn on the subject ; but we definitely had the impression that 
they did not intend to accept this document. 

Egypt. - [teply from the Club. 

Our Customs .Administration has rejected the proposal of the R..A.C. of Norway for 
the reason that there would no longer be any control. 
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Further, our opinion on this subject is that, in trying to give tourists every pos~ible 
{acility, the practical side is being neglected, for it must not be forgotten that, apart from 
the tourist properly so called, there is the defrauder, and that any tendency to facilitate 
the crossing of frontiers by reducing control and formalities would encourage fraud. 

We must therefore, to our regret, oppose the proposal· of the R . .A.C. of Norway. 

Spain. - Reply from the Club. 

The Spanish Customs .Administration is quite unable to accept this proposal, being 
of the opinion that the motor-vehicle passport does not a.fford a sufficient guarantee or 
control. 

Estonia. - Reply from the Club. 
. . . 

Our Club has decided not to express itself either for or against the introuuction of 
this document, but to await the decison of the- other Clubs, so that it may be in a better 
position to judge as to its usefulness. 

We would ask you therefore to put us in your report under the heading of Clubs which 
desire to remain neutral for the moment. 

Finland. - Reply from the Club. 

Our Customs .Administration is not in favour of the proposal of the R . .A.C. of Norway. 
The grounds for its opinion are that, by attempting to attain simplification, the work 
of the Customs offices would be increased. Naturally, tourists would prefer documents 
which are easier to use, but this must not be done at the expense of the Customs for example, 
nor against their own interests ; for when traffic is heavy, the vehicles would be held up. 
It is certainly desirable that Customs documents should be simplified ; but this 
simplification should not be carried out in the way proposed by the R..A.C. of Norway. 

France. - Reply from the Customs Administration. 

The main feature of the motor-vehicle passport would be to suppress the system of 
noting and releasing the entry permit on the arrival and the departure of the vehicle. 
The passport would thus be used under conditions rather similar to the old identity card 
for bicycles. The control over the re-exportation of vehicles would depend solely on the 
good faith of those interested and the supervision exercised within the territory. 

On the other hand, as you are aware, abuses detrimental to the Treasury have caused 
my .Administration to replace the Customs cards for bicycles by a new model consisting of 
an entry slip and an exit slip, by means of which the departure of the machines can be 
controlled by the Customs. 

There could therefore be no question of adopting for motor vehicles a measure which 
has just been abandoned for less valuable objects, such as bicycles. 

In these circumstances, I regret that I am unable to consider the suggestion put forward 
by the Royal Norwegian .Automobile Club. 

Greece. - Reply from the Club. 

The Customs .Administration of our country could not accept under any circumstances 
any modification of the present international law regarding triptychs and Customs carnets 
and considers that the Customs office of entry at present allows the importation of a vehicle 
on condition that this vehicle is re-exported from Greek territory within the prescribed 
period. In order to ensure that this re-export takes place or that the Customs duties (if 
any) are paid, the .Administration requires, not only the present guarantee from the 
national club, but also the official document showing the import and export. 

The Greek Customs .Administration does not question the good faith or the goodwill 
of the owner of the car entering under the triptych or carnet ; nevertheless, it cannot admit 
that this exportation should depend solely on the intention of the foreign motorist to leave 
the country. 

Frankly, we are ourselves in complete agreement with the above, and our present 
experience proves that very often foreign motorists forget this period of eight months 
during which they may stay in the country, and it is only on being reminued by the Customs, 
or by us, that they conform to our laws. 

We have a further objection which was raised, if I am not mistaken, by the 
representative of the French .Administration, as follows : once the car is imported by means 
of the motor-vehicle passport, the Customs office would have no trace of it, except perhaps 
a list which does not require to be made out with the very simple system of cm·nets or 
triptychs. 
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Lithuania. - Reply fmm the Club. 

The acceptance of the motor-vehicle passport: 

(1) Would place motorists in a privileged situation; 
(2) Would not in any way simplify the work of the Customs offices; 
( 3) Would make it more difficult to ascertain if the car had been re-exported from 

the country or not ; 
(4) This work would require the collaboration of _the police, which would cause 

needless difficulties and embarrassment to tounsts. 

For these reasons, we consider that the introduction of such passports would be 
premature. 

Palestine. - Reply from the Customs Administration. 

This Department does not favour an~ alteration in the present procedure by which 
cars are admitted under the carnet and tnptych system. 

Netherlands. -Reply frorn the Club. 

Our Customs authorities have serious objections to the use of the motor-vehicle 
passport. . 

According to the proposal of the R.A.C. of N orw~y1 it would ?nly be necessary to 
enter up once the details of the car, and the Customs off_wials would sig~ and make a short 
annotation only on each arrival and departure. All ~his seems very. simple, but actually 
this measure would relieve the Clubs and the motonsts of work which would fall on the 
Customs Administration. 

The idea that it would be sufficient to make a short annotation is incorrect. The 
Customs officials would have to note on entry the name of the Club supplying the document, 
the date and the number of the motor-vehicle passport, and all the details and the value 
of each car. This is essential if the passport is not signed for exit ; so that the details would 
be necessary in order to claim the entry duties. 

Our Customs authorities could not accept this transfer of the work. 
The consequences of this system would also be that tpurists would have to wait at 

the Customs offices until all the details had been noted, and this would take a long time. 
Further, this regulation would have the disadvantage that the holders could only 

cross the frontier (as is the case with carnets) where there are Customs offices and during 
the time these offices are open. 

With triptychs valid for the Netherlands, it is sufficient if the entry and exit take 
place once during the validity of the document. 

Roumania. - Reply jr01n the Club. 

It is obvious that the present system of the Customs cm·net is rather complicated and 
that automobile clubs should make an effort to simplify as far as possible the formalities 
in connection with the crossing of frontiers. 

However, under present economic conditions, Customs administrations surround 
themselves with all possible guarantees, and the initiative of any simplification which 
would reduce these guarantees would not appear to have their support. 

The main objection to the motor-vehicle passport suggested by the R.A.C. of Norway 
is that the Customs office does not keep any document which would subsequently prove 
that the vehicle had passed through. It is true that the Customs official, after having 
visaed the motor-vehicle passport, should note in his register the entry or exit. . But if he 
forgets to mention it, there will be many complaints later on, which will cause the Clubs 
a great many difficulties. 

Further, the Customs official has to enter in his register the main features of the car: 
a loss of time which has not been taken into account. But the aim in view is to simplify 
formalities and not to complicate them. 

Actually, under the Customs carnet system, the Customs official, after examining the 
car, detaches the corresponding slip, places his visa on the counterfoil of the carnet and 
the motoris~ J?a~ continue. his journey. If sev~ral cars are passing at the same tim~, the 
Customs offiCial 1s not obliged to enter the varwus operations at the same time· he need 
only detach the slips and do the clerical work later. ' 

Finally, we consider that the Customs carnet, in its present form satisfies the 
requirements of the Customs administrations and the interests of the motorists themselves. 

Sweden. - Reply from the Club. 

The R.A.C. of Sweden has communicated on this subject with the Swedish Customs 
authorities, who have sent copies of the Norwegian proposal to the Customs offices on the 
frontier where traffic is comparatively heavy. The Swedish Customs authorities have not 



-41-

yet given any definite reply, but we have heard that the Customs offices on the frontier 
cannot support this proposal. The main reasons for this are the following : 

1. The Customs authorities would not be able to exercise the necessary control 
over the re-exportation in due course of a motor vehicle temporarily imported into 
Sweden. This control is considered of such great importance that it must be maintained. 

2. The notes to be taken on the importation of the vehicle into Sweden would 
be so considerable that the loss of the traveller's time would be still greater than is the 
case at present with the carnet system. The present system allows of the slip being 
detached with the necessary notes being made later on in the register. With the 
motor-vehicle passport, the official would have to make the necessary notes in the 
register immediately. 

Czechoslovakia. - Reply fmm the Club. 

The Czechoslovak administrations have no objection in principle to the adoption of 
this document. As the matter concerns several central administrations, we have not been 
able to obtain their definite opinion on a proposal which has not been accepted by 
neighbouring countries. 

Our central authorities wish to study this question thoroughly.; for they are afraid 
that a new document will be introduced which will have the same fate as the fiscal permit 
or the traffic documents provided for in the Paris Convention. This Convention was 
concluded about ten years ago, and the documents which it prescribes will be suppressed 
before being recognised by all States. 

Yugoslavia. - Reply from the Club. 

In principle, this proposal appears to us to be extremely interesting in that its aim· 
is to simplify the crossing of frontiers for motoring tourists during their travels abroad. 

We consider, however, that it would be premature to put the system of motor-vehicle 
passports into practice, in view of the Customs procedure and prescriptions at present in 
force in various countries. 

The arguments which could be used against the introduction of the motor-vehicle 
passport would, in our opinion, be the following : 

1. By the introduction of this new system, Customs offices would be deprived 
of the vouchers (slips to be detached from the existing Customs documents) which 
serve as a guarantee and control over the re-exportation of the motor vehicles within 
the time allowed. 

This might facilitate abuses and infractions of the system of temporary importation 
by the illegal sale of cars, and by the fact that motorists ignorant of the regulations, 
might consider that they could sell their cars abroad. 

It might even facilitate the despatch abroad of stolen vehicles. 

2. In the event of the Customs authorities accepting the motor-vehicle passport 
and consequently agreeing to modify the Customs procedure by introducing a special 
registration system (issue of a receipt, or other system), we think that the Customs 
procedure at the frontier, instead of being simplified, would become more complicated 
motorists would suffer a considerably greater loss of time. 

Furthermore, we suppose this would entail the introduction of fresh taxes and 
extra expense. 

The system of Customs carnets is more convenient than the triptych system. 
However, a large number of our members prefer the triptych, as the visa formalities 
with the Customs carnet, requiring a receipt each time the frontier is crossed, cause 
a greater loss of time. 

3. We think also that the proposal is unpractical, because the document supplied 
for the vehicle would at the same time be used as a driving licence. In this way, 
individuals who are not authorised to drive cars in their own country, or are even 
forbidden to drive, might do so abroad. 

In the interests of safety on the roads, we consider it essential that drivers should 
carry all the documents required by the International Convention relating to 1\iotor 
Traffic. 
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Appendix III. 

C 
I ERNAT!ONAL COMMITTEE 

INTERNATIONAL. ASSOCIATION OF RECOGNISED AUTOMOBILE LUBS: NT 
ON ROAD TRAFFIC AND CUSTOMS QUESTIONS. 

Meeting of October lOth, 1936. 

P Sil\IPLIFICATION .OF cusToMs DocuMENTS. 
MOTOR-VEHICLE ASSPORT. 

Note frorn the Kongelig Norsk Automobilklub (Royal Norwegian Atttomobile Club). 

We are in receipt .of the Secretary-General's report 1 c.onc~rning our proie~~~~ ~~ 
October 1935 with regard to motor-vehicle passports, commum~a:tmg ~o us the . 
the enquiry on this proposal carried out amongst Customs adnumstratwns. h t d 

We have studied this report carefully and with much interest and we. ave no e t 
that the great majority of Customs administrations have declared (often m agreemen 
with the Clubs) against the document we proposed. . . . _ _ 

The Secretary-General says that these replies give the ImpressiOn that, m the pr~~~t 
state of things, it would be premature to adopt such a system as that of the motor-ve 1C e 

pass~~!~rtheless we should like to make a few remarks on the replies of the Customs 
administrations ~nd the Clubs, and we would ask that our proposal of October 1935 
(.Appendix I) should be carefully re-read. 

We fully realised that the proposal was a radical one, a~d we had exp~cted ~u.cb. more 
serious objections. It is very difficult to change one's habits, and espem~lly diffw~It for 
an official administration. We put forward our proposal !n. the behef that It was 
absolutely necessary to simplify and reduce the number of existmg documents .. 

The chief objections to the motor-vehicle ;passport are the following: 

(1) Lack of control; 

(2) Increased work for the Customs offices; longer waits than with the existing 
documents . 

.Ad 1. Lack of Control. 

It is alleged that, because of the control, the entry office would have to keep fairly 
detailed data about an imported vehicle - its chief characteristics, its value, the Club 
which issued the document, and so on. The detachable slips of a carnet or a triptych 
contain these data. 

We do not agree, and we would ask you to be good enough to follow our argument. 
Anyone who takes the trouble to make a thorough study of the control problem will 

soon reach the following conclusions : 
Effective control can only be exercised at the time when the vehicle, with its Customs 

document, passes a Customs office (or another controlling authority). Only then can 
the authority make sure that the vehicle corresponds to its description in the document. 

When the vehicle has passed, it is enough to keep one particular only : the registration 
number with the letter or letters indicating nationality. · 

It is a mistake to think that the detachable slip with the detailed characteristics can 
be used as a means of control. When the vehicle has passed the office, these details are no 
longer of any value. 

In reality, even under the present system, no use is made of the detailed descriptions 
on the detachable slips. 

When a vehicle is re-exported in the ordinary way and within the prescribed time 
(this is the case 999 times out of a 1,000), the vehicle can be controlled by means of 
it~ accoi?panyii_~g document. ;Mter control, there is no need to detach the exit slip, 
wi~h all Its details, and .to send It back .to·the entry office. It is enough to inform the entry 
offwe (or a central office) that a vehwle from eountry X (nationality letter), No. N.N., 
has left the country. 

The detachable slips are useless for the additional well-known reason that from the 
time of issue of the document, all these slips bear exactly the same date. It i; of no use 
to compare a:o. entry slip with an exit slip, since they always contain the same details .. 

Nevertheless, the Clubs and the Customs administrations agree that these slips are 
indi:"pe~sable. It might therefore be thought that they would be used at least when a 
ve~wle IS not !e-.exported, or when the re-e;xportation has not been noted at the entry 
offiCe. But tlus IS not the case. Our expenence shows that the procedure is as follows : 

. (a) The Customs office of entry refers to the Club of its country: "The vehicle 
Import~~ un~er carnet No ... has not been observed to go out. Kindly find the carnet 
for verifiCatiOn . . . " 

1 See Appendix II. 
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(b) The above Club refers to the Club that issued the document : " Customs 
office X requires the re-exportation, etc., . . . . . Kindly send the carnet . . . . " 

(c) The issuing Club must send the carnet or furnish proof that the vehicle in 
question has left the country. If not, it becomes liable under its guarantee. 

It will be seen that in this case, too, no use is made of the detachable slips. The original 
document is asked for. 

We are of the opinion that the motor-vehicle passport allows of adequate control. 
All foreign vehicles should always be accompanied by their passports, which provide the 
controlling authorities with all necessary indications. If the document is not in order, 
the vehicle is not allowed through the Customs and is forbidden to circulate. In cases of 
non-re-exportation, the issuing Club can give all details concerning the vehicle. With this 
document, nothing can happen which does not happen with the documents at present in use. 

The provision mentioned in our· 1935 proposal that a vehicle cannot be registered 
without proof that the Customs formalities have been completed or that the vehicle is of 
native manufacture will make the control more effective. In addition, this provision will 
be very useful in present circumstances. 

Ad 2. The Work of the Customs Offices. 

The Customs offices have one thing to note: the letter or letters indicating nationality 
and the registration number. 

Note.- We take the liberty of drawing attention to an alteration in our proposal: 
the motor-vehicle passport should always bear the same number as the registration 
number of the vehicle. Its serial letter already corresponds with the nationality letter. 

The letters and the number can be noted immediately. This can be done during the 
control or when the entry or exit stamp is being affixed. 

The nationality letters and the registration numbers are noted later in an entry and 
exit list, a copy of which is sent for control at fixed intervals (every month or every fortnight) 
to a central office. 

We are of the opinion that the work of the Customs offices would thus be appreciably 
simplified. 

* * * 
We have tried to obtain a single document for motor vehicles to replace the 

international certificate, the Customs document (carnet, triptych, etc.), the insurance card, 
etc. 

The aim of our proposal was to induce the Clubs to make the necessary simplification. 

If the motor-vehicle passport is not an ideal document, all the Clubs concerned should 
do their best to find one. 

It is clear that the present system is about to be given up. Several countries have 
already opened their frontiers to motor tourist traffic without demanding international 
traffic documents and without a guarantee from the Clubs. 

We take the liberty of drawing the attention of the I.C.R.T.C.Q. and the I.A.R.A.C. 
to the fact that the ClubE< of the Northern countries, at a meeting in September 1936, 
advocated the abolition of all Customs documents as far as motor traffic between these 
four countries was concerned. The other international documents have already been 
abolished. It is possible to enter Norway without a Customs document via the Swedish 
frontier. 

The urgent need of simplification is also referred to in the report of the Permanent 
Committee on Road Traffic (tenth session) 1 and the report of the Sub-Committee of Experts 
on Tourist Traffic of the Economic Committee. 2 

Although the Customs administrations and the Clubs do not consider it possible 
at present to adopt such a document as the motor-vehicle passport, we are of the opinion 
that a solution on these lines will ultimately be found. This is an important step in the right 
direction. 

We are inclined to go further. In our opinion, a vehicle should, by the mere fact of 
being offically registered in one of the contracting countries, be able to cross frontiers 
without a special document. 

This result may be obtained by adding some pages for entry and exit visas to the 
registration card, simplified and standardised for all countries according to the proposal 
already made. The ·Governments will agree to admit freely and without a guarantee from 
the Clubs all vehicles officially registered in the contracting countries. 

Since the League of Nations wishes to be kept informed of all work and proposals 
tending to simplify Customs documents for motor traffic, we have sent our proposal of 
October 1935, together with the present note, to the Committees concerned. 

1 Document C.468.l\I.246.1935.VIII, page 5. 
• Document C.458.l\l.240.1935.VIII, page 120. 
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ANNEX 8. 

INSTRUMENTS ADOPTED BY THE EUROPEAN CONFERENCE 
ON ROAD TRAFFIC, HELD AT GENEVA FRO~I MARCH 16TH TO 30TH, 1931. 

C.C.T.JC.R./116. 
June 9th, 1937. 

POSITION AS REGARDS SIGNATURES, RATIFICATIONS OR ACCESSIONS, AND INFORMATION 
COl\ll\IUNICATED BY CERTAIN GOVERNMENTS REGARDING THEIR INTENTIONS TOWARDS 

THESE INSTRUMENTS. 1 

1. CONVENTION CONCERNING THE UNIFICATION OF ROAD SIGNALS. 0 

(Geneva, l\Iarch 30th, 1931.) 

Ratifications 
or definitive accessions. 

AUSTRIA 
(Augm;t 21st, 1936, a) 

FRANCE {October 11th, 1934) 
Does not assume any obliga

tion in regard to Algeria, colo
nies, protectorates and man
dated territories. 

Algeria (July 22nd, 1935, a) 

HUNGARY 
(January 8th, 1937) 

ITALY 
(September 25th, 1933) 

LUXEJIIBURG 
(April 9th, 1936) 

l\IONACO 
(January 19th, 1932, a.) 

THE NETHERLANDS 
(for the Kingdom in Eu
rope, Surinam and Cura~ao) 
(January 16th, 1934) 

POLAND (April 5th, .1934) 

PORTUGAL 
(April 18th, 1932, a) 

Does not include the Portu
tuguese colonies. 

ROUl\IANIA 
(June 19th, 1935, a) 

SPAIN (July 18th, 1933) 

SWITZERLAND 
(October 19th, 1934) 

TURKEY 
(October 15th, 1936) 

UNION OF SOVIET SOCIALIST 
REPUBLICS -
(July 23rd, 1935, a) 

In force. 

Signatu1·es or accessions 
not yet perfected by ratification. 

BELGIUM 
Subject to subsequent accession 

for the colonies and mandated 
territories. 

CZECHOSLOVAKIA 

FREE CITY OF DANZIG 
(through the intermediary 
of Poland) 

DENMARK 

ESTONIA 

GERMANY 

URUGUAY 

Obsm·vations. 

The Belgian Government in
formed the Secretary-General by 
letter dated July 6th, 1933, that 

. a Royal- Decree had been issued 
putting into force the provisions 
of the Convention, pending rati
fication by the Government. 

By letter dated May 24th, 1933, 
the Czechoslovak Government in
formed the Secretary-General that 
discussions regarding the ratifica
tiOI:r of the Convention were pro
ceeding between the competent 
Ministries. 

By letter dated June 1st, 1933, 
the Danish Government informed 
the Secretary-General that it would 
await the decision of the neigh
bo~r.ing. countries concerning the 
ratifwatwn of the Convention. 

By lett.er of April 29th, 1937, 
the Estoman Government informed 
the ~ecretary-General that, the 
Traff1c Code of Estonia having 
been brought into line with the 
Convention, the technical work 
was being carried out with a view 
to Estonia's accession thereto. 

By letter dated July 5th, 1933, 
the German Government informed 
the-Secretary-General that a deci
sion had not yet been taken by 
the competent German authorities 
regarding the ratification of the 
Convention. a 

By letter of April 13th, 1936, 
the Uruguayan Government in
formed the Secretary-General that 
t~e questio~ of Uruguay's acces
SIOn ~as. bemg studied by national 
commiSSiOn. 

~ TThh!llCetter a ti~mediate.ly following a date indicates accession 
· IS onven wn came mto force o J I 16th 9 · · 

3 By detailed regulations dated Se t~mbJ: 2 ' 1 34• m accordance .with its Article II. 
Germany has adopted a system of roaa si nals t~~h, I ~34, for the exec~twn of .the Road Traffic Regulations, 
1931 Convention on the Unification of Ro~d Signals~am features of whwh are m accordance with that of the 
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8-ignatnres or accessions 
1wt yet perfected by mtification. 

YUGOSLAVIA 

Observations. 

Bv letter dated June 26th, 1935, 
the "Yugoslav Government inform
ed the Secretary -General that, all 
the work in connection with the 
application of the provisions of 
the Convention being finished and 
all the international signals having 
been placed on the public roads, 
the legislation and ratification 
would shortly take place . 

The .Australian Government, which may accede to the Convention, has made the 
following observation in a letter dated .April 15th, 1937: 

" This Convention deals with a matter that falls mainly within the jurisdiction 
of the State Governments. The danger signals in .Australia generally conform with 
those prescribed in the Convention, except that the nature of the danger is indicated 
in words instead of by symbols. There are very few cases of international traffic in 
.Australia, and until the principles embodied in the Convention can be fully adopted 
in .Australia, it is not proposed to take any action in the way of accession to this 
Convention." 

NORWAY. 

By letter dated June 8th, 1937, the Norwegian Government informed the Secretary
General that it regretted being unable to accede as yet to the Convention, in view of the 
economic consequences which the introduction of the system provided for in this Convention 
would entail in respect of roads which do not come within the province of the Central 
Norwegian .Administration. Nevertheless, by circular letter dated November 20th, 1933, 
the local authorities have been asked to conform as far as possible to the provisions of the 
Convention, especially with regard to the erection of fresh signs and the renewal of those 
already in existence. 

2. CONVENTION ON THE TAXATION OF FOREIGN MOTOR VEHICLES, WITH PROTOCOL-ANNEX.1 

(Geneva, March 30th, 1931.) 

Ratifications 
or definitive accessions. 

BELGIUl\'I 
(November 9th, 1932) 

Subject to subsequent iwces
sion for the colonies and terri
tories under mandate. 

GREAT BRITAIN AND 
NORTHERN IRELAND 
(.April 20th, 1932) 

Does not include any. colo
nies, protectorates or overseas 
territories or territories under 
suzerainty or mandate. 

Southern Rhodesia 
(.August 6th, 1932 a) 

NEWFOUNDLAND \ 
. (January 9th, 1933, a) 

Ceylon 

Cyprus I o:s Gold Coast : ~ 
Colony ~ 
.Ashanti ~ 
Northern Territories ~ 

Togo land under British i 'B 
Mandate ~ 

Hong-Kong 
Jamaica 
l\Ialta 
Windward Islands: 

Grenada 
St. Lucia 
St. Vincent 

In force. 

Signatures or accessions 
not yet confirmed by mtification. 

CZECHOSLOVAKIA 

FREE CITY OF DANZIG 
(through the intermediary 
of Poland). 

Observations. 

By letter dated May 24th, 1933, 
the Czechoslovak Government in
formed the Secretary-General that 
discussions concPrning the ratifica
tion of the Convention were pro
ceeding between the competent 
Ministries. 

1 This Convention entered into force on May 9th, 1933, in accordance with its Article 14. 



Ratifications 
m· definitive accessions. 

<:> 
. -

Nigeria : ~ ;s 
Colony ~ 
Protectorate --

Cameroons under Bri- ~ 
tish Mandate j M 

Sierra Leone : ~ 
Colony and Protec- ~ 
torate ~ 

Palestine (excluding 
Trans-Jordan) 
(April 29th, 1936 a) 

BULGARIA 
(March 5th, 1932, a) 

DENMARK 
(December 4th, 1931) 

FINLAND 
(May 23rd, 1934, a) 

IRISH FREE S'.rATE 
(November 27th, 1933, a) 

ITALY 
(September 25th, 1933) 

LUXEMBURG 
(March 31st, 1933) 

NETHERLANDS (including the 
Netherlands Indies (Suri
nam and Cura<;ao) 
(January 16th, 1934) 

POLAND (June 15th, 1934) 

PORTUGAL 
(January 23rd, 1932) 

(Does not assume any obliga
tion as rega.rds its colonies) 

ROUl\IANIA 
(June 19th, 1935, a) 

SPAIN (June 3rd, 1933) 
SWEDEN 

(November 9th, 1933) 
SWITZERLAND 

(October 19th, 1934) 

TURKEY 
(September 25th, 1936) 

UNION OF SoVIET SociALIST 
REPUBLICS 
(July 23.rd, 1935, a) 

YUGOSLAVIA 
(l\Ia.y 9th, 1933, a) 
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The following Governments of States which may accede to the Convention have 
commm;J.icated to the Secretary-General the following information as to their intentions 
regarding the Convention : 

AUSTRALIA. 
" The taxation of foreign vehicles in Australia appears in the majority of the States to 

be along the lines of the provisions of the Convention. No decision has yet been reached in 
connection with the question of accession to this Convention." (Letter dated April 15th, 1937 .) 

EsToNIA. 
In a letter dated April 29th, 1937, the Estonian Government informed the Secretary

General that it considers it necessary to regulate these questions in agreement with Latvia and 
Lithuania, which have both considered that they were unable to accede to the Convention. 

FRANCE. 
In a letter dated June 8th, 1937, the French Government informed the Secretary-General 

that a draft law authorising the French Government to accede to the Convention was laid 
before the Chamber of Deputies on April 27th, 1937, and that this draft law had not yet 
been discussed. 
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~IONACO. · 
In a letter dated January 9th, 1932, the Government of the Principality informed 

the Secretary-General that the Convention did not interest l\Ionaco. 

NORW"AY. 
By letter dated June 8th, 1937, the Norwegian Government informed the Secretary

General that the provisions of the Convention are less favourable to foreign motorists 
than the rules at present in force in Norway. The regime applied to Norwegian motor 
vehicles in a number of foreign· countries is also more favourable than the rules contained 
in the Convention. For these reasons, the Norwegian Government is not in a position to 
accede to the Convention. 

3. AGREEMENT BETWEEN CUSTOMS AUTHORITIES IN ORDER TO FACILITATE THE PROCEDURE 

IN THE CASE OF UNDISCHARGED OR LOST TRIPTYCHS.1 

(Geneva, March 28th, 1931.) 

In force. 

Definitive signatures. Signat11res ad referendum. 

.AUSTRIA (August 4th, 1931) YUGOSLAVIA 
BELGIUM (March 28th, 1931) 
GREAT BRITAIN AND 

NORTHERN IRELAND 
(March 28th, 1931) 

IRISH FREE STATE 
(May 6th, 1931) 

BULGARIA 
(February 27th, 1932) 

CZECHOSLOVAKIA 
(June 28th, 1933) 

DENMARK 
(March 28th, 1931) 

FRANCE (April 15th, 1931) 
GERMANY (March 28th, 1931) 
GREECE (August 18th, 1931) 
HUNGARY 

(August, 14th, 1931) 
ITALY (May 27th, 1931) 
LUXEMBURG 

(March 28th, 1931) 
NETHERLANDS 

(June 11th, 1931) 
NORWAY 

(September 27th, 1932) 
POLAND 

(September 9th, 1932) 
PORTUGAL 

(August 26th, 1931) 
ROUMANIA 

(June 19th, 1935) 
SPAIN (July 8th, 1931) 
SWEDEN 

(February 12th, 1932) 
SWITZERLAND 

(March 28th, 1931) 
TURKEY (May 15th, 1932) 
UNION OF SOVIET SOCIALIST 

REPUBLICS 
(September 6th, 1935) 

Obsen·ations. 

By letter dated July 9th, 1934, 
the Yugoslav Government inform
ed the Secretary -General that it 
did not propose to ratifiy this 
Agreement. 

The following Governments of States which may sign the Agreement ·have 
communicated to the Secretary-General the subjoined information regarding their intentions 
towards the Agreement : 

ESTONIA. 
In a letter dated April 29th, 1937, the Estonian Government informed the Secretary

General that it considers it necessary to regulate these questions in agreement with Latvia 
and Lithuania, which have both considered that they were unable to sign the Agreement . 

. 1\IONACO. 
In a letter dated January 9th, 1932, the Government of the Principality informed the 

Secretary-General that the Agreement did not interest 1\:Ionaco. 

1 This Agreement entered into force on June 26th, 1931, on the ninetieth day after its signature on behalf 
of three Customs administrations (Article III). 
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AA'NEX 9. 

REVISION OF THE INTERNATIONAL CONVENTIONS OF APRIL 24TH, 1926, 
RELATING TO MOTOR TRAFFIC AND TO ROAD TRAFFIC. 

C.C.T.JC.R./115. 

June 9th, 1937. 

EXTRACT FROl\r THE REPORT SUBMITTED BY THE SECOND COllll\UTTEE TO THE ASSEl\IBLY 
(SEVENTEENTH SESSION) AND ADOPTED BY THE LATTER ON OCTOBER 10TH, 1936. 

The Danish delegate expressed the hope that the Communications and Transit 
Organisation would manage to bring about greater uniformity in the rules governing road 
traffic and signals, and suggested that the Second Committee should recommep.d the 
Organisation actively to pursue its task of international codification in the sphere of road 
traffic and signals, and to see whether any useful purpose would be served by revising the 
existing Conventions and, if necessary, regrouping the provisions contained in them with 
a view to obtaining a more systematic whole. 

The Second Committee supported that suggestion and the Assembly will no doubt wish 
to refer it to the Communicat.IOns and Transit Organisation for examination. 

ANNEX 10. 

INSTRUMENTS ADOPTED AT THE INTERNATIONAL CONFERENCE RELATING 
TO ROAD AND MOTOR TRAFFIC, PARIS, 1926. 

B 
GB 

GBl\1 
BG 
c 
ET 
EW 
SF 
:b, 

GR 
H 
SE 
I 
LR 
L 
1\l c 
NL 
IN 

C.C. T.JC.R./118. 
June lOth, 1937. 

POSITION WITH REGARD TO RATIFICATIONS AND ACCESSIONS.! 

I. INTERNATIONAL CONVENTION RELATING TO MOTOR TRAFFIC, 

(Signed at Paris, April 24th, 1926.) 

Ratifications. 

Belgium ....... Oct. 24th, 1929 N Norway 
Great Britain and 

. ...... 
PL Poland ........ 

Northern Ire- p Portugal ....... 
land ••••• 0 •• )) R Roumalj.ia 
Isle of 1\Ian 

...... 
)) Saar 

Bulgaria ....... 
•• 0 •• 0 0 • 0 • 

)) Sl\1 Siam .......... 
Cuba .......... )) E Spain 
Egypt ......... 

......... 
)) u Uruguay 

Estonia 
• 0 0. 0 0 

••• 0 ••• )) su Union of Soviet 
Finland •••• 0 0. )) Socialist Re-
France and publics 

French 1\loroc-
••• 0. 

co, Tunis ..... 
y Yugoslavia • 0. 0 

)) BR Brazil 
Greece 

•••••• 0 • 0 . . . . . . . . )) D Germany ....... 
Hungary ...... )) DK Denmark 
Irish Free State . 

0 ••• 0 0 

)) A Austria ........ 
Italy .......... )) OS Czechoslovakia 
Latvia ........ » LT Lithuania ...... 
Luxemburg .... )) CH Switzerland 
1\lonaco ....... • 0 •• 

)) DA Danzig 
Netherlands .... . ....... 

)) TR Turkey ........ 
N etherla.nds In- IR 

dies ......... 
Iran . ......... 

)) PE Peru •••••• 0 ••• 

Oct. 24th, 1929 
)) 

)) 

)) 

)) 

)) 

)) 

)) 

)) 

)) 

Dec. 3rd, 1929 
Dec . 13th, 1929 0 

Febr. 12th, 1930 
Sept. 2nd, 1930 
Sept. 18th, 1930 
Oct. 20th, 1930 
Oct. 21st, 1930 
Jan. lOth, 1932 
1\Iay 31st, 1934 
April 18th, 1935 
Nov. 5th, 1936 

of N~tT~:~~.based on communications made by the French Government to the Secretary-General of the League 



Accessions. 

R C H Chile . . . . . . . . . . Oct. 24th, 1929 
F French Equato-

F 

TO 

F 

TT 
s 
BI 

l\i 
GBY 
GBZ 
IRQ 
v 
SL 

CB 
SR 
I 

rial Africa ... 
French West 

Africa ...... . 
Cameroons .... . 
French Coast of 

Somaliland ... 
French Settlem. 

in Oceania ... 
Guadeloupe . . . . Oct. 2'1th, 1929 
Guiana ....... . 
French Settle-

ments in India 
Indo-China ... . 
Madagascar ... . 
Martinique .... . 
New Caledonia .. 
Reunion ...... . 
Togoland 
Sweden........ Oct. 24th, 1929 
British India (not 

including the 
Princes' terri
tories placed 
under the su
zerainty of His 
Britannic Ma-
jesty). . . . . . . . Oct. 28th, 1929 

Palestine . . . . . . Dec. 4th, 1929 
Malta.......... » 
Gibraltar. . . . . . . » 
Iraq . . . . . . . . . . )) 
Vatican City . . . Feb. 5th, 1930 

~ Syria · · · · · · · · · I May 26th, 1930 
(Lebanon ...... I 

Belgian Congo . Dec. 22nd, 1930 
Southern Rhod. Jan. 29th, 1931 
Italian Colonies 

and Possessions Feb. lOth, 1931 
British Colonies, Protec-

EA 

torates and Mandated 
Territories : 

Kenya Colony 
and Protect. . 

Uganda Colony 
and Protect .. 

Zanzibar Colony 
and Protect. . 

N yasaland Co-
lony and Pro
tectorate ..... 

Northern Rho d. 
C y Cyprus . . . . . . . , Apr. 29th, 1931 
WAG Gambia (Colony 

and Protect.) 
Gold Coast Col. : 

Ashanti ..... 
Northern Ter

WAC 
ritories .... 

Togoland un
der British 
mandate .. . 

HK Hong-Kong ... . 

British Colonies, l'rotec
torates and l\land:tted 
'l'erritories (cont.) : 

J A Jamaica (inelud-

WG 
WL 
WY 
F 
PAN 
R ~ l\[ 
CL 
FL 
ss 
F l\[ 

JO 
KD 
KL 
PS 
l\I 0 (1 
l\[ '1' 
ZA 
l\I E 
AL 
TU 
BL 
BP 

ing Turks n.nd 
Ca.icos hhtnds 
and C'a.ymnn 
18hLlltl~)...... April 2!lt h, 1 H:n 

Wintlwartl lslt•s : 
G renat l:t .... . 
St. Lucht ... . 
St. Vincent .. 

Algorht ....... . 
Angoht ...... . 
S:tn l\Iarino ... . 
Ceylon ....... . 
Lioehtcnstein .. 
Straits Sott.lem. 
Fed emf cd l\Ialay 

N llgri Stlmbi
htn, Palutng, 
Perak, Solan-

May 2ntl, .l!l:ll 
!\lay !lith, 1!1:11 
June !lth, I!lal 
Aug. IHh, l!l:ll 
Kt1pt;. L\H.h, I !l:ll 
Oet. 2.U.h, 1 !l:ll 

States : 

gor . . . . . . . Oct. 2Hh, 1 !131 
Unfedcrn.ted l\lahty St:ttes : 

J ohorc ...... ) 
Kedah · · · · · · Oct. 2,1 th, 193 L 
Keh~ntan ... \. 
Porl1s ...... . 

l\IOlmmbiquo ... . 
T:tngier ...... . 
U n. of S. Africa 
Spanish Morocco 
.Albania ...... . 
Trengga.nu .... . 
BaHutoland ... :) 
Bech mtnaland 

] }(\('.. 31 HI., I !l:l L 
!\lay 1 Ot.h, I !l:l:.l 
Dee. 31Ht, I !l:3:.l 
Jttn. 8th, l!l:H 
;r ttn. 2i!t.h, 1 n:H 
l\lareh ·1ih, 1 !!:31 

Pr~tectorato . \ .• Juno Hth, 1!!3·1 

S D Swaz1htnd ..... 
S 'V A 'l'errif;ory under 

S. W. African 
Mandato . . . . . ,Jan. !Jt.h, 1 !J:3r; 

S l\I E Surinam ( N eUwr-
htnds Guiana) Jan. 2!Jth, J!J:IiJ 

C U Curac;ao ....... . 
R A Argentino Hepu-

blic . . . . . . . . )) 
IS Ic·eland . . . . . . . . Nov. 1 !Jth, lll3!J 
WAN Nigeri:t (Colony 

and l'rotecto-
rate) and Ca-
meroons under 
Brit. Mandate Mareh Hth, l!J:3(i 

W A L Sierra Leone (Co-

BII 
SY 
SP 

lony and Pro-
tectorate) .... 

Brith;h Honduras 
Seychelles ..... 
Somaliland Pro-

tectorate . . . . l\fareh 17th, 1 !!37 
S N B North Bomeo 

State ...... . 
TD Trini<.lad and 'l'o-

bago ...... . 
Mauritius . . . . . . April 10th, 1937 l\I S 
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II. INTERNATIONAL CONVENTION RELATING TO ROAD TRAFFIC. 

(Signed at Paris, April 24th, 1926.) 

Ratifications. 

Egypt . . . . . . . . . . March 5th, 1927 
Spain . . . . . . . . . . March 7th, 1927 
l\Iorocco . . . . . . . . April 15th, 1927 
France .......... June 17th, 1927 
Tunis . . . . . . . . . . July 28th, 1927 
Monaco . . . . . . . . March 8th, 1928 
Saar . . . . . . . . . . . April 12th, 1928 
Bulgaria . . . . . . . . Aug. 28th, 19;28 

Cuba .......... . 
Portugal ...... . 
Luxemburg 
Yugoslavia .... . 
Hungary ...... . 
Roumania ...... . 
Uruguay ...... . 
Poland ....... . 

Accessions. 

French Colonies : 
Indo-China ...... . 
French West Africa · 
Madagascar ...... . 
French Equatorial 

Africa ......... . 
Guiana .......... . 
India ............ . 
1\'Iartiniq ue ....... -~ 
Reunion .......... . 
Guadeloupe ...... . 
New Caledonia .... . 
French Somaliland. . 
French Settlements I 

in Oceania ..... . 

March 5th, 
1927 

Togoland ..... . 
Cameroons .... . 
Chile ......... . 
Vatican City 

State ...... . 
Syria and Leba-

non ........ . 
Austria ....... . 
Algeria ....... . 
Angola ...... . 
San Marino ... . 
Iraq ......... . 
Tangier ....... . 

ANNEX 11. 

Sept. 4th, 1928 
Jan. 24th, 1929 
April lOth, 1929 
April 12th, 1929 
l\iay 17th, 1929 
May 25th, 1929 
Aug. 19th, 1929 
Sept. 30th, 1929 

March 5th, 1927 
March lOth, 1927 
Oct. 18th, 1929 

Febr. 7th, 1930 

May 26th, 1930 
Sept. 1st, 1930 
May 2nd, 1931 
May 16th, 1931 
June 9th, 1931 
Oct. 21st, 1931 
May lOth, 1932 

NEW PROGRAMME OF CLAIMS PUT FORWARD BY MOTOR DRIVERS 
COMMUNICATED BY THE INTERNATIONAL TRANSPORT WORKERS' 

FEDERATION. 

C.C.T.JC.R./120. 
June 15th, 1937. 

LETTER, DATED NOVEJ\IBER 26TH, 1936, FROM THE INTERNATIONAL TRANSPORT WORKERS' 
FEDERATION (I.T.W.F.) TO THE SECRETARY-GENERAL OF THE ADVISORY AND TECHNICAL 

COliiMITTEE FOR COMMUNICATIONS. AND TRANSIT. 

We have the privilege of communicating to you herewith for your information the 
text of the new programme of claims put forward by our Motor Drivers' Section, which 
has been put into final form by the International Motor Drivers' Conference held at Antwerp 
on November 18th and 19th last and which is to replace the previous programme sent to 
you.1 

\Ve appeal for your co-operation in giving effect to these points on this programme 
which come within your competence . . . . 

Yote by the Secretariat. 

This new programme of claims put forward by the I.T.W.F. deals with most of the 
questions which have previously arisen and also includes some new questions. The difference 
betwe~n the coll?-peten.ce _of the Intern~tional Labour Office and of the Advisory and 
Techmcal Committee mdwated below IS based on that established by the Committee 
when the first programme of claims was examined. 

1 See document C.384.M.l92.1933.VIII, pages 29 and 30. 



International programme of c•laims 
put forward by motor drivl'rs. 

A. Dri,ving licence, occupational train
ing and conditions ,imposed on 
candidates. 

1 (former 6). A licence to drive 
mechanically propelled vehicles shall 
not be granted to persons under 18 
years of age. For the professional 
use of such a licence, the minimum age 
limit shall be 21 years. 

2 (former 5). Candidates wishing 
to obtain a licence to drive a mecha
nically propelled vehicle shall undergo 
a sight and hearing test, together with 
general medical examination. No 
licence shall be issued to any candidate 
suffering from any disease or physical 
defect likely to make a motor vehicle 
driven by him a source of danger to 
the public. 

3 (former 13). The driving licences 
shall mention the category or catego
ries of vehicle for which they .are valid. 

4 (former 11, 8 and 12). All can
didates wishing to obtain a driving 
licence shall undergo a theoretical and 
practical test, having first produced a 
certificate confirming that they have 
successfully passed through a motor
driving school. 

All driving schools shall be officially 
authorised and come under the control 
of the public authorities. A repre
sentative of the motor drivers' trade 
union shall have the right to sit on 
the examining board called upon to 
decide on the issue of driving licences. 

5 (former 14). The withdrawal of 
a driving licence may only be decided 
upon on the advice of a commission 
including representatives of the pro
fessional drivers' trade union, or, alter
natively, the authority empowered to 
withdraw the driving licence shall 
first consult the representatives of the 
professional organisations. 
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Uemarks. 

Under the eorresponding heading of the former 
proO'ramme of claim~, the minimum age was 
21 years for drivers of all categories ?f mecha

, nically propelled vehicles.. The ~ommittee took 
note of this question With a view to further 
consideration and considered that it could only 
be settled by a revision of the 1926 Convention 
on l\Iotor Traffic. In the new programme, the 
minimum aO'e corresponds to that specified in 

b . 
Article 6 of the said ConventiOn. 

As a result of a new enquiry on this subject 
addressed to various Governments, it was ascer
tained that out of the fifty countries which replied, 
thirty demand a medical examination, renewable 
or otherwise, for all categories of drivers ; and 
six countries for certain categories of drivers 
only. l\fr. Taylor,, who represented the Inter
national Transport Workers' Federation at the 
ninth session of the Permanent Committee on 
Road Traffic, said that the Federation did not 
insist that the Committee should take any 
further steps on the subject of the physical 
fitness of motor drivers. If, however, it was 
proposed to make profes::donal drivers undergo 
periodical medical examinations, the Federation 
would ask for steps to be taken to prevent drivers 
who have already passed a first ,examination 
and have been exercising their profession for 
some time from being improperly deprived of 
their means of livelihood. The Committee con
sidered that there seemed to be no reason for 
recommending the general adoption of a special 
system of verifying the physical fitness of candi
dates for a driving licence. 

In this connection, the Committee considered 
that there was no need to change the principles 
of the 1926 Convention. 

The Committee considered this question to be 
of great importance for the safety of the roads 
from the national and the international point of 
view. There is a connection between this ques
tion and Article 6 of the 1926 International 
Convention on Motor Traffic which stipulates 
that the driver of a motor vehicle shall haYe such 
qualities as provide an adequate guarantee of 
public safety. A further examination of the 
question of the test could perhaps be made when 
the 1926 Convention comes to be revised. 

The Permanent Committee on Road Traffic 
considered at its eighth session that this question 
might be left for the present to the national 
legislations of the different countries. 

At its ninth session, the Permanent Commit
tee on Road Traffic observed that the enquiry 
made by the Secretar~at .(~ocument C.C.T.jC.R.j 
93) showed that the JUdiCial and administrative 
organisation of the different countries afforded 
motor d~ivers sufficient guarantees in the matter 
of t!1e withdrawal of their licences and of appeal:> 
agamst such withdrawal. 



International Jlrogramme of claims 
)IUt forward by motor drivers. 

6 (former 7). Internationally, uni
form regulations for professional train
ing and the minimum demands as 
regards the medical, theoretical and 
practical examination of candidates as 
drivers shall be adopted. 

B. Labour conditions. 

1. Normal working-hours (in con
formity with the general demand of 
the labour movement) shall not exceed 
forty a week. Normal working-hours 
on any one day shall not exceed eight, 
with a maximum spreadover of ten 
hours. Time on call shall be counted 
as working-time. At least twelve 
hours' uninterrupted rest shall be given 
between two days' work. 

2. Adequate breaks shall be given 
in the period of duty. 

3. The weekly period of rest shall 
he uninterrupted, and shall average 
at least thirty-six hours a week in 
a cycle of two weeks. 

4. Overtime shall only be worked 
in cases of emergency, and shall be 
paid for at enhanced rates or com
pensated by double time off. 

5. All motor drivers shall have an 
annual holiday of not less than twelve 
working days, with pay. 

6. Full wages shall be pa.id in case 
of enforced absence from work owinrr 
to illness, official formalities, etc. "' 

7. Conditions of eno-arrement and 
dismis~al shall be clearly"' defined by 
collective agreement, joint committees 
legislation or terms of concession~ 
( cahier des charges). 

8. 1\Io.tor drivers shall be paid at 
normal fixed rates of wages, . subject 
to a guaranteed minimum, so that 
they may be independent of tips. All 
sys~em of payment by a share in the 
ta~ngs, or on a. job, trip or mileage 
basis, shall be abolished. 

9. Living-in shall not be obliffa-
tory for motor drivers. "' 

~0. When motor drivers are re
qmred to sleep away from home, em
~loyers shall pay a fixed allowance 
for expenses, the amount of which shaH 
?~ determin~d by collective agreement, 
JOmt comnnttee or special ao-reement 
with the trade union. "' . 

11. Heavy motor-lorries, motor
buses or motor-coaches enaaaed in 
long-distance traffic, and all "'motor
lorries by night, shall be manned by 
at least two drivers. 
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Remarks. 

The Committee considered that this question 
should be left to national legislations. 

(Questions coming within the competence of 
the International Labour Office.) 



International programme of claims 
put forward by motor drinrs. 

12. Long-distance road transport 
by night shall be reduced to the abso
lute minimum. 

13. ·working-hours for motor driYers 
travelling in foreign countries shall be 
fixed by internationa.l convention. 

C. Vehicles, garages, etc. 

1 (former 29). Drivers' seats on 
motor vehicles shall be protected 
against wind and weather and gases 
from the exhaust ; they shall be 
padded ; and there shall be suitable 
heating and efficient ventilation 
without draughts. 

2. Motor vehicles shall be fitted 
with a device for removing snow and 
ice from the front windows in winter. 
The window and especially the wind
screen shall be made of safety glass. 

3. Drivers shall be forbidden to 
use vehicles for resting or sleeping. 

4. Regulations shall be introduced 
for the building of garages and the 
construction of vehicles so as to avoid 
any danger of poisoning by carbonic
acid gas. A competent official service 
shall ensure that these regulations are 
carried out. 

5 (former 30). All vehicles shall 
undergo periodical official inspection, 
chiefly with regard to steering gear, 
brakes, tyres and chassis. 

6. The overloading of vehicles with 
passengers or goods shall be prohibited 
by appropriate regulations. 

D. Roads, etc. 

1. Bends in roads should be ade
quately banked up and provided with 
signals. 

2. All principal thoroughfares shall 
be adequately lit and indicated by a 
system of numbers or letters visible in 
the dark. 

3 (former 26). Level-crossings shall 
be abolished; meanwhile, every safety 
measure should be taken, especially 
the provision of efficient signalling. 
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Ucmurks. 

(Questions coming within the competence of 
the International Labour Office.) 

The Permanent Committee on Road Traffic 
considered that this question might be left to 
national legislations. 

(A new question.) 

A new question which seems to be outsiue the 
terms of reference of the Permanent Committee 
on Road Traffic. 

A new question which seems to be outside the 
terms of reference of the Permanent Committee 
on Road Traffic, since garages are private 
establishments which have nothing to do with 
the roads. 

At its eighth session, the Committee, without 
wishing to recommend an inspection, periodical 
or otherwise, of all categories of vehicle, con
sidered that such an inspection was desirable 
at suitable intervals for vehicles fitted out for 
public transport. On the other hand, the Inter
national Labour Office was of the opinion that 
a periodical inspection (every two years) should 
be provided for, not only for Yehirles fitted out 
for public transport, but also for all motor 
lorries of a load exceeding 1,000 kg. or provided 
with a trailer. 

(A new question.) 

(A new question.) 

(A new question.) 

The Committ~e h.ad, in 1927, already adopted 
a recommendatiOn m favour of the standardisa
tion of the direction of traffic on the continent 
of Europe. Moreover, a plan for the equipment 
of level-crossings wit.h signals has been drawn 
up by the Transit Organisation and submitted 
to the Governments, which haYe been requested 
to state w~ether they would be willing to conclude 
a ConventiOn on the proposed lines. The results 
of the enquiry will be communicated to the 
~ommittee for Communications and Transit at 

·Its next session. 
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4. Underground or raised passages 
for the use of pedestrians, and if 
necessary of cyclists, shall be con
structed as far as possible at all 
cross-roads where there is dense traffic. 

5. Special tracks for cyclists shall 
be constructed as far as possible. 

E. 1li iscellaneous. 

1. l\Iotor drivers must not be ex- . 
eluded from the advantages of any 
general social legislation. I 

2. In consideration of the nature · 
of their work, ' special arrangements I 
shall be made in respect of the old- 1 
age pensions of all professionnal motor 
drivers. 

3 (former 3). .All owners of motor 
vehicles shall be obliged to take out 
an ali-in insurance policy against da
mage caused to them or to a third 
party either by the vehicle or by the 
driver while the vehicle is being driven 
or while goods are being loaded or 
unloaded. 

4 (former 17). .Advisory Commit
tees on Transport, on which profes
sional drivers' trade unions shall be 
suitably represented, shall be set up 
in all countries. 

5 (former 18). The Governments of 
all countries shall regularly publish 
complete statistics on road accidents 
and their causes, making a distinction 
between those in which motor vehicles, 
tramcars and other vehicles are impli
cated. 
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Remarks. 

(.A new question.) 

.A new question connected with that of obliging 
cyclists to use these cycling tracks in order to 
leave the highways clear. 

(Questions coming within the province of the 
International Labour Office.) 

.According to the classification established by 
the Committee for Transit, only the insurance 
of the vehicle comes within the competence of 
the Transit Organisation. The Permanent Com
mittee on Road Traffic considered that this 
question might be left to· national legislations. 

This question would seem to be connected with 
the studies on which the International Institute 
at Rome is engaged for unifying civil law as 
regards the compulsory insurance of motorists. 

The Permanent Committee on Road Traffic 
considered that this question might be left to 
national legislations. · 

The special temporary Committee set up for 
this purpose concluded its work at a session held 
in Geneva from May 3rd to 6th, 1937. Its report is 
contained in document C.276.l\'I.179.1937 .VIII. 

iL'XXEX 12. 

NEW PROGRA~E\IE OF CLAil\IS 01!' l\IOTOR DRIVERS. 

C.C.T.fC.R./119. 
June 15th, 1937. 

LETTER, DATED FEBRUARY 17TH, 1937, FROJII THE INTERNATIONAL FEDERATION OF 
CHRISTIAN FACTORY AND TRANSPORT .WORKERS' SYNDICATES TO THE SECRETARY
GENERAL OF 1'HE LEAGeE OF NATIONS. 

I have the honour t? communicate to you ~erewith the text of a resolution (appendix) 
~dopted_ by the ?'e?hmcal Group of professiOnal motor drivers of the International 
Fede~atwn of Ch~1stum Factory and Transport Workers' Syndicates at an international 
meetmg held at. Strasbourg on January 20th last. 

The Executive Burea_u of the International Federation after approving this resolution 
has asked ~e to convey 1t to you and to add its thanks to those of our T h · 1 G ' 
of motor dnvers, and states that it is entirely at your disposal if you sho ld ec nwa lrotup 
d · t 1· ·t ·t , · · · u sooner or a er esue o en 1~ 1 s co-opemtwn m the matters referred to in this resolutio ' · d t ' any other matter. . norm regar o 
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Appendix. 

EXTRACT FRO:U A RESOLUTION ADOPTED BY 1'HE TECHNICAL GROUP OF PROFESSIO~AL 
MOTOR DRIVERS OF THE INTERNATIONAL FEDERATIO:N OF CHRISTIAN FACTORY AND 
TRA:NSPORT WORKERS' SYNDICATES AT A MEETING HELD AT STRASBO"l'RG FRO:\I 
JANFARY l.')TH TO JANUARY 20TH, 1937. 

The Technical Group of motor drivers of the Intcrnationa.l Federation of Christian 
Transport Workers' Syndicates held ton Internatiom•l Conference at Strasbourg on 
January 15th to 20th, 1937, under the chairmanship of l\1. Strijbis (Netherlands), to 
discuss the problem of the international regulation of labour conditions in road transport. 

. . . . . . . . . . . . 
The Conference observes from the reports of the representatives of the various countri.es 

that part 2 of its demands, chiefly as regards the international regulation of road tra~fw, 
has, to a great extent, been settled, following on the work of the League of N a~wns 
Committee on Communications and Transit. It asks the Bureau of the InternatiOnal 
Federation to express the gratitude of the motor drivers organised into Christian Syndicates 
to the Secretary-General of the League of Nations and to request him to be go~d 
enough to take into account, if or when the international agreements at present m 
force are revised, the desiderata of the 1926 Conference that have not yet been fulfilled 
and, on the occasion of any new meetings of the lnterm•tiom"tl Conference on Road 
Traffic, to call upon the co-operation of the motor drivers' repreRentatives, who will not 
fail to hold themselves at his disposal. 

ANNEX 13. 

SAFETY GLASS AND WIND-SCREEN WIPERS. 

C.C.T.JC.R./126. 

July 5th, 1937. 

EXTRACT FROM TilE MOTOR VEHICLES (CONSTRUCTION AND USE) REGULATIONS, DATED 
MARCH 24TII, 1937, l\IADE BY THE MINISTER OF 'l'RANSPORT OF THE UNI'l'ED KINGDOl\I. 

Safety Glass. 

16. The glass of wind-screens and windows facing to the front on the outside of any 
motor vehicle, except glass fitted to the upper deck of a double decked vehicle, shall be safety 
glass. 

For the purposes of this Regulation, any wind-screen or window at the front of the 
vehicle the inner surface of which is at an angle exeeding 30 degrees to the longitudinal 
axis of the vehicle shall be deemed to face to the front. 

Wind-screen Wipers. 

17. As from October 1st, 1937, an efficient automatic wind-screen wiper shall be 
fitted to every vehicle which is so constructed that the driver cannot, by opening the 
wind-screen or otherwise, obtain an adequate view to the front of the vehicle without 
looking through the wind-screen. 

AN~EX H. 

STATEMENT BY THE REPRESENTATIVE OF THE INTERNATIONAL LABOUR 
OFFICE ON THE MEASURES TAKEN BY THE OFFICE IN REGARD TO 
THE QUESTIONS COMING WITHIN ITS COMPETENCE. 

l\:L VIALA made the following statement : Item E.l contains a claim which is in 
conformity with the principles of the Inte~·national Labour ~rganisation, whose protection 
extends to all classes of workers. The Social Insurance Sectwn of the International Labour 
Office is dealing with Item E.2. 

Items B.1 to 13 relate. to labo.ur conditions as a whole. The more important of these 
claims concern annual holidays with pay, the weekly rest and hours of work 

In the first place, the Tr~nsport Workers' Federation asks for annual holidays with 
pay of at least t~elve workl!lg days. In .1936, the International Labour Conference 
adopted a ConventiOn concernmg annual holidays with pay of at least six workino- d·. , 
Satisfaction has thus to some extent been given to the Federation pr·ofesoi'on"l"' .. '

1
J. s. 

. d . b . l b h" ' ' " " " ,1 0 t>-earmng motor nvers mng coverec y t IS Convention. e 
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A second claim concerns the weekly rest. The motor drivers claim an unbroken 
period of thirty-six hours on an average, to be reckoned over a period of two weeks. The 
1921 International Convention on the Weekly Rest in Industrial Undertakings provides 
for an unbroken rest period of twenty-four hours per week. 

Thirdly there is the question of hours of work. The 1919 and 1930 Conventions 
on Hours of Work apply to wage-earning drivers of motor vehicles. But these international 
regulations, which are applicable generally t? in~ustry a~~ trade, did not give _compl~te 
satisfaction to those concerned, as they are mev1tably difficult to adapt to therr spemal 
labour conditions and do not cover the weekly rest. The 1928 International Labour 
Conference adopted a resolution instructing the Bureau to investigate this matter with 
special reference to the risks attaching to work in this profession from the point of view 
of safety. The Bureau published a preliminary study in 1935 on the hours of work and rest 
period of drivers of motor vehicles. It was on the point of publishing a more comprehensive 
study when, in October 1935, the representative of the Italian Government asked that the 
Bureau be instructed to investigate the conditions of employment, work and social 
insurance of wage earners in road transport undertakings with a view to international 
regulation. The Governing Body dealt with this resolution in April 1936 and instructed · 
the Bureau to study the question of hours of work and the prevention of accidents. In 
November 1936, the Governing Body devoted special attention to the question of hours of 
work, and decided provisionally to place this question and the question of rest periods in . 
road transport work on the agenda of the 1938 Conference. 

This provisional decision was made final in February 1937. 
Regulation is considered from a twofold point of view - the social point of view 

(limitation of hours of work and fixing of a suitable weekly period of rest) ; safety 
(regulations as regards the rest period- that is to say, not only the weekly rest but also 
the daily rest and rest pauses). It should be noted that the question of the regulation of 
labour and rest periods has made very rapid progress in various countries. Many new 
national laws have been promulgated and the time seems to have come to attempt to 
co-ordinate these national regulations by means of international regulations. The 1938 
Conference will deal with the question from that standpoint. 

ANNEX 15. 

NOTE ON THE QUESTION OF COMMERCIAL MOTOR TRANSPORT. 

C.C. T .JC.R./124. 
June 21st, 1937. 

I. \VORK DONE BY THE INTERNATIONAL CHA~IBER OF COl\IMERCE. 

The Road Transport Committee of the International Chamber of Commerce met 
at Paris. on October 9th, 1936. It examined a report by 1\I. Jean Guillelmon, Rapporteur, 
on Barriers to International Commercial Motor Transport and the International Regime 
of Transport. In this report, an account was given of the work of the European Conference 
on Road Traffic and the Permanent Committee on Road Traffic and also of the bilateral 
agreements concluded in this connection. The Rapporteur was gratified to note the change 
in the Transit Organisation's attitude.l 

The Rapporteur considered that the time had now come for the international 
organisations concerned, working in close collaboration, to lay down the basic principles 
of the Inte~national Convention and to decide upon the steps to be taken with a view 
to the frammg of the Convention and its adoption in the near future. 

Tl~e Committee a.ppro>ed the conclusions of the report and adopted the following 
resolut.wn : 

RESOLUTION AD.OPTED BY THE ROAD TRANSPORT COMMITTEE ON OCTOBER 9TH, 1936. 

Barriers to international commercial rnotor transport. 

" The Intei·national Chamber of Commerce considers : 

. " I. That the. principle of the um·estricted circulation both of commercial· motor 
veh~cles used for pr1va~e transport, and particularly for industrial transport and of motor 
vehicles used for pub~1c transport should be recognised in an internatio~al convention. 
The proposed conventiOn should determine the regime of transport of goods as well as of 
transport of passengers. ' 

• . 
1 

_He refe~s to ~he resolution adopted. by the Pe!manent Committee on Road Traffic at its ninth session, 
m winch the latter mstn~cted the Secretanat to obtam particulars of the bilateral agreements concluded on the 
;~~~~~I~~;~ stated that 1t would follow the subsequent development of the question (document C.276.l\1.143. 
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" II. That, as this convention is intended to facilitate international commercial 
· transport, it should be framed in as liberal a spirit as possible. The principles to be 
embodied in this convention should accordingly comprise : 

" (a) As regards the Customs 1·egim.e, the adoption of the system proposed 
in Article 4 of the draft Convention on International Commercial l\Iotor Transport, 
studied at Geneva (1931), with the pro>iso that Customs documents - other than 
the international documents already approved (triptych, Customs pass) -issued by 
national organisations should not be recognised, as they are likely to lead to serious 
complications. 

" (b) As regards the fiscal regime, the adoption of the system recommended 
in Article 7 of the above-mentioned draft Convention. 

" Greater facilities might possibly be provided for in the case of frontier transport, 
particularly certain kinds of transport, in accordance with the provisions adopted in the 
Convention between the Economic Union of Belgium and Luxemburg and France regarding 
motor traffic in the frontier zones of these countries (July 1935) .. 

" (c) As regards the administrative 1·egime, the application of the principle 
laid down in Article 3 of the Geneva draft Convention whereby each of the contracting 
parties undertakes not to discriminate between undertakings on the ground that the 
vehicles are registered in its own territory or in foreign territory. 

" The reciprocity clause should be rejected whenever it might be likely to check the 
movement towards unrestricted traffic by enabling countries which at present allow certain 
classes of vehicles to enter their territory freely to subject such vehicles to the conditions 
of authorisation or concession stipulated in their eountry of origin. 

" III. That the triptych system shoulll be made gencml and should be extended to 
commercial transport as soon as possible, without waiting for the adoption of a Convention 
on International Commercial Motor Transport. 

" It should be recognised, however, that, even if it is organised on practical lines, 
this system might prove ineffective if the circulation of vehicles on either side of the frontier 
continues to be impeded by administrative barriers and protective measures designed to 
prevent any possible competition. · 

"IV. That the national regulations governing the technical con~litions (of a material 
nature) for the admission of vehicles should also be standardised, subject to the right to 
insert special provisions in cases where these are justified by the nature or width of certain 
classes of roads. This standardisation might be effected by agreements between 
GoYernments, restricted if necessary to this matter." 

II. NOTES ON BILATERAL AGREEMENTS REGARDING COl\EilERCIAL MOTOR TRANSPORT. 

Not many agreements have been concluded on this matter and most of them are 
somewhat limited in scope. The three following agreements deal exclusively or mainly 
with questions of taxation : 

Agreement between Switzerland and Austria regar11ing the taxation of motor 
vehicles; 

Agreement of July 15th, 1928, between Germany and Switzerland, designed to 
remove the difficulties resulting from the taxation and circulation of motor >chicles ; 

Agreement of August 30th, 1935, between Switzerland and Belgium, concerning 
the taxation of motor vehicles ; 

In virtue of Article 35, this last-named agreement applies solely to transport by motor 
coach. 

The scope of the two following agreements is rather more general : 

~gree~ent of December 19th, 193.0, between Switzerland and Italy, concerning 
the CirculatiOn between the two countnes of motor vehicles used for public passen(J"er 
transport in the territory of the neighbouring country ; "' 

Convention of July 16th, 1935, between the Economic Union of Belo"ium and 
Luxemburg and France, regarding motor traffic in the frontier zones of theRe ~ountrit>s. 



-58-

Agreement of December 19th, 1930, between Switzerland ancl Italy. 
Article 1. 

The first article of the Agreement between Italy and Switzerland stipulates that, 
except as otherwise provided in the Convention and without prejudice to the provisions 
of international agreements to which the two Contracting Parties have acceded, all motor 
vehicles as regards their use, their driver, their occupants and the goods carried, shall be 
subject to the legislation and jurisdiction of the State in whose territory they happen to be. 

Article 2. 

" 1. The Contracting Parties agree not to levy any charges or taxes on vehicles or 
Customs duties in respect of the temporary stay in their respective territories of motor 
vehicles registered in the other country where the owner is domiciled or established. 

"Similarly, they will refrain from levying any Customs duty on the petrol and oil 
in the tanks of such vehicles when they cross the frontier, unless this privilege is abused. 

" 2. For the purposes of the present Convention, the term 'temporary stay' shall 
be understood to mean, as regard~; the stay of Swiss vehicles in Italy, a stay of more than 
ninety days in the year in the territory of the other State. The ninety days and the year 
shall start from the date of the first entry. In Switzerland, Italian vehicles shall not be 
liable to any charge or tax until they have remained there for more than ninety consecutive 
days. 

" As regards motor lorries, only vehicles registered in certain Italian provinces or 
in certain Swiss cantons shall be exempted from taxation. 

" 3. The following shall be reserved : 

(a) Concession fees ; 

(b) Customs statistical fees ; 

(c) Customs duties in the case of vehicles crossing the frontier for the purpose 
of conveying good;; into the interior of the neighbouring country or which, after having 
been admitted with a temporary Customs clearance, effeet transports abroad and 
~>Ub~equently return with the same load to the country into which they had been 
temporarily admitted. 

"4. No higher taxes or duties may be levied than those to which vehicles registered 
in the country are liable. 

" 5. " 

Artide 3. 

" In the case of a public passenger transport service operating in the territory of 
another country into which it is not then or at any future time admitted without a special 
concest~ion, each of the two Contracting Parties shall be free to grant or refuse such 
concession. 

" If the concession is granted, no further technical examination of the vehicles for which 
a circulation permit in due form has already been issued in the other country, and no 
further testing of drivers who already possess a licence to drive in that other country, 
shall be required. 

" No higher charge shall be made for the concession than that levied under the same 
conditions on the nationals of the country. 

" Each of the Contracting Parties reserves the right to require the owner of a public 
passenger transport service which uses its territory to deposit a security and to select 
a _court of law i~ his own territory, and also to take out a civil liability insurance policy 
w1th one of the msurance companies authorised in the country to which the said owner 
belongs. · 

"The insurance policies must specify that the risk is likewise covered in the territory 
of the other country according to the regulations in force therein. 

"~u?~ic passenger transport services for which one of the Contracting States assumes 
. respon~1b1hty shall be exempt from the foregoing obligation. This State shall, however, 
se~e?t m the other country a domicile where the persons concerned may sue for damages 
arlSlng out of the oper:1tion of the public service therein. 

" In the c:1s~ of services which, in order to connect with the services in the neighbouring 
c_o~~try, are oblige_d to enter th~ latter's territory, the Contracting Parties undertake to 
facili_tate the gra_nt~g of concesswns fur such purpose in so far as may be necessary and 
p1:ov1ded the obligations resulting from Article 3, paragraphs 3 and 4 have been coniplied 
w~h. ' 

" Special arrangements for the postal service shall be reserved." 
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The Convention of 1935 between the Economic Union of Belgium and Luxemburg and 
Fmnce regarding motor traffic in the frontier zones of these countries applies solely to traffic 
within a zone extending for 10 km. beyond the frontier. 1 

Customs 1·egime. - The Convention provides that vehicles "used permanently, 
temporarily or occasionally for public passengers' transport or public goods' transport " 
shall be temporarily admitted duty-free on the conditions specified in the Convention. 
The following are also temporarily admitted duty-free if covered by a Customs document 
valid for six months:" (a) Vehicles plying for hire, taxi-cabs and vehicles carrying private 
consignments of goods"; "(b) Vehicles used for the carriage of passengers by any 
manufacturer, trader, agriculturist, or private person on his own account, on condition 
that the vehicles thus used do not carry, in addition to the driver, any but persons in the 
service of the owner ". 

As regards the fiscal regime, under Article 8, vehicles are liable to various taxes and 
charges applicable in the country which they are allowed to enter. 

With reference to the administrative regime, transport undertaking must previously 
obtain a permit from the competent authority in the territory in which they desire to 
operate. Vehicles plying for hire, taxi-cabs, vehicles carrying private consignments of 
goods and vehicles used for the carriage of passengers by any manufacturer, trader, 
agriculturist or private person on his own account do not require this permit. The 
Convention also specifies that measures of co-ordination adopted in France will likewise 
apply to Belgian undertakings operating in French territory. 

Article 8 of the Convention forbids internal trade by prohibiting the carriage of 
passengers or. goods between any two points situated in the same territory. 

As regards the carriage of goods outside the frontier zones, only vehicles used for private 
transport, by way of exception, or for private transport by producers for their own 
business requirements, may be temporarily admitted duty-free. Temporary admission 
may also be granted in the case of vehicles belonging to an undertaking for the public 
transport of goods which holds a permit to convey goods in the foreign territory. 

ANNEX 16. 

COMPULSORY INSURANCE OF MOTORISTS AGAINST P A Yl\IENT OF DAl\IAG E S 
TO THIRD PARTIES. 

C.C.T.fC.R./122. 
June 18th, 1937. 

SYSTEl\1 APPLIED TO FOREIGN MOTORISTS TRAVELLING IN COUNTRIES WHERE INSURANCE 

IS COMPULSORY. 

Note by the Secretariat. 
Introduction. 

The following information has either been supplied direct by Governments or other 
authorities of European countries that have introduced compulsory insurance or has been 
taken from the documentary material collected by the Rome International Institute for the 
Unification of Private Law (compulsory insurance, preliminary survey; Rome, February 
1936), or by the International Touring Association (Year-Book, 1937) and the International 
Association of Recognised Automobile Clubs (Tourists' Handbook, tenth edition). 

The following countries have introduced the compulsory insurance of motorists against 
payment of damages to third parties: Austria, United Kingdom, Denmark, Finland, Irish 
Free State, Luxemburg, Norway, Sweden, Switzerland. In Czechoslovakia, insurance is not 
compulsory, but motorists are required either to take out a policy or to deposit a security to 
enable the victims of accidents to be compensated (see page 62). 

A large number of draft laws concerning compulsory insurance are under consideration, 
including the Bill submitted to the French Senate on February 15th, 1934, and referred to 
the Civil and Penal Legislation Commission for examination and to the Public Works 
Commission for its opinion. 

1 For this Convention, the Secretariat has used the analysis made by M. Guillelmon in the report mentioned 
above. 
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'System applied to foreign motorists. 

The various national laws may be reduced to two types : 

(I) Those which purely and simply exempt foreign motorists from the oblig~tion 
to take out an insurance policy, thus treating them more favourably thannatwnal 
motorists. 

(2) Those which requ~e ~oreign motorists to furnish the sam~ guarantees. as 
national motorists 1 by makmg It compulsory for them to take out an msurance po~cy 
for the period of their stay in the country, unless they have already taken out a policy 
elsewhere covering the ·risks in question on the territory of that country. 

The first system is applied by Austria, Finland, 2 Luxemburg and Switzerland (where 
regulations concerning the civil liability insurance· of foreign vehicles are now under 
consideration). 3 

The other countries that have introduced compulsory insurance apply the second 
system. 

Detailed information relating to each country is given below. 

United Kingdom. 

The usual procedure for a foreign motorist on arrivipg at a British port is to apply 
to the port representative of the Royal .Automobile Club, the Automobile Association or the 

· Royal Scottish Automobile Club for an International Circulation Perinit,4 and the port 
representative of the motoring organisation to whom application is made is instructed, 
before issuing a permit, to take the necessary steps to regularise the insurance position. 

Motorists insured in their own country. -If the motorist is insured in his own country, 
he must sign a declaration certifying that he is the holder of an insurance policy covering the 
risks of damage to third parties in the United Kingdom ; he must also specify the policy 
number, the name and address of the company, the period of validity of the insurance, 
the identification mark, make and colour of the vehicle, the persons or classes of persons 
(and addresses) authorised to drive the vehicle. 

If the declaration in question is satisfactorily completed, the representative of the 
competent organisation issues a " certificate of foreign insurance " to the foreign motorist. 
A copy of this certificate is attached (Appendix I). The period of validity of this certificate 
must not exceed the unexpired period covered by the policy to which it relates . 

.A. motorist who makes a false declaration in order to obtain a " certificate of foreign 
insurance ", and is not in fact insured against payment of damages to third parties in the 
United Kingdom, is liable to very heavy penalties (i.e., a fine not exceeding £50 or to 
imprisonment, or to both imprisonment and fine). 

Motorists not insm·ed in their own country. - If the motorist is not insured in his own 
country against payment of damages to third parties within the United Kingdom, he must 
effect insurance under the Road Traffic Act of 1930. The representatives of the motoring 
organisations mentioned above can effect the necessary insurance forthwith, and issue 
certificates. 

Should the foreign motorist stay in Great Britain longer than ninety days, he must obtain 
a British licence. If his foreign insurance is still valid, it will be deemed to comply with the 
requirements of Part II of the Road Traffic Act. 

Denmark. 

Motorists insured in their own country.- In Denmark cars insured with "authorised" 
companies-i.e., companies that have concluded an agreement with the Danish International 
Insurance Union for l\Iotor Vehicles (" Dansk Forening for internationall\1otorkaretajsforsi
ln·ing "), Copenhagen-are exempted from the obligation to take out an insurance policy in 
Denmark provided they possess an insurance card, series A. (see Appendix II). This card is 
drawn up by the Danish association mentioned above and issued either by an" authorised" 5 

1 I.e., motorists whose vehicles are registered in that country. 
2 A draft law is in course of preparation providing for a system similar to that in force in the Scandinavian 

eountries. 
3 A;ccording to. the re~ly f~rnished on September 15th, 1936, by the Federal Council to a question put 

~y Natwnal Counc~llor Bos~ (Coire), there would appear t.o be no question of making this insurance compulsory 
m the case of foreign tourmg ca_rs. The .Federal Council is considering the possibility of establishing a fund 
at all events for the compensatiOn of vwtims of accidents caused by foreign tourina cars travelling in 
Swit!erln:nd who hav~ suffered .seriot_Js injur:y or whose c~r ~as been severely damaged. 

0 

. ~h1s document .Is a per~mt valid for.~metY: days ~thin the United Kingdom, replacing for the purposes 
of Bnt1sh control the mternatwnal car certifiCate ISsued m accordance with the 1926 Convention. (This permit 
is also issued by the London County Council.) 

• A list of authorised companies is published in the Year.Book of tlte I.A.R.A.O. for 1936, page 319. 
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insurance company or by a recognised touring organisation. In order to obtain the right 
to issue insurance cards, series A, the touring organisation must : 

(1) Conclude an agreement with the Danish International Insurance Union for 
l\Iotor Vehicles ; 

(2) Likewise conclude an arrangement with one or more insurance companies. 

A special agreement was also concluded on July 1st, 1934, between the Danish and 
Swedish Governments, whereby vehicles registered in Denmark or Sweden are allowPd to 
circulate on the territory of the other State withotlt being requirecl to produce any document 
proving that their imurance is in order, as the Danish and the Swedish Internation~l Insurance 
Unions for Motor Vehicles have undertaken in relation to the Danish and Swedish Govern
ments respectively to cover the risk of damage to third parties caused in one of those 
countries by a motor vehicle registered in the other. Consequently, it is sufficient to prove 
by the production of a national certificate or an international motor-car certificate that 
the vehicle is registered in the other country. 

A similar agreement will probably be concluded shortly with the Norwegian 
Government. 

Motorists not insured in their own country. -Foreign motorists who do not possess 
an insurance card, series A, must take out an insurance policy at the Danish frontier with 
the Danish International Insurance Union. A specimen of this policy: insurance card, 
series B, is attached (Appendix III). 

Irish Free State. 

In accordance with the Road Traffic Act of 1933, a foreign motorist entering the Irish 
Free State must be insured against the payment of damages caused to third parties in the 
territory of the Free State with one of the companies or corporations authorised to issue 
policies to this effect. Insurance companies desirous of obtaining this authorisation must 
deposit with the Accountant of the Courts of Justice in the Irish Free State the sum of 
£15,000 sterling, and comply with the other conditions of the decree relating to vehicle 
insurers. Short-term policies may be taken out for the following periods. The premium 
payable varies according to the duration of the policy. 

One week .. 
One month .. 
Two months . 
Three months . 
Six months .. 

one-eighth of the annual premium. 
one-quarter 

" " " " three-eighths 
" " " " one-half 
" " " " three-quarters , 

" " " 
Norway. 

Motorists insured in their own country:- Foreign motorists entering Norway must 
take out an insurance policy at the frontier, unless they hold a policy issued by a company 
recognised in Norway, or endorsed by a company authorised in Norway or by the Norwegian 
Union of Insurance Companies. Foreign insurance companies can obtain the necessary. 
endorsement by applying either to a Norwegian company or to the Royal Automobile 
Club of Norw:ay. · 

Norway will probably accede shortly to the agreement concluded between Denmark 
and Sweden, referred to under the heading "Denmark ". 

111otorists not insurell in their own country. -A foreign motorist coming to Norway 
with his car who holds no insurance policy, or holds a policy issued by an "unauthorised " 
company, may take out an insurance for his stay inN orway at the frontier office, on payment 
of one of the following premiums : . 

One to seven days . 
Eight to thirty days 

One to four days. . . 
Five to ten days 
Eleven to thirty days 

Motor vehicles : 

Motor-cycles : 

Charge for each policy Kr. 0.50 extra. 

Sweden. 

Kr. 2 per day. 
Kr. 25 per polic·y. 

Kr. 2 per day. 
Kr. 10 per policy. 
Kr. 15 per policy. 

A foreign motorist entering Sweden must obtain through the Customs offices an 
~suran?e polic;y covering the risks of payment of damages caused to third parties by 
h1s vehwle until he leaves the country. This formality is not required however if the 
motorist has already taken out an insurance policy with a foreign co~pany lt~d that 
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company has given the Swedish General Customs Administration an undertaking in this 
connection approved by the General Inspectorate of Insurance, in conformity with the 
provisions of paragraph 5 of the Law of l\Iay lOth, 1929, on Compulsory Insurance. When 
the vehicle leaves Swedish territory, the Customs authority at the frontier will ascertain 
that the insurance policy has been duly taken out and the premium paid up to the day 
of departure of the vehicle. If this formality has not been complied with, the vehicle is 
not allowed to leave until the premium has been paid to the Customs authority. A special 
arrangement has been concluded with Denmark, referred to under the heading " Denmark ". 

Czechoslovakia. 

In Czechoslovakia, insurance is not compulsory, but, under the Law of March 26th, 1935, 
guarantees are required in respect of damages caused to third parties by the drivers of motor 
vehicles. The owner of a motor vehicle registered in Czechoslovakia must either take out 
an insurance policy covering payment of damages to third parties or deposit a security 
with the competent authorities. The owner of a vehicle who fails to comply with these 
provisions must, in addition to the penalties to which he is liable, contribute to a special 
fund for the compensation of the victims of accidents. The amount of the contribution 
will correspond to the amount he would have paid as a premium if he had complied with 
the law, but may in no case exceed the total amount of the premiums due for a period of 
three years. 

A Relief Fund for acciclents caused by motor ~'chicles has been established with head
quarters at Prague. In addition to the contributions from motorists referred to above, 
it receives payments from the insurance companies in Czechoslovakia which issue policies 
covering the risk of payment of damages to third parties. These companies must pay 
into the Relief Fund 1% of the net premiums collected for insurance against these risks 
during the previous year. The Fund is a legal entity and is administered by a Board of 
Trustees, the composition of which is determined by a Government decree. The 
Administrative Regulations of this Board of Trustees are drawn up by the l\Iinister of the 
Interior, after consulting the other competent :Ministers. This Fund affords financial 
assistance to persons who have been injured by an accident or the surviving dependants 
of persons whose death has been caused by such accident, when the vital interests of such 
persons have been affected and they have not received compensation either because the 
person responsible for the accident has failed to comply with the provisions of the Law 
of 1935, or because it is not possible to prove that anyone is liable. No person may claim 
a legal right to relief from this Fund. The promulgation of a Government Ordinance laying 
down the regime applicable to foreign motorists is under consideration. This Ordinance 
will be based on the foregoing principles and on the agreements concluded between States. 

Appendix I. 
Form. G. 

ROAD TRAFFIC AcT, 1930. 

Certificate of Foreign Insurance. 

Certificate No ...... . Policy No ........ . 

l. Date to which certificate is valid ...................................•.... 

2. Identification mark and numbers and make of vehicle ..........••.........• 

• 0 0 ••••••••• 0 •••• 0 •••• 0 •••• 0 0 •• 0 •••••••••• 0. 0. 0 ••• 0 •••• 0 •••••• 0 ••••••••• 0 ••• •• 

3. Persons or classes of persons (and addresses) authorised to drive the vehicle .... 

0 •••• 0 ••• 0 0 ••• 0 ••••••• 0 ••••• 0 ••••••••••••• 0 0 •••••••••••• 0 •••••••••• 0 0 0 • • • • • • • 

••• 0 ° ••••• 0 ••••••• 0 • 0 0 0 ••• 0 0 ••••• 0 •••••••• 0 ••• 0 •• 0 •••• 0 ••• 0 0 •••• 0 • • • • • • • • • • • .. 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
4. Date of commencement of policy .......................................... . 

5. Date of expiry of policy .................................................•• 

I hereby certify that this certificate is issued in accordance with the regulations 
made by the Minister of Transport under Part II of the Road Traffic Act, 1930. 

Signed ...............................•....... 

On behalf of ............................... . 
(Issuing Authority). 
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Appendix II. 

[ 0 bverse side of card.] 
INSURANCE CARD.1 

Series A, No ........ . 

Insured ................................. : . .................................. . 

Home address ................................................................ . 

Motor vehicle, make: ......................................................... . 

Category (motor-car, motor-cycle, etc.) ................................ · · · · · · · · · · · · 

Motor number .................... Registered number ......................... . 

Insured in 

(name of insurance company) 

By policy No ................................................................ . 

The insurance is in force until 

"Dansk Forening for International Motorkoretoisforsikrinl/" 

(The Danish Union for International Insurance of Motor VehicleE) 

(address) : Tordenskjoldsgade 10, Copenhagen K., 

takes over the guarantee for the insurance against third party risks of the motor vehicle 
mentioned above during its stay in Denmark, in accordance with the laws on insurance 
of motor vehicles against third party risks and the regulations relating thereto. The 
C"ard has been delivered to us by the above-mentioned Union, by whom we are duly 
empowered. 

19 ................ . 

Issued the .................................................................. . 

by 0 •• 0. 0 0 •••••• 0 •••• 0 ••• 0 •••• 0 ••••••• 0 0 ••• 0 ••• 0. 0 ••• 0 ••••••••••••••••••••••• 

Denmark. 

[Reverse side of card.] 

The driver shall bring this insurance card with him during the journey and on 
request produce same -to the police authorities. On entering and leaving Danish 
territory the card shall be presented to the proper Custom house officer at the frontier. 
If the motor vehicle should remain in the country after the day of expiry, a new 
insurance card is to be procured from the homeland. If not, an additional insurance 
card must be bought from the Customs authorities at the departure. 

1 The original model of this card is also in Danish, French and German. 



-64-

Appendix III. 

[Obverse side of card.] 
INSURANCE CARD.l 

Series B, No. 4313. 

Insured .......................•............................ · ....... · · · · · · · · · · 

Home address .............................................................. . 

l\Iotor vehicle, make .......................................................... . 

Category (motor-car, motor-cycle, omnibus) .................................... . 

1\Iotor number ..... Registered number 

"Dansk Forening for International Motorkoretojsforsikring" 

(The. Danish Union for International Insurance of l\Iotor Vehicles) 

(address) : Tordenskjoldsgade 10, Copenhagen K., 

takes over the guarantee for the insurance against third party risks of the motor 
vehicle mentioned above during its stay in Denmark, in accordance with the laws on 
insurance of motor vehicles against third party risks and the regulations relating 
thereto. The card has been delivered to us by the above-mentioned Union, by whom 
we are duly empowered. 

The premium has been paid with . . . . . . . . . . . . for the time 

from ...................... to ................. (both inclusive) 

Date 19 .. 

(Customs Office) 

Denmark. 

[Reverse side "of card.] 

PREMIUM RATES. 

For each Maximum 1-30 days Minimum day over annual (per day) premium and above premium 30 days 

Kroner 
:Motor-cars . 1.00 2.00 0.50 125.00 

1\Iotor-cars with trailers 1.50 2.50 0.75 190.00 

1\Iotor-cars with more than six seats, 
for passenger transport 2.00 3.00 1.00 250.00 

-
1\Iotor-cyclcs 0.50 1.00 0.25 65.00 

The driver shall bring this insurance card with him during the journey and on request 
Jn·oduce same to the police authorities. At the departure, the card shall be presented 
to the proper Customs house officer at the frontier. Additional premium shall thereby 
be paid in case the number of days for which premium was paid at the arrival has 
been exceeded. 

1 The OI"iginal model of this card is also in Danish, French and German. 
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AL'\fN EX 17. 

COMPULSORY INSURANCE OF l\IOTORISTS. 

C.C. T .JC.R./110 . 
.April 29th, 1937. 

CORRESPONDENCE EXCHANGED BETWEEN THE COl\IMITTEE OF ENQUIRY FOR THE CIVIL 
LIABILITY OF MOTORISTS (THIRD-PARTY RISKS) SET UP BY THE INTERNATIONAL 
INSTITUTE OF Rol\IE FOR THE UNIFICATION OF PRIVATE LAW AND TilE SECRETARIAT 
OF THE ORGANISATION FOR COMMUNICATIONS AND TRANSIT, CONCERNING A REQUEST 
BY THE COl\Il\IITTEE OF ENQUIRY THAT THE PERMANENT COMl\IITTEE ON ROAD 
TRAFFIC SHOULD UNDERTAKE AN ENQUIRY AND COLLECT STATISTICS RELATING TO 
COMPULSORY INSURANCE OF MOTORISTS. 

1. Extract from a Letter of December 14th, 1936, from the Secretary- General of 
the International "Institute of Rome for the Unification of Pri11ate Law to the Director 

of the Communications and Transit Section. 

\Ve have the honour to send you the text of two resolutions adopted by the Committee 
of Enquiry for the Civil Liability of Motorists . 

.As regards the first resolution (.Appendix 1), during the discussion on the preliminary 
draft of the standard clauses concerning the compulsory insurance of motorists, the 
Committee realised the necessity for obtaining statistics enabling it to establish the 
following points : 

1. The percentage of insured motor vehicles as compared with the number 
of motor vehicles in circulation or registered in countries which have not adopted 
compulsory insurance. 

2. The. approximate percentage of accidents caused by foreign motor vehicles 
for the victims of which no compensation could be obtained, and of which the 
authorities are aware, compared with the total number of accidents during a year. 

3. The proportional increase of legal proceedings taken against and compensation 
paid by insurance companies in countries where the insurance of motorists is 
compulsory, compared with the year preceding the introduction of such insurance. 

With a view to collecting the above information, the Committee adopted the first 
resolution . 

.As regards the second resolution (.Appendix 2), having laid down in the preliminary 
draft of the standard clauses concerning compulsory insurance of motorists that the 
insurer can be relieved of the obligation to pay compensation to the injured party if he proves 
that that party has failed to pay the insurance premium, the Committee considered the 
necessity for organising a system of control under which it would be possible at any moment, 
and more particularly when crossing frontiers, to ascertain whether an insurance policy 
had been taken out and the premium thereon duly paid. 

The second resolution was adopted with a view to arranging for the practical 
application of such a system of control. 

We would be very grateful if your Organisation could comply with the wish expressed 
by our Committee and agree to undertake the enquiry and study referred to in the two 
resolutions. 

We would also be much obliged if, in such case, you could inform us when 
approximately you think you could communicate to us the results of this enquiry and 
study. 

2. Letter of February lOth, 1937, sent by the Director of the Communications and 
Transit Section to the Secretary- General of the I ntcrnational Institute of Rome for the 

Unification of Private Law . 

.After studying the resolutions adopted in November last by the Committee of 
Enquiry for the Civil Liability of Motorists, I think that the Permanent Committee on 
Road Traffic will have no objection to undertaking the enquiry and study proposed. This 
question will be placed on the provisional agenda of the Committee's next session, which 
will decide what action can be taken on the recommendations adopted by the Committee 
of Enquiry .for the Civil Liability of Motorists. 

It is difficult to foresee at the present moment when the enquiry will be completed. 
The Committee's next session will probably be held during next .April and I shall see that 
you are advised of the results of its discussions. 
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Appendix 1. 

RESOLUTION .ADOPTED ON N OVEliiBER 24TH, 1936, BY THE COl\DIITTEE OF ENQUIRY 

FOR THE CIVIL LIABILITY OF MOTORISTS. 

The Committee : 
Invites the Secretariat of the Institute to get into touch with the Secretariat of the 

Advisory and Technical Committee for Communications and Transit (Organisation for 
Communications and Transit of the League of Nations) with a view to collecting statistics 
on third-party insurance and other useful data (e.g., trend of legislation and any other 
additional information). The Institute will similarly get into touch with the German 
Academy of Law (Insurance Committee). Any assistance in the matter given by automobile 
associations, insurance companies or other institutions will, of course, be welcome. 

Pending the receipt of these statistics and the results of the investigation, the 
preparation of the draft Convention on compulsory insurance will proceed . 

.Appendi.1J 2. 

RESOLUTION .ADOPTED ON NOVEMBER 25TH, 1936, BY THE COl\11\IITTEE OF ENQUIRY 

FOR THE CIVIL LIABILITY OF MOTORISTS. 

The Committee : 
Suggests that the police authorities should be instructed to satisfy themselves, not 

only that an insurance policy has been taken out in accordance with Article 2, but also 
that the last premium due has been paid ; 

Further expresses the opinion that it should be possible to check the receipt 
immediately and that this formality should not hamper motor traffic ; 

Considers that this question might usefully be studied by the competent technical 
organisations (the Advisory and Technical Committee for Communications and Transit 
and, in particular, the Permanent Committee on Road Traffic). 

,• 



.. . . .,. 
[Communicated to the Council 

and the Members of the League.] 

Official No: :C. 276. M. 179. 1937. VIII. 

"[C.C.T.fC.R.fU.S. 17(1).J 

Geneva, May 28th, 1937. 

LEAGUE OF NATIONS 

ORGANISATION FOR COlUlUNICA. TIONS A~D TRANSIT 

CO)IUITTEE FOR TilE UNIFICATION OF STATISTICS RELATING 
TO ROAD TRAFFIC ACCIDENTS 

REPORT ON THE FIRST AND SECOND SESSIONS 
OF THE COMMITTEE. 

The Committee was composed as follows : 

M. J. BouLLOCHE, Director of Roads, French Ministry of Public Works, Chairman; 
Mr. A. E. KIRKUS, Director of Statistics, Ministry of Transport, Great Britain ; 
M. A. MoLIN ARI,1 Director-General of the Central Statistical Institute, Italy ; 
M. C. Fl. STEENSTRUP, Secretary of the Statistics Department of the Danish Ministry 

of Finance; 
l\L E. ZDRUBEK, Head of the Communications Section of the Austrian Federal Police 

Headquarters. 

The following also attended : 

For the International Statistical Institute 

Dr. J. H. VANZANTEN, Ex-Director of the City of Amsterdam Statistical Office, Rappor
teur to the Committee of the Institute on Uniformity in Road Accident Statistics. 

For the International Association of Recognised Automobile Clubs: 

. Colonel G. PERON, Secretary-General (at the first session) ; 
l\1. J. HANSEZ, President of the International Committee on Road Traffic and Customs 

(at the second session). 

For the Permanent International Commission for First Aid on Roads: 
Dr. P. BEHAGUE, Secretary-General of the National Union of Tourist Associations, Paris, 

President of the Permanent International Commission (at the first session). 

For the League of Red Cross Societies: 
Major PETERSEN, Chief of the First-Aid Section (at the first session). 

For the International Tourist Alliance: 
M. Paul DucHAINE, Secretary General (at the first session) ; 
M. E. DELAQUIS, Director of the Swiss Touring Club, Professor at the University of 

Geneva (at the second session). 

For the International Labour Office .: 

l\Ir. J. W. NIXON, Chief of the Statistical Section ; 
Mr. R. M. WoODBURY, Member of the Statistical Section (at the second session). 

Secretary : Mme. E. LEHMANN, Member of the Communications and Transit Section. 

The Committee held two sessions. The first on September 7th to roth, 1936 : the second 
on May 3rd to 6th, 1937. . 

After studying the documents compiled by the Secretariat (Annex 1),2 and after delibera
tion, the Committee arrived at the following conclusions : 

I. The Committee considers that, if unification of road traffic accident statistics is to be 
attained, it is necessary that each country should keep a record of road accidents and compile 
statistics on the basis of such records. 

sM. Molinari was present only at the first session of the Committee. 
J Annex I is printed ~parately. 

3055 -S.d. N. 955 (F.) 815 (A.) 9/37· Imp. Reunies, Chambery. 

Series of League of Nations Publ!Pations 

VIII. TRANSIT \J 
1937. VIII. 3. 
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: k d to make it compulsory fof:"~11 officials 
2. Governments should .accord~ngly be as e. h thority responsible for the 

entrusted with that duty to give notic:r to th.~ poiiCe, h~r ~~:c:r:eud on highways open to the 
compilation of the statistics, of alldtra . c/cci(. enl s ;;' Iccycles without motor hand-barrows, 
public 1 in which a vehicle of any escnp wn me u ng . . . 2 ' 

etc.) 0~ an animal was involved, and which caused death or bodily m]ury. . · . 
· · ld · 1 d · d t which caused material ·3· It is desirable that the statistics shou . I~c ~ e acci en s . d'ffi lf th 

damage only but as the compilation of such statistics IS attended by senous I cu Ies, e 
Committee d~es n~t feel that it can at present ask for them to be made compulsory. . 

4. Accidents should be recorded by the representative ?f th~ compete~t (~uthorii~) 
b means of a form for each accident. The Committee has specified m a sched_u e nn~x. , tle information which should be recorded for the compilation of the three cat~gones of statistics. 
A model statistical form is appended as a guide for the co_mpilation ?f the particulars (~nnex III), 

The statistics should be compiled by the body which centrahses these records. 

5 
The schedule asks for particulars of the vehicles involved, the nature, circums~ances 

and c~uses of the accident, and the number of pers~ns killed or injured. The partic~lars 
relating to the vehicles involved, the nature of the accident and the number of p~rsons kil~ed 
or injured will consist simply of statements of _fact ; there is the;efore n_o ~ifficulty m rec?rdmg 
this information which will serve as a basis for the essential statistics. The particulars 
regarding circun{stances, however precise may be the questions as_ked, leave more scope to 
the personal judgment of the recording official, and those regardmg causes are frequently 
open to such an interpretation that the. inferences to be. draw~ tJ:lerefro~ are subject to 
reservations. As, however, many countnes already compile statistics of circ~mstance~ and 
causes, the Committee felt that the schedule attached (Annex II) should furmsh a basis for 
unifying the information. 

6. The Committee accordingly recommends : 
First, the compilation of annual statistics relating to : number of accidents, number of 

persons killed or injured, number of vehicles involved and nature of accidents (statistics 
of the first category). . 

Secondly, statistics should be compiled dealing in general with all the circumstances of 
the accident (statistics of the second category). 

Lastly, other statistics should be compiled dealing with the causes of accidents (statistics 
of the third category). These might be limited to the principal headings of the schedule. 

The Committee considers that statistics of the first category are absolutely essential 
and that theirannualcompilationshould be compulsory subject to the reservation in paragraph3. 
The compilation of statistics of the second and third categories presents greater difficulty, and 
Governments are recommended to arrange to compile statistics of these categories as speedily 
as possible, after which they can be compiled at varying intervals, which should not, however, 
exceed five years. 

7· Model tables for the presentation of the three categories of statistical data have been 
drawn up by the Committee and are given in Annex IV. 

8. The Committee is of opinion that it would be desirable to study the number of accidents 
in relation to the number of vehicles in circulation, the number of drivers, the population, the 
length of highways, etc., in so far as these various factors can be accurately ascertained. It 
considers that it will have to acquaint itself with the studies which have been or may be made 
on this question, especially by the International Institute of Statistics, and to determine the 
scope of the statistics regarded as necessary. 

9· The Committee recommends that countries which do not yet apply the scheme of 
classification of accidental deaths contained in the International Convention on the Nomen
clature of Causes of Death, signed at Paris on October 19th, 1929, should adopt this system, 
and that the road accident statistics outlined above should be accompanied, if possible, by statis
tics of deaths due to means of transport, compiled according to this scheme. 

10. The Committee stresses the value of the compilation of statistics of all three categories 
for all European capitals and for all cities of more than soo,ooo inhabitants. 

II. The Committee considers that special attention should be given to the road accident 
risks of drivers in the service of an employer, in view of the influence of their conditions of work 
on the risks of accident both to the drivers themselves and to the public. It has sought 
to provide the necessary headings in the statistics of the first category for determining the 
number of such drivers who are killed or injured, and in the statistics of the second and third 
categories for data on the conditions of work. 

12. The Committee asks the Committee for Communications and Transit to arrange for 
the Committee's report to be communicated to the Governments with a request that the 
recommendations contained therein be put into effect as soon as possible. 

1 Including any parks open to vehicular traffic. 
t See definition on page 3· 
~ Each accident should be included as one accident, irrespective of the number of vehicles involved and of persons killed or injured. 
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ANNEX II. 

SCHEDULE. 

A. VEHICLES, ETC., INVOLVED IN ACCIDENTS. 

State whether ve.hicles of national or foreign registration. 
Where a mechamcally-propelled road vehicle or a pedal-cycle is involved in an accident 

the age and sex of the driver should be given. . ' 
In the case of mechanically-propelled road vehicles, it should be stated whether the driver 

_was in the service of an employer and, if so, details of hours of driving should be given. 

Mechanically-propelled Road Vehicles : 

I. Private motor passenger vehicles (excluding motor-cycles). 
2. Motor-cycles :1 

(a) Solo-without pillion rider ; 
(b) Solo-with pillion rider ; 
(c) With sidecar. 

3. Motor-vans, lorries, tractors 

(a) Without trailer; 
(b) With trailer. 

4. Hackney vehicles with a seating capacity not exceeding eight persons (including 
the driver). 

5 . Omnibuses and coaches. 
6. Tramcars. 
7. Trolley vehicles. 
8. Miscellaneous. 

Other Vehicles : 

9. Cycles without motor. 
IO. Animal-drawn vehicles. 
II. Railway vehicles. 
I2. Handcarts and barrows. 
I3. Miscellaneous vehicles.• 

Animals 

I4. Horses, ridden or led. 
IS . Other animals. 

B. NATURE oF AcciDENT. 

I. Collision between moving vehicles. 
2. Collision between a vehicle and an obstruction including a stationary vehicle. 
3. Collision between a vehicle and a pedestrian. 
4. Accident not involving collision. 3 

5. Other kinds of accident & (particulars to be given). 

Age. 
Sex. 

C. CLASSIFICATION OF PERSONS KILLED OR INJURED 5 IN ACCIDENT. 

Died within twenty-four hours. 
Died within thirty days. 
Injured: (a) seriously. 

(b) slightly. 

1 Countries who so desire may subdivide motor-cycles into two categories : (a) high power; (b) low power. 
s Perambulators and bath-chairs are not considered as vehicles. 
3 Drivers or riders killed or injured should be included in the statistics, although no other person or vehicle may have been involved. . . 
• " Other kinds of accidents " include collisions between a vehicle and an animal, and accidents involving a combination of two or more. collts1ons 

of different natures-e.g., (1) between moving vehicles and a moving vehicle and a stationary vehicle, (:z) between a vehicle, an obstruchon and a 
pedestrian. 

• There will be two classes of fatal accident : 
(a) Accidents causing death instantaneously or within twenty-four hours; 
(b) Accidents causing death within a period of from twf'nty-four hours to thirty days. 

Bodily injuries are classifie-d as follows : . . . 
1 Serious injuries.-Fractures concussion, internal injuries, crushings, severe cuts and lacerations, se,·ere ,general shock necess1tatmg medlca 

treatment and any other injury 'involving removal to and detention in hospital. . th • . ·es 
SligJ&i injuries.-Injuries of a minor character such as sprains and bruises. Persons who oomplain of. shock but have sustalJ!-ed n:J 

0
£ ::~~ 

should not be included in the statistics unless they show very marked symptoms of shock and have rece1ved, or appear to be lD n • 
treatment. 



A distinction should be made between drivers of motor vehicles other than motor-cycles : 
(a) in the service of an employer ; (b) others ; motor-cyclists, pedal-cyclists, passengers, 

pedestrians and other persons.1 

D. CIRCUMSTANCES OF ACCIDENT. 

I. Place and Time. 

I. Place. 
2. Date. 3. Day of the week (state whether a general holiday and whether on the day before 

or day after a holiday). 
4· Hour. 5. State whether the accident occurred in a built-up area or outside such area. 

2 

6. If the accident occurred in a built-up area,3 give the name of the street and, if possible 
the number of the house in front of which the accident occurred. State also 
whether it is a one-way or two-way street and whether it is a " priority " 
road or not. 

7. Give any other particulars-e.g., exit from a school, church, factory, etc. 

II. Weather Conditions. 

I. Clear weather. 
2. Fog. 
3. Rain, heavy or slight. 
4. Strong wind. 
5 . Snow or hail. 

III. Visibility. 

I. Daylight. 
2. Dusk or semi-darkness. 
3· Darkness: (a) road lighted. 

(b) road not lighted. 

IV. Road Conditions. 

I. Normal. 
2. Bad condition. (Detail the defects.) 

v. State of the Carriage-way. 

I. Dry. 
2. Wet. 
3. Ice-covered. 
4. Snow-covered. 

VI. Features of the Road.'' 

I. Straight road. 
2. Cross-roads or junctions : (a) 

(b) 
with good sight-line. 
with bad sight-line. 

3· 
4· 

5· 

6. 
7· 
8. 
9· 

IO. 

Fork. 
Level-crossing : (a) guarded. 

(b) unguarded. 
Bend : (a) with good sight-line. 

(b) with bad sight-line. 
Gutter, or hump back. 
Top of hill. 
Abrupt descent. 
Tram or rail tracks. 
Other special features. 

E. PRESUMED OR APPARENT CAUSES OF THE ACCIDENT. 

I. Attributed to Drivers, excluding Pedal-cyclists. 

I. Ex_cessive speed having regard to conditions. 
2. Fa~lure to keep on correct side of road. 
3. Fa~lure to observe right of way. 
4· Failure to signal, giving indistinct or incorrect signal. 

----· 
: ¥;~teco~~t~i' ~!~.~~~!~::s!h:f~~~jf!:_~o~e 0!i~~~~engers which it considers the most suitable. 

1 
Jh:~e particulars should only be given in respect of large towns and cities 
n 1cate whether or not attention is drawn to these features by warning signs' Oth ticul · er par ars may be given for large towns and cities. 
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S. Failure to comply with traffic signs and signals. 
6. Overtaking improperly. 
7. Pulling out to overtake. 
8. Swerving negligently. 
9. Skidding-i.e., side-slipping. 

IO. Mounting footpath, refuge, etc. 
II. Failure to stop or afford free passage to pedestrians at pedestrian crossing-places. 
I2. Dazzled by lights of another vehicle. 
I3. Emerging or turning from one road into another road : 

(a) Turning to rightl without due care ; 
(b) Turning to leftl without due care; 
(c) Crossing without due care. 

I4. Inattentive or attention diverted. 
IS. Inexperienced, including inexperienced with type of vehicle in use at time. 
I6. Losing control. 
I7. Fatigued : 

(a) Due to driving (details of hours of driving to be given) ; 
(b) From other causes. 

I8. Sudden illness. 
Ig. Under the influence of drink. 
20. Physically defective (particulars to be given). 
21. Other causes (particulars to be given). 

II. Attributed to Pedal-cyclists. 

I. Excessive speed having regard to conditions. 
2. Failure to keep on correct side of road. 
3. Failure to observe right of way. 
4. Failure to signal, giving indistinct or incorrect signal. 
S. Failure to comply with traffic signs and signals. 
6. Overtaking improperly. 
7. Pulling out to overtake. 
8. Swerving negligently. 
9. Skidding-i.e., side-slipping. 

IO. Mounting footpath, refuge, etc. 
II. Failure to stop or afford free passage to pedestrians at pedestrian crossing-places. 
I2. Dazzled by lights of another vehicle. 
I3. Emerging or turning from one road into another road : 

(a) Turning to right1 without due care ; 
(b) Turning to left 1 without due care; 
(c) Crossing without due care. 

14. Inattentive or attention diverted. 
IS. Inexperienced, including inexperienced with type of vehicle in use at time. 
r6. Losing control. 
I7. Fatigued : 

(a) Due to riding (details of hours of riding to be given) ; 
(b) From other causes. 

I8. Sudden illness. 
I9. Under the influence of drink. 
20. Physically defective (particulars to be given). 
2I. Cyclist holding on to other vehicle. 
22. Other causes (particulars to be given). 

III. Attributed to Pedestrians. 

I. Crossing carriage-way, or walking or standing in carriage-way, heedless of traffic. 
2. Stepping into carriage-way without due care. 
3. Playing in carriage-way. 
4. Emerging from front of or behind vehicle or object which masked his or her 

movement. 
s . Not using pedestrian crossing-place. 
6. Boarding vehicle without due care. 
7. Slipping or falling. 

l Indicate the direction of traffic. 
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8. Sudden illness. : · 
9 . Under the influence of dnnk. 

IO. Hanging on to vehicle. . . a as to render the accident unavoidable. 
II. Child under 7 years of ag~ ~cti~g I~~~~~!-;e~son or escaping from supervision of an 
I2. Lack of adequate supervisiOn y 

older person. . 

I3. Other causest (particul~r;3t:o:~og~:~;~d in the case of children under 7 years of age.) 
(Items Nos. I o IO an 

Attributed to Vehicles. . 
Mechanical defect or failure (particula;s to be given). 

~: Inadequate or d~fective f~ont or rear lights or reflectors. 
3. Unattended vehicle runmng awbay. . nt load or obscured windscreen. 
4 . Driver's view obstructed-e.g., Y eq~npme ' 
5· Vehicle overloaded, shifte:. t defectiye~~~f·which contributed to the accident 
6. Any other feature of v_e Ic)e or eqmp 

(particulars to be g~ven . 

V. Attributed to Tramways. 

I. Tramway track in bad rep~ir. t k or centre conduit 
2. Wheel of vehicle catching m ~ram way rae · 
3. Tramcar jumping points or ralls. 

VI. Attributed to Obstructions. 
I. Stationary vehicle dan~erously plac~d. ) 
2. Other obstruction (particulars to be given . 

VII. Attributed to Road Conditions. 
I. View obscured by blind corner or bend. 
2. Slippery road surface (particulars to be given). 
3. Road surface in need of repair. 
4· Other road conditions. 

VIII. Attributed to Weather Conditions. 
I. Fog or mist. 
2. Glaring sun. · . . ) 
3. Other weather conditions which contrib~ted to the accident (particulars to be given . 

IX. Miscellaneous. 
I. Animal in carriage-way-e.g., horse bolting, dog not under control. 
2. Other causes (particulars to be given). 

In the case of causes attributed to drivers or vehicles, it is essential that where 
more than one driver or vehicle respectively is involved in the accident the report 
should show to which driver or which vehicle the presumed cause is attributed. 

The report should show the presumed PRINCIPAL cause in respect of each 
accident. If more than one cause is considered to have contributed to the accident, 
the CONTRIBUTORY causes {not more than two) also should be given. 

ANNEX III. 

MODEL STATISTICAL FORM. 

EXPLANATORY NOTE. 

In Sections I, IV, V and VI, a cross ( x) should be placed opposite the appropriate item. 
In Sections I, II, III and VI, the entries relating to the vehicle or driver primarily concerned 

in an accident should be inserted in the column headed A. Entries relating to other vehicles 
or drivers involved in the accident should be inserted in the columns headed B, C and D 
according to the number of vehicles involved. 

In Section VI, the principal presumed cause should be indicated thus (.~). 
For guidance, the form has been completed to show particulars of an accident which 

occurred in the following circumstances : 
At 4.30 p.m. on May 6th, I937, a motor-cycle with a pillion rider collided with a motor

l~rry without trailer. The driver of the motor-cycle was killed immediately, the pillion rider 
died two days later, and the driver of the motor-lorry was slightly injured. The main cause 
of the accident was failure on the part of the driver of the motor-lorry to keep on the correct 
side of the road and a contributory cause was excessive speed on the part of the driver of the 
motor-cycle. 
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Model Statistical Form (Obverse side). 

Locality Police District : .. 

Accident occurred at 4.30 p.m. on 6th day of 
May 1937· 

ij ~===-==:-======-=-===---=---------------!.VEHICLES, ETC:, INVOLVED IN THE ACCIDENT. II. PERSONS KILLED OR INJURED IN THE ACCID ENT. 

A B C D A B I c I D 

Mechanically propelled Road V e
hicles : 

Sex I Age I Sex I Age I Sex I Age I Sex I Age 

Private motor passenger ve
hicles (excluding motor-cy
cles) 

Motor-cycles : 

(a) Solo -without pillion 
rider .. 

(b) Solo-with pillion rider.. X 
(c) With sidecar 

Motor vans, lorries, tractors' 
etc : 

(a) Without trailer X 
(b) With trailer 

Hackney vehicles with a seat
ing capacity not exceeding 
eight persons (including the 
driver) 

Omnibuses and coaches 
Tramcars .. 
Trolley vehicles 
Miscellaneous 

Other Vehicles : 

Cycles without motor 
Animal-drawn vehicles 
Rail way vehicles 
Handcarts and barrows 
Miscellaneous vehicles 

Animals: 

Horses, ridden or led 
Other animals .. 

Killed (died within 24 
hours) : 

Pedestrians 
Drivers of motor ve

hicles other than 
motor-cycles .. • 0 

Motor-cyclists .. • 0 

Passengers .. 0 0 

Pedal-cyclists .. 0 0 

Other persons .. • 0 

Killed (died subsequent
ly but within jo days) 
Pedestrians . . . . 
Drivers of motor ve-

hicles other than 
motor-cycles . . . . 

Motor-cyclists . . . . 
Passengers • • . . 

(Repeat as above) 

I nfured-seriously : 

Pedestrians 
Drivers of motor ve

hicles other than 
motor-cycles .. 

Motor-cyclists .. 
(Repeat as above) 

Injured-slightly : 

Pedestrians 
Drivers of motor ve

hicles other than 
motor-cycles .. 

Motor-cyclists .. 
(Repeat as above) 

• 0 v1t 50 

Ill. DRIVERS OF VEHICLES INVOLVED IN THE ACCIDENT. 

Drivers of mechanically propelled road vehicles: 

(a) In the service of an employer : 
Sex .. 
Age .. 

(b) Others : 

Sex .. 
Age .. 

Riders of cycles without motor: 

Sex 
Age 

Etc .. 

IV. NATURE oF AcciDENT. 

A B 

vff 
.2f 

v1t 2f 

5T f8 

c D 

X 
(r) Collision between moving vehicles. (2) Collision between a vehicle and an obstruction, 

including a stationary vehicle. (3} Collision between a vehicle and a pedestrian. (4} Accidents 
not involving a collision. (5) Other kinds of accidents (particulars to be given). 
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Model Statistical Form (reverse side). 

V. CIRCUMSTANCES OF THE AcciDENT. 

1. Place of Accident. 

A: Aiea built up : one-way street-two-way street. 

X 
B : Not built up. 
Priority-road-not priority-road. Other particulars. 

z. Weather Conditions. 

X 
Clear weather-fog-rain (heavy-slight)-strong wind-snow or hail . 

. 
3. Visibility. 

X 
Daylight-dusk or semi-darkness-darkness :road lighted-road not lighted. 

4. Road Conditions. 

X 
Normal-bad condition (detail the defects). 

5. State of the Carriage-way. 

X 
Dry-wet-ice-covered-snow-covered. 

6. Features of the Road. 

Straight road-cross-roads or junctions with good sight-line-with bad sight-line-
X 

fork-level crossing : guarded-unguarded-bend : with good sight-line-with 
bad sight-line-gutter or hump back-top of hill-abrupt descent-tram or rail 
tracks-other special features. 

VI. PRESUMED OR APPARENT CAUSES OF THE ACCIDENT. 

Attributed to Drivers, excluding Pedal-cyclists : 

Excessive speed having regard to the conditions 
Failure to keep on correct side of the road .. 

(Arranged as in paragraph E of Annex II) 

A 

X 

B c 

X 

D 
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ANNEX IV. 

STATISTICS RELATING TO ROAD ACCIDENTS. 

A. First Category. 

Statistics (Annual) of Nu,mber of Accidents, Number of Persons killed or injured, Nztmber 
of Vehicles involved and Nature of Accident. 

TABLE I.-NUMBER OF ACCIDENTS. 

Year ..... 

Involving personal injury 
Involving damage Grand total 

I I 
to property only 

Fatal Non-fatal Total 

TABLE H.-NUMBER OF PERSONS KILLED OR INJURED. 

Number of persons 

Killed Injured 1 

Chssification 

I I 
Grand 

Died I Died subse- I total 
within quenUy but Total Seriously Slightly Total 

24 hours · within 30 days 

Pedestrians .. . . . . . . . . 

Drivers of motor vehicles, other 
than motor-cycles : 

(a) In the service of an em-
ployer . . . . . . .. 

(b) Others .. . . .. . . .. 
Motor-cyclists . . . . . . .. 

Passengers 2 .. . . . . . . . . 

Pedal-cyclists . . . . . . .. 
Other persons . . . . . . .. 

----
Total . . . . . . .. 

t See definition on page 3· 
1 Each country will indicate the claisification of passengers which it considers the most suitable. 
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TABLE III. - ANALYSIS OF VEHICLES INVOLVED. 

Clas!!ification of vehicles, etc. 

Mechanically propelled Road Vehicles : 

I. Private motor passenger vehicles (exciuding 
motor-cycles) . . . . . . . . . . . . 

2 • Motor-cycles : 

(a) Solo-without pillion rider 
(b) Solo-with pillion rider .. 
(c) With sidecar . . . . . . 

3. Motor vans, lorries, tractors : 

(a) Without trailer 
(b) With trailer 

4. Hackney vehicles with a seating capacity not 
exceeding eight persons (including the driver) 

5. Omnibuses and coaches 

6. Tramcars 

7. Trolley vehicles 

8. Miscellaneous 

Total mechanically propelled road vehicles 

Other Vehicles : 

9 . Cycles without motor 

10. Animal-drawn vehicles 

II. Railway vehicles .. . . . . . . . . . . 

12. Handcarts and barrows . . .. . . . . . . 

13. Miscellaneous vehicles . . . . . . . . . . 

Total other vehicles .. . . . . . . . . 

Animals : 

14· Horses, ridden or led .. . . . . . . . . . . 
rs. Other animals . . . . . . . . . . . . . . 

Total animals .. . . . . . . . . . . . . 

In fatal 
accidents 

------

------

------

Number of vehicles, etc., involved 

In non-fatal accidents 

Involving 
personal 

injury 

------

------

-----

Involving 
damage 

to property 
only 

-----

-----

-----

Total 

------

-------

------



-II-

TABLE lV.-NATURE OF ACCIDENT. 

Number Persons 
of accidents 

" Killed 
Nature of accident .. 01 ~E§ 

·~ § e- ·s: C) >. 
0 t:·=- - .. ~ . I Died within I Died subse· Injured 0. w Total .E g..s ~ a 8. Total 

2 
h quently but 

.... ~ 2 4 ours within 30 days 

"" 
I. Collision between moving vehicles 

2. Vehicle colliding with an obstruc-
tion, including a stationary 
vehicle 0 0 0 0 0 0 0 0 0 0 

3· Collision between a vehicle and a 
pedestrian 0 0 0 0 0 • 0 0 

4· Accident not involving collision .. 

5· Other kinds of accident 0 0 0 0 

------ ---- ---- ----- ----- -----
Total 0 0 0 0 0 • 0 0 • 0 0 0 

. 

B. Second Cate~ory. 

Statistics relating to the Circumstances of the Accident. 

TABLE V.-NATURE OF COLLISION.1 

Lorry with 

Nature of collision 

lorry .. 
motor-bus 
taxi .. 
private car 
motorccycle 
bicycle 
animal-drawn vehicle 
pedestrian 

Motor-bus with motor-bus 
taxi 
private car 
etc. 

Taxi with taxi 
private car 
etc ... 

Private car with private car 
motor-cycle 
etc ... 

Motor-cycle with motor-cycle 
bicycle 

Bicycle with 

etc ... 

bicycle 
etc ... 

Number 
of 

accidents 

Number 
of vehicles 
involved 

Number of persons 

Killed Injured 

------ ------· ----- -----
Total 

:1. If it is considered that the list of vehicles is not sufficiently complete, the list in Annex II A can be substituted. 
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TABLE VI.-AcciDENTS BY MONTHS. 

-
Number of accidents 

Number of Total I On days before and I On other days Month public holidays On public holidays after public holidays 

January . . . . .. 

February . . . . .. 

March . . . . .. .. 

- . . . . .. .. 

- . . . . .. . . 
- . . . . .. . . 

December . . . . .. 
-------- ------- -------- ------- -------

Total . . .. 

TABLE VII.-ACCIDENTS CLASSIFIED ACCORDING TO DAY OF WEEK. 

Number of accidents 

Number 
On days Day of week of public 

before and after 
On other days Total holidays On public holidays 

public 
holidays 

Monday . . . . .. .. 

Tuesday . . . . . . .. 

- . . . . . . . . .. 
- . . . . . . .. .. 

- . . . . . . . . .. 
- . . . . . . . . .. 

Sunday . . . . . . .. 
------- ------- ------- ------- -------

Total . . . . .. 

TABLE VIII.-AcCIDENTS CLASSIFIED ACCORDING TO HOUR OF DAY. 

Number of accidents 
Hour 1 

I On days before and 

I I 
On public holidays 

after public holidays On other days Total 

0-I .. .. . . . . . . 

- .. .. . . . . . . 

- ... .. . . . . . . 

- .. . . . . . . . . 
23-24 . . .. . . . . . . 

. 
Unknown .. . . . . . . 

-------- -------- -------· Total . . . . .. 

1 

The number of accidents may be shown in groups of hours (e.g., o to 4, 4 to 6) instead of for each hour. -



-13-

TABLE IX. - SEX AND AGE OF PERSONS KILLED OR INJURED.l 

Persons 

Age Died within 

I Died within 

I I 
Grand total 

24 hours 30 days Total Injured 

M. l w. I Total l M. l w. l Total l M. l w. l Total I M. I w. I Total l M. l W. l Total 

Under 15 years . 

15 and under 25 

25 and under 6o 

6o andover . 
--

Total . . 
1 Separate tables can be compiled for : 

(a} Drivers (excluding cyclists). 
(b) Cyclists, · 
(c) Passengers. 

-- -- --

I 

-- -- -- -- -- -- -- ---- ----

(d) Pedestrians-for pedestrians the group u under I$" should be subdivided into the following groups : 
Under s years ; 
s-7 years; 
7-14 years. 

TABLE X. - DRIVERS OF CERTAIN DESCRIPTIONS OF VEHICLES INVOLVED IN THE ACCIDENT, ANALYSED 

TO SHOW THE SEX, AGE AND DESCRIPTION OF THE DRIVERS. 

Sex and description 

Male.: 
In the service 

of an em
ployer 

Male: 
Others 

Age 

I 

l
Under I8 years 
IS and under 2I 
21 IJ , 30 

30 IJ " 40 

(

40 .. .. 50 
50 , , 6o 
Over 6o years .. 

I 
Under I 8 years 
I8 and under 2I 
2I .. .. 30 
30 .. .. 40 
40 .. .. - so 
50 .. .. 6o 
Over 6o years 

I 
I Under I 8 years 

F l ~
- I8 and under 21 

ema e: 
In the service 

21 
" " 30 

of an em-,
30 

" " 
40 

1 40 .. .. 50 -·. p oyer 6 

Female: 
Others 

I 

so IJ , 0 

Over 6o years .. 

Under r8years 
I8 and under 21 
2 I , , JO 
30 , , 40 .. 
40 , " 50 .. 

(50 .. .. 6o .. 
\Over 6o years . . . . i 

Private motor 
passenger vehicles 
(excluding motor

cycles) 

-;:tal~-~-:--:-~--------- ------

Mechanically-propelled road vehicles 

Motor-cycles 

I 
Mot rvans 'Hackney vehicles, 0 

• omnilruses 
lorries and tractors, coaches tram~ 

etc. and U.:ney buses I 

Cycles without 
motors 

----------- -----



TABLE XL-ACCIDENTS ANALYSED TO INDICATE THE WEATHER CONDITIONS AND VISIBILITY. 

Fatal accidents Non· fatal accidents 

I Visibility Visibility 

Weather oonditions Darkness Darlmess Grand total 

Total Total 
Daylight Dusk or 

I 
DayJight Dusk or 

I 
semi-darkness Road not semi-darkness Road not Road lighted lighted Road lighted lighted 

I 

I I Clear weather . . .. . . . . . . 

Fog . . . . . . .. . . . . . . 

Rain, heavy or slight . . . . .. 

s trongwind . . .. . . . . . . 

s now or hail . . .. . . . . . . 
------ ------ ------ ------ ------ ------ ------- ------ ------ ------ --------

Total . . . . .. . . . . - -- --I 

TABLE XII.-ACCIDENTS ANALYSED TO INDICATE THE FEATURES OF THE ROAD AND NATURE OF THE ACCIDENTS. 

Fatal accidents Non-fatal accidents 

Nature of accident Nature of accident 

Features of the road Collision Collision Grand total 

Collision between Collision 
Accident not Other kinds Total Collision between Collision Accident not Other kinds Total 

between moving a vehicle and an between a involving of between moving 
a vehicle and an between a involving of 

ob!;truction, in- vehicle and a obstruction, in- vehicle and a vehicles eluding a sta- pedestrian a collision accident vehicles eluding a sta- pedestrian a collision accident 

tionary vehide tionary vehicle 

I 
I 

Straight road .. 

Cross-roads .. 

Fork, etc. . . . . 
----- ----- ----- ----- ----- ----- ----- ----- ----- ----- ----- ----- -------

Total . . .. 
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C. Third Cate~ory. 

Statistics showing the Causes of Accidents. 

TABLE XIII. -ACCIDENTS ANALYSED TO INDICATE THE SOLE OR MAIN CAUSE ATTRIBUTED. 

Sole or main cause attributed 1 

Number of accidents involving 
personal injury 

Fatal I Non-fatal I Total 

Attributed to drivers, excluding pedal-cyclists: 

Excessive speed having regard to conditions . . . . .. . . 
Etc. . . . . . . . . . . . . . . . . . . . . . . . . . . 

Attributed to pedal-cyclists : 

Excessive speed having regard to conditions . . .. . . . . 
Etc. . . . . . . . . . . . . . . . . . . . . 0 • . . 0 0 

Attributed to pedestrians: 

Crossing carriage-way, or walking or standing in carriage-way, 
heedless of traffic . . . . .. . . . . 0 0 . . .. • 0 

Etc. . . . . . . . . . . . . . . . . . . . . . . . . . . 

Attributed to vehicles: 

Mechanical defect or failure .. .. 0 0 . . . . . . . . . . 
Etc. . . . . . . . . . . . . . . .. . . . . 0 0 .. • 0 

Attributed to tramways: 

Tramway track in bad repair . . . . . . . . . . . . .. 
Etc. . . . . . . . . 0 • . . . . . . . . . . . . 0. . . 

Attributed to obstructions: 

Stationary vehicle dangerously placed . . . . . . . . .. 
Etc. . . . . . . . . . . . . . . . . . . . . . . .. • 0 

Attributed to road conditions : 

View obscured by blind corner or bend • 0 .. . . . . .. 
Etc. . . . . . . 0 • . . . . . . . . 0 • . . . . . . . . 

Attributed to weather conditions: 

Fog or mist . . . . . . . . . . . . . . . . 0. .. . . 
Etc. . . . . . . . . . . .. . . • 0 . . . . . . . . . . 

Miscellaneous : 

Animal in carriage-way, e.g., horse bolting, dog not under 

control .. 0. . . . . .. . . 0 0 . . .. . . . . • 0 

Etc. . . .. . . .. • 0 . . • 0 . . . . .. . . . . • 0 

----- -----
Total . . . . 0. . . . . . . 0 • 0 0 . . • 0 • 0 

1 Arranged as in paragraph E of Annex II. 



TABLE XIV.-PRESUMED SoLE oR MAIN CAUSEs OF AcciDENTS, CLASSIFIED TO INDICATE THE NuMBER oF PERSONS KILLED OR INJURED • 

. 

Persons killed Persons Injured 
. 

Drivers of motor-vehi· Drivers of motor vehi· 
cles other than motor· cles other than motor-

cycles cycles 

~ . l'! ~ 
. ~ :g 

!l ~ !!! :J a c ~ :l!i 0 
Sole or main cause attributed 1 ~ 0 " [ Grand total killed and ~ ::, .:a !!! "ii " u ] :E - ~ 8. ~ - "' .. .. injured ~ ~ 

0 u 

~ 0~ 

~ - 8~ ~ ~ ~ s~ 

~ 
~ 

~ 
;. ~ 

"" . E _go ~ ~ "" ·- .. s . 
,:: ~ "ii :S ,:: ~s 0 " 11 :S :S 0 

"" ~"" :>! "' ~S' 0 :>! ,:: 0 ~a "' 0 
~ ~ ~~ 

:S :S 
.:1 . .:1 

I 

I 
I 

---- ----- ---- ---- ---- ---- ---- ---- ---- ---- ---- ---- --------
Total. . . . . . . 

1 Arranged as in paragraph E of Annex II. . 
tEach country will indicate the classification of passengers which it constders the most suitable, 

H 
0"1 



TABLE XV.-PRESUMED SoLE OR MAIN CAUSES OF ACCIDENTS, CLASSIFIED ACCORDING TO THE MAIN TYPE OF VEHICLES, 

Fatal Accidents Non·fatal Accidents 

Mechanically-propelled road vehicles Other vehicles Mechanically-propelled road vehicles Other vehicles other than motor-cycles other than motor-cycles 

m Public conveyances ~ m :a Public conveyances 
~ m 

Sole or main <l i ] <l s <l Grand cause :f :g 0 :g 
attributed 1 as I m 'll ~ :a ~~ " gJ " s ~ :a total > :c > > " > m ~ ~ " rl g <l 

~ ~ ~" <l ;; ~ k <l 
~ ~ > • 

~ :a :a ] 0 1 .s > i uil <l ~ t' " ~ 

0 ~rl ~'ll § y 
~ ~<'i I ~ 

~ k 
0 ~ 

s ~ 'ii ! ~ ll i~ ~ ~ ~ ] ~i 
> :98 " i ~·e > 

~ ·; s > 

j 
... ~ "' ·~~ .:J 

j " ~"' ~ 
... :a ] iii j ::s.s " ~ ... :a !l ::s 

Ja " ~ F:: " O(i "' ~ =e ~ " ~ 
O(i 

~ ~ 

:X: :X: "" 
u 

. 
' 

' 

--- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- --- -------
Total •• . . 

1 
Arranged aa in paragraph E of Annex II but omitting the sections relating to causes assigned to ,. Pedestrians n and ,. Miscellaneous .. in which neither a driver nor the condition of his vehicle is primarily blamed for the accident. 
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' 
LEAGUE OF .NATIONS 

Advisory and Technical Committee for Communications and· Transit 

PASSPORT SYSTEM 

RESULTS OF THE ENQUIRY UNDERTAKEN 

REGARDING THE APPLICATION BY GOVERNMENTS 

OF THE RECOMMENDATIONS 

OF THE PASSPORT CoNFERENCE OF 1926 1 

In accordance with the request of the Advisory and Technical 
Committee for Communications and Transit, the Secretary
General of the League of Nations forwarded to Governments, 
under date of September 2nd, 1936, a Circular Letter, as follows : 

" C.L.160.1936.VIII. 
"The Advisory and Technical Committee for Communica

tions and Transit has considered the report of the Sub-Com
mittee of Experts on the Tourist Traffic, which was set up 
by the Economic Committee and which met from October 21st 
to 24th, 1935. 

· " The Sub-Committee, when considering the various means 
of promoting and developing the international tourist traffic, 
examined the present position in respect of passports or 
documents in lieu of passports. It drew attention to the 
recommendations adopted by the Passport Conference held 
in Geneva in 1926, to which it would be desirable, in its 
opinion, that the various countries should as far as possible 
conform. While noting that these recommendations have led 
to a considerable simplification of formalities in this connec
tion, the Sub-Committee drew attention to the possible effect 
upon the international tourist traffic of the practice in certain 
countries of making a high charge for the issue of passports. 

" Generally speaking, the Sub-Committee holds that, 
from the point of view of the international tourist traffic, it 

1 Document C.320.M.119.1926.VIII. 
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would be highly desirable that the position existing before 
1914 should.be restored. This position was characterised by 
an absence of restrictions, and tourists were not· obliged to 
provide themselves with passports. 

" The Sub-Committee also drew attention to the progress 
already made, either by independent action or bilateral 
agreements, in various countries which have reciprocally 
exempted their nationals from the necessity of producing 
passports or have agreed to replace passports by some other 
paper indicating nationality - e.g., tourist cards, identity 
cards, collective lists, in lieu of passports, etc. 

"The Advisory and Technical Committee, after examining 
at its nineteenth session (November 1935) the report of the 
Sub-Committee of Experts on the Tourist Traffic and referring 
to the considerations put forward by the said Sub-Committee 
regarding the difficulties caused to the tourist traffic by the 
present passport system, instructed the Secretariat to enquire 
of the Governments concerned the actual position in regard 
to the application of the recommendations of the Passport 
Conference, held at Geneva from May 12th to 18th, 1926. 

" In order to give effect to this decision of the Advisory 
and Technical Committee,. the Secretary-General has the 
honour to request the Government of . . . to inform 
him to what extent it is at present applying the recommen
?ations adopted by the Passport Conference held at Geneva 
m 1926. These recommendations are reproduced in the Final 
Act of the Conference (document C.320.M.l19.1926.VIII). 

" Geneva, September 2nd, 1936. " 
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UNION OF SOUTH AFRICA 

November 3rd, 1936. 

The recommendations adopted by the Passport Conference, 
held at Geneva from May 12th to 18th, 1926, are being applied 
by the Government of the Union of South Africa. 
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AUSTit.UIA 

May 3rd, 1937. 

A. Issue of Passports. 

1. Type of Passport. - The " international " type is used 
by the Commonwealth of Australia. 

2. Duration of Validity. - Australian passports are, as a 
rule, made valid for a period of five years from the date of issue. 

3. Extent of Validity. - The practice is being followed of 
making passports available at the time of issue for all the 
countries that the grantee is likely to travel to or through during 
the currency of the passport. 

4. Fees. -A fee of £1 is charged for an Australian passport. 

B. Visas. 

1. The Commonwealth Government is a party to arrange
ments made by the British Government with the Governments 
of Austria, Belgium, Czechoslovakia, Denmark, France, Germany, 
Italy, Liechtenstein, Netherlands, Norway, Portugal, Spain, 
Sweden, and Switzerland for the mutual abolition of visa require
ments. 

2. Subject to complianc~ with the ordinary immigration 
regulations, no difficulty is raised in regard to travellers who 
arrive in Australia for parts beyond this country, landing for 
transhipment even though their passports bear no transit visas. 

3. There are facilities at each port of embarkation in 
Australia for aliens to obtain visas for British countries. No 
difficulty is placed in the way of aliens not domiciled in the 
particular areas from obtaining visas and personal attendance 
is not insisted upon. 

4. In ordinary circumstances, there is no necessity for an 
applicant for a visa to prove the necessity of a journey. 
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5. Visas granted in Australia are usually made valid for 
twelve months. Transit visas are made valid for any number 
of journeys within a period of twelve months. 

6. The recommendation does not affect Australia. 
7. A fee of 8s. is charged for an ordinary visa and 2s. for 

a transit visa. 
8. No distinction is made in the fees chargeable either on 

account of nationality or route followed. 
9. Provision for exemption from passport and visa fees 

has been made in the Passport Regulations. 
10. The Minister has power to grant a visa free of charge, 

but cases of the nature mentioned would seldom arise in Australia. 

C. Facilities for the obtaining of Passports and Visas. 

There are facilities in Australia for travellers to obtain pass- . 
ports, documents of identity and visas at all the ports of embar
kation for overseas, and there is therefore no necessity for appli
cants to make special journeys for the purpose. The practice 
is also followed of granting visas with the least possible delay. 

D. Control at Frontiers. 

This matter does not affect Australia. 
With regard to Sections 3 and 4 and the Annex, the position 

is still as indicated in the Australian Government's letter of 
August 26th, 1928.1 

1 Document C.l33.M.48.1929.VIII. 
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AUSTRIA 

[Translation.] 

January 6th, 1937. 

The Austrian Government, as already stated in its letter of 
September 29th, 1928,1 had -even before the Second Passport 
Conference - adopted most of the regulations which were 
later the formulated recommendations in the Final Act of the 
Conference on May 18th, 1926. 

Only the recommendation concerning the duration of the 
validity of visas could not be applied ; the latter are - it is 
true - granted in Austria for one year only, but as they are 
generally applied to foreign passports in the form of stamps 
of different colours, their issue is considerably facilitated. 

In the meantime, a new formula for passports has been 
issued, in which the words "Republique d'Autriche" (Republik 
Oesterreich) are replaced by "Autriche " (Bundesstaat Oester
reich). Account is thus taken of the change which has taken 
place from the point of view of constitutional law. 

As in the past, the fee charged for the issue of passports 
is not fiscal in character. 

The efforts to increase the number of States in respect of 
which visas were abolished, have been continued. On the 
strength of reciprocal agreements, the nationals of the following 
States may enter and leave Austria without a visa, merely on 
the presentation of a valid national passport : 

Albania, Belgium, Brazil, Great Britain and Northern Ireland, 
Czechoslovakia, Cuba, Danzig, Denmark and Iceland, Estonia, 
Finland, France, Germany, Hungary, Irish Free State, Italy, 
Japan, Liechtenstein, Luxemburg, Monaco, Netherlands, Norway, 
Panama, Portugal, Sweden, Switzerland, Uruguay, Vatican City. 
As regards Greece, the nationals of both countries, as the result 
of a reciprocal agreement, do not require transit visas. 

1 Document C.133.1\I.48.1929.VIII. 
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The States enumerated above likewise allow Austrian nation
als - with certain exceptions relating to colonies and other , 
overseas possessions - to enter their territory without a visa. 

Belgian nationals may, however, enter and leave Austria 
without a visa, whereas Austrians are still obliged to have their 
passports visaed before being admitted to Belgium. 

The Austrian Federal Government is still, as formerly, doing 
all in its power to simplify the procedure of issuing passports -
and visas, particularly in the interests of the tourist traffic. 
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BELGIUM 

{Translation. j 
September 14th, 1936. 

In accordance with the recommendations adopted by the 
Passport Conference held at Geneva in 1926, the Belgian Govern
ment issues to its nationals passports which . are valid for all 
foreign countries for periods of three months or two years. 

The passport for three months consists of fourteen pages, 
and that for two years of thirty pages. 

The stamp duty for the issue of these documents is at present 
50 Belgian francs for the three-month passport, and 200 Belgian 
francs for the two-year passport. 

As a result of agreements concluded with foreign Govern
ments and based, in general, on the principle of reciprocity, 
nationals of France, Luxemburg, Monaco and the Netherlands 
do not require passports or visas in order to enter Belgium. 

However, the persons concerned must carry an official docu
ment of identity, stating their nationality and bearing a recent 
photograph. 

With a view to encouraging tourist traffic, officials of the 
Belgian Foreign Office issue what is known as a tourist card 
to nationals of the above countries, to enable them to enter 
the country. The price of the card is 1 helga - i.e., 5 Belgian 
francs ; it is valid until December 31st of the year of issue. 

Subjects of the countries mentioned below do not require 
a Belgian Consular visa, and are allowed into the country on 
the production of a valid national passport : 

South Africa, Australia, Great Britain and Northern Ireland, 
Canada, Cuba, Czechoslovakia, Denmark and Iceland, Ecuador, 
Finland, Italy, -Japan, Newfoundland, New Zealand, Norway, 
Portugal, Principality of Liechtenstein, Spain, Sweden, Switzer
land, United States of America, and the Vatican City. 

Finally, likewise with a view to encouraging tourist traffic, 
the Belgian Government authorises the issue of collective visas .. 
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at reduced prices for persons travelling in groups, who, on 
account of their nationality, are obliged to obtain Belgian Consular 
visas. 

The fee charged for issuing a collective visa is based on the 
number of persons travelling in a group, and amounts, per 
person, to one-tenth of the individual fee, with a minimum 
total charge of 15 belgas. 
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UNITED KINGDOll OF GREAT BRITAIN 
AND NORTHER.tV IRELAND 

December 15th, 1936. 

A. Issue of Passports. 

1. Type' of Passport. - The United Kingdom form of 
passport is the " international " type recommended. 

2. Duration of Validity. - United Kingdom passports are 
valid for five years and are renewable for a further five years. 

3. Extent of Validity. - In almost all cases, United Kingdom 
passports are made valid for the British Empire and all countries 
in Europe. They are endorsed as valid for additional groups 
of countries where desired and where circumstances permit. 

4. Fees. - The fee for a United Kingdom passport valid 
for five years is 15s. and for renewal for a further five years, 
lOs. The average cost over the period of ten years is thus 2s. 6d. 
per annum. 

B. Visas. 

· His Majesty's Government in the United Kingdom carry 
out the recommendations in paragraphs (3), (6) and (8) and 
in the second sub-paragraph of paragraph (10). With regard 
to the other paragraphs, the position is ~s follows : 

(1) His Majesty's Government agree in principle and they 
have, as far as they consider desirable, concluded agreements 
for the abolition of visas. Entrance and transit visas have 
been treated alike. 

(2) No objection is ordinarily raised to foreign passengers 
proceeding ashore during the stay of their ship in port (whether 
in possession of visas, where normally required, or not). They 
are, however, required to leave again on the same ship on which 
they arrived, and are not permitted to prolbng their stay in 
order to proceed by another ship or by another route unless 
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specific leave to do so is granted. Aliens who a~rive in poss~s~ion 
of " in-transit " visas are required to comply with the conditions 
of the visa. · 

(4) In view of the regulations governing the. entry of alie~s 
into the United Kingdom the necessity for a J_ourney to ~his 
country must ordinarily be disclosed by the applicant for a VISa. 

(5) His Majesty's Government give effect to the w~ole of 
this recommendation with the exception that the penod of 
the validity of a visa is restricted to one year. 

(7) The practice of His Majesty's Government is to charge 
10 francs (gold) and 1 franc (gold) for ordinary and transit 
visas respectively, both valid for one year, except m. cases where 
foreign Governments charge a different fee for visas granted 
to British subjects. In such cases, His Majesty's Government 
charge a reciprocal fee. His Majesty's Government do not 
charge a lower fee (such as 5 francs (gold) suggested in the 
recommendation) for a single journey visa. 

(9) His Majesty's Government do not act on this recom
mendation but, in general, prefer to deal with individual cases 
as they arise. 

(10) His Majesty's Government do not act on the recom
mendation in the first sub-paragraph. It is, however, their 
practice to transfer free of charge to a new passport an existing 
valid visa on an expired passport for the unexpired period of 
the original visa. 

C. Facilities for obtaining Passports. 

The facilities provided by His. Majesty's Government" are 
ample and expeditious. In the great majority of cases, passports 
may be obtained through the post and there is no necessity 
for the applicant to appear in person. 

D. Control at Frontiers. 

This section appears to concern primarily those countries 
into which entry is made by train. There is only one route 
by wh~ch entry .into ~he United Kingdom may be regarded. 
as taking place m this way, namely the sleepmg-car portion 
of th~ D~mkerque-Dover train ferry service. In this case, the 
exammatwn takes places on the arrival of the train at the London 
railway terminus so that passengers shall not be disturbed 
during the night. On the short sea-crossings from France (Calais
Dover and Boulog~?-e-F~lkestone) the ex3:mination of as many 
passengers as possible IS conducted durmg the crossing and 
this practice is also followed in the case of some of the' large 
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transatlantic liners calling at French and Irish ports en route 
to the United Kingdom when the number of passengers renders 
this course desirable. In all other cases, the examination of 
passengers takes place immediately on their arrival in the 
United Kingdom at the port, and every effort is made to effect 
this with as little delay and inconvenience as possible. It is 
understood that the examination of baggage by the Customs 
authorities invariably takes place either at the port or, in certain 
circumstances, on arrival in London. 

It should be added that, in the case of the United Kingdom, 
the foreign passengers themselves, and not merely their passports, 
have to be examined before permission can be given them to 
proceed. This course is rendered necessary by the requirements 
of the Aliens Order, 1920, under which no alien may land in 
the United Kingdom from abroad except with the leave of 
an Immigration Officer. 

Annex to the Final Act. 

His Majesty's Government have adopted all the suggestions 
in the Annex. As regards family passports, however, the practice 
of His Majesty's Immigration 'officers is to accept this form of 
document as satisfactory evidence of the nationality and identity 
of any member of the family whose name and photograph 
appear thereon, whether the person is accompanied by the 
head of the family or not. 
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BULGARIA 

[Translation.] 
November 23rd, 1936. 

The new law on passports has simplified, in so far as po~sible, 
the police formalities connected with the passports of foreigners 
coming to the country for a visit or as tourists. Travellers of 
both these categories get the benefit of a consular entrance visa 
free of charge ; and their registration by the police authorities 
of watering-places and holiday resorts is carried out without 
payment of a fee for identity cards, and without the necessity 
of providing photographs for those cards. The formality of a 
police visa for leaving the country has also been dispensed with 
in the case of such foreign travellers. 

The tourist visa gives the right to a reduction of 50% in the 
fares on Bulgarian State railways. 

' Foreigners travelling on a foreign boat have the right, on 
arriving in one of the Bulgarian ports on the Black Sea, to remain 
in the country for five days on the presentation of a certified list 
by the captain of the ship to the port authorities. 

The same law also provides many facilities for travellers going 
from Bulgaria to foreign countries, in particular by simplifying 
formalities and reducing fees for the issue of passports, abolishing 
the obligation to present a certificate to the taxation authorities, 
etc. Further, in order to encourage tourist traffic and to facilitate 
the ~ravels of Bulgarians wishing to visit foreign countries for 
tounst purposes, the new law on passports has established 
" group passports ". Their moderate price places them within 
the reach of all classes of tourists. 
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CANADA 

April 29th, 1937. 

The practice existing in Canada is so nearly identical with 
the recommendations adopted by the Passport Conference that 
it was not necessary at the time to take any measures to give 
effect to the recommendations. 

Regarding the fee charged for passports, it is stated to be 
practically the same as that in existence previous to 1914. 

In relation to the tourist traffic, it is gathered that the existing 
regulations call for passports to be presented only by immigrants 
and not by tourists. 

Most of the tourists entering Canada come from the United 
States of America and the United States tourists do not carry 
passports. 

In the case of tourists coming from the United Kingdom and 
from most, if not all, of the European countries, they require 
passports to return home, hence they carry the said documents 
and usually present them to the Canadian Immigration Officials, 
although they are not necessary, according to the Canadian 
regulations. 



-18-

CHINA 

February 22nd, 1937. 

The Chinese Government is in favour of the views expressed 
in the recommendations of the Passport Conference of 1926. 
It has long ago granted,-on- the basis of reciprocity, t? nation.als 
of other countries facilities for the passage of frontiers, which 
are in conformity with the spirit of the recommendations. 

Facilities to be granted. 

A. Issue of Passports. 

(1) The type of passport adopted by the Chinese Government 
is identical with the model recommended by the Passport 
Conference and its full particulars are as follows : 

(a) Passports are made of paper of high quality bearing 
filigrams in order to prevent forgery ; 

(b) Each passport has sixteen pages, each of which is 
numbered; 

(c) The cover of passports bears the name of the country 
which issues them. The names of their bearers, their destina
tion, the routes of journey, etc., are mentioned in the 
passports. Each passport has its number; 

(d) Visas are given by the competent passport authorities 
in case the applications are made in China and by the 
diplomatic or consular authorities in case the applications 
are made abroad ; 

-(e) Stamps affixed to passports occupy only very small 
spaces but can be easily seen. 

(2) The duration of the validity of passports is three years. 
(4) The fee charged for the issue of a passport is two Chinese 

dollars and a reduction of 50% is granted for students or 
workers. 
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B. Visas. 

. (1) In China; as in many other countries, entrance and 
transit visas are required, but the formalities for obtaining them 
are simple. 

(2) Travellers who pass in transit through China are allowed 
to stay in~ the country, provided they have obtained the necessary 
visas ; the formalities for obtaining such visas are similar to those 
existing in other countries. 

(3) The Chinese Government has promulgated " Regulations 
governing the Examination of Passports of Foreigners at their 
Entry into China " and " Rules for the Application of these 
Regulations ". Any foreigner entering China must observe them. 

(4) The validity of the duration of either entrance or transit 
visas is one year. During the validity of these visas, the number 
of entries into China is not limited. 

(5) ·Owing to the existence of certain treaties between China 
and foreign countries at present, foreigners who are granted either 
entrance or transit visas are only entitled to stay in " treaty 
ports ". 

(6) With the exception of cases dealt with according to the 
principle of reciprocity, the fee charged for a visa is 10 Chinese 
dollars, which amount does not exceed that suggested by the 
Passport Conference. 

C. Facilities for obtaining Passports and Visas. 

The Chinese Government has made the formalities for obtain
ing passports and visas as simple as possible in order to give 
facilities to travellers. 

D. Control at Frontiers. 

The control of passports at frontiers (land, water or air) is 
carried out by the local Chinese administrative authorities, but . 
the formalities of control are very simple . 

... 
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DENMARK 

[Translated from the Danish.] 

January 4th, 1937. 

In a communication dated November 22nd, 1928, 1 the Danish 
Government gave the League of Nations Secretariat particulars 
of the arrangements made up to that time regarding the recom
mendations of the Passport Conference. The following supple
mentary information may now be given : 

As regards No. 1 of the recommendations, regarding facilities 
for crossing frontiers, reference may now be made to the attached 2 

circular of the Ministry of Justice, dated May 3rd, 1934, concerning 
the issue of "joint" passports (foellespas) for Danish subjects. 

An Agreement has. been concluded between Denmark and 
Germany with regard to journeys in virtue of" joint" passports 
for Danish and German nationals when travelling as tourists 
between those countries. Such " joint " passports need not be 
visaed by the authorities of the country which the tourist is 
entering. 

Under the attached 2 Order No. 181, of May 21st, 1930 (see 
Notice No. 2, also attached,2 dated January 2nd, 1933, issued 
by the Ministry of Justice), Finnish, Icelandic, Norwegian and 
Swedish nationals are allowed to enter Denmark from Swedish 
ports (including airports) by the routes Kullen-Malmi:i to Elsinore 
or to Copenhagen, or the airport there, or from Simrishamn or 
Ystad to Bornholm, or from the port or airport of Gothenburg 
to Fredrikshavn or to the port or airport of Copenhagen, without 
possessing a passport or other identification paper, and may 
remain in Denmark for not more than three months. 

In accordance with the attached Circular No. 64, 3 dated 
May 29th, 1929, issued by the Ministry of Justice, an Agreement 

1 Document C.133.M.48.1929.VIII. 
• These documents may be consulted in the archives of the Secretariat. 
3 This circular may be consulted in the archives of the Secretariat. 
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has been reached between Denmark, Iceland, Finland, Norway 
and Sweden, to the effect that nationals of one of those countries 
may enter the others without possessing a passport, provided 
only that they hold a so-ca.lled " Northern travelling-card " 
(Nordisk Rejsekort). 

This travelling-card is issued, not only by the ordinary passport
issuing authorities, but also by parish officers ( sognefogeder) 
and post offices. It costs 25 0re, and is valid for six months. 
For a stay in Denmark of more than three months from the time 
of entry, however, a permit of residence is required. 

In accordance with a decision of the Ministry of Justice, 
Finnish, Norwegian and Swedish nationals may enter Denmark 
without a passport or travelling card if they possess a motor
vehicle driving licence, provided that such licence indicates their 
nationality, or that in the circumstances the licence-holder may 
be assumed to be a Finnish, Norwegian or Swedish national, 
as the case may be. The persons concerned need not have a 
motor-vehicle with them. 

At a Conference between Denmark and Germany held at 
Lubeck on May 22nd-25th, 1929, an Agreement was concluded 
to the effect that Danish and German nationals, wherever they 
live, may enter or leave their countries via the Gedser-Warne
miinde ferry, provided only they have an " excursion " card. 
This card, which is valid for three days, is issued for a fee of 10 ore 
or Reichspfennig. The area covered by " excursion " cards in 
Denmark is Zealand, Lolland, Falster and M0en. 

There is a similar excursion traffic across the land frontier 
and in the Flensburg Fjord. The excursion area here on the Danish 
side includes the provinces of Tonder, Aabenraa and Sonderborg. 

With reference to the recommendations under II B, regarding 
visas, it may be remarked that, since the communication of 
November 22nd, 1928, Denmark has concluded an Agreement 
for the abolition of visas with Czechoslovakia, Danzig, Estonia, 
the United States of America and Siam. 

Lastly, the object of the Government's policy is that the 
control of passports and visas should be carried out in the most 
rapid and convenient manner possible in the case of genuine 
tourists. 
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ESTONIA 

[Translation.] 
January 11th, 1937. 

Since the Estonian Government's letter of November 16th, 
1928,1 the following changes have been made in the passport 
system in Estonia : 

A. Issue of Passports. 
2. The duration of validity of passports for foreign countries 

has been extended, by a Law of June 12th, 1930, from one year 
to five. 

B. Visas. 
(7) As visa fees have undergone considerable change, the 

Minister takes the liberty of enclosing a new list (see Appendix) 
of the fees now charged, by the Estonian authorities concerned, 
on the basis of reciprocity. · 

(10) Compulsory exit visas have been abolished by the Regu
lation of July 11th, 1930, relating to frontier traffic and the 
residence of foreigners in Estonia. 

With regard to possible improvements in the standard inter
national passports, the practice of entering surnames and Christian 
names of passport-holders in English roundhand, instead of in 
the Roman characters formerly used, has been introduced. 

Appendix. 

RATES OF VISA FEES PROVIDED FOR BY RECIPROCAL AGREEMENTS. 

1. Germany. - Visas have been abolished since May 15th, 
1929, except for collective passports, for which visas are granted 
free of charge. 

1 Document. C.133.M.48.1929.VIII. 
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2. Argentine. -Entrance visa and transit visa : 5 gold pesos. 
3. Austria. - Visas have been abolished since April 1st, 

1929, except forcollective passports, for which visas are granted 
free of charge. · 

4. Belgium. - Entrance visa allowing two days' stay : 
5 belgas ; transit visa not allowing holder to stay in the 
country : 1.50 belgas ; visa for several journeys, valid for one 
month : 7.50 belgas; for three months: 15 belgas, and for one 
year : 30 belgas. 

5. United Kingdom of Great Britain and Northern Ireland.
Entrapce visa : 10 gold francs ; transit visa : 1 gold franc. 
Entrance and transit visas are valid for several journeys in the 
course of one year. 

6. Denmark. - Visas have been abolished since April 1st, 
1932. . 

7. Danzig.- Visas have been abolished since September 1st, 
1935. 

8. Egypt. - Entrance visa : 10 gold francs ; transit visa 
1 gold franc. Entrance and transit visas are valid for several 
journeys in the course of one year. 

9. Urzited Stales of America. - Visas free of charge for 
several journeys in the course of one year ; for immigrants : 
50 gold francs. 

10. Finland. - Visas have been abolished since June. 1st, 
1929, except that visas are required, and granted free of charge, 
for collective passports. For frontier traffic, a special system 
has been established making foreign passports unnecessary, 

11. France. - Entrance visa for several journeys in the 
course of a year : 10 gold francs ; transit visa : 1 gold franc. 

12. Italy. - Visas have been abolished since April 1st, 
1923. 

13. Japan. - Visas havt} been abolished since May 1st, 
1929. 

14. Latvia.- Visas have been abolished since December 1st, 
1925. For frontier traffic, a special system has been established 
making passports unnecessary. 

15. Lithuania. - Visas were abolished by an agreement 
dated May 24th, 1937. 

16. Liechtenstein.- Visas have been abolished since June 1st, 
1929. 

17. Luxemburg. - Entrance visa : 10 gold francs ; transit 
visa : 1 gold franc. 

18. Norway.-Visas have been abolished since March 1st,1931. 
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19. Netherlands.- Visas have been abolished since Aprillst, 
1923, except in the case of persons travelling in the Netherlands 
colonies, to whom visas are granted free of charge. · 

20. Poland. - Entrance visas for a single journey : 15 gold 
francs ; for several journeys in the course of one year : 23 gold 
francs ; visas for collective passports (at least ten persons in 
each group) : 3 gold francs for each person mentioned on the 
passport ; transit visas for a single journey : 1.50 gold franc~ ; 
for a journey with a collective passport (at least ten persons m 
each group) : 0.60 gold franc for each person mentioned on the 
passport ; for two journeys : 3 gold francs ; for two journeys 
with a collective passport (at least ten persons in each group) : 
1 gold franc per person; for several journeys in the course of one 
year : 8 gold francs. 

21. Roumania. - Entrance visa for a journey lasting 
thirty days : 10 gold francs ; transit visa allowing for a stay of 
48 hom:s : 5 gold francs, and for an unbroken journey: 1 gold 
franc ; for collective passports (ten persons) : half the fees men
tioned above per person ; for collective passports of sports teams 
of at least ten persons : 20 gold francs. 

22. Sweden. - Entrance visa for a single journey or several 
journeys in the course of one year : 5 gold francs ; transit visa : 
1 gold franc. 

23. Switzerland.- Visas have been abolished sinceJune 1st, 
1929. 

24. Czechoslovakia. - Visas have been abolished since 
July 1st, 1929, except for collective passports, for which visas 
are granted free of charge. 

. 25. Turk~y. - Entranc~ visa : 5 Turkish pounds ; transit 
VIsa : 2 Turkish pounds ; VI~as for collective passports : 0.50 
Turkish pound per person ; VIsas for officers, soldiers, students 
and school-children, and for paupers, are issued free of charge. 

26. Union of Soviet Socialist Republics. - Entrance visas 
and transit visas : 30 gold francs. 
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UNITED STATES OF AMERICA 

February 11th, 1937. 

SECTION 1. - GENERAL QuESTIONs. 

I. Passport Regime. 

The recommendations of the League of Nations that the 
passage of frontiers should be facilitated by means of bilateral 
agreements or agreements between more than two countries has 
been noted. The United States Government has made arrange
ments with its two neighbours, Canada and Mexico, to 
facilitate the examination of passengers on through trains crossing 
the international borders. These facilities are now in effect and 
have proved themselves to be of considerable assistance to 
international border travel, as far as the United States and its 
two neighbouring countries are concerned. 

A. Issue of Passports. 

There is given below a statement of the extent to which the 
recommendations adopted by the Conference have been followed 
in the issue of American passports. 

No. 1.- Type of Passport.- The following is a comparison 
of the practice of the American Government in issuing passports 
with the procedure for the issue of passports (international type) 
recommended by the Conference : 

International Type of Passport. 
Booklet bound in cardboard, 

41/ 8 inches by 6 1/ 8 inches, 32 num
bered pages (28 pages for visas). 

Cover should bear the name of 
the holder (at the top), the coat 
of arms (in the centre), the word 
" Passport ", the name of the 
country issuing the passport and 
the serial number of the passport. 

American Passport. 
Booklet, 3 •j, inches by 61/ 8 

inches, 32 numbered pages (26 
pages for visas). 

Cover shows serial number 
through slot at top, the word 
" Passport ", coat of arms and 
words " United States of Amer
ica ", omitting only the name of 
the holder. 
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International Type of Passport. 
Language. - Should be drawn 

up in at least two languages -
i.e., in the national language and 
in French. 

Personal description : 
Name. 
Date and place of birth. 
Occupation. 
Domicile. 
Height. 
Face. 
Colour of eyes. 
Colour of hair. 
Distinguishing marks. 

Renewals. -A full page should 
be left for renewal:j_ immediately 
following the page on which the 
period of validity is shown. 

Family Passports. - Head of 
family may travel alone with 
such a passport but it cannot be 
used by his wife and children 
travelling without him. 

Additional Pages. - When all 
of the pages of a passport have 
been used, it should be with
drawn and a new passport issued. 
Additional pages or slips should 
not be used. 

Miscellaneous Entries. - Suffi
cient space should be provided 
for full name of the holder. 

Christian names and surnames 
should be written either in block 
capitals or what is known as 
English roundhand. 

Surname should be under
lined. 

Personal Description of Wife 
and Children. - The interna
tional passport provides space 
for a complete personal descrip
tion of the wife whose name is 
included in the passport of her 
husband. 

In the case of minor children 
included in the passport, the age 
and sex is given. 

American Passport. 

English only. . 

Same, except. that there is no 
space for mentwn of shape of 
face or domicile. 

Same. 

This Government interposes 
no obstacle to the use of a family 
passport by a wife or children. 
included therein. 

The Department and consuls 
abroad occasionally insert addi
tional pages. 

Space in an American passport 
is sufficient generally only to 
show Christian name, middle 
initial, if any, and the surname. 

American passports are at 
present written by special pass
port writing machines instead 
of by longhand. 

This is not done. 

The American passport is defi
cient in this respect. It has 
space for the name only of the 
wife (in addition to her photo
graph) and the names of the 
children (and their photographs). 

It will be seen that the American passport conforms in most 
particulars to the " international " model. It differs mainly 
with respect to description of the persons included in the holder's 
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passport, the language of the text, the name on the cover, and the 
fact that the entries are made on the passport by machine instead 
of by longhand. · 

No. 2. -Duration of Validity. - An American passport is 
valid for two years from date of issue unless limited for a shorter 
period and may be renewed for a period of two years, but the 
final date of expiration shall not be more than four years from 
the original date of issue. 

No. 3. - Extent of Validity. - All American "regular" 
passports bear the printed notation that the passport is " good 
for travel in all countries, unless otherwise limited ". 

No. 4.- Fees.- The following fees are required by law for 
the issue of an American passport. 

Nine dollars for the passport and one dollar for the execution 
of an application therefor : Total 10 dollars. This sum exceeds the 
cost of the manufacture of the document and of its issue. A fee 
of five dollars is charged for the renewal of a passport. 

Convention entered into at Buenos Aires in 1935 relative to the 
creation of a Pan-American Tourist Passport. 

The Pan-American Commercial Conference held at Buenos 
Aires, Argentine, in 1935, adopted a Convention relative to the 
creation of a Pan-American tourist passport. The Convention 
contains a definition of a tourist and calls upon the signatory 
Governments to adopt a Pan-American tourist passport which 
shall be valid in all countries signatory of the Convention. Each 
of the signatory States has the right to issue the passport to its 
native born or naturalised citizens as well as to those of the other 
signatory countries with previous verification by the competent 
authorities of the economic solvency and moral character of the 
persons concerned, the document to be issued free of charge. The 
Convention also calls for the elimination of taxes as applied to 
tourists and provides that visas are to be issued gratis and may 
be issued without requiring the presence of the interested persons. 

The delegation of the United States, while viewing with 
sympathy the efforts which the countries of America were making 
to establish the terms of a Convention which has as its object the 
providing of facilities for the movement of tourists, native born 
and naturalised, of each of the countries, regretted not being 
able to subscribe to the Convention. However, the delegation 
took advantage of the opportunity to make a formal statement 
indicating the willingness of this Government to enter into bilateral 
agreements, with each and every one of the countries represented 
at the conference, to reduce to the minimum and even to suppress 
fees, visas and the requirement of passports and other formalities . .... 
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It was pointed out that arrangements have been made between 
the United States and several countries, members of the Pan
American Union, by which passport visa fees are waived, and. in 
some instances all passport requirements abolished .. The delegatiOn 
stated that the United States was favourably disposed to any 
measure consistent with our national legislation which might 
encourage a greater development of tourist travel among the 
American nations. 

B. Visas. 

1. With reference to the recommendation for the abolition 
of entrance and transit visas, the United States Government 
is required by the Immigration Act of 1924 to req~ire i~migra
tion visas as a prerequisite to the entry of all aliens mto the 
United States for permanent · residence. There is no legal 
authority, therefore, for dispensing with immigration visas, 
which have been considered by the Congress as necessary for 
the proper control of immigration. As regards the requirement 
of passport visas or transit certificates, for persons coming to 
the United States as temporary visitors or in transit, there is 
also a general requirement that non-immigrants must present 
passport visas or transit certificates in order to enter the United 
States. This requirement is provided for in Executive Order 
No. 6986 of March 9th, 1935, and is based on the provisions of 
the Act of May 22nd, 1918, as extended by the Act of March 2nd, 
1921. However, there are certain exceptions provided in the 
Executive Order, which relieve certain classes of aliens from 
the requirement of passport visas or transit certificates. These 
classes include through passengers on vessels in United States 
ports, children born of parents holding valid passport visas or 
transit certificates, persons already admitted into the United 
States who go in transit from one part of the United States to 
another through foreign contiguous territory, and non-immi
grants who are nationals of certain nearby countries, islands or 
territories of the western hemisphere. 

Persons coming within the last-mentioned groups are not 
required to present passports, visas or transit certificates in 
order to enter the United States temporarily. 

2. As regards facilities for travellers to break their journey 
i~ the. United States even though their passports bear no transit 
VIsa, It should be noted, as stated above, that citizens of the 
principal countries and territories neighbouring the United 
States do not require passport or visa documentation in order 
to visit the United States. Nationals of other countries are 
required to present at the port of entry, in order to visit the 
United States, either passport visas or transit certificates with 
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the minor exceptions noted above, such as passengers on vessels 
who land at United States ports while the vessel is calling at 
such ports. 

3. As regards the jurisdiction of American diplomatic and 
consular officers, the United States Government has adopted a 
liberal policy towards the acceptance of visa applications by 
its officials abroad. Such applications are usually made in the 
district of the applicant's domicile, but if good reason can be 
shown for making such application in another country or consular 
district, there is usually no difficulty in the acceptance of the 
applications. As to the recommendation that applicants for 
transit visas should not generally be required to appear in 
person, it may be stated that, under United States consular 
regulations, applications for transit certificates are made under 
oath and that, consequently, the personal appearance of the 
applicant will be required, except in the case of minor children 
under 18 years of age, where the application may be made by 
either parent or by a properly qualified guardian. Special 
provision is made for dispensing with the personal appearance 
of duly qualified applicants for diplomatic or official visas. 

4. With reference to the recommendation that the necessity 
of the journey need not be proved by visa applicants in any 
but exceptional cases, the following comment is made : As 
regards applicants for immigration visas, the emphasis is laid 
by consular officers, not on the necessity for the journey, but 
as to whether the applicant is admissible into the United States 
under its immigration laws - that is, that he does not belong 
to one of the many classes of aliens enumerated by law whose 
entry into the United States is prohibited. If an immigrant · 
can establish his admissibility under the law, there is no further 
requirement that he prove the necessity for his journey. 

As regards non-immigrants, the situation is somewhat 
different, since the alien must in this case prove that he has a 
permanent domicile abroad which he has no intention of aban
doning, and that he is corning to the United States temporarily 
as a tourist or for business or pleasure. Here again, stress is 
not laid upon the necessity for the journey. ·The stress is laid, 
however, upon the temporary character of the journey and the 
intention of the applicant to return abroad after its comple
tion to an unrelinquished foreign domicile. 

5. As to the recommendation that both entrance and 
transit visas should be valid for a period of two years, the 
Immigration Act of 1924 requires that an immigration visa 
may not be valid longer than a period of four months. In 
practice, immigration visas are generally issued for the full 
four-month period. As to passport visas for temporary visitors, 
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American consular officers are authorised to issue such visas 
with a validity of one year, and good for any nu~ber of entr~es 
into the United States during that one-year penod. In specml 
circumstances, the validity of such visas may be shortened, 
but, generally speaking, they are valid for the full or~e-y~ar 
period. As to transit certificates, this type of aut~entiCatron 
is valid only for one trip through United States terntory,. an.d 
the approximate time of entry and departure for such tnp IS 
stamped upon the transit certificate. . . . 

In the cases of aliens having passport VIsas or transit ~ertifi~ 
cates, the validity of such visa or certificate is ma~e cm;tmgent 
upon the validity of the passport or document of Identity held 
by the alien. 

The length of time during which a non-immigrant may be 
permitted to reside in the United States after his entry is a 
question quite separate from the length of validity of th~ vis.a 
or transit certificate.· This question is determined by the Immi~ 
gration authorities at the port . of entry, who usually permit 
a temporary residence in the United States of six months or 
one year, with the possibilities for extending such period for 
good reasons. 

The Department of Labour places a maximum limit of 
sixty days upon aliens who enter the United States with transit 
certificates before they are required to depart from the United 
States. Normally, however, holders of transit certificates are 
expected to depart with reasonable promptness upon the com~ 
pletion of their transit journey through the United States. 

6. The recommendation of this section is in complete effect 
in the United States - that is, visas of all types are valid at 
all border or seaport points of entry. 

7. As to the visa fees recommended, as well as to the 
recommendation that these fees be reduced by mutual agreement, 
the situation is as follows : A fee of 10 dollars is charged uni
formly and without exception under the authority of the 1924 
Immigration Act, for all immigration visas issued to aliens 
coming to the United States for permanent residence. As 
regards passport visas, the normal charge in this case is also 
10 dollar~, although, under the Act of February 25th, 1 925, 
the Amencan Government has been authorised by Congress to 
conclude ~ilateral aweements with .an countries for the purpose 
of. the reciprocal ~mver or reductiOn of passport visa fees to 
aliens who are nationals of the one country visiting the other 
country. 

Up to the present time, on the basis of this, the United States 
Government has col!cluded agreements with thirty countries 
for the complete waiver of the fee for passport visas between 
the two countries. These countries are as follows : 



Albania 
Belgium 
Colombia 
Costa Rica 
Czechoslovakia 
Danzig, Free City of 
Denmark 
Ecuador 
Estonia 
Finland 
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Guatemala 
Honduras 
Iceland 
Iran 
Italy 
Japan 
Latvia 
Liberia 
Liechtenstein 
Luxemburg 

Mexico 
Netherlands 
Nicaragua 
Norway 
Panama 
Peru 
Salvador 
Siam 
Sweden 
Switzerland 

In addition, an arrangement has been entered into between 
the United States and Hungary for the waiver of fees for passport 
visas until March 31st, 1937. The question of extending the 
arrangement will be taken up in due course. 

The United States Government has also concluded agreements 
with the following countries for a reciprocal reduction of the 
passport visa fee to the amounts indicated for each country 
named : 

Dollars 

Austria 2.00 
Bulgaria 2.00 
Chile 4.00 
China . 2.50 
Egypt. 2.00 
France (second year, gratis)- 2.00 
Germany. 0.50 
Lithuania 5.00 
Poland. . 4.00 
Spain . . 1.50 
Venezuela 2.00 
Yugoslavia 1 2.00 

The United States Government has approached all Govern
ments in the world with which it has diplomatic relations for 
the purpose of effecting such agreements for the reduction or 
waiver ·of passport visa fees,. and it should be noted that, in the 
cases of all countries not listed above, the country in question 
has declined to enter into such form of agreement.· 

As regards transit certificates, the United States Government 
issues such certificates gra.tis in all cases. It should be noted 
that the various agreements made by the United States Govern
ment for the waiver or reduction of passport visa fees refer 

•·similar agreements are in process .of negotiation with the United Kingdom, 
the Irish Free State, and the Union of South Africa, to be effective April 1, 1937, 
covering a reciprocal reduction of passport visa fees to 2.00 dollars. • · 
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to nationals of the countries making the agreement~. It should 
be also noted that citizens of a number of countnes near the 
United States do not require passports or visas in order .to enter 
the United States temporarily. The question of fees m these 
cases therefore does not arise. 

9. The recommendation that provisions for th~ waiv~r 
or reduction of passport visa fees should be .made m pub.hc 
official regulations is in complete harmony With the practice 
of the United States Government. 

10. As regards the recommendatioJ?- ~hat, in e;-.ceptio.nal 
cases, a fresh visa should be granted grabs m case a VIsa expires 
before it has been used, the United States Government has no 
authority under the law to make such an arrangement. It 
should be noted, however, that the general period of validity 
of both immigration visas and passport visas is. a generous o~e 
and that such visas would consequently expire before their 
use only in very exceptional cases. · 

C. Facilities for the obtaining of Passports and Visas. 
It is noted that the conference recommends that the issuance 

of passports, documents of identity and visas should be organised 
in such a manner as to simplify formalities and that travellers 
and immigrants should be spared long and costly journeys. It 
also recommends that visas be delivered within the shortest 
possible time. 

With reference to the above recommendations, it is believed 
that the United States Government provides ample facilities 
for the expeditious issuance of passports, either in the United 
States or in American missions abroad, to American citizens 
who are duly qualified to receive them. As to the issuance of 
visas, there is generally no delay whatever in the issuance of 
such visas to duly qualified applicants except in instances, 
as regards immigrants, where quota numbers under the pre
scribed immigration quotas are not immediately available. In 
such ca~es, however, telegraphic communication may be used 
between the issuing office and the quota control office, so that, 
unless the quota in question is filled, the delay in such cases 
may be reduced to the time necessary for an exchange of tele
grams. 

D. Control at Frontiers. 

The situa~ion of the United States, as regards its frontiers, is 
somewhat different from most European countries and even 
from the ~ajority of countries in the western hemisphere. 

The Umt~d States has only two borders which divide it 
from the. two neighbouring countries of Canada and Mexico. 
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Visa control formalities at these borders are in the hands of 
a number of immigration offices established by the Department 
of Labour at many convenient points of entry, either by rail or · 
by. road. . Generally speaking, the organisation of these offices 
is such that careful regard has been given to the convenience of 
passengers and the delays to which duly qualified aliens are 
subjected in connection with their entry into the United States 
are reduced to an absolute minimum. This is, of course, made 
more feasible by the fact that all immigrants are required to be 
in possession of immigration visas when they come to the border, 
and that visitors coming from countries other than certain 
specified neighbouring countries are required to have passport 
visas issued to them previously at some American consular office. 

Another facility provided for by the immigration officials 
at border points is the use of border crossing cards to persons 
habitually crossing the border, in order to save them incon
venience and delay after their first crossing has been effected. 

The examination of documents held by aliens entering the 
United States at border points has been facilitated, in the cases 
of several of the principal railroad lines, by providing for the 
inspection of passengers on trains while such trains are in Canada. 

SECTION 2. - QUESTIONS RELATING TO EMIGRANTS. 

I. Transit Card for Emigrants. 

This section apparently refers only to certain European 
countries, and it is consequently unnecessary to prepare a reply 
as regards the Government of the United States. 

II. Special I dentily Documents for Emigrants. 

It is noted that the Conference has not made special recom
mendations as regards special identity documents for emigrants, 
and it is consequently not believed necessary to furnish any 
particular comment on this subject. 

SECTION 3. - PERSONS WITHOUT NATIONALITY. 

This section contains a recommendation that the League 
of Nations prepare and draft an arrangement based upon the 
principle of the introduction of an internationally recognised 
identity document. No comment appears necessary in regard 
to this section at the present time. 

SECTION 4. - MISCELLANEOUS QUESTIONS. 

No special comment appears to be called for under this 
section. 
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FINLAND 

[Translation.] 

December 21st, 1936. 

SECTION 1. 

A. Issue of Passports. 

1. Finnish passports are of the international type. 
2. Their maximum period of validity is five years. 

3. The passports are valid for all countries. 
4. The fees are comparatively moderate : 40 marks for six 

months; 60 marks for one year, and 140 marks for five years. 

B. Visas. 

1. Finland has attempted to abolish, on a basis of reciprocity, 
entrance and transit visas for the largest possible number of 
countries, and the results of those efforts can be seen in the 
attached list of countries (Appendix 1) with which arrangements 
to this effect have already been made. 

2. The cases referred to in this paragraph are of no practical 
importance as far as Finland is concerned, ·particularly since 
visas have been abolished in respect of very many countries. 
Consequently, there are no special regulations for such cases. 

3. The facilities mentioned in this paragraph can be granted 
under the Finnish passport system. 

4. As a rule, a simple description in general terms of the. 
object of the journey is sufficient (e.g., touring, visiting relatives 
etc.). · 

5. · All visas are valid for a period of three months from the 
date of issue. Transit visas give the right to a maximum stay 
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of five days, and other visas to a maximum stay of three months 
at any one time for a period of two years. 

6. This is the case. 
7. Visa fees are determined on a basis of reciprocity, and 

their amount is shown in detail in the attached list (Appendix 2). 
8. See previous paragraph. 
9. As the result of certain decrees, visas can be granted free 

of charge. 
10. This is the case. 

C. Facilities for the obtaining of Passports and Visas. 

This recommendation has been followed in Finland as far 
as possible. 

D. Control at Frontiers. · 

The case referred to does not concern Finland, since railway 
engines, and to a certain extent even the coaches, are changed 
at both the frontier railway stations in Finland, namely, Tornio 
and Rajajoki. 

SECTION 2. 

I. Transit Card for Emigrants. 

Finland has ratified the Convention in question. 

SECTION 3. 

With regard to Russian refugees, Finland applies the Nansen 
passport system. There are no refugees coming directly from 
other countries, for the only possible means of communication 
with most other countries is by sea. For refugees coming across 
other countries, a visa on some kind of identification document 
is required. 

SECTION 4. 

If delegates or agents of the League of Nations are provided 
with a passport issued by a country with which Finland has agreed 
to abolish visas, they are, of course, allowed into the country 
without further formalities. 
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Appendix 1. 

Visas have been abolished between Finland and the 
following countries since the date mentioned below : 

Denmark and Iceland 
Germany 
Estonia 
Latvia . 
Austria . 
Japan .. 
Sweden ... 
Czechoslovakia 
Netherlands . 
Belgium .. . 
Nonvay .. . 
Liechtenstein . 
Switzerland . 
Italy . . . . . . . . . 
Poland (diplomatic visas 

only) ....... . 
Danzig ........ . 
Luxemburg .... · .. . 
Hungary ...... . 
Roumania (diplomatic vi-

sas only) . . . . . . 
France : Abolition of visas 

has been adopted for 
a provisional period 
from February 1st to 
October 31st, 1937. 

December 1st, 1926. 
June 1st, 1927. 
June 1st, 1927. 
June 1st, 1927. 
August 1st, 1927. 
April 1st, 1928. 
May 1st, 1928. 
May 15th, 1928. 
June 1st, 1928. 
June 30th, 1928. 
December 1st, 1928. 
June 1st, 1929. 
June 1st, 1929. 
January 1st, 1930. 

June 1st, 1930. 
August 1st, 1931. 
August 1st, 1933. 
May 1st, 1936. 

January 1st, 1937. 
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Nationality 
of the passport 

holder 

Visa fees (in Finnish marks) for 

United States of America : 

Non-immigrants 

Immigrants . . 
Argentine ... . 
Brazil .... . 
United Kingdom of Great 

Britain and Northern Ireland 
with colonies and domi
nions . 

Bulgaria. 
Chile . 
China 
Egypt 
France 

, Greece 

Lithuania 

Mexico . 
Poland . 
Portugal 

Roumania 

Spain 
Turkey 
U.S.S.R. 
Yugoslavia . . 
Russian refugees . . . . . 
Classes of passport holders not 

mentioned above . . . . 

1 Valid for one year. 
• Valid for six months. 

Single 
journey 

I 
{ free of 

charge 
500.-
200.-
240.-

170.-
150.-
360.-
120.-
140.-
110.-
160.-
70.-

260.-
220.-
260.-

180.-

140.-
250.-
325.-
65.-

140.-

350.-

Several 
journeys 

free of 
charge 
500.- 1 

170.- 1 

Transit 
journey 

free of 
charge 

15.-
120.-

10.-
120.___: 
15.-

120.-
15.-

' 10.-
160.-

70 _ 1{ Free of charge 
· for 4 days 

140.-1 
110.- 1 

430.-

500.-
120.-2 

240.-
20.-

260.-
35.- for 
an unbroken 
journey. 
100.- for 
two days. 

15.-
70.-

150.-
10.-
70.-

15.-
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INDIA 

December 1st, 1936. 

The Government of India is applying the recommendations 
of the Passport Conference of 1926, as stated in its previous 
communication of October 9th 1928.1 -

1 Document C.133.M.48.1929.VIII. 
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IRAL~ 

[Translation.] 
July 9th, 1937. 

A. Issue of Passports.1 

· 1. Type of Passport. - In Iran, there are ordinary, diplomatic 
and service passports. 

2. Duration of Validity. -Ordinary Passports: (i) Passports 
issued for journeys from Iran to foreign countries and vice versa 
are valid for one year from the date of issue. Their validity may 
be extended for four more years, and the holder may travel more 
than once during that period. 

(ii) Passports for frontier regions are issued to Iranians 
resident on the frontiers to enable them to travel between frontier 
points in Iran and those in adjacent countries, without distinction 
between land and sea frontiers, in accordance with the provisions 
of the frontier traffic Conventions concluded between Iran and 
adjacent countries, or with the sanction of the Iranian Government. 

(iii) Passports issued to indigent Iranians resident abroad are 
valid for five years. 

(iv) Students' passports are valid until the completion of the 
course of study, provided that they are annually visaed by the 
Iranian representative in or nearest to the holder's place of 
residence. 

Diplomatic Passports : The period of validity of diplomatic 
passports is as follows : 

(a) For officials of the Ministry of Foreign Affairs and 
persons entrusted by the Iranian Government with special 
missions abroad, until the completion of their mission ; 

(b) For other persons, the period of validity will be 
stated on the passport itself ; it will in no case exceed one 
year, and can only be extended with the sanction of the 
Cabinet. 

1 See Appendix. 
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Service Passports :· Service passports are valid until the 
completion of the holder's mission or journey. 

They are issued to the following persons : 
(1) Officials of consulates-g~neral, .. consulates and vice

consulates, and members of their families ; 
(2) Certain Government officials on mission abroad and 

members of their families ; · 
(3) Any person designated for the purpose by a Cabinet 

decree. 

4. Fees. - In order to obtain a passport authorising him 
to travel abroad, the applicant must deposit at the Passport 
Office, against receipt, a sum sufficient to cover his return exyen~es 
and those of his companions from the country of destmahon 
to the place of issue of the passport. This deposit will be made 
either in cash, or in the form of an undertaking by a bank or 
commercial firm, or in that of a surety given by a third party, 
and will be used, if necessary, to pay for the applicant's repatria
tion by the Iranian representatives abroad. Should the applicant 
not require this sum in order to return to Iran, or should it be 
established that he has permanently settled abroad, or should 
he die, the deposit will be returned to him or his heirs, as the case 
may be, against receipt. 

Government officials, Iranians qomiciled abroad and students 
travelling under special regulations are not required to pay this 
deposit. 

Pilgrims to Mecca must pay, in addition to the above-mentioned 
deposit, a sum of 50 rials to cover the cost of the medical and other 
assistance that they will receive from the Government. This 
sum, together with the deposit, will be handed to the Passport 
Office against receipt. . 

The fee for ordinary passports is 1 pahlavi ; at the expiry 
of the first year, however, the validity may be extended for four 
years on payment of Yz pahlavi a year at home and free of charge 
abroad. 

The fee for passports issued to inhabitants of places on the 
frontiers is 25 rials for one year, 15 rials for six months and 10 
rials for three months. · 

Passports issued to indigent Iranians resident abroad, students' 
passports, diplomatic passports and service passports are all 
issued free of charge. 

B. Visas. 

Iranian nationals. ~roc~eding abro~d or _returning to Iran, 
other than persons hvmg m the frontier regwns and authorised 
to travel therein, must obtain a visa immediately on arrival or 



-41-

on return to Iran, from the Iranian representative, in accordance 
with the passport regulations. 

The granting of visas for the passports and papers of foreigners 
wishing to visit Iran is subject to the provisions of the law on the 
admission and residence of aliens, and the visa fee charged is 
fixed on the principle of reciprocity. 

Should Iranian representatives abroad refuse to recognise the 
validity of the passport and certificate in the possession of an 
applicant for a visa, they may give him a special certificate for 
a specified period if there is nothing to prevent his return to 
Iran. 

The fee for a visa on an ordinary passport authorising an 
Iranian national to return to Iran is 15 rials. . 

No visa fee is charged for diplomatic passports, service pass
ports, students' passports, passports for indigent Iranians resident 
abroad and ordinary passports in general on arrival at destination, 
or for passports authorising the holder to travel from one foreign 
country to another. 

The Government has ,power to reduce the passport and visa 
fees for Iranian nationals in any place abroad in which it may 
think fit to do so. 

The agents of the Ministry for Foreign Affairs may grant 
a visa for an unlimited number of journeys to air-pilots, assistant 
pilots, chauffeurs, assistant chauffeurs, caravanmen and seamen, 
whether they are in possession of individual or collective pass
ports, the following fees being charged : 

For three months . . . . . . 20 rials 
For six months . . . . . . . . . 30 rials 
For one year . . . . . . . . . . 40 rials 

Penalties. - Any Iranian national entering or leaying Iran 
without being in possession of a passport will be required to pay, 
in addition to the fee for the passport he should have obtained, 
an equal amount as fine, If the offence is repeated, the offender 
will be sentenced both to a fine and to a term of imprisonment 
varying from one to six months. 

Any Iranian national living abroad who fails to have the · 
validity of his passport prolonged as provided by law, or to renew 
it, must pay as fine for non-prolongation, in addition to the 
passport fee, a sum of 10 rials for each year and, for non-renewal 
at the end of the fifth year from the date of issue, in addition 
to the fee, an equal amount. 

Iranian nationals living abroad who, up to the date on which 
the present law came into force, have not renewed their passports 
will be exempted from payment of the fines due for previous 
years if they present themselves for renewal of their passports 
within the two years following that date ; otherwise, they must 
pay all the fines provided for by law in this connection. 
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The Ministry for Foreign Affairs, whil~ taki';lg into co.nsideration 
the provisions laid down in the regulatwns, IS authonsed, where 
necessary, to exempt offenders from th~ rayment of ~ll or p~rt 
of the fines in question or from any crrmmal proceedmgs which 
might be taken against them. . . . 

Any Iranian national who has not applied for th~ VIsas reqm~ed 
by law shall pay a fine of 5 rials for each free visa not applied 
for and, for each paid visa, the visa fee plus an equal amou':lt. 

Iranians having previously emigrat~d throu~h the frontier 
areas shall, on returning to Iran and durmg a penod of two years 
thereafter, be exonerated from payment of fines and exemp~ed 
from the proceedings to which they would be liable for not havmg 
obtained the regulation passport and visa. 

AJlpendix. 

No travel passport will be issued : 
(a) To persons who have not attained the age of 18 

years or who are under the guardianship or curatorship of 
another person, except with the latter's written permission ; 

(b) To persons wp.o have been denied the right to leave 
the country by a written court decision ; 

(c) To persons who, being of military age, have not 
discharged their military obligations, unless they hold a 
travel permit issued by the recruiting authorities. 
Family passports including the husband andjor wife and 

children under 18 may be issued on payment of a single fee. 
No passport will be issued to a wife alone or accompanied by 
her children under 18, except with the husband's permission. 

No passport or visa will be issued to Iranian nationals living 
abroad who have reached the age of military service. In such 
cases, Iranian representatives will issue to them a free certi
ficate for the return journey to Iran only, unless they are in 
possession of an exemption card. Similarly, Iranian represen
tatives abroad will issue free certificates for the return of Iranian 
nationals to Iran when !J.Uthorised to do so by-the Ministry for 
Foreign Affairs. 

Ordinary Passports. 

The ordinary passport forms a 32-page booklet in a brown 
cover, measuring 14 x 10 em. 

Passports for the use of the inhabitants of frontier villaaes 
consist of a single loose sheet. o 

Seamen on boats and sailing-vessels plying to foreign ports 
whose, cre:ws do _not exceed t_en perso_ns including the " Nak
hoda will be given a collective frontier passport showing the 
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name and number of the civil status record of each member 
of the crew. Seamen on large sailing-vessels _or steamers whose 
crew, including the master, exceeds ten persons will be given an 
ordinary passport for each group of ten persons, showing the 
names of all the members of the crew and the number of each 
person's civil status record. An ordinary (collective) passport 
will be issued to the seamen on large sailing-vessels or steamers 
even when the crew, including the master, numbers less than 
ten. 

Diplomatic Passport. 

The diplomatic passport contains 32 pages. It is bound in 
a dark green cover and measures 15 x 11 em. 

Should the holders of diplomatic passports wish to be accom
panied by the members of their families, the names of the latter 
will be shown on the passport. 

If the children accompanying the above-mentioned persons 
are over 18 years of age, ordinary passports will be issued to 
them. 

Service Passports. 

The service passport is light blue m colour and resembles 
the diplomatic passport in shape. 

* 
* * 

Should foreign travellers whose passports have no transit 
visas issued by Iranian representatives arrive by air in Iranian 
territory and land at any Iranian aerodrome, the police officials 
attached to that aerodrome are authorised to issue a visa to 
them on payment of the statutory. fee and subject to certain 
regulations. 
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IRISH FREE STATE 

June 9th, 1937. 

No important change has taken place as regards the issue 
of passports since April 1928, when the last enquiry was made. 

The visa requirement has since been abolished in favour 
of citizens of Czechoslovakia. The other States whose nationals 
are admitted to the Irish Free State without a visa are : 

The States of the British 
Commonwealth of Nations 

Austria 
Belgium 
Denmark 
France 
Germany 
Italy 
Liechtenstein 

Luxemburg 
Monaco 
The Netherlands 
Norway 
Portugal 
San Marino 
Spain 
Sweden 
Switzerland 

The " international " type of passport has been used in the 
Irish Free State since the issue of national passports was under
taken in April 1924. 
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ITALY 

·[Translation from the Italian.] 

November 25th, 1936. 

The passport system in force in Italy, from the point of view 
of the recommendations of the Second Geneva Conference of 
1926, has already been studied in document C.133.M.48, published 
in 1929 by the League of Nations, which shows the effect given 
to the recommendations in question in different countries. 

In addition, various measures have subsequently been 
adopted, in the interests of the tourist traffic in Italy : 

1. Provision has been made for an extensive use of collec
tive passports, which, as is known, replace ordinary individual 
passports and consist of a list of the names of the persons forming 
the groups. These documents are also accepted for the entrance 
of foreign groups into the Kingdom, on condition that they have 
been visaed by the proper consular authorities. 

2. As a consequence of special agreements with Austria 
and Switzerland, Italy has adopted tourist passports, at special 
rates, for tourist traffic with those countries. These passports 
are issued exclusively for touring purposes, both to groups and 
individual tourists. They are valid for one month and cost 
20 . lire, inclusive. The use of these passports, confined on a 
reciprocal basis to Austria and Switzerland, has been extended 
to France, but without a special agreement· and consequently 
not on a reciprocal basis, in view of the fact that France has for 
long time past charged a very moderate fee for tourist passports. 

3. Likewise with a view to facilitating the entrance of 
foreign tourists into Italy, the frontier police authorities have 
been authorised to visa on the spot passports not provided 
with consular visas and belonging to subjects of States with. 
which agreements providing for compulsory visas are still in 
force. Foreign visitors are thus saved from being turned back 
at the frontier when the absence of such a visa was noted, and 
spared the often very lengthy formalities with which they would 
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otherwise have had to comply in order to get their passpo~ts 
visaed by the Italian consular authority nearest to the frontier 
station. 

4. Italy has granted facilities to foreigner.s, bo~~ in. Italy 
and abroad, for making excursions and paymg VISits m the 
Italian frontier zone. 

For this purpose, foreigners' passports are made valid for 
the frontier zones by a special declaration, stating the zone and 
sector, and entered in the passports in question by the Italian 
authorities in the Kingdom or abroad. 

5. Further, exclusively in the frontier sector, use has for 
some time past been made of " five-day tourist cards", which 
allow short excursions into the Italian provinces bordering on 
France and which are issued free of charge. . 

. The Italian consular authorities in Nice, Grenoble, Chambery, 
Menton and Monaco (Principality) issue these cards to foreigners 
living in France (except those for whom an entrance visa into 
the Kingdom is .subject to the previous authorisation of the 
Royal Ministry for Foreign Affairs). 

6. In order to facilitate excursions by French tourists to 
the Hospice of the Little St .. Bernard, provisions exist authoris
ing tourists to go there without passports. The authorisation 

· is, of course, limited to that district. It is only valid in summer, 
from sunrise to sunset. 

. Finally, it should be added that the general instructions 
g1ven to the frontier police are intended to ensure the rapidity 
of passport control formalities, which are carried out with all 
due courtesy. 



-47-

JAPAN 

[Translation.] 

March 19th, 1937. 

SECTION 1. - GENERAL QUESTIONS. 

I. Passport System. 

By virtue of a bilateral agreement, Japanese and Chinese 
nationals do not require a passport in order to enter each other's 
territory. Likewise, on a reciprocal basis, nationals of Japan and 
of " Manchukuo " may cross the frontiers between those two 
countries without passports. 

II. Facilities to be granted. 

A. Issue of Passports. 

1. Type of Passport. - The form of passport at present in 
use in Japan conforms, more or less, to the " international 

· type ", except that the name of the holder is not shown on the 
cover. It has been decided to issue a better type of passport in 
the near future. 

' 
2. Duration of Validity. -The dunition of validity of Japa-

nese passports is not fixed. As a rule, they are valid from the time 
of the holder's departure from Japan until his return. As an 
exception to this rule, the special passport granted to persons 
obliged, for business or other reasons, to make frequent journeys 

. between Japan and certain specified countries mentioned in a 
list published by the Ministry for Foreign Affairs is valid until 
the first return to Japan within three years from the date when 
the passport was granted. 

· 3. Extent of Validity.- The fact that passports of the same 
type are granted both to emigTants and to non-emigrant travel
lers, and that it is necessary to examine the personal circum
stances of each applicant according to the country of destination, 
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makes it impossible, for the moment, to grant passports which 
are valid for all countries of the world or for as large a number 
as possible of foreign countries. · 

4. Fees. -Fees for Japanese passports are as follows : 

Passport for I 
Territories 

I Tourists I 
Frequent 

I Renewal Emigrants journeys 

Yen Yen Yen Yen 

Mother-country 5 15 25 3 
Kwantung - 15 - -. 
Chosen. 5 10 - -. . 
Taiwan - 5 - -
Karafuto. - 10 - -

Nationals 
of the mo-

South Sea ther-coun- -Islands try10yen; -
natives 5 
yen. 

I I 

B. Visas. 

1. The Japanese Government has adopted and largely 
follows the principle of abolishing entrance and transit visas on a 
basis of reciprocity by means of bilateral agreements. Such 
agreements are at present in force between Japan and the follow
ing countries : 

Austria 
Belgium (not including the Congo) 
Canada (excluding emigrants) 
Czechoslovakia 
Denmark (not including Greenland) 
Estonia 
Finland 
France (mother-country and Algeria) 
French Indo-China 
Germany 
Hong-Kong 
Hungary 

Iceland 
Italy (not including colo-

nies and protectorates) 
Latvia 
Liechtenstein 
Lithuania 
Netherlands (with colonies) 
Norway 
Spain (with colonies, not 

including Morocco) 
Sweden · 
Switzerland 

2. In cases where foreigners are obliged to break their journey 
~nd make a temporary stay on Japanese territory, because of 
Illness or for other valid reasons, special permission to land is 
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granted to them free of charge, even if their passport does not 
bear a transit visa valid for Japan. 

3. As regards the suggested facilities in granting visas, the 
Japanese diplomatic and consular authorities abroad generally 
adopt such measures wherever possible. 

4. By virtue of Ordinance No. 1 of the Ministry of the Inte
rior, of January 1919, the diplomatic and consular authorities of 
Japan abroad are obliged, according to circumstances, for the 
purpose of verifying the conditions stipulated in that ordinance, 
to ask the applicant to explain the necessity of his journey. 

5. The duration of validity of enttance and transit visas is 
one year from the day of issue. If the applicant does not enter the 
territory during that period, the visa lapses. During the period 
of validity, the entrance visa allows for an indefinite number of 
entrances, whereas the transit visa is only valid for a single jour
ney. There is no limit to the time which may be spent in the 
country. 

6. General regulations concerning the entrance of foreigners 
into Japanese territory are governed, in the case of the mother
country, by the Ministerial Ordinance of the Ministry of the Inte
rior, and, in the case ~f the colonies, by Governmental ordinances 
of the Colonial Governments ; but the terms of these ordinances 
are almost identical and visas are valid for the colonies as well as 
for the mother-country. 

7. The sum charged for visas is fixed at 10 gold francs for an 
entrance visa and 1 gold franc for a transit visa. The competent 
Japanese authorities abroad charge equivalent sums in foreign 
currency. 

8. In principle, visa fees do not vary, but, in the case of 
nationals of States which fix the amount of visa fees at a consi
.derably higher figure than that of Japan, the Japanese autho
rities charge, on the basis of reciprocity, sums roughly corre
sponding to those charged by the States in question. On the 
other hand, in cases where there is a special arrangement 
between Japan and the country of which the applicants are 
nationals, the Japanese authorities charge the agreed fees. 

9. _The fees to be charged for the visas mentioned above are 
laid down in the Ministerial Ordinance of the Ministry for Foreign 
Affairs, entitled " General Regulations concerning Fees charged 
by Diplomatic and Consular Authorities and Official Travel 
Allowances ", and the regulations relating to the rates of exchange 
for foreign currencies are laid down in a list annexed to the above
mentioned Ordinance. 

10. A visa which has expired before it has been used, even for 
genuine and legitimate reasons, is no longer valid and its validity 
cannot be extended. For a new visa, the usual fee will be charged. 
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C. Facilities for the obtaining of Passports and Visas. 

In 1928, the Japanese Government reforme? •. in a very radical 
fashion, the regulations relating to the obtammg of passports 
and visas, the formalities for which have been greatly simplified. 
Investigation into the antecedents, refe~ences, solvency, e~c., of 
the person applying for a passport or VIsa, has been abo~I~hed, 
except in certain special cases. The Department of the Mmistry 
for Foreign Affairs entrusted with the passport service endeavours 
to issue passports for tourists as rapidly, and with a~ accurate 
entries, as possible. Th~ local authoriti~s are then mstructed 
to transmit them forthwith to the applicants. Passports for 
emigrants are dealt with by the local au.thorities of the port~ of 
embarkation. In ports where many emigrants embark, officials 
from the Passport Department of the Ministry for Foreign 
Affairs assist the local authorities. With regard to visas for 
foreign travellers wishing to go to Japan, the Japanese diplomatic 
and consular authorities always endeavour to grant them as 
quickly as possible. 

D. Control at Frontiers. 

1. Passport Control. - In the case of Japan, this applies to 
the control of foreigners crossing the land frontiers between 
" Manchukuo " and the territory of Chosen. 

(a) Control of foreigners on entering Chosen by train is car
ried out as follows, in order to facilitate their journey : 

Police officials are sent to the frontier station of " Manchu
kuo " in order to carry out passport control in the trains while 
they are in motion ; or else advantage is taken of the time during 
which trains stop at the frontier station in order to do this. 

(b) This control is not carried out by Japanese authorities 
for travellers leaving the country, except in certain speciaf 
cases. The inspection of passports by the " Manchukuo " · 
authorities is generally carried out in their territory; but at 
Jo-San-Po, the "Manchukuo" authorities who deal with passport 
control collaborate with the police control officials of Chosen. 

(c) Passport and other control ny the police authorities is, 
in general, carried out either simultaneously with, or immediately 
after, Customs inspection. 

2. Cu_stoms Con~rol. -:- (a) With regard to goods crossing 
the frontier at the Junction of the Antung-Mukden line and the 
Chosen line, the " Manchukuo " and Chosen Customs officials 
coll~borate for purposes of control and clearance of goods at the 
stati?n of Antung-HsieJ?-. under t~e Sino-Japanese Agreement 
relatmg to through tram commumcations across the frontier 
signed at Mukden on November 2nd, 1890. ' 
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(b) With regard to goods crossing the frontier north of Tu
Men and Kai-Shan-Tun between the " Manchukuo " and Chosen 
lines, the " Manchukuo " and Chosen officials collaborate in 
order to facilitate control and clearance in the stations of Tu-Men 
and Jo-San-Po, in accordance with the" Manchukuo "-Japanese 
Agreement signed at Hsin-king on May 22nd, 1935, relating to 
the simplification of Customs formalities and through train 
communications across the frontier formed by the Tu-Men-Chiang 
River. 

SECTION 2. - QuESTIONS RELATING TO EMIGRANTS. 

I. Transit Cards for Emigrants. 

These are useful for European countries whose nationals have 
to cross territories of other neighbouring countries in order to 
emigrate overseas; but the system does not concern Japan, 
whose position is entirely different. · 

II. Special Identity Documents for Emigrants. 

The Japanese Government has not hitherto concluded any 
agreement on this subject with-the Governments ·of other 
countries. 

SECTION 3. - PERSONS WITHOUT NATIONALITY. 

For persons without nationality wishing to proceed to Japan 
from abroad, the Japanese diplomatic and consular authorities 
in foreign countries are authorised to grant travel certificates 
instead of passports and visas, in order to allow such persons to 
land in Japan. 

SECTION -4. - MISCELLANEOUS QUESTIONS. 

2. For nationals of States with which Japan has not yet 
concluded an agreement for the abolition of visas, a visa is neces
sary in accordance with the general regulations relating to the 
entrance of foreigners, even if they are officials of the League of 
Nations. Moreover, in view of the great distance separating 
Japan front the seat of the League of Nations, this question does 
not assume such practical importance as in the case of European 
countries. 

3. For groups of students travelling for purposes of study, 
visas have been abolished, on a basis of reciprocity, if the mem
bers of such groups come from the Netherlands Indies, Siam or 
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Hong-Kong, with which countries Japan has signed agreements 
to this effect. These agreements allow a collective transit certifi
cate to be granted in the place of individual passports in due form. 

In this connection, it may be recalled that the Japanese 
Government has already concluded with a large number of foreign 
Governments agreements relating to the abolition of visas (see 
Section 1, II B, above), which make visas unnecessary for groups 
of students from those countries. 
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LATVIA 

[Translation.] 

January 11th, 1937. 

In addition to the information contained in its letter of 
November 19th, 1928,1 the Latvian Government has communicated 
that Latvia, without having introduced any restrictions in 
this sphere, has, since 1928, concluded agreements for the abolition 
of visas with six more countries. At present, therefore, visas have 
been abolished between Latvia and the following countries : 
Austria, Estonia, Finland, Germany and Italy, as well as with 
Czechoslovakia, Japan, Liechtenstein, Lithuania, Norway and 
Switzerland. Further, transit visas have been abolished for 
traffic with the Netherlands. 

It should be pointed out that all travellers arriving in Latvia 
on tourist boats can land without having to produce entrance 
visas and may stay on Latvian territory until they re-embark. . 

Since January 1st, 1936, exit visas have been abolished for the 
nationals of all foreign countries with the exception of the Union 
of Soviet Socialist Republics, so that at present foreign nationals 
leaving Latvia after a stay of at least six consecutive months are 
only obliged to produce at the frontier a certificate granted by the 
Revenue Department certifying that the person in question is 
not liable for any taxation. 

Further, an Agreement has been in existence since 1925 between 
Latvia and Estonia by virtue of which foreign passports are 
abolished for traffic between those two countries. 

Latvia travellers going abroad in groups can obtain collective 
passports free of charge, provided that they are travelling for 
scientific or cultural purposes. Individual traveller-tourists must 
provide themselves with an ordinary passport, as national legislation 
does not recognise any other identity documents for travellers 
going abroad. 

1 Document C.133.1\I.48.1929.VIII. 
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In comparison with other countries, the fee charged for Latvian 
foreign passports is moderate and cannot be regarded as in any 
way hindering the development of the tourist traffic. 

Further, as long as the export of currency continues to be 
subject to severe restrictions in many countries, facilities for 
granting foreign passports will not, in the opinion of the competent 
Latvian authorities, be sufficient to ensure an increase in the 
tourist traffic. 
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LIECHTENSTEIN 

[Translation from the German.] 

March 11th, 1937. 

With regard to the Principality, exactly the same international 
agreements apply in connection with the passport system as in 
Switzerland. 

The duration of vaiidity of passports is five years. According 
to the wish of the applicant, they are valid either for all foreign 
countries or for certain groups of countries only. 

The fee for granting a passport is five Swiss francs. 
With regard to visas, the same conditions apply as in the case 

of Switzerland. All countries which have abolished the necessity 
for visas in their relations with Switzerland have also dispensed 
with it in the case of Liechtenstein, with the exception of Czecho
slovakia. 

The formalities for obtaining passports anq visas are extremely 
simple. The small size of the country enables applicants for 
passports or visas to apply to the Chancery and be granted satisfac
tion without delay. 

Under the agreements between Switzerland and the Principality 
of Liechtenstein concerning police regulations for aliens, control 
at the frontiers is exercised by the Swiss frontier police. This 
applies also to transit cards for emigrants. 

The Government of the Principality therefore thinks it unneces
sary to give further details, llS these can easily be found in the 
Swiss authorities' answer. 
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l\IONACO 

[Translation.] 

November 3rd, 1936. 

The Principality did not take part in the Conference of 1926, 
but in order to comply with the desire expressed on behalf of the 
Sub-Committee of Experts on the Tourist Traffic,. se~ up by .the 
Economic Committee, the Government of the Prmc1pahty g1ves 
the following information with regard to the passport system. 

1. By reason of the geographical situation of the Principality 
and its Customs Union with France, no formality is required 
from travellers arriving in Monaco by- the land frontier. 

2. Persons arriving in Monaco by sea are subject to the 
formality of the Monegasc consular visa and a French consular 
visa, unless the travellers are nationals of a country in regard to 
which the French Government has abolished this formality. 

In order that the charge for a visa should have no influence 
on the tourist traffic, the rate has been fixed at ten paper francs. 

The various shipping lines have been authorised to ask Monegasc 
consuls to grant collective visas for organised trips, instead of 
individual visas. 

3. The Government of the Principality has negotiated directly 
with the following countries with a view to abolishing visas : 
Austria, Belgium, Czechoslovakia, Italy, Liechtenstein, the 
Netherlands, the French zone of the Sheriffian protectorate 
and Switzerland. · 

The Government of the Principality, for its part, considers 
that, in· order to encourage international tourist traffic, it would 
be highly desirable to return to the position existing before 1914, 
when tourists were completely free from any obligation with 
regard to passports. 



-57-

NEW ZEALA.t~D 

November 5th, 1936. 

SECTION 1. - GENERAL QuESTIONS. 

Facilities to be granted. 

A. Issue of Passports. 

1. The international type of passport is in use in New 
Zealand and corresponds, mutatis mutandis, with the type of 
booklet in use in the United Kingdom. 

2. New Zealand passports have an initial validity of five 
years from the date of issue, and may be renewed thereafter 
for a further period of five years, whereupon the total validity 
of the passport expires. 

3. Intending travellers from New Zealand are encouraged 
to state every country which they may intend or be likely to 
visit and, except in exceptional cases, their passports are 
validated accordingly. 

4. The charge for a passport is one pound, and that fee is 
commensurate with the cost of preparation and with the value 
of the service rendered. 

B. Visas. 

1 and 2. Mutual agreements for the abolition of passport 
visas are in force between the Government of New Zealand 
and the following countries : 

Austria 
Belgium 
Czechoslovakia 
Denmark 
France 
Germany 
Hungary (temporary) 
Italy 

Liechtenstein 
Luxemburg 
Netherlands 
Norway 
Portugal 
Spain 
Sweden 
Switzerland 
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3. Personal attendance is n~t required for the granting of 
a visa. 

4. The reason for the journey need not be proved unless 
the laws of the country of destination so provide. · 

5. The validity of entrance and transit visas has not yet 
been extended to cover a period of two years. 

6. Visas are valid for entry at any port in New Zealand. 
7. The fee for an ordinary visa is the equivalent of ten gold 

francs, and one gold franc for a transit visa, but a recip:ocal 
charge is made for nationals whose countries charge a higher 
fee for the grant of a visa to British subjects. 

8. This is answered by the foregoing paragraph No. 7. 
9. There is no provision for exemption from or reduction 

in visa fees. · 
10. Exit visas are not required and there is no provision 

to extend, free of charge, an original visa which may expire 
before being used. 

C. Facilities for obtaining Passports and Visas. 

Personal attendance is not required and every facility is 
afforded to the travelling public to simplify formalities in 
granting passports and visas. 

D. Control at Frontiers .. 

This question does not arise on account of the insular geo
graphical position of New Zealand. 

SECTION 2. - QUESTIONS RELATING TO EMIGRANTS. 

These are questions which have no. application to New 
Zealand. . 

SECTION 3. - PERSONS WITHOUT NATIONALITY • 

. Provision has been made to issue documents in accordance 
with the recommendations resulting from the Third General 
Conference on Communications and Transit helo at Geneva in 
March 1927. 
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NETHERLAl~DS 

[Translation.] 

September 22nd, 1936. 

1. Type of Passport . .....,- The Netherlands, passport conforms 
to the type agreed on in 1926, with modifications to meet 
specifically Netherlands requirements (e.g., with regard to 
languages). · 

2. Duration of Validity. - The Netherlands passport is 
valid for two years. The validity can be extended four times, 
for two years at a time. 

3. Extent of Validity. - There are no provisions limiting 
the number of countries where the holder of the passport may 
travel. On the applicant's request, passports are made valid 
for all countries without reservation. 

4. Fees. -For a long time, the fee for a Netherlands-pass
port was 1 florin, in accordance with the recommendation 
concerned. 

However, financial circumstances compelled th6 Government 
in 1933 to put a moderate tax on passports. Consequently, 
passport fees were raised to 5 florins for one person, and 
7.50 florins for husband and wife, or for one person, or husband 
and wife, with children under 15 years of age. Paupers receive 
passports free of charge, and nationals of the Netherlands abroad 
who, though not paupers, would find difficulty in procuring pass
ports are granted a reduction of from 25 % to 75 %. 

Passport fees do not vary according to the countries which 
the applicant wishes to visit or in which he is at the time of 
application. · 

5. Visas. - The Government of Her Majesty has agreed 
with a large number of other Governments to abolish visas 
for their respective nationals. Further, visas are no longer 
required for the nationals of a number of other countries, even 
though there is no mutual agreement to that effect. 
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Foreigners on board ships calling at Dutch ports and 
continuing their voyage by the same ship do not require a visa 
in order to land during the ship's stay in port. · 

It is not necessary for visas to be granted by the Dutch 
Consul in the country where the applicant iS' domiciled. 

Present economic difficulties, and especially the large amount 
of unemployment, make it impossible for visas to be granted 
in every case to foreigners who need them in order to enter the 
territory of the Netherlands. For the same reasons, it is impos
sible to extend the validity of a visa for a longer period than 
two years. 

For purposes of transit, only nationals of the Union of Soviet 
Socialist Republics require a visa. 

Foreigners in possession of a Netherlands visa can enter 
the country at any point. 

The fee for a Netherlands visa is 6 florins ; that for a transit . 
visa for one or several journeys is 0.60 florin. . 

Visa fees do not vary according to the nationality of the 
applicant, nor on any other grounds. 
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SIAM 

August 24th, 1937. 

The Ministry for Foreign Affairs has communicated a sample 
copy of the new form of passport issued by the Ministry as from 
August 15th, 1937. 

This passport is in conformity with the recommendations of 
the Passport Conference of 1926. 



-62-

SWEDEN 

[Translation.] 

September 16th, 1936. 

In a letter dated September 28th, 1928,1 the Royal Ministry 
for Foreign Affairs stated that Swedish legislation agreed in all 
essential respects with the principles on which the recommenda
tions of the Conference are based. 

The Ministry would therefore merely mention here that 
the Ordinances of December 20th, 1929, and February 20th, 
1931, authorised the Swedish authorities to issue passports 
valid for five years. 

Further - in order to facilitate tourist traffic with the 
countries concerned - the Swedish Government, by Ordinances 
of May 17th, 1930, and December 9th, 1932, accorded to nationals 
of Denmark, Finland, Iceland and Norway a special regime 
granting certain facilities in connection with the obligation for 
foreigners to be in possession of a passport on entering Sweden. 

With regard to entrance and transit visas, these have been 
abolished in the case of tourists who are nationals of the following 
countries : Austria, Belgium, United Kingdom, Czechoslovakia, 
Denmark, Finland, France, Germany, Iceland, Italy, Japan, 
Liechtenstein, Luxemburg, Netherlands, Norway, Portugal, 
Spain, Switzerland, United States of America. The collective 
lists taking the place of passports must, however, be visaed 
before the tourists in question are allowed into Sweden. 

1 Document C.133.M.48.1929.VIII. 
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SWITZERLAND 

[Translation. j 

October 14th, 1936. 

The Swiss Government, after reminding the Secretariat of 
its note dated June lOth, 1929,1 followed by its communication 
of June 11th, 1929, concerning the effect given in Switzerland, 
in the matter of passports and visas, to the Conference's recom
mendations,! communicated that the regime for passports and 
visas had, in the meantime, undergone only slight modifications, 
as detailed below. 

SECTION 1. - GENERAL QuESTIONS. 

I. Passport System. 

Since 1929, Switzerland has introduced in its relations with 
France, Belgium and Luxemburg, certain travel facilities for 
tourists. 

Swiss tourists are allowed to enter and stay up to two months 
in those countries, on the production, either of a valid Swiss 
passport, or of a motorist's driving-licence, or of a passport of 
which the validity expired less than five years previously. On 
the other hand, tourists who are nationals of France, Belgium 
and Luxemburg can enter and stay up to three months in Switzer
land on the production of a passport the validity of which has 
expired, or of a valid identity card or certificate, officially issued 
or visaed, indicating the holder's nationality and bearing his 
photograph. -

There exists a further facility for entering Switzerland, of 
which use is often made : foreigners travelling in groups _of at 
least five persons are allowed to enter Switzerland without a 
passport under cover of collective lists. These lists must be 

'Document C.133.l\I.48.1929.VIII. 
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visaed by a Swiss consul in the case of nationals o_f countries 
with which the visa system is still in force, and legalised free of 
charge in the case of nationals of countries in r~lations with which 
visas have been abolished. 

II. Facilities to be granted. 
B. Visas. 

1. Since June 1st, 1929, Switzerland has concluded agree
ments with Albania, Latvia and Hungary abolishing passport 
visas altogether. The position at the present time is as follows : 

Switzerland has unilaterally abolished visas for nationals of 
all countries outside Europe which are recognised by Switzerland, 
as well as for all colonies, protectorates and mandated territories 
of countries recognised by Switzerland. In Europe, only Bulga
rians, Greeks, Poles, Roumanians, Russians, Turks and Yugo
slavs, and foreigners who are not in possession of a passport 
recognised as valid by Switzerland, are obliged, in all casE(S, to 
obtain a visa in order to enter Switzerland. Further, Czecho
slovaks, French nationals, Norwegians and Swedes entering 
Switzerland in order to take up employment must likewise be 
in possession of an entrance visa. 

9. The system of fees has been somewhat modified since 
June 1st, 1934, in that children under 18 years of age who are 
dealt with separately pay only half the usual fee ; fees may be 
reduced or abolished in the case of indigent persons, or of persons 
in reduced circumstances who have difficulty in providing for 
their needs, as well as of persons who are engaged in Switzerland 
exclusively, and in an honorary capacity, in humanitarian work. 

The principles of equality, mentioned in paragraph 8 of the 
recommendation, continue to be applied. 
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CZECHOSLOVAKIA 

[Translation.] 
December 21st, 1936. 

The regulations of the Ministry of the Interior and of the 
Ministry for Foreign Affairs take fully into account the recom
mendations adopted by the Passport Conference, held at Geneva 
in 1926. 

In accordance with the above regulations : 
1. The Czechoslovak Republic has concluded arrangements 

with certain countries with a view to facilitating foreign travel. 
Czechoslovak passports conform to the international type. 

They are generally issued with a validity of from two to five 
years, and are in most cases valid for all countries of Europe .. 
The fees charged for passports are usually from 5 to 100 Czech 
crowns. 

The Czechoslovak Republic has abolished compulsory visas 
in the case of twenty-five countries. Diplomatic missions and 
consular offices also grant visas in exceptional cases to persons 
who do not reside in their district. If an entrance visa is applied 
for, the applicant is invited to state the purpose of his journey, 
but is not normally required to produce documents to prove the 
necessity of that journey. Visas are generally valid for one year 
and authorise the holder to cross the frontier at any spot where 
the crossing of the frontier is allowed by the authorities, with 
the exception, however, of cases where the visa expressly stipu
lates that the frontier shall be crossed at a determined spot. 
Visa fees are- on a basis of reciprocity. Generally, they are not 
higher than the fees recommended by the Geneva Conference. 
They may be reduced, or the applicant may be exempted from 
paying any fee. Passport control at the frontier is also carried 
out in accordance with the above-mentioned regulations. 

2. The Czechoslovak authorities facilitate, in so far as is 
possible, the passage through Czechoslovakia of emigrants going 
from Europe to countries overseas. 

3. The Czechoslovak authorities grant provisional passports 
to persons without nationality. 
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UNION OF SOVIET SOCIALIST REPUBLICS 

[Translation.] 

November 30th, 1936. 

For tourists going to the Union of Soviet Socialist Republics, 
the procedure of granting visas is simplified by the fact that, 
among other facilities offered by the " Intourist " organisation, 
the latter undertakes all necessary formalities in this connection, 
thus sparing the persons concerned long and expensive journeys 
and all useless delay, in accordance with the recommendation 
under heading " C " in_ the Final Act of the Passport Conference 
held at Geneva in 1926. 
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YUGOSLAVIA 

[Translation.] 

January 2nd, 1937. 

The Kingdom of Yugoslavia has not adopted passports of 
the international type ; passports are granted for the countries 
indicated by the applicant at the time of application ; they are 
valid for periods of from one month to two years. The fees for 
granting passports are charged in accordance with the Law on 
,Taxes and are extremely moderate. Visas have been reciprocally 
abolished only in the case of Czechoslovakia, Germany and Rou
mania. No proof of the necessity for undertaking a journey abroad 
is required. Visa fees are settled by mutual agreement with the 
Governments of the countries to be visited. Provision is made for 
the issue of visas free of charge. Formalities connected with the 
granting of passports and visas have been simplified as far as 
possible. 
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ADVISORY AND TECHNICAL COMMITTEE·FOR COMMUNICATIONS 
AND TRANSIT. 

The Committee was composed as follows: 

M. V. MoDEROW (appointed by the Government of Poland), Vice-Chairman of the Polish Delegation 
to the Danzig Harbour Board (Chairman). 

His Excellency M. Juan ANTIGA (appointed by the Government of Cuba), Permanent Delegate 
to the League of Nations, Envoy Extraordinary and Minister Plepipotentiary in Switzerland 
(Vice-Chairman). · 

M. F. HosKL£R (appointed by the Government of Denmark), Director of the Ministry of Public 
Works (Vice-Chairman). . · 

His Excellency M. A. DE CASTRO (appointed by the Government of Uruguay), Envoy Extraordinary 
_:md Minister Plenipotentiary in Belgium and the Netherlands. · 

His Excellency M. A. DIETRICH DE SACHSENFELS (appointed by the Government of Hungary), 
Admiral, Envoy Extraordinary and Minister Plenipotentiary, Delegate to the International 
Danube Commission and to the Permanent Technical Hydraulic System Commission of the 
Danube. 

M. Silvain DREYFUS (appointed by the Government of France), Honorary President of the General 
Council of Roads and Bridges and of the High Council of Public Works. 

M. R. HEROLD (appointed by the Government of Switzerland), Director of the Federal Railways. 
His Excellency M. N. ITo (appointed by the Government of Japan), Envoy Extraordinary and 

Minister Plenipotentiary in Poland. 
Mr. D. W. KEANE (appointed by the United Kingdom Government), Representative of the United 

Kingdom on the International River Commissions. 
M. Pierre KIRSANOFF (appointed by the Government of the Union of Soviet Socialist Republics), 

Chief of the International Relations Service at the People's Commissariat for Communications. 
M. A. KRAHE (appointed by the Government of Spain), Engineer for Roads and Bridges. 
M. V. KRBEC (appointed by the Government of Czechoslovakia), Engineer, Consul-General at 

Hamburg. 
M. M. NoRDBERG (appointed by the Government of Finland), Consul-General, Commercial Attache 

at Paris. 
M. J. DE RuELLE (appointed by the Government of Belgium), Legal Adviser to the Ministry 

for Foreign Affairs. 
M. G. SINIGALIA (appointed by the Government of Italy), former Chief Inspector and Adviser 

of the Board of Directors of the Royal State Railways. 
M. E. SPELUZZI (appointed by the Government of the Argentine Republic), Engineer. 
His Excellency Dr. A. DE VASCONCELLOS (appointed by the Government of Portugal), Envoy 

Extraordinary and Minister Pl~nipotentiary, Permanent Delegate to the League of Nations, 
former President of the Council and Minister for Foreign Affairs. 

Dr. CHING-CHUN WANG, M.A., Ph.D., LL.D. (appointed by the Government of China), 
·Representative of the Ministry of Railways and Director of the Government Purchasing 
Commission in London. 

PERMANENT COMMITTEES. 

I. Permanent Committee for Ports and Maritime Navigation. 

Sir Norman HILL, Bart. (Chairm~n). 

(a) Committee for Ports: 

M. Leon DENS, Senator (Belgium). 
M. G. INGIANNI, Director-General of the Italian Mercantile Marine. 
Captain M. NoRTON, former Director of the Portuguese Lighthouse Service. 
A British member. 
A French member. 
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(b) Committee for Maritime Navigation: 
M. G. BRETON, Shipowner (France). 
M. J. B. VAN DER HouvEN VAN OoRDT, former President of the Netherlands Shipowners' 

Association. 
M. ITO. 
M. Arthur H. MATHIESEN, Vice-President of the Norwegian Shipowners' Association. 
M. A. PALANCA, Naval Architect, Representative of the "Societa Triestina di Navigazione 

Cosulich ", Trieste. 
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. 

II. Permanent Committee for Inland Navigation. 

M. Silvain DREYFUS (Chairman). 
M. A. DELMER, Secretary-General of the Department for Roads and Bridges at the Belgian 

Ministry of Public Works. 
Mr. KEANE. 
M. KRBEC. 
His Excellency M. C. RosSETTI, Minister Plenipotentiary, Representative of Italy on the 

International River Commissions. 
M. DIETRICH DE SACHSENFELS. 
M. F. L. ScHLINGEMANN, Chief Engineer, Director of the Rijkswaterstaat. 

A Yugoslav member. 

III. Permanent Committee· for Transport by Rail. 

M. HEROLD (Chairman). 
M. M. CASTIAU, Secretary-General of the Belgian Ministry of Transport } 
M. C. M. GRIMPRET, Vice-President of the General Council of Roads and Bridges Bureau. 

and of the High Council of Public Works of France · 
M. SINIGALIA. 
Sir Francis DENT, former Chairman of the Railways Committee of the Second General 

Conference on Communications and Transit, ex-Managing Director of the South-Eastern 
and Chatham Railway. · 

Dr. H. GRUNEBAUM, Ministerial Counsellor at the Austrian Federal Ministry for Commerce 
and Communications. 

M. KRAHE. 
M. F. MosKWA, Head of Division at the Polish Ministry for Communications. 
M. SPELUZZI. 
Dr. CHING-CHUN WANG. 
A Soviet member. 
M. Albert REGNOUL, Hon. Deputy-Director of the Paris-Lyons-Mediterranean Railway 

Company (Technical Adviser assisting the Chairman). 

IV. Permanent Committee on Electric Questions. 

M. DE VASCONCELLOS (Chairman). 
M. Oreste ]ACOBINI, Engineer, Chief of the Main Service of the Italian State Railways. 
M. LAUNAY, Chief of the Roads Department, of Hydraulic Power and Distribution of Electric 

Energy at the French Ministry of Public Works. 
A British member. 
A Swedish member. 

The following will be invited to take part in the work of the Committee: 
The Chairman of the International Executive Committee of the World Power Conference. 
A representative of the " Conference internationale des grands reseaux electriques a haute 

tension ". . 
A representative of the " Commission electrot.echnique internationale ". 
A representative of the " Union internationale des producteurs et distributeurs d'energie 

electrique ". 
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V. Permanent Committee on Road Traffic. 

M. NoRDBERG (Chairman). 
Mr. P. C. FRANKLIN, of the Roads Department, Ministry of Transport of the United Kingdom. 
M. Pierre Al. GHIKA, Member of the Committee of the International Association of Recognised 

Automobile Clubs (Roumania). 
M. E. MELLIN!, Chief Inspector of Railways, Tramways and Automobiles of the Kingdom 

of Italy. 
Dr. Heinrich RoTHMUND, Chief of the Police Division of the Swiss Federal Department of 

Justice and Police. 
M. Vaclav RouBIK, Engineer, Director of the Czechoslovak Ministry of Public Works. 
M. Jose N. URGOITI, Civil Engineer (Spain). 
M. A. V ALSINGER, Head of the Technical Service of the Swedish Department of Roads and 

Bridges. 
M. C. WALCKENAER, former Inspector-General of Mines at the French Ministry of Public 

Works. · 

VI. Permanent Legal Committee. 

Count E. FIOLA-CASELLI, Senator, President of Section at the Court of Cassation, Rome 
(Chairman). 

M. G. NAUTA, B2.rrister at Rotterdam (Vice-Chairman). 
Mr. W. E. BECKETT, Assistant Legal Adviser, Foreign Office. 
M. Jan HosTIE, Secretary-General of the Ceptral Commission for Rhine Navigation; former 

Legal Adviser at the Belgian Department of Marine. 
M. Rene· MAYER, Maitre des requetes honoraire au Coiiseil d'Etat de France, Professor at 

the Ecole libre des sciences politiques, Paris. 
M. MODEROW. 
Dr. Ivan SouBBOTITCH, Permanent Delegate of the Kingdom of Yugoslavia to the League 

of Nations, Privatdozent of the Faculty of Law, University of Belgrade. 

VII. Budget Sub-Committee. 

The Chairman-in-office of the Advisory and Technical Committee (Chairman). 
M. DE CASTRO. 
M. Silvain DREYFUS. 
M. HOSKIAER. 
Mr. KEANE. 
M .. DE RUELLE. 
A seventh member, to be appointed. 
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RECORDS OF THE WORK OF TilE TWENTIETH SESSION OF 
THE ADVISORY AND TECHNICAL COMMITTEE 

FOR COMMUNICATIONS AND TRANSIT. 

All the members of the Committee were present, with the exception of M. Juan Antiga, 
replaced by M. L. V ALDES-ROIG, consul, attached to the Permanent Delegation of Cuba to the 
League of Nations; M. Hoskirer, replaced by M. C. V. JENSEN, Director of the Control Service of 
Private Railways in Denmark; M. Ito; M. Kirsanoff; M. Krahe; M. Sinigalia; M. Speluzzi; 
Dr. Ching-Chun'Wang. 

M. Herold did not take part in the work of the Commission until September rst. 
The following also attended: 

In their Capacity of Representatives of the Organisation for Communications and Transit at the Rome 
International Institute for the Unification of Private Law: 

Dr. Heinrich ROTHMUND. 
His Excellency Dr. Ivan SouBBOTITCH. 

For the I nternatz"onal Labour Office: 

M.P. WAELBROECK, Head of Section. 
M. J. G. DRBOHLAV, Member of Section. 

For the International Touring Alliance: 

M. E. DELAQUIS, General Manager of the Swiss Touring Club. 

For, the International Association of Recognised Automobile Clubs: 

Colonel G. PERON, Secretary-General. 

For the International Chamber of Commerce: 

M. L. DELANNEY, Head of Transport Department. 

For the International Aeronautical Federation : 

Colonel M. O'GORMAN, Vice-Chairman~ 

For the Rome International Institute for the Unification of Private Law: 

M. Mario MATTEUCCI, Member of the Secretariat of the Institute. 

For the Central Office for International Transport by Rail : 

M. Godefroy NoE, Secretary. 

For the International Railway Union: 

M. G. PADER, Deputy Secretary-General. 

For the International Broadcasting Union: 

Mr. A. R. BuRROWS, Secretary-General. 

Secretariat: M. J. L. METTERNICH, Acting Secretary-General of the Advisory and Technical 
Committee for Communications and Transit, assisted by M. B. LuKAC, Mr. L. C. ToMBS 
and Mme. E. LEHMANN, and also by M.G. F. VAN DISSEL, Wireless Expert of the League of 
Nations Secretariat. 

I. OPENING OF THE SESSION. 

M. KRBEC, Acting Chairman, welcomed the members of the Committee and also 
M. Luis VALDES-ROIG, Consul-General of Cuba at Geneva, replacing His Excellency 
M. Juan Antiga, Envoy Extraordinary and Minister Plenipotentiary, Permanent Delegate 
accredited to the League of Nations. 
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The ACTING CHAIRMAN paid a tribute to the memory of M. Pierre Henri Watier, who died 
on August 2oth. Nearly two years previously, the Committee had met two days af~er the sudden 
death of M. Robert Haas, the Committee's first Secretary-General and the D1rector of the 
Communications and Transit Section. The Committee was now in a similar situation. 

M. Watier, who had been appointed Director of the Communications and Transit Section 
by the Council of the League of Nations, entered the Secretariat on February 15th, !~37· For 
the last fifteen years he had held the post of Director of Navigable Waterways and Mantlme Ports· 
at the Ministry of Public Works and had been appointed Councillor of State in 1926. 

The Acting Chairman reminded the Committee that, since 1923, M. Watier had rendered 
valuable assistance to the technical work of the League of Nations as expert, member or head of the 
French delegation at the various general or special conferences or permanent and special c<?mmitte_es 
set up by the Organisation for Communications and Transit. Speaking both as the Actmg _Chmr
man and as the Chairman of the Special Committee to Study the Reform of the Organisatwn for 
Communications and Transit, he himself had frequently co-operated with M. Watier and, like many 
members of the Committee, had had occasion to seeM. Watier at work. He paid a tribute to his 
keen intelligence, his energy and to his open, frank and sincere character. The untimely death 
of M. Watier was a great loss to the League of Nations and particularly to the Organisation for 
Communications and Transit. 

The Acting Chairman informed the Committee that he had sent a telegram expressing to the 
deceased's family the condolences and sympathy of the Committee. 

The Acting Chairman also paid a tribute to the memory of those members of committees 
who had died since the last session: 

M. P. A. Lindblad, the Swedish member of the Technical Committee for Maritime Tonnage 
Measurement; 

Colonel T. A. Hiam, Technical Adviser assisting the Chairman of the Permanent Committee 
for Transport by Rail, former member of the Transit Section; 

Sir John Brooke, British member of the Permanent Committee on Electric Questions; 
M. E. Th. de Veer, Netherlands member of the Air Transport Co-operation Committee; 
M. M. Yovanovitch, Yugoslav member of the Permanent Committee for Inland Navigation. 

The members of the Committee rose and observed a minute's silence in token of respect and 
sympathy. 

II. ELECTION OF OFFICERS OF THE COMMITTEE. 

On the proposal of M. Silvain Dreyfus, the Committee unanimously elected 
M. MoDEROW Chairman and, on the motion of M. de Ruelle, M. ANTIGA and M. HosKI..ER as 
Vice-Chairmen, whose functions during the present session were fulfilled by M. Valdes-Roig 
and M. Jensen respectively. 

Ill. PROGRAMME OF WORK. 

The COMMITTEE adopted its agenda (Annex I) and decided that, in accordance 
with previous practice, its discussions would be held in private. 

IV. REPORT BY M. KRBEC ON THE MISSIONS CARRIED OUT BY HIM AS CHAIRMAN SINCE THE LAST 
SESSION OF THE COMMITTEE. 

M. KRBEC supplied the following information on the decision which as Chairman of the 
Committee, he had had to take and the appointments which he had had to make: 

I. Renewal of the Contract of the Member of the Memel Harbour Board appointed by the Chairman 
· of the Committee. 

Article. 5 _of Annex II of the Memel ~onvention provided for the constitution of a Harbour 
Board cons1st~ng of three members ~ppomted for three years and eligible for reappointment, 
one of the sa1d members to be nommated by the Chairman of the Committee. The term of 
office of. M. Widding, ':"ho had held th~s post since 1928, having expired on March 31st, 1937, 
the Cha1rman had dec1ded to prolong 1t for a further period of three years as from April 1st 
1937. As M. _\Vi~ding's _salary was borne on the budget of the :Port of Memel, the Chairma~ 
had, before fixmg 1t, offic1ally consulted the Lithuanian Government as provided for by Article 9 of Annex II of the Memel Convention. · 

2. Constitution of the Committee for the Unification of Statistics relating to Road Traffic Accidents. 

Fol~owing a decision taken by the Advisory and Technical Committee at its nineteenth session 
the Chamr~an had set up a small Committee for the Unification of Statistics relating to Road 
Traffic Acc1dents. 
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This Committee consisted of the following members: 

M. ]. BouLLOCHE, Director of the Roads Department, French Ministry of Public Works, 
Chairman; 

M. A. E. KIRKUS, Head of the Statistics Department of the United Kingdom Ministry of 
Transport; 

M. A. MoLINARI, Director-General of the Central Statistical Institute, Italy; 
M. C. Fl. STEENSTRUP, Secretary of the Statistics Department of the Danish Ministry of 

Finance; · 
M. E. ZDRUBEK, Head of the Communications Section of the Austrian Federal Police Head

quarters. 

The Committee met twice: in September rg36 and in May I937; and drew up a report, 1 

in which it adopted very detailed conclusions regarding the unification of statistics. 

3. Constitution of a Special Committee of Experts to study the Reform of the Organisation for 
Communications and Transit. 

The Advisory and Technical Committee, at its nineteenth session, adopted a resolution under 
which its Chairman was instructed to set up a special committee to prepare a new draft Statute 
for the Organisation, in case the Council entrusted this work to the present Advisory and Technical 
Committee. 

At its session in January rg36, the Council accepted this suggestion, and the Chairman formed 
a committee which gave as full representation as possible to the various bodies comprised in the 
Organisation. Thus the two Vice-Chairmen of the Advisory and Technical Committee, the Chair
men of the Permanent Committees and members of the Permanent Legal Committee, were appointed 
members. 

Further, as suggested by the Assembly, the French member of the Council, as Rapporteur for 
the question of the working of League Committees, kept in direct touch with the Special Committee 
and appointed for the purpose a representative who attended the proceedings of that Committee. 

The Special Committee held several meetings and succeeded in drawing up a new draft Statute 
and an explanatory report, 2 which were forwarded to the Council in May I937. For further details, 
the Chairman referred to the documents already distributed, adding comments on their main 
features. 

After an exchange of views between the CHAIRMAN, M. DIETRICH DE SACHSENFELS, M. Silvain 
DREYFUS, M. KEANE. M. KRBEC and Dr. DE VAscoNCELLOS, the CoMMITTEE decided not to 
discuss the new draft Statute of the Organisation for Communications and Transit 
framed by the Committee of Experts, since the draft prepared by the Special Committee 
set up under the special powers with which the Advisory and Technical Committee at its 
nineteenth session had invested its Chairman had already been communicated by the latter 
on the Committee's behalf to the Council of the League. 

4· Constitution of a Small Committee to prepare a New Draft Agreement concerning a Uniform 
System of Maritime Buoyage. 

Following a decision taken by the Advisory and Technical Committee at its nineteenth session, 
the Chairman appointed a small Committee of Experts selected from the members of the Prepa
ratory Committee for the Unification of Buoyage Rules which met in London in July I933· The 
members of the Committee were as follows: 

Chairman: Sir John BALDWIN, K. C.M.G., C.B., formerly of the Foreign Office, former Chairman 
of the Advisory and Technical Committee for Communications and Transit; 

United Kingdom: Captain A. H. RYLEY, Elder Brother of Trinity House; 
Spain: M. R. ENAMORADO ALVAREZ-CASTRILLON, Engineer, Secretary of the Lighthouse 

Committee; 
France: M. A. DE RouviLLE, Chief Engineer of the Bridges and Roads Department, Director 

of the Central Lighthouse and Buoyage Service; 
Italy: Count F. CAPPONI, Commander, Naval Attache at the Italian Embassy, London; 
Netherlands: M. VAN BRAAM VAN VLOTEN, Chief Engineer of the Technical Lighthouse Service; 
Sweden: M. E. HXGG, Director-General of the Royal Pilotage, Lighthouse and Buoyage 

Administration. . 

The question of maritime buoyage had been placed on the agenda of the session so that 
members of the Committee should have an opportunity of taking cognisance of this special 
Committee's work. 

1 Documents C.276.l\LI79.I937·VIII and Annex I. 
2 Document C.253.I937·VIII. 
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s. Appointment of Dr. Rothmund and Dr. Soubbotitch to follow the Proceedings of the Legal 
Committee of the· Rome International Institute ·for the Unification of Private Law· 

In accordance with the Committee's terms of reference, the Chairman had r~quested Dr. 
Heinrich Rothmund, Member of the Permanent Committee on ~oad Traffic, and His Excellency 
Dr. Ivan Soubbotitch, Member of the Permanent Legal Committee, to represent the Comn;um
cations and Transit Organisation on the Legal Committee ~et up by ~h~ ~o~~ InternatiO?al 
Institute for the Unification of Private Law to study the question of the CIVIl habihty of motonsts 
and compulsory insurance. . . 

He had informed the Secretary-General of the League of Nations ~f these appomtments and 
added that, in his opinion, the delegates might with advantage be. assisted ~y a member of the 
Secretariat, who might even attend the meetings of the Legal Committee and, If necessary, replace 
the delegates. · . . 
· The Chairman had further requested th!! Secretary-General to mform the ~om~ Institute 
that the Committee had expressed a desire to be notified of the r~sults of th~ I~stitute s work o~ 
the civil liability of motorists and compulsory insurance before their commumcatwn to the Council 
of the League. . 

M. Krbec was happy to inform the Committee that the Rome Institute and its Legal Co~mi~tee 
had extended a warm welcome to the representatives of the Organisation for Commumcatwns 
and Transit and that the closest possible co-operation had been established under the most 

. promising auspices. 
For fuller details M. Krbec referred members of the Committee to the report of the 

representatives of the Communications and Transit Organisation (Annex 2), who had been invited, 
together with the Rome Institute, to attend the Committee's discussion of the question. 

6. Customs Exemption for Liquid Fuel used in Air Traffic. 

In a resolution adopted at its nineteenth session, the Committee instructed its Chairman to 
approach the Council of the League of Nations in its name in order that steps might be taken as 
soon as possible for the conclusion of an agreement between European States on the basis of the 
text formerly submitted to the Governments of such States concerning Customs exemption for 
liquid fuel used in air traffic. The Committee expressed the opinion that this purpose could best 
be attained by the opening of a Protocol for signature or, if necessary, by the meeting of a short 
Conference which would enable the Governments to exchange their views on the subject before 
signing the text of an agreement. 

In pursuance of this decision, the Chairman requested the Secretary-General to bring the 
matter before the Council, which, at its session in January 1936, was thus called upon to consider 
the conclusion of an Agreement based upon the draft prepared by the Committee with the addition 
of the usual formal clauses. On that occasion, the representative of the United Kingdom on the 
Council stated that his Government would be prepared to take the necessary steps to have such 
an agreement opened for the signature of European States in London in the near future. The 
Council approved this procedure and adopted the draft Agreement.l 

The United Kingdom Government duly gave effect to the Council's decision. 

7· German Representation on the International Commission of the Danube. 

In a resolution adopted at its nineteenth session concerning the dispute which had arisen 
on the !nternational Commissio~ of the Danube regarding German representation on that body 
and which had been referred to It by the Governments of the United Kingdom, Czechoslovakia, 
France and Italy, the Committee expressed the opinion that, in view of the circumstances of 
the case, the dispute could not be settled by conciliation. It instructed its Chairman to take 
such action as might be required to give effect to that decision. 

The Chairm'an therefore communicated the text of the resolution to the Secretary-General 
requesting him to inform the Government concerned. ' 

By ~ommunications .subsequently addressed to the Secretary-General, the Governments of 
Roumarua and Yugoslavia, moreover, associated themselves with the action taken by the four 
above-mentioned Goverrunents in this matter (Annex 3). 

Following on the .receipt of these two further communications, the Chairman consulted the · 
members of the Commit.tee by let~er and, in t~e light of t?e replies received, informed the Secretary
General that the Committee considered that It had nothmg to add to the above-mentioned decision 
taken at its nineteenth session. . 

8. National Public Works. 

At its nine~eel!-th session, the ~ommit~e.e decided to have the documentary material collected 
by t~e Secretar~at m t~e course of Its ~nqmnes regarding national public works studied by experts, 
and mstructed Its Chairman to orgamse such a study, which it considered could appropriately be 
entrusted to a few experts of outstanding experience. 

1 See Official Journal, 1936, No.2, page III. 
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The Chairman accordingly appointed the following three experts for the purpose: 

M. B. DJOURITCHITCH. formerly Yugoslav Deputy Minister of Communications; 
M. Silvain DREYFUS, Honoi:ary President of the French General Council of Roads and Bridges 

and the High Council of Public Works; 
M. F. L. ScHLINGEMANN, Chief Engineer, Director of the Netherlands "Rijkswaterstaat ". 

The experts met in Geneva in June 1936 and drew up a report,1 which was largely based 
upon the preliminary survey prepared by the Secretariat and annexed to their report. On the 
proposal of his colleagues, M. Silvain Dreyfus presided over the experts' discussions. 

Furthermore, as the experts considered it desirable that their report and the appended 
preliminary survey should be brought to the notice of the various Governments, effect was duly 
given to this suggestion by the Secretary-General. 

Future action in regard to the question of public works was a separate point on the agenda. 

9· Unification of Transport Statistics: Correspondence with the Central Commission for Rhine 
Navigation. 

The Chairman had consulted the members of the Committee by letter regarding the adop
tion on the Rhine of a new nomenclature of goods for the purpose of transport statistics, on 
which question the Central Commission had requested the opinion of the Communications and 
Transit Committee. ' 

Having completed his consultation, M. Krbec replied to the Chairman of the Rhine Commission 
in the sense indicated in the document reproduced in Annex 4-that is to say, he intimated that 
the Advisory and Technical Committee saw no objection to the adoption on the Rhine of a nomen
clature which had commended itself to all the States concerned and which in any case differed 
scarcely at all from the draft nomenclature compiled by the Committee for the Unification of 
Transport Statistics of the Communications and Transit Organisation. He added that, when the 
matter came up for further consideration, the Committee would certainly benefit by the experience 
gained through the application of the new system on such an important international waterway 
as the Rhine. 

V. MARITIME BUOYAGE. 

The Advisory and Technical Committee took note of the report 2 of the small Committee 
set up to prepare a new draft Agreement concerning a uniform system of maritime buoyage and 
the text of the Agreement regarding a Uniform System of Maritime Buoyage and of the annexed 
Rules drawn up by the Committee and opened by the Council on May 13th, 1936, for signature by 
the States invited to the Conference for the Unification of Buoyage and the Lighting of Coasts 
held at Lisbon in 1930.3 From the latter document, it appeared that, by May 12th, 1937, the 
Agreement had been signed by fourteen Governments. 

The ACTING SECRETARY-GENERAL OF THE COMMITTEE added that a slight change had been 
made in the original text at the request of the United Kingdom Government, which had asked that 
the words " overseas territories " be inserted in Article 9· That amendment had been accepted 
by the other signatory States and was included in the final text. 

On the CHAIRMAN's proposal, the CoMMITTEE congratulated the small Committee 
on the success of its work and expressed the hope that the signatures already received 
would be followed by a great many accessions. 

VI. MARITIME TONNAGE MEASUREMENT. 

The CHAIRMAN reminded the Committee that, at its nineteenth session, it had decided to post
pone consideration of this matter until sorrie future occasion. · It had further decided that the 
report of the Chairman and Rapporteur of the Technical Committee on Tonnage Measuref!lent,4 

together with the annex reproducing the observations of Governments, should be commumcated 
to the Council and to the Governments concerned. This was done at the beginning of 1936. The 
only observations so far received were those embodied in a letter from the French Ministry for 
Foreign Affairs dated August 25th, 1937 (Annex 5). The Chairman invited the members of the 
Committee to give their opinion as to what action, if any, should be taken with regard to that 
communication. 

1 Document C.276.M.t66.1936.VIII. 
s Documents C.128.M.67.I936.VIII and C.t28(a).M.67(a).1936.VIII. 
• Document C.26I(I).M.I54(I).1936.VIII. 
' Documents C+M+I936.VIII and Annex I. 
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M. Silvain DREYFUS recapitulated what. the Organisatio~ for Communications and Transit 
had already done in the matter, and explained the reasons which had led the French Government 
to make the proposal set out in its letter. 

The French Government had been struck by the fact that no. other Government had made 
any observation or proposal with regard to the report of the Chairman and Rapporteur .of the 
Technical Committee, which had been communicated to Governments more than a year previOusly. 
It was in the hope of obtaining some positive. result from the.gre?-t amount of ~ork already done 
in this matter by the experts of the Organisation for Commumcatwns and Transit that the Fr~nch 
Government had proposed that a Drafting Committee be set up to frame new draft re~ulatwns 
regarding the tonnage measurement of ships in the light of the Governments' observatiOns. 

The CoMMITTEE concurred in this suggestion and adopted the following 
resolution: 

''The Advisory and Technical Committee: 
"Notes that in accordance with the resolution it adopted at its nineteenth 

session, the report of the Chairman and the Rapporteur of its T~chnical Com
mittee on Maritime Tonnage Measurement has been commumcated to the 
Council and to Governments, together with the annex containing observations 
submitted by Governments, and · 

"Requests the Drafting Committee of the Technical Committee on Maritime 
Tonnage Measurement to draw up a final text taking account to the greatest 
possible extent of the wishes expressed by the various Governments." 

VII. PoLLUTION OF THE SEA BY OIL (see Annex 6). 

The CHAIRMAN explained that steps were being taken to secure the attendance of all the 
important maritime States at a Conference to conclude a Convention on this subject. 

The COMMITTEE noted this communication and adopted the following resolution: 

"The Advisory and Technical Committee, 
"Having taken note of the discussion in the Second Committee of the 

Assembly of 1936 and at the Council meeting of October roth, 1936, in the 
course of which it was pointed out that the results expected of the contemplated 
agreement concerning the pollution of the sea by oil would not be obtained unless 
all the countries having a large mercantile marine took part: 

" Expresses in its turn the hope that all Governments will collaborate in 
settling this problem; 

" And requests the Secretary-General of the League to bring this resolution 
to the notice of Governments." 

VIII. ACTION TO BE TAKEN ON CERTAIN CONCLUSIONS OF THE INTERNATIONAL HYDROGRAPHIC 
CONFERENCE AT MONACO, APRIL 1937. 

M. Silvain DREYFUS considered that the two questions dealt with in the document reproduced 
in Annex 7 were of primary importance. The first point needed no comment. The second referred 
to the situat~o_n which in actual fact already_ ex.isted in several countries, including France. Inland 
po~t authontres ~ollected .the. hydrographic mforma~ion necessary for keeping open channels 
which were e?sentral to navigatiOn. It w_ould be useful If the publications and documents prepared 
by those servrces were regularly com?lumcated to the national hydrographic service in each country. 

He sugl?ested that the Committee should at once approve the principles expressed in the 
Hydrographic Co~ference's con~lusio_ns, with?ut going ~nto questions of application and detail. 
When t~e Committee had received mformatwn regardmg the two points in question, it could 
then decide what steps should be taken. . 

He also proposed that the Chairman of the Committee should be asked to follow the question. 

On the motion of Dr. DE VASCONCELLOs, the COMMITTEE adopted the following 
resolution: 

"The Advisory and Technical Committee 
" Havin.g examined the proposals submitted to it by the International 

Hydrographic Conference held at Monaco in April 1937: 
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" Approves these proposals in principle, and 
" Leaves it to the Chairman to follow the matter up with a view to taking 

such action as may be necessary to give effect to the proposals, after receiving 
detailed information in regard to the procedure to be adopted and the exact 
scope of the measures to be taken by the Committee." 

IX. STOWAWAYS. 

Letter from the International Shipping Federation (Annex 8) and Note from tlze International 
Shipping Conference (Annex g). 

M. V ALDES-RorG said that the experience which he had acquired as Cuban consul in various 
countries led him to believe that the time had not yet come for drawing up a convention on 
stowaways. In his opinion, moreover, it was simply a police question. In the course of his career, 
he had had occasion to question a large number of stowaways and had found that, in most cases, 
they had got on board with the complicity of subordinate employees of shipping companies; 
and he also pointed out that no reference was made in the note from the International Shipping 
Conference to the responsibility of shipping companies with regard to stowaways. When a 
stowaway was discovered on board a boat, he was made to work and obliged to earn his board, 
and lodging. There remained, of course the cost of transport, but it was well known that when 
companies were calculating the cost of a passage, they added the cost of transport to that of board 
and lodging. Further-if repayment by consuls of the expenses resulting from illegal journeys 
were admitted as a general rule, the procedure necessary would be very lengthy. The consuls 
would, in fact, have to apply to their Governments for credits which would only be obtained three 
to six months after they had been asked for. Finally, many countries which were not anxious to 
receive undesirables would be sure to refuse to agree to the first rule suggested by the International 
Shipping Conference-namely, that "it be made permissible for the ship's master to land the 
stowaway at the first port of call after the stowing-away has been discovered ". 

. M. Silvain DREYFUS thought that the question raised by the International Shipping 
Federation and the International Shipping Conference was an extremely delicate one, as it was 
connected with points of international law of the highest importance. He proposed that the two 
letters which had been received should be submitted to the Permanent Legal Committee of the 
Advisory and Technical Committee, together with M. Valdes-Roig's observations. The Legal 
Committee would of course not meet specially in order to study those documents, but would place 
the question on its agenda. 

Dr. DE VASCONCELLOS agreed with this suggestion. The questions raised in both the documents 
before the Committee were extremely delicate and should be approached very cautiously in 
existing political conditions. . 

M. NoRDBERG pointed out that the question of stowaways was closely related to that of the 
right of refuge, since, in a large number of cases, stowaways were persons who wished to escape 
from a regime which had become intolerable to them; they could not therefore merely be forced to 
return to their own country. 

M. KRBEC thought that several preliminary questions arose. The first was whether the 
expense caused to shipping companies by stowaways was a heavy financial burden for them; 
personally, he did not think so. Secondly, he wondered whether the number of stowaways could 
not easily be much reduced by more effective control on the part of the companies themselves, 
in collaboration with the police. If, when those two questions had been examined, the conclusion 
was reached that something should be done about stowaways, the question still remained whether 
Governments would be willing to accept the expenses which the International Shipping Conference 
and th~ International Shipping Federation proposed should be incurred. He also thought that, 
should 1t no longer be to the interest of shipping companies to exercise effective control to prevent 
th~ embarcation of stowaways, the number of the latter would immediately increase. If all these 
pomts were considered, the value of a convention on this subject would appear to be doubtful; 
but he had no objection to the question being submitted to the Permanent Legal Committee o"r 
some other committee. 

M. VALDEs-RorG entirely agreed with M. Krbec. 

M. HEROLD said that, as it was considered that no positive result could be obtained, he 
wondered whether it would not be better to state at once that no conclusion could be reached in 
the matter and that the question should be shelved. 

M. DE RuELLE supported this suggestion. No international convention on the question 
was possible, and bilateral treaties would be the very most that could be expected. 

M. Silvain DREYFUS emphasised that he had not suggested that an international convention 
should be prepared, but merely that the question should be referred to the Permanen~ Legal 
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Committee for its opinion. If the latter declared, in so many words, that an international 
convention should not be drawn up, the matter would be shelved. 

The CoMMITTEE decided to instruct its Permanent Legal Committee to examine 
the matter when it next met. 

X. REPORT OF THE PERMANENT COMMITTEE ON ROAD TRAFFIC ON ITS ELEVENTH 
SESSION.1 

The Committee examined the report of the Permanent Committee on Road Traffic on its 
eleventh session 1 chapter by chapter. 

The CHAIRMAN invited M. Nordberg, Chairman of the Committee on Road Traffic, to give 
additional explanations where necessary. 

I. Action taken with regard to the Committee's Recommendations in connection with Three-colour 
Light Signals and Two New Road Signs (Overtaking prohibited and Use of Sound Warning Signals 

prohibited). 
(a) Light Signals. 

M. NoRDBERG recalled that the Permanent Committee had already drawn up recommendations 
regarding light signals in towns, and had been in favour of the three-colour system (red, amber, 
green), and had indicated inter alia what should be the order in which the lights appeared, and 
their exact meaning. Those recommendations had been communicated to the various Govern
mants, which had given their views on the matter. The Committee had reached the conclusion 
that it would be preferable to allow experiments with the three-cqlour system (which had only 
been applied fairly recently) to continue, before preparing the text of an addition to the Annex 
to the 1931 Convention on tl~e Unification of Road Signals. 

Colonel O'GoRMAN (International Aeronautical Federation) observed that the system whereby 
traffic was controlled by a policeman was more flexible, and had therefore certain advantages 
over a mechanical system of lights. The latter took no account of traffic needs, which varied 
greatly according to the time of day and the density of traffic; complete stoppages often resulted, 
which were needless and impeded traffic considerably. 

M. Silvain DREYFUS pointed out that the system whereby traffic was controlled by a policeman 
was not perfect either, owing to the fact that the policeman, who was a human being, with limited 
possibilities, was not always able to see everything and give the appropriate signals at the right 
moment; he might give motorists the signal to start after pedestrians had already begun to cross 
the road and were therefore in danger from oncoming traffic. . 

M. NoRDBERG, in reply .to Colonel O'Gorman's remark, explained that the Committee ha~ 
not a?vocated that any special system should be recommended. It had merely drawn up certain 
rules m accordance with which it considered that light signals should be organised in places where 
the authorities thought they would be useful. 

M. DIETRICH DE ~ACHSENFELS suggested that, in dealing with the question of light signals, 
the Permanent Committee should make a distinction between automatic light signals and light 
signals controlled by a policeman. 

The CHAIRMAN did not think that the observations of M. Deitrich de Sachsenfels 
M. Silyain Dreyfus, M. Nordberg and Colonel O'Gorman called for a special resolution by th~ 
Committee, but he suggested that they should be entered in the Minutes and thus brought to the 
notice of the Permanent Committee on Road Traffic. · 

Agreed. 

The COMMITTEE approved the Permanent Committee's resolution. 

(b) New Signs regarding Prohibition of Overtaking and Prohibition of the Use of Sound Warning 
Signals. 

The COMMITTEE made no observations on this matter. 

Proposal of M. Silvain Dreyfus regarding the Distance between Advance Signs and the Obstacles to which they refer. 

M. S_ilvain DREYFUS exp_lained that his attention had been drawn to the advantage of placin 
danger signs, so _far as possible! always at the same distance from the obstacle to which the g 
referr~d .. He rll;IS~d this questiOn ;>o that the Permanent Committee on Road Traffic mi J. 
exaffil:ne It and, If It thought fit, decide on an approximate distance pro osin at the same ti!e 
t~at, m cases where the rule could not be observed, that fact should' be i~dicaf~d on the sign. ' 

1 Document C.322.M.217.1937·VIII. 



M. NoRDBERG replied that he saw no objection to bringing this suggestion before the 
Permanent Committee on Road Traffic. He wished however to point out, in connection with 
signs prohib~ting overtaking or the use of sound warning signals, that such signs should be placed 
very near to the section of road to which the prohibitions applied-i.e., near bottle-necks, in the 
case of the former class of signs, and at .the limit of built-up areas in the case of the latter. 

M. Silvain DREYFUS explained that his suggestion only applied to signs indicating the 
proximity of a danger or an obstacle. · 

M. DucHAINE, though considering M. Silvain Dreyfus' proposal very interesting, wished to 
point out that the 1926 Convention regarding Motor Traffic stipulated that signs should be placed 
at right angles to the road at a distance which should not be less than 150 or more than 250 metres, 
unless the nature of the ground made this impossible. He thought there would be certain 
difficulties in the way of fixing a standard distance. 

On the proposal of the CHAIRMAN, the COMMITTEE decided to transmit M. Silvain 
Dreyfus' proposal to the Permanent Committee on Road Traffic. 

2. Commztnication by the Chairman on the Desirability of supplementing the " Waiting prohibited " 
or "Parking prohibited" Signs provided for in the Annex to the Convention of M,arch joth, I9JI, 

on the Unification of Road Signals. 

The CoMMITTEE decided to give effect to the resolution of the Permanent Com
mittee on Road Traffic and to submit a recommendation to Governments in this 
connection. 

It adopted the following resolution: 

"The Advisory and Technical Committee, 
"Noting that it would. be desirable to complete the 'Waiting prohibited' 

or ' Parking prohibited ' signs provided for in the Annex to the Convention of 
March 30th, 1931, on the Unification of Road Signals: . 

" Requests the Secretary-General of the League to communicate to the 
Governments of the States parties to the said Convention, and to such Govern
ments as might accede thereto, the following recommendation adopted by the 
Permanent Committee on Road Traffic: 

" ' The Permanent Committee on Road Traffic, 
" ' Recommends that, where necessary, an arrow indicating the direction 

of the zone where waiting or parking is prohibited b.e added to the' Waiting 
prohibited ' and ' Parking prohibited ' signs below the disc. A second 
similar sign provided with an. arrow in the opposite direction might be 
placed at the other end of this zone. An alternative would be to employ 
only one sign provided with an arrow, this arrow being accompanied by a 
figure indicating the length of the prohibited zone.' " 

3· Action taken with regard to the Committee's Recommendation relating to the Observation of the 
Prescriptions of Articles 3 aud 5 and of Annex C of the International Convention relating to Motor 

Traffic, signed at Paris in r926. 

The CHAIRMAN stated that the Permanent Committee has asked the Advisory and Technical 
Committee to initiate action designed to draw the attention of Governments once more to the 
desirability of complying strictly with the provisions of the 1926 Convention referred to above. 
The Committee had also urged that the attention of tourist organisations empowered to issue 
triptychs and other travel documents should be drawn to the same point by way of direct approach, 
and that they should be asked to insist upon the strict observance of the relevant regulations by 
the parties concerned. 

M. NORDBERG explained that the Permanent Committee's conclusions were due to the fact 
that the nationality plates on motor-cars were often fanciful in appearance and sometimes very 
difficult to read, even at a short distance. 

An exchange of views took place on the desirability of forwarding a further communication · 
to Governments on this subject through the French Government, with which the text of the 
Convention was deposited, and which had undertaken to forward all communications relating to 
the Convention to signatory Governments. 

On the CHAIRMAN's proposal, the COMMITTEE adopted the following resolution: 

" The Advisory and Technical Committee: 
" Notes with satisfaction that, in accordance with the recommendation it 

made at its nineteenth session, the French Government has drawn the. attention 
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o£ Governments that had signed the International Conv~ntion ~£ rgz6 conce_n;ling 
motor traffic to the desirability of complying more stnctly _with the pr~vis~ons 
of Articles 3 and 5 of the Convention and of Annex C, concermng the const~tutwn, 
position and lighting of nationality plates. In view ~f the fac_t th~t failur~ to 
comply with these provisions is still frequent, the Committee con_siders 1t expedient 
that a notification should be sent to the French Government m order that that 
Government may, if it sees fit, send a further communication to the ~?vernments 
that have not yet replied to the circular letter of August 3rd, 1936. 

It was further decided to instruct the Secretariat with .the forwarding of a 
communication to tourist organisations. 

4· Action taken with regard to the Committee's Recommendation concerning the System of Level
crossings in the Vicinity of Railway Stations. 

· The CHAIRMAN stated that the Permanent Committee had associated itself with the rec?m
mendation put forward by the Special Committee for the Study of Signals at Level Cross~ngs 
concerning the desirability of abolishing such crossings. ~n addition, on. the proposal of Pnnce 
Ghika, it had expressed the view that the first level-crossmgs to be abohshed should, generally 
speaking, be those affected by station shunting operations. 

M. NoRDBERG suggested that the proper procedure would be to send the recommendation for 
examination to the Special Committee for the Study of Signals at Level-crossings. 

M. HEROLD thought that the recommendation as it stood was somewhat too sweeping in 
laying down the order in which level-crossings should be abolished. Other factors should be 
taken into account, such as the intensity of the traffic, both by road and rail, at each crossing. 
Abolition was specially urgent in cases where heavy road traffic was impeded by the shunting 
operations at stations where there was a considerable volume of rail traffic. 

After an exchange of views, the COMMITTEE decided to refer .the Permanent 
Committee's recommendation, together with M. Herold's comments, to the Special 
Committee for the Study of Signals at Level-crossings. 

5· · Unification of Statistics relating to Road. Traffic Accidents. 

The CHAIRMAN pointed out that the decisions taken by the Permanent Committee in this 
matter would, if the Advisory and Technical Committee ratified them, involve the latter in some
what onerous responsibilities. He accordingly suggested that the Committee should first examine 
point by point the conclusions arrived at by the Committee for the Unification of Statistics relating 
to Road Traffic Accidents.1 · 

This suggestion was adopted. 

The CHAIRMAN asked Mme. Lehmann, who had acted as Secretary to the Committee for the 
Unification of Statistics, to read the conclusions of that Committee and to give any additional 
information that might be required. 

Mme. LEHMANN read out the Committee's twelve conclusions and stated that the Committee 
had not felt it necessary to make the compilation of statistics compulsory for all road accidents, 
since it was aware that the collation of complete statistics of accidents causing material damage 
only was extremely difficult. It had accordingly confined itself to urging the compulsory prepara
tion of statistics of all accidents causing death or bodily injury; a report had to be made on each 
accident by an agent appointed for the purpose. The Committee had also examined at length 
the definition of "persons killed", concerning which the present practice of Governments varied 
considerably. The Committee had come to the conclusion that in order not to distort the statistical 
results, persons dying within thirty days of the date of the accident should also be included. 

The Committee had recommended that the first category of statistics-those relating to the 
number of accidents, the number of vehicles involved, the number of the victims and the nature 
of the a~cident-should be published annually, w~ereas the sec.ond and third categories-relating 
to the circumstances, and to the causes, of the accident respectively-need not be published more 
frequently than every five years. The Committee's reasons for making this distinction were that 
it had de~ired not to overburde~ Govern~ents with work, more especially since the statistical 
data relatmg to the second and t~Ird categones were less subject to variation than the first category. 

She added that the Committee proposed to pursue and complete its work in the light of 
enquiries to be undertaken by the International Statistical Institute at The Hague. 

The COMMITTEE adopted the twelve conclusions of the Committee for the 
Unification of Statistics. 

~ See document C.zJ6.M.IJ9.I937·VIII. 
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Colonel O'GoRMAN (International Aeronautical Federation) pointed out that the report of the 
Committee for the Unification of Statistics, which contained some interesting conclusions, required 
to be supplemented in certain respects. The justification for preparing statistics of road accidents 
was, in his view, the hope of avoiding such accidents. It was therefore essential that the statistics 
should reveal clearly the main causes of accidents. The report made no mention of two of the 
most important among such causes-namely (r) the intensity of the traffic; (2) the impossibility 
for road-users in some circumstances of knowing the intentions of other road-users in their imme
diate proximity. Every accident became a certainty some moments before it actually occurred; 
in other words, it became inevitable some distance away from the spot at which it later took place. 
It generally arose because the persons coming into collision had failed to convey their intentions 
to one another. The ratios between the number of accidents, the number of vehicles in circulation, 
population, etc., should be studied not, as the Committee had suggested, in a general manner, 
but in connection with the accidents that actually occurred. The interesting fact to elucidate in 
each accident would be the number of vehicles and pedestrians on the road at the time. He felt 
that conclusion 8 might with advantage be supplemented in that sense. As was well known, 
the accident curve rose with the intensity of the traffic; therein lay the true cause of accidents. 

M. HEROLD considered that the report drawn up by the Committee for the Unification of 
Statistics relating to Road Traffic Accidents and submitted to the Advisory and Technical 
Committee was an able piece of work. Since the twelve conclusions it contained had just been 

. adopted, the only question outstanding was that of dealing suitably with the report. He felt 
that the Advisory Committee should go somewhat further than was proposed in the report and 
should request Governments to inform the League of Nations of the measures taken by them 
to give effect to the conclusions of the Committee for the Unification of Statistics. Later, and 
in the light of the replies received from Governments, the Advisory and Technical Committee 
would be in a position to decide whether the investigations should be pursued and whether the 
conclusions of the report needed modification. For the moment, there was no need to go into 
further details. 

Mr. KEANE, while supporting M. Herold's proposals, wished to make a general reservation. 
He had ascertained that pedestrians were not represented on the Committee for the Unification 
of Statistics relating to Road Traffic Accidents, whereas motorists were very fully represented. 
The gap should be filled in future, for it was to be noted that, in a number of countries, pedestrians 
were organised just as motorists were. . 

He added that Colonel O'Gorman had drawn attention to two causes of road accidents-in 
his opinion, the principal ones. For his own part, however, he felt that the most frequent cause 
was speed. 

M. DE VASCONCELLOS agreed that the report of the Committee for the Unification of Statistics 
relating to Road Accidents was entirely satisfactory. At the same time, it had been found that 
certain important matters were not dealt with, and he shared Colonel O'German's opinion that 
the studies bearing on those points should be pursued. 

M. KRBEC proposed that the Committee should take note of the excellent report submitted 
to it, and should transmit it to Governments-not for acceptance as it stood in every detail, but 
in order that they should submit any comments which they might desire to make and supply 
information concerning their own practice in the matter. These replies from Governments would 
enable the Committee of Statisticians, or the Committee on Road Traffic, to pursue its work. 

M. HEROLD felt that M. Krbec's proposal was incomplete. Governments should be asked: 
(r) to apply in so far as possible the recommendations of the Committee of Statisticians and to 
use the tables prepared by the latter as the Committee on Road Traffic had urged, and (2) to 
forward to the Secretariat, within a fixed time-limit, information on experiments undertaken 
by them, comments they desired to make, etc., so that the work might be pursued. He feared 
that, if M. KrbeC's proposal were adopted in its present form, no results whatever would follow .. 

M. Silvain DREYFUS and Mr. KEANE supported M. Herold's proposal, which M. KRBEC 
also accepte.d, in consideration of the words " in so far as possible " which had been inserted. 

The conclusions of the Committee for the Unification of Statistics Relating to 
Road Traffic Accidents were adopted, subject toM. Herold's suggestions as to proce
dure and further study. The time-limit mentioned in the latter's proposal was fixed 
at the end of 1940. 

The COMMITTEE adopted the following resolution: 
·: The Advisory and Technical Committee: 
" Adopts the conclusions reached by the Committee for the Unification of 

Statistics relating to Road Traffic Accidents; 
" Requests the Council to communicate the Committee's report to Gov:rn

ments in order that these should in future draw up their statistics on the subJect 
in accordance with the recommendations and tables annexed to the report, and 
should inform the Secretary-General of the League of Nations, before december 
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31st, 1940, of any experience they may have gained and of any other observations 
they may see fit to make." 

M. Silvain DREYFUS drew attention to the following passage in the report of the :rermanent 
Committee on Road Traffic: "Moreover, the attention of Government delegates to this. Co:r:gre?s 
(i e the Road Congress) should no doubt be drawn to the necessity for avoiding duplicatiOn m 
the.'work of Road Congresses and that of the Communicatio~s an~ Transi~ Committee". The 
idea was excellent, but how was it to be applied ? The countnes takmg part ~n the Road Con15ress 
to be held at The Hague in rg38 were not all Members of the League,. and It would accordmgly 
be wiser to put forward a recommendation which did not expressly mentiOn Government delegates. 

The CHAIRMAN felt that, in the circumstances, the idea might be expressed, as 
M. Silvain Dreyfus had suggested, in a recommendation to be forwarded to the Bureau of the 
Permanent International Association of Road Congresses. 

Agreed. 

6. Unification of the Direction of Road Traffic. 

In reply to the Chairman, M. NoRDBERG explained that the Permanent ~om!llitte~'s recom
mendation relating to the taking of certain preliminary measures by countn~s m which traffic 
kept to the left, with a view to preparing for a change-over to the nght, was mtended to apply 
to European countries only. . 

M. DE CASTRO asked what were the technical reasons which had led the Permanent Committee 
to the conclusion that the rule of keeping to the right was preferable. Further, he thought that 
this question should form the subject of a recommendation to be addressed to the Gover_nments 
of all countries, since the problem was universal. Consequently, it was also of the greatest mterest 
to non-European countries. 

M. VALDEs-RorG agreed with this view. 

M. NoRDBERG replied that the rule of keeping to the right had not been considered preferable 
for technical or scientific reasons; the Permanent Committee had urged the general adoption of 
the right-hand rule solely because that rule was already applied in the majority of European 
countries. As to the restriction of the scope of the recommendation to Europe, the Committee 
had in so doing desired to deal with the most urgent matter first; moreover, it had not yet sufficient 
information concerning practice in non-European countries. 

The CoMMITTEE adopted the following resolution: 
" The Advisory and Technical Committee: 
" Considers it desirable that, in order to hasten the adoption of the rule 

that all traffic should keep to the right, the various States whose traffic still 
keeps to the left should, when renewing transport material-tramways, motor 
omnibuses, etc.-take the necessary preparatory steps to enable the direction 
of traffic to be changed with the minimum expense when the time comes; 

" Requests the Secretary-General of the League to inform Governments of 
this recommendation; 

"Requests its Permanent Committee to extend its enquiry concerning the 
unification of the direction of road traffic so as to cover non-European countries." 

7· Simplification of Travelling Documents. 

(a) Standardisation of National Driving Licences and National Registration Cards . 

. M. NORJ?BERG exp.lained that certa~n ct;mntries had, ~y mea~s of bil<~;teral agreements, already 
~elreved foreign mo~onsts ~rom t?e oblrga!ron of producmg the mternatronal documents specified 
m the rgz6 ConventiOn. Difficulties had ansen, however, because the officials of the frontier control 
services had been unable to verify whether the document submitted to them-a document of which 
the shape an.d ap:p~arance varied con~iderably fr?~ co~ntry to country and the text of which 
w~s often unmte~Igible to them:-:-was m fact :;t dnvmg licence or a registration card. To remedy 
this st~te of affairs and to facilitate the r~ciprocal recognition by other countries of national 
travellmg ~ocuments, th:e Permanent Committee, at the request of the International Association 
of Recognised Automobile Clubs (I.A.R.A.C.), had adopted this proposal. 

. An exchange of yiews to~k place on the relative merits of the international permits prescribed 
m the rgz6 Convention relatmg to Motor Traffic, and of standardised national permits. 

M. NoRDBERG m~de it .clear that the international documents provided for in the Convention 
woul~ of co~r~e remam valid. as long as the Convention itself was in force. But certain countries 
had, m additiOn, through bilateral agreements, decided to accept the corresponding national 
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documents as equivalent to the international papers. The Committee's recommendation on 
standardising the documents was designed to encourage the conclusion of further agreements 
of this type. Countries where the driving licence system was not applied would naturally continue 
to use the international permit. 

M. Silvain DREYFUS said that the general recognition of national travelling documents would 
lead to a position identical with that at present obtaining in regard to national tonnage measure
ment certificates of vessels engaged in inland navigation, which are recognised by all countries. 

The CoMMITTEE adopted the following resolution: 
" The Advisory and Technical Committee, 
" In order to facilitate the recognition abroad of national driving licences 

and national registration cards: 
" Recommends the adoption of a uniform model for each of the above

mentioned documents, uniformity applying to the external aspect, maximum 
and minimum dimensions, colour and inscriptions on the cover. These inscriptions 
should be in at least two languages, the national language and French, as in the 
case of Customs carnets. Simply as an indication, the new driving licence and 
the new registration card should be· very similar to the models reproduced in 
Appendix to Annex 5 of the Report of the Permanent Committee on Road 
Traffic on its eleventh session,! it being understood that the maximum dimensions 
of these documents should not exceed 15 em. by 10.5 em. 

" The Committee· requests the Secretary-General of the League to bring 
this recommendation to the notice of Governments." 

(b) Plan for the Drawing-up of a Passport for Motor Vehicles: Proposal by the Royal Azttomobile 
Cltub of Norway. 

The ADVISORY COMMITTEE took cognisance of the findings of the Permanent 
Committee. 

8. Instruments adopted by the Ezwopean Conference on Road Traffic: Position as regards Signa
tures, Ratifications and Accessions. 

The ADVISORY CoMMITTEE took cognisance of the conclusions of the Permanent 
Committee. 

9· Revision of the International Conventions of April 24Jh, I926, relating to Motor Traffic and 
Road Traffic. 

The AcTING SECRETARY-GENERAL OF THE CoMMITTEE drew attention to Annex 9 of the Per
manent Committee's report!, in which an extract from the report of the Second Committee to the 
Assembly,. adopted by the latter on October roth, 1936, was reproduced. 

In the report in question, the delegate of Denmark expressed the hope that the Organisation 
for Communications and Transit would secure a wider degree of uniformity in traffic regulations 
and road signals. He urged the organisation to be active in the pursuit of its efforts to achieve 
an international code in the matter of road traffic and road signals, and to consider the desirability 
of revising the existing Conventions and perhaps of re-arranging the provisions of those Conventions 
with a view to a more systematic presentation. 

M. NoRDBERG pointed out that the Permanent Committee had duly noted this recomme~?a- . 
tion. The Committee was actively pursuing its work on road signals and, as regards the reVIsion 
of the 1926 Conventions, it had decided to wait for the result of the preparatory work in which 
the I.A.R.A .. C: was at present engaged before undertaking this new task. 

At the suggestion of M. KRBEC, the CoMMITTEE adopted the following resolution: 

" The Advisory and Technical Committee requests its Permanent Committee 
to consider the expediency of revising the International Conventions of rg26 on 
Motor Traffic and Road Traffic and the Convention of March 30th, 1931, on the 
Unification of Road Signals, and, if necessary, of re-grouping the provisions 
contained in them with a view to obtaining a more systematic whole, and to 
report in due course to the Committee. 

1 Document C.322.M.2I7.1937·VIII. 
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" In the course of this enquiry, the Permanent Committee will consider th~ 
suggestions communicated to it by the Internation~l Transport 'Yorke~s 
Federation and reproduced, together with the Comm~ttee's observatiOns, I~ 
Chapter X of its report on its eleventh session, under pomts A I, C 2, 5 and 6. 

ro. New Programme of Claims put forward by Motor Drivers, communicated by the International 
Transport Workers' Federation. 

On the proposal of the CHAIRMAN, the Committee considered seriatim the conclusions reached 
by the Permanent Committee on these claims. 

Point A I. 

On the proposal of M. NoRDBERG, seconded by M. Silvain DREYFUS and .Colonel PERON, 
the CoMMITTEE decided to refer the matter to the Permanent Committee on Road 
Traffic for consideration together with the other questions the solution of which 
in~olves an amendment of the International Convention of rg26 on Motor Traffic. 

Point C 2. 

M. Silvain DREYFUS pointed out that, although the provi~ions in question were ~ot ~mong 
those at present regulated by the Convention of rgz6, t~ey mtght usefully be e~bodted m the 
revised Convention. He therefore proposed that this question also should be set astde and referred 
to the Permanent Committee to be dealt with when the revision of the Convention came to be 
considered. 

Agreed. 

Point C 5. 

On the same grounds, the CoMMITTEE decided to refer the matter to the Permanent 
Committee. 

Point C 6. 

The same decision was taken in this respect. 

Points D I, 2, 3 and 4· 

The CoMMITTEE noted the conclusions reached by the Perman~nt Committee on 
each of these points. 

Point D 5. 

M. Silvain DREYFUS thought that the wording of the conclusions did not make it very clear 
what action the Committee recommended in regard to this claim; nor did he quite understand 
whether the words " special tracks for cyclists" meant the laying of separate tracks alongside 
the roads or that of tracks situated away from the roads. · 

M. NORDBERG replied that the Permanent Committee had contemplated bicycle tracks alongside 
the roads. On the other hand, the reason why the Committee had been asked by the British member 
not to make a more explicit recommendation was that, in the United Kingdom, cyclists, who 
were very numerous and well organised, strongly objected to any regulations requiring them to 
use special tracks. 

Colonel O'GORMAN (International Aeronautical Federation) confirmed the statement that 
cyc_lists in the United Kingdom objected strongly to special tracks, and would use all their influence, 
whtch was considerable, to prevent the passing of an act requiring them to use such tracks only. 

After an exchange of views, the COMMITTEE adopted the following resolution: 

"The Advisory and Technical Committee, seeing that the construction of 
special tracks for cyclists is very desirable, requests the Secretary-General of 
the Le~gue to commun.icate this view to Governments, and to suggest. that 
they give the constructiOn of such tracks the most favourable consideration." 

Points E 3 and 5· 

. The CoMMITTE:: took note of the conclusions reached by the Permanent Com-
mittee on these pomts. · 
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II. Commercial Motor Transport. 
M. NoRDBERG stated that the Permanent Committee, while taking the view that the provision 

of wider commercial motor transport facilities was desirable, mainly by means of bilateral agree
ments, and should be extended to matters other than triptychs, had not considered that any 
special recommendation need be addressed to Governments in that respect. 

M. DELANNEY (International Chamber of Commerce) pointed out that there was a lacuna in 
international law, inasmuch as it did not regulate commercial motor transport. The International 
Chamber of Commerce was still taking a lively interest in the problem. At its Berlin Congress 
of July 1937. the Chamber had adopted a resolution urging the League of Nations to resume the 
work that had been started in 1930 and 1931, with a view to an international convention on 
commercial motor transport. M. Delanney appreciated the inherent difficulties, but, on behalf 
of the International Chamber of Commerce, expressed the hope that the Transit Organisation 
would once more actively pursue the work interrupted in 1931. . 

The International Chamber of Commerce would likewise continue to work in this field, and · 
would communicate the results to the Committee. 

The CoMMITTEE thanked M. Delanney for his statement and took note of the 
Permanent Committee's conclusions, which it endorsed. 

12. Compulsory Insurance of Motorists against Payment of Damages to third Parties. 

(a) System applied to Foreign Motorists travelling in Countries where Insurance is compulsory. 

The COMMITTEE noted the Permanent Committee's statements. 

(b) Recommendation by the Committee of Enquiry for the Civil Liability of Motorists (Third-party 
Risks) set up by the Rome International Institute for the Unification of Private Law to the 
ef}ect that the Permanent Committee should undertake an Enquiry and collect Statistics 
relating to the Compulsory Insurance of Motorists. 

The CHAIRMAN asked Dr. Rothmund, who had taken part both in the work of the Rome 
Committee of Enquiry and in that of the Permanent Committee, to state and comment upon the 
conclusions of the latter. 

Dr. RoTHMUND pointed out that the questions asked by the Rome Institute were three in 
number, the first reading as follows: 

" I. What is the percentage of insured motor vehicles as compared with the number 
of motor vehicles in circulation in countries which have not adopted compulsory insurance ? " 

The Permanent Committee had recognised that the reply might be supplied by the I.A.R.A.C. 
and the International Touring Alliance (I.T.A.), which should, however, be asked to indicate for 
the various countries whether their replies related to motor vehicles in circulation or registered 
motor vehicles. 

The second question was worded as follows: 

" 2. What is the approximate percentage of accidents caused by motor vehicles for which 
no compensation could be obtained, compared with the total number of accidents during 
a year?" 

It did not appear to the Committee that either the Governments or the various groups con
cerned were in a position to furnish a satisfactory reply. Consequently, the Committee had not 
seen its way to undertaking any examination of this question. The Rome Instit)lte, to which 
the Committee's objection was communicated, had not pressed the point. 

The third question was worded as follows: 

" 3· What is the proportional increase of legal proceedings against and compensation 
paid by insurance companies in countries wl>ere the insurance of motorists is compulsory, 
compared with the year preceding the introduction of such insurance ? " 

The Permanent Committee had considered that this question, which was especially of interest 
to insurance companies and might be submitted to Governments of countries which had introduced 
compulsory insurance, ought to be worded as follows: 

"Did a substantial increase of legal proceedings taken against and compensation paid 
by insurance companies in countries where the insurance of motorists is compulsory occur 
during the year following the adoption of the system ? " 

M. DucHAINE (I.T.A.) thought the reply to the third question might be misleading, if no 
allowance was made for the increase in the number of motor vehicles in circulation. 

On the proposal of M. Silvain DREYFUS, the COMMITTEE decided that the third 
question should begin with the words " Other things being equal ". 
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Dr. RoTHMUND finally drew the Advisory and Technical Committee's attention to the 
Permanent Committee's suggestion that the resolution adopted on Novembe~ 25th, 1936, by_the 
Committee of Enquiry for the Civil L~ability of Mot?rists be referred to the _Advisory and Techm~ 
Committee. The Permanent Committee had considered that the resolutiOn was concerned With 
measures to give effect to the draft prepared by t~e Rome Institute with a view to stand<l:fdis~g 
provisions for the compulsory insurance of motonsts, and should consequently be exammed m 
conjunction with that draft. . . 

The COMMITTEE approved the various conclusions reached by the Permanent 
Committee, adopted the amended draft given above for Question No. 3 and decided 
to refer the resolution of November 25th, 1936, to the Committee which it had asked 
to examine the two draft proposals prepared by the Rome Institute (see Chapter XI, 
page 30). 

13. Various Questions: Safety of Pedestrians. 

The ADVISORY AND TECHNICAL COMMITTEE took note of the action taken by 
the Permanent Committee with a view to resuming. the study of the safety of 
pedestrians. 

On the suggestion of Mr. KEANE, the COMMITTEE · recommended that the two 
Rapporteurs appointed by the Permanent Committee should get into touch with the 
organisations engaged in protecting the rights of pedestrians. 

14. Statement by M. de Ruelle. 

M. DE RUELLE drew the Permanent Committee's attention to an invention by means of which 
motorists and other road-users could avoid being dazzled by headlights. This device was based 
on the principle of indirect lighting. A floodlight placed behind the fender lit up the vehicle and 
the road for a length of a hundred metres both ahead of and in the rear of the vehicle. This did 
away with the dark area which a vehicle always entered after it had passed another vehicle 
travelling in the opposite direction. The invention had been described in several reviews, more 
especially in that published by the Royal Automobile Club of Belgium. 

Colonel O'GoRMAN (International Aeronautical Federation) mentioned another device.designed 
to prevent dazzling. This consisted in using a source of light polarised vertically, and supplying 
drivers with glasses or windscreens polarised horizontally. Clearly, a device of this kind could 
only prove helpful if it were universally adopted. That was the difficulty. 

M. NoRDBERG objected that this device would not solve the problem for pedestrians and 
cyclists. 

Colonel O'GoRMAN (International Aeronautical Federation) replied that the only solution 
would be to make the pedestrians and cyclists wear the horizontally polarised glasses. 

M. NoRDBERG, in reply toM. de Ruelle, thought it would be difficult for the Permanent Com
mittee to investigate a device invented by a private individual. The Committee had already on 
several occasions refused to examine various inventions submitted by private persons or groups. 

M. Nordberg thought that the International Commission on Illumination, the headquarters 
of which were in the United Kingdom, was the organisation to which such proposals should be 
submitted. 

M. DE RUELLE accepted this explanation. 

XI. CIVIL LIABILITY OF MOTORISTS AND COMPULSORY INSURANCE. 

The CHAIRMAN reminded the Committee that two representatives of the Organisation for 
Communications and Transit-His Excellency Dr. Soubbotitch, member of the Permanent Legal 
Committee, and Dr. Rothmund, memberofthe Permanent Committee ori Road Traffic-had followed 
the work undertaken in this connection by the International Institute of Rome for the Unification 
of Private Law and had reported to the Committee on the results of that work, which was now 
completed (see Annex 2). The Chairman asked if either of the two representatives of the 
Organisation had anything to add. . 

D~. Ro-:HMUND stat~~ th_at ~~e Rome Inte:national Institute had ~ecided in 1934 to investigate 
the un_IficatiOn of the CIVIl liability of motonsts for damages to third parties. The Permanent 
~ommittee on Ro~d Traf_fic had on the other hand s~lected for examination the compulsory 
msurance of motonsts agamst payment of damages to third parties. Since the two questions were 
closely connected, the Rome Institute had also had occasion to consider the latter. · 

In orde_r to avoid overlapping, the Advisory and Technical Committee had asked 
Dr. Soubbotitch and Dr. Rothmund to co-operate in the work of the Institute. M. Lukac, a 
member of the Communications and Transit Section, had likewise attended a session of the 
Committee of Enquiry. 

~h~ R~m~ !nstitute ha~ prepared two _dr~fts: (r) a preliminary draft of a Uniform Law on 
the Civil Liability of Motonsts_; (2} a prelimmary draft of Uniform Provisions concerning the 
Compulsory Insurance of Motonsts. IThe preparatory work ~undertaken by _the Institute and the 
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composition of the Committee that had prepared these drafts was described in the report that 
Dr. Soubbotitch and. Dr. Rothmund had submitted to the Committee (see Annex 2). 
Dr. Rothmund then bnefiy stated the fundamental principles on which the two drafts prepared 
by the Institute were based. 

Preliminary Draft of a Uniform Law on the Civil Liability of Motorists. 

The comparative study drawn up by the Secretariat of the Institute showed that there were 
considerable differ~nces between the various systems of positive law, more particularly on the 
fundamental question of the nature and the limits of the liability. Whereas under some legal 
systems the motorist is subject to the ordinary rules of liability ex wlpa, under others he is charged 
with objective and causal liability, but has a limited possibility of proving his innocence. Other 
legislations again have transferred the burden of proof in the victim's favour by setting up a 
presumption that the author of the damage is at fault, and by introducing extremely limitative 
provisions as regards proof of innocence. The draft is based on an attenuated form of causal 
responsibility, the holder and the driver being declared jointly and severally responsible for the 
damage caused by a motor vehicle during circulation. The parties in question may, however, in 
certain specific cases, be exempted from liability, the driver having wider possibilities in this 
connection than the holder. Even if the victim is at fault, the holder and driver will still be liable 
if they are proved to have committed a fault. In such case, the judge will determine the 
compensation after taking all the circumstances into consideration. When injury is done by more 
than one motor vehicle, the various holders and drivers are jointly and severally responsible 
to the third party. If a collision occurs between vehicles, the compensation to be paid will, in 
principle, be divided in proportion to the fault attaching to each holder or driver. The amount 
of the compensation for injury is fixed in accordance with national law, i.e., according to the law 
in force at the place of the accident. 

Action for compensation may be entered in the court of the place of the accident, or in the 
court of the domicile of the defendant. The sentence passed in application of the law will be 
enforceable in all States that have acceded to the convention. 

The provisions of the law will not apply to liability for damage caused by the vehicle to the 
persons or objects transported by it. 

Preliminary Draft of Uniform Provisions concerning the Compulsory Insurance of Motorists. 

The Committee of Enquiry had considered that legislation in respect of the civil liability of 
motorists should be supplemented by guarantees in favour of the third party injured by a motor 
accident. The Committee of Enquiry had rejected the guarantees provided by the system of 
deposits and by that of an autonomous guarantee fund. It had, from the outset, unanimously 
decided to accept the system of compulsory insurance. The preliminary draft provides that the 
owner or any other holder must take out a civil liability insurance policy to cover the damage, 
either personal or material, that may be caused to third parties by a motor vehicle in circulation. 
The insurance policy does not cover civil liability for damage arising out of fraudulent acts 
committed by the insured party. The taking-out of a civil liability insurance policy constitutes 
one of the conditions upon which a motor vehicle is allowed to circulate. 

One of the provisions that had been discussed at length was that entitling the victim to take 
proceedings direct against the insurer. The German experts, while admitting that direct action 
against the insurer afforded a guarantee, were unable to accept the introduction of this measure. 

The preliminary draft included a provision under which States may grant a legal first lien 
to the insured party on the compensation payable by the insurer, the said lien being so arranged 
that payment of compensation will in no way constitute proof of innocence if the compensation 
is not received by the injured party, unless the latter consents. The amounts payable as compen
sation are to be fixed by each contracting State. Nevertheless, the draft provided for a minimum 
of Io,ooo gold francs for each victim, and in the case of material damage, a minimum of 5,000 
gold francs for each accident. 

Dr. Rothmund added that both preliminary drafts contained a clause enabling contracting 
parties to limit the application of the uniform provisions exclusively to cases of an international 
character. 

In conclusion, he wished to express to M. Matteucci, both on his own behalf and on_ that 
of Dr. Soubbotitch, their appreciation of the preparatory work carried out by the Rome Institute.· 
This work had greatly facilitated that of the Committee of Enquiry. 

M. MATTEUCCI (Member of the Secretariat of the Rome International Institute of ~riv~te 
Law) said the Institute was glad that the result of its work should be examined by so authontahve 
a body as the Advisory and Technical Committee. On behalf of the Institute, he thanked ~~
Soubbotitch, Dr. Rothmund and M. Lukac for their valuable assistance. A remarkable spmt 
of agreement and understanding had prevailed throughout the two years during whi_ch they had 
co-operated with the Institute. He had hardly anything to add to Dr. Rothmund's lucid statement 
of the principles on which the two preliminary drafts were based, but would merely say a few 
words as to the results that were expected and the scope of the drafts. The p~eliminary draft 
concerning civil liability would apply a 11niform system of law to disputes ansmg out_ of r~ad 
accidents. Motorists would thus know how far they were liable, whatever the coun_try m ":h1ch 
they might cause damage. This knowledge would benefit both the development of mternatwnal 



traffic, and also the insurance market by improving the conditions on which insurance policies 
cbuld be taken out. _ 

Finding thal: a uniform law on civil iiability woUld ~fford neither the l?otori~t nor the ~i~tim 
a sufficient guarantee, the Committee had completed Its work by draftmg uhlform provisiOns 
concerning compulsory insurance. This system had already been adopted by several States and 
was still under consideration in others. The preliminary draft dealing with compulsory insura~ce 
had been worded so as to permit of its adoption in the form of an ~nternationa~ c~mvel!-tion, laymg 
down general principles that could, if necessary, be adapted to different adm1mstrative systems. 

As Dr. Rothmund had already pointed out, the scope of both drafts could be confined to 
cases of an international character without affecting internal legislation. It might also be ·added 
that, although the two preliminary drafts dealt with subjects that were closely connected, they 
could be adopted independently of orie another. 

In preparing the drafts, the Committee of Enquiry had not been cortcerne~ wi~h purely 
legal considerations but had made substantial allowance f~r the inter~sts of ~otor1sts, msurance 
companies and industrialists, who had had an opportumty of statmg their case through . ~he 
intermediary of big tourist associations and some national organisations of insurance compames. 

The eventuai adoption of th'e drafts would undoubtedly be ~aci~itated by the fti~ther con~ide:a
tion they were to receive both on the part of . the Commumcations and Transit Orgamsatmn 
and on that of the other international organisations concerned. 

Coionel_ ()'GoRMAN (International Aeronautical Federation) said it was desirable that the 
intei:ml.ti'onal organisations repreSenting toad users should examine the principles on which the 
two drafts were based. He must at once raise an objection of substance as to the principle laid 
down for the proof of liability in the first preliminary draft, which provided that the liability of 
the motorist should always be presumed. Reference to statistics for fatal road accidents in the 
United Kingdom had shown that, in 74% of the accidents reported for the whole country on August 
8~h, rgj6, persons other than th'e motorists were responsible. As regards accidents in London, 
where motor traffic was particul<l.rly heavy, according to the statistical report of the Commissioner 
of Metropolitan Police for 1936, the motorists vvere the responsible cause of accidents iri only 
i7% bf the cases. In the United Kingdom and the United States and in all other English-speaking 
countries, defendants were always presumed to be innocent until proved guilty. The draft prepa
red by the Rome Institute reversed that presumption, and requir.ed the motorist to prove his 
innocence. Colonel O'Gorman could not agree to that principle, which was unfavourable to the 
motorist. 

M. DELANi-<EY . (International_ Chamber of Commerce) had been glad to- heat M. Matteucci 
say that the Roine Institute intended to consult the various organisations concerned. He pointed 
out that the congress held by 'the International Chamber of Commerce in Berlin during July 1937 
had adopted a resolution requesting the Chamber to study the civil liability and compulsory 
insurance of motorists. . 

The tHAIRMAN suggested that, for the time being, the Committee should not discuss the 
substance of the question, but should appoint a special committee of jurists who 'were experts 
ori road traffic and motor insurance to consider the draft and to report to· the Advisory and 
Technical Committee. The special committee might also secure the cocoperatioti of the various 
international organisations concerned. · 

M. DE RUELLE thought some prelifuirtary discussion of principles was necessary, more parti
cularly in view of the fact that, in several countries, draft regulations on this subject had been 
laid before the legislature. He had examined with much interest the two drafts submitted by the 
Rome Institute and thought that both, particularly the first dealing with the civil liability of 
owners and holders of motors, achieved a happy combination of the three principal systems at 
present in force, the first of which required the plaintiff to prove his case, while the second was 
based on causal liability and the third on the system of lump-sum payments, this last being in 
most countries the basis of the laws and regulations concerning industrial accidents. 

Countries that were not prepared to adopt any particular system, added M, de Ruelle, would 
he able to apply an intermediate one for which the Institute's draft made provision. 

M. DELAQUIS (International Touring Alliance) made the following statement: 

" I attended the proceedings of the Committee for the Civil tiability of Motorists of the 
International Institute for the Unification of Private Law at Rome, as a member of that Committee 
as a s-:v~ss jurist_ and also as repre~entative o~ the International Touring Alliance, an organisatio~ 
compn~mg tounsts of ~II categones-mot<;msts, !fiOtor-cyclists, pedal-cyclists, pedestrians, etc. 
You_ will t_herefore reahse that I cannot v1ew this question from the narrow standpoint of the 
particular mterests of one class of road users; I have to consider the generality of interests at stake. 

" Adop~in~ thi? approach to ~he problem, I must proclaim my advocacy of the principle of 
causal or ob7ectwe ltabzlzty, and this for the following reasons: 

. . '.' r. I am in favour of causal liability not so much for legal as for social reasons. The causal 
ha~Ihty system _guarant_ees that th~ ·victim will receive compensation for the damage sustained; 
while the motonst for ~IS part does,not_. when the da~~ge_is ~<?nsiderable, risk being ruined by the 
pa~ent of compefolsatwn, as that nsk IS covered by CIVIl liability (third party) insurance. I share 
the view of M. Adnen Lachenal, the Administrator of the Touring Club de Suisse, who, in a report 



submitted in 1933 to the General Assembly of the International Touring Alliance at Rome, wrote 
as follows: 

" ' . . . I must say that, though a few years ago I was opposed to causal liability, 
I have perforce realised that that system was necessary; that it is perfectly compatible 
with _motorists' interests through the countervailing advantage obtainable from insurance 
on sound conditions; that the motor-car undoubtedly constitutes an exceptional risk for 
others; and that it is only right to make better provision than hitherto for compensation for 
damage 

" ' Lastly, the admission by motorists of this increased risk is a useful concession to the 
great majority of their fellow-citizens who are not motorists; and, from the social point of 
view; it is not without importance that certain antagonisms should be thus resolved; moreover, 
motorists would then be free to lay stronger claim to equitable treatment or to facilities which 
there has been a frequent tendency to refuse them . ' 

" 2. The consequences of causal liability are much less remote than is thought from the conse
quences of liability ex culpa, because, in the circumstances created by modern traffic, legal practice 
-and especially that of the Paris Court of Cassation and of the Swiss Federal Court-is bringing 
the effects of this system more and more into line with those of causal liability. 

"It must be borne in mind, however, that, in any system based on causal liability, the 
limits of liability are clearly defined, whereas a legal practice based on the principle of liability 
ex culpa, which is constantly extending the notion of fault, offers the motorist no guarantee 
as to the limit of his liability. 

" It must therefore be remembered that the draft submitted to you contains certain attemwtions, 
since it provides for the exemption from liability of the holder and the driver when, the damage 
has been caused solely through the fault of the injured person or of a third party, or by vis major, 
and it allows that the judge, in determining the compensation, will take the contributory culpability 
of the injured person into account, even when it is not the sole cause of the accident. Further, 
the driver can free himself from liability if he proves that he took every precaution to avoid 
the accident. 

· '' 3. A further argument in favour of causal liability is the fact that this system is already 
in force in Attstria, Germany, Norway, the Netherlands and Switzerland; that other countries, such 
as Italy, are tending towards causal liability by allowing the burden of proof to be transferred in the 
victim's favour, and those which still have the system of liability ex culpa are considerably widening 
it. 

"I agree with M. Josserand, former Dean of the Faculty of Law at Lyons, Judge at the Paris 
Court of Cassation, who in 1935 expressed the following view before the Committee for Civil 
Liability, of which he is a member: 

" ' If the Committee does not adopt the principle of objective liability, it will have helped 
to promote a retrograde movement in the history of liability and will no longer be in accord 
with the legislative trend of to-day.' 

"4· Lastly, it seems to me hardly possible for an international settlement on the question to 
be reached otherwise than on a basis of causal liability. 

" The draft allows each country the option of adopting the system only for international 
relations-that is to say, when in a given country there is an accident in which a vehicle of foreign 
registration is involved. Accordingly, for its home traffic, each country would be free to maintain 
whatever legislation it preferred. . 

" It must be borne in mind that countries which already have the causal system would not 
ad!l1it an ex culpa system for international relations, since foreigners would thereby be placed to 
some extent in a privileged situation as compared with nationals, and that would be contrary 
to generally accepted principles. On the other hand, if the system of causal liability is admitted 
for internatiopal relations, the ex culpa principle might still be maintained unchanged for nationals 
in countries which did not wish to give up that system. 

" For all the reasons I have briefly explained, I give my opinion in favour of the principles 
governing the draft submitted to you." 

M. DELANNEY (International Chamber of Commerce) pointed out that the Chamber, which 
was also studying compulsory insurance, had found that there were drawbacks to that system. 
He did not think there was any logic in the conclusion that, because some countries had introduced 
compulsory insurance, the system was a good one. The results of experiments made in that 
connection called for investigation. 

In the course of discussion at the International Chamber of Commerce, it was found that 
the adoption of compulsory insurance did not fully ensure the compensation of pedestrians in 
respect of motor accidents. It was hard to devise an entirely satisfactory plan. The nol!--P.aJI!l~nt 
of premium might, for instance, give the insurance company grounds for refusing to admit. liability. 
Although compulsory insurance had been in force in the United Kingdom for a long time, that 
country was contemplating stricter legislation in regard to civil liability. 

Dr. DE VASCONCELLOS entirely agreed with M. de Ruelle and supported the Chairman's proposal 
that both drafts should be referred to a special Committee. 

M. HEROLD was sure he interpreted the views of all his colleagues in expressi'?g admiration 
for the excellent work done by the Rome Institute. While congratulating the Institute on what 
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had already been accomplished, the Committee could not fail to observe that much remained to 
be done before an international agreement could be reached. He therefore supported the 
Chairman's proposal to set up a special Committee. 

M. DE RuELLE urged that the Commi~tee should thorou~hly examine _what ha? been dol!-e 
and not simply give its approval. The notwn of compulsory_ msurance agamst all nsks was still 
severely criticised and would probably call for some exceptwns. 

The CoMMITTEE decided that the Chairman should set up a special Committee 
to examine the drafts prepared by the Rome Institute and report to the Advisory 
and Technical Committee, to which it might, if necessary, submit preliminary reports. 
The Rome Institute would be invited to appoint representatives to take part in this 
work and the Committee might further secure the co-operation of automobile and 
insurance associations and, if necessary, that of other bodies concerned. 

The CoMMITTEE further decided to congratulate the Rome Institute on the 
remarkable work that had been done. 

On the proposal of Dr. SouBBOTITCH, who had already had occasion to observe the considerable 
interest taken in the Institute's reports, particularly in legal circles, the CoMMITTEE expressed 
the hope that the drafts prepared by the Institute would be published and placed 
on sale. The COMMITTEE consequently adopted the following resolution: 

" The Advisory and Technic~ Committee, . 
"Having taken note of the preliminary drafts of a uniform law on the civil 

liability and the compulsory insurance of motorists, prepared by the Committee 
of Jurists set up by the Rome International Institute for the Unification of 
Private Law: 

" Congratulates the Rome International Institute on the remarkable work 
it has accomplished; 

"Gives the Chairman of the Committee authority to set up a Special Com
mittee, consisting of experts on legal matters, road traffic and insurance, to 
study the drafts submitted. 

"The Rome International Institute for the Unification of Private Law shall 
be invited to appoint two representatives as members of the Committee. Further, 
the Committee may invite organisations concerned, such as the International 
Chamber of Commerce, the international organisations of motorists, insurance 
associations, etc., to send representatives ad audiendum to attend its meetings." 

XII. SIGNALS AT LEVEL-CROSSINGS. 

M. Silvain DREYFUS thought the issue at present was whether it would be worth while 
summoning a Conference to consider this question. He noticed that the Secretariat had received 
thirty-eight replies to the circular letter that had been sent to Governments (Annex ro) and he 
did not think that many others were likely to be received. Was there a sufficient number of favour
able replies ~o justify t~e summoning of an international conference ? The question of signals 
at level-crossmgs was so 1mportant that he thought the Committee ought to reply in the affirmative 
on the lines indicated in the circular letter of March 23rd, 1936. 

The ACTING SECRETARY-GENERAL OF THE COMMITTEE briefly stated the position, and asked 
whether the Committee would be justified in telling the Council that the question was ripe for 
submission to a conference. The programme that had been laid down possibly contained all the 
points that should be included in a draft convention, but those points had not been set out in 
that form, and it would perhaps be better to draft a convention first. 

He therefore thought that the Special Committee on Signals at Level-crossings should be 
asked to submit its report in the form of a draft convention. The Advisory and Technical Committee 
would then be in a position, at its next session, to submit a definite proposal to the Council which 
could decide whether a conference should be summoned. ' 

. M. H~R<;JLD did not wish to dispute the soundness of M. Silvain Dreyfus' arguments, but, 
wh1le ad~mttmg that the problem ought to be solved as soon as possible, thought the immediate 
summomng of a conference would be premature, both for the technical reasons given by the Acting 
Secretary-General of the Committee and also because some particularly important countries did 
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not appear on the list of those prepared to take part in the Conference. If the convention concerning 
signals at level-crossings was to be really effective, the countries applying it must constitute a 
compact block. The Secretariat should complete the information, and more especially try to 
obtain the views of the countries that had not yet replied. 

The working programme outlined by the Acting Secretary-General of the 
Committee was adopted. It was understood that the results of the Special Com
mittee's enquiry should be submitted to the Advisory and Technical Committee at 
the next session, and that meanwhile the Secretariat would try to obtain further 
replies from Governments. 

The CoMMITTEE adopted the following resolution: 

"The Advisory and Technical Committee, having examined the replies 
received by the Secretariat as a result of the consultation of Governments in 
regard to the programme drawn up by the Committee at its nineteenth session 
regarding signals at level-crossings, requests the Special Committee that drew 
up the documents in question to prepare, in the light of the replies already 
received from Governments or of those that may still be received by the Secre
tariat, a draft convention which the Committee will examine at its next session." 

The ACTING SECRETARY-GENERAL OF THE COMMITTEE pointed out that certain members of 
the Special Committee might find it impossible to take part in the future work of that Committee. 

The CoMMITTEE authorised its Chairman to complete the Special Committee in 
the event of its not having the necessary experts to carry out its task. 

XIII. Co-oRDINATION oF TRANSPORT. 

The CHAIRMAN observed that, apart from the general question of the co-ordination of trans
port, on which the Secretariat collects documentary material, the Committee had to consider 
a point raised in the Second Committee of the 1936 Assembly by the Czechoslovak delegate, as 
regards the alleged granting of secret tariff reductions by railway companies to some users 
(Annex II). 

M. Silvain DREYFUS made the following statement: 
" I think I ought at this stage to submit to the Transit Committee certain observations 

suggested by a point made in the Czechoslovak delegate's statement. He said that, in his opinion, 
certain railways grant secret tariff reductions not available on the same conditions to all users. 

" I should like to point out in this connection that the provisions contained in Articles 9 
and 10 of the Berne Convention are strictly applied by the French railways and that no secret 
refund is made to users as an inducement not to use motor-lorries. There certainly are tariffs 
enabling railway companies to protect themselves against competition, but these tariffs have 
been published and approved by the Government. 

" At no time has France contemplated taking the course recommended in Rome by Czecho
slovakia and the Government of the Saar Territory. Such measures of co-ordination as may be 
applied will respect the principle of equality of treatment on which French railway legislation is 
based. 

" What is more likely is that this principle will be extended to other means of transport by 
new price regulations applicable either to roads or to waterways." 

M. HEROLD thought the Committee· ought to give the Secretariat instructions as to the way 
in which the information collected should be used. In his view, the Secretariat ought to classify 
and analyse the fact, to draw conclusions and to submit any pertinent proposals. The Committee, 
however, should not neglect this work, but should set up a committee of enquiry to co-operate wi~h 
the Secretariat in investigating the matter. This method would be similar to that adopted m 
dealing with the question of the joint ownership of frontier stations. 

The Committee that had been set up for this question had submitted a concise statement 
of the essential facts in a very useful document. 1 The Secretariat would clear the ground, and 
then the special committee would, together with the Secretariat, carry the investigations further. 
This procedure would probably take several years, but the work would certainly be useful.. 

As regards the point raised at the seventeenth ordinary session of the Assembly m 1936 
by the Czechoslovak delegate, M. Herold entirely agreed with M. Silvain Dreyfus. There w_as, 
moreover, nothing to prevent the special committee from also dealing with this matter, wh1ch 
came within the general scope of the co-ordination of transport. 

Dr. DE VASCONCELLOS did not object to the procedure suggested by M. He~old, but thought 
that the appointment of a special committee would be premature. The co-ordination of transport 

1 Document C.I44·M·75-I935·Vlll. 
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.was an urgent question in many countries, but it had only reached the stag~ of national legislation. 
For the time being, it would be better to collect and classify material, or, in other ~ords, to .clear 
the ground. Next year it might be possible to discuss the appointment of a special committee. 
What was needed at the present stage was secretarial work. . 

M. KRBEC said that in principle he agreed with M. Herold as regarded the first·question, 
but thought the appointment of a special committee could wait another year. As regarded the 
second question, he wjshed to say that the statements made at the Asse!Tibly by the Cz~cho
slovak delegate were in no way directed against the French railways, As a member of. the CoiD:mittee, 
M. Krbec was not particularly anxious that the question should be examined mterna~wnally. 
The Czechoslovak railway administration had had occasion to deal with the matter m 19~3· 
Since then it had had to adapt itself to the situation, If, however, M. Herold thought the special 
committee might usefully consider the matter, M. Krbec would have no objection. 

M. No:E (Central Office for International Transport by Rail) explained that, at its ~ipe.teenth 
session, the Committee had adopted a resolution concerning the ratification ap.d app.hcatwn, at 
the earliest possible date, of the new international Conventions; drawn up at Rome m 1933, on 
the Transport of Goods by Rail (C.I.M.) and of Passengers and Luggage by Rail (C.I.V.). He 
wished to make the following statement in this connection: 

According to information received by the Central Office for International Railway T~ansp?rt 
at Berne, seventeen States had, by August 25th, 1937, deposited the instruments of ratificatiOn 
of the new Conventions of 1933-namely, Austria, Sweden, Germany, Norway, Hungary, I~aly, 
Denmark, Poland, Free City of Danzig, Luxemburg, France, Estonia, the Netherlands, Belgmm, 
Latvia, Switzerland and Czechoslovakia. Eight States in all had not deposited such instruments 
-namely, Bulgaria, Finland, Greece, Liechtenstein, Roumania, Spain, Turkey and Yugpslavia. 
Nevertheless, the Swiss Government had felt it could legitimately contemplate t4e summoning, 
for November next, of a diplomatic Conference to fix the date at which the new Conventions would 
come into force. The date suggested, subject to the necessary reservations, was July 1st, 1938. 

The CoMMITTEE took note of M. Noe's statement. 

M. No:E then said that, in connection with the co-ordination of transport, reference had been 
made to the secret tariff reductions that railway administrations, competing with motor transport, 
appeared sometimes to grant to some users in international as well as in home traffic. Article 10 
of the International Convention of October 23rd, 1924, concerning Transport of Goods by Rail 
provided, in this respect, that any private agreement by which a reduction in rates is purported 
to be given to one or more consignors of goods contrary to the tariffs was forbidden and null and 
void. Nevertheless, reductions in rates were permissible if they were duly published and equally 
accessible to all under the same conditions. The new C.I.M. Convention of 1933 contained the 
same provision in Article 9, paragraph 3, the Rome Conference for the revision of the Convention 
not having adopted the amendments proposed in this respect by two Contracting States. 

If a consignor held that he was injured by secret tariff reductions granted by a railway 
company or, in the case of international traffic, by several railway administrations, he only had 
recourse to the ordinary courts that were competent to settle disputes. If several national and 
foreign railway systems were involved, the consignor could choose which he would sue and whether 
he ~ould submit the dispute to one of his national courts or to a foreign court. Certain compli
catw~s and diffi~ulties might arise, but, in the present state of international law regarding transport 
by ra.Il, there did not appear to be any other solution. In Article 57, the C.I.M. Convention did 
Il_lentwn an arbitration procedure, but this could apply only as between two railway administra
tions. Moreover, the agreement of both parties was necessary before the dispute could be submitted 
to the Central Office for International Railway Transport, acting as court of arbitration. 

The CHAIRMAN did not think that the Committee need discuss the substance of the second 
question. M. Herold had made a suggestion that had been accepted by M. Krbec, and the matter 
might well be left at that. 

As regarded the first question, he himself would like to propose a compromise calculated to 
remove the slight difference that existed betweep. the views expressed by M. Herolcl and M. de 
Vasconcellos respectively. All the documentary material might quite possiply be collected within 
a few months. It would then be desirable that the Secretariat should receive instructions from 
some body. If the Committee agreed, the Secretariat might be instructed to collect any ~urther 
data required, and the Chairman would set up a special committee when he thought the time hacl 
come. 

M. DE VASCONCELLOS agreed to this proposal. 

The proposal was adopted. 

The CHAIRMAN proposed that the second question (secret tariffs) should also be referred to 
the special Committee. 

The proposal was adopted. 
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Colonel PERON (I.A.R.A.C.) suggested that the special committee might be so composed 
as not to give preponderant representation to any particular means of transport; in other words, 
the committee should be neutral as regards the interests involved. 

It was agreed that the composition of the special committee should be left to the 
Chairman's discretion. 

The CoMMITTEE adopted the following resolution: 

" The Advisory and Technical Committee, 
"Having taken note of the progress ·of the enquiry undertaken by the 

Secretariat as regards co-ordination of transport: 
" .:Requests the Secretariat systematically to classify the replies of Govern

ments; 
" Gives the Chairman authority to set up, when a favourable moment has 

come, a committee of experts which will follow closely the classification and 
analysis of the dq.ta collected and will establish for the Advisory and Technical 
Committee, with the collaboration of the Secretariat, a report stating the facts 
ascertained and any conclusions suggested by the results of the enquiry. 

" The committee of experts would also examine the proposal made by the 
Czechosloval<: delegate ~t the Second Com,mittee of the Assembly (s-eventeeJ;J.th 
ordinary se~sion) and supported by the Netherland? delegate, to the effect that 
the Communications and Transit Organisation should consider whether more 
flexibility might not be introduced in Articles 9 and ro of the International 
Convention concerning the Traffic of Goods by Rail (C.I.M.) of October 23rd, I924, 
a:pd the co:rresponding artic~es o~ the InternatioQ~ Convention of I933 concerning 
the Transport of Passengers by Rail (C.I.V.)." · 

XIV. INTEE.NATIONAL TOURIST TRAFFIC. 

Replies from Governments to the Enquiry on the 4PPlication, of the Recommendations of the Passport 
· Conlf-renc~ of -!926. 

The CHAU~MAN said it 9-ppeared from information published 1 that s~veral Gover11ments, 
whose :re:plies it would have b~e:p. iflteresting to have, had so far not sent any. 

M. HEROLD and M. DE VASCONCELLOS did not think it would be expedient to address new 
recommendations to Governments. The Sub-Committee of Experts on the Tourist Traffic, at 
whose request the enquiry had been opened, held it would be highly desirable that the position 
existing before 1914 should be restored. This position was characterised by an absence of restric
tions, and tourists were f!Ot obliged to provide themselves with passports. It would perhaps be 
too sanguine to believe that any such result could be achieved at present. 

The CoMMlTTEE decided that for the time being it wou~Q. only ask the Secretariat 
to send a reminder to Governments that had not sent in repHes. The following 
:resqlution was adopted: 

"The Advisory and Technical Committee, 
"Having taken note of the replies already received from Governments as a 

result of the enquiry undertaken by the Secretary-General into the effect given 
to the recommendations of the Passport Conference of I926: 

"Requests the Secretary-General of the· League of Nations to remind 
Government!'i that hq.ve not yet sent in replies; and 

" Decides to examine at its next session the replies of Governments as a 
whole and the resulting situation." 

XV. PuBqc WoRKS. 

M. Silvairt DREYFUS pointed out that the experts had draWll up their report on June 23rd, 
1936.~ In communicating this report to the Chairman of the Committee, the experts had expressed 
appreciation of the help they had received from M. Henri Fuss, of the InternatiOnal Labour Office, 
and had added that their work had been facilitated by a very able preliminary report drawn up 
by the Secretariat. 

1 Docume11t C.3s6.M.241.1937·VIII. 
• Document C.2]6.M.x66.I936.VIII. 
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The Secretariat's note (Annex 12) mentioned new measures that had been taken by the 
International Labour Organisation. The International Labour Conference, at its session of June 
1937, had adopted : (1) ~ recom1_11end;~.tion concerning_ internationa! ~o-operation in _respect ot 
public works; (2) a reso!utwn dealmf? with the same subJect and provi~mg for the_ appomtme?-t of 
an international committee on public works; and (3) a recommendatiOn concermng the natiOnal 
planning of public works. Before the Conference met, the Secretary-General of the League of 
Nations and the Director of the International Labour Office had reached an agreement as regards 
the form which future collaboration between the two organisations would take in this field. 

M. Silvain Dreyfus was sure he spoke for all his colleagues in congratulating the Secretary
General of the League of Nations on the satisfactory results achieved in establishing the methods 
of collaboration, more especially in the new Committee to be set up under the resolution adopted 
by the International Labour Conference. 

M. NORDBERG drew the Committee's attention to an interesting plan that had been drawn 
up in Finland and Sweden for the organisation of public works in the event of a new depression. 
In 1931, there were So,ooo to 1oo,ooo unemployed in Finland, which at the time had not made 
any provision for reabsorbing the unemployed. Under the plan, a number of public works were 

. already contemplated that could provide employment for 52,000 men for two years, and could 
possibly cope with even more serious unemployment. Further, the Finnish Government had set 

·up a reserve fund for such works. 

M. DELANNEY (International Chamber of Commerce) mentioned a resolution adopted by 
the Chamber in June 1937 at its Congress in Berlin to the effect that unemployment funds should 
be used for improving roads so as to meet traffic needs. The Chamber had published a pamphlet 
containing the results of an enquiry conducted in fifteen countries with regard to the administration 
and financing of road building. 

M. WAELBROECK (International Labour Office) said that the resolution and the two 
recommendations of the International Labour Conference had been adopted unanimously with 
a record number of votes. This showed that the value of public works as a means of offsetting 
business fluctuations was generally recognised. 

Further, the Conference had placed the organisations of the League on a special footing. 
It had provided that the Governing Body of the International Labour Office should invite the 
competent organisations of the League and might invite the experts of other organisations. 

The two recommendations adopted had been submitted to the various Governments. The 
resolution had been addressed to the Governing Body, which would decide in October on the steps 
to be taken and would probably set up a new International Committee on Public Works, laying 
down the rules of that Committee and perhaps even fixing the date of the first meeting. 

The CoMMITTEE took note with satisfaction of the information that had been 
· supplied and the note submitted to it by the Secretariat, and requested the Chairman 
to follow the matter and communicate any further developments. 

XVI. TECHNICAL Co-oPERATION BETWEEN THE CHINESE GovERNMENT AND THE ORGANISATION 
FOR CoMMUNICATIONs AND TRANSIT. 

The CoMMITTEE noted with satisfaction the report of the Committee of Experts 
on hydr~ulic and r~ad questions. in China 1 and the note submitted to it by the 
Secretanat on techmcal co-operatiOn between the Organisation for Communications 
and Transit and the Chinese Government (Annex 13). 

XVII. LEAGUE WIRELESS STATION. 

(a) Reports on the Operation of the Station in I935 and I9J6. 2 

. M. ;'AN DISSEL wished to draw attention to a few points in the documents submitted. New 
mstallatwns h~d been_ put into service since December 31st, 1936. These chiefly consisted of a 

. number of aenals! which had given very good results. 
_As regar~s Wireless te~ephony, the Information Section was continuing the issue of its weekly 

o!ficial bulletms. !--n official had been lent to the Secretariat by the British Broadcasting Corpora
tiOn for the extensiOn of programmes. 

Private w_ireless traffic wa_s continuing to give satisfactory results, as in previous years. 
_M. van Dissel drew attentiOn to the weekly radiotelegraphic broadcasts of the Information 

SectiOn. 

1 Document C.9r.M.34-1936.VIII. 
2 Documents A.r4.1936.VIII and A.9.I937.VIII; accounts of the Station for the financial year 1936 and Auditor's 

report: document A.3.I937.X, pages 140-147· 
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The radiotelegraphic broadcast of official communiques on jthe Italo-Ethiopian conflict 
addressed by the Secretary-General of the League of Nations to the Members of the League had 
continued until July I936. 

M. van Dissel explained that the almost complete disappearance of Press traffic was to be 
attributed to the fact that, in certain neighbouring countries, the Press tariffs were much lower 
than in Switzerland. The international conference on wireless communications, which was to 
meet at Cairo in I938 would discuss the question of tarifis. 

Generally speaking, traffic had increased, owing to the activity of the League of Nations in 
April, May, June and July I936. 

The financial results of the operation of the station in I936 showed a revenue surplus. 

M. DE VASCONCELLOS asked if it would not be possible to find some means by which the League 
of Nations could rapidly inform its different organs and the permanent delegations at Geneva of 
important world events. 

After an exchange of views, on M. HEROLD's proposal, it was decided to forward M. de 
Vasconcellos' suggestion to the Information Section, asking it to inform the Committee 
of any action that might be taken. 

(b) Representation of the League of Nations on the International Telegraphic Advisory Committee 
and the International Advisory Committee on Wireless Communications (C.C.I.R.). 

The ACTING SECRETARY-GENERAL OF THE COMMITTEE drew the Committee's attention to the 
report on the fourth meeting of the International Advisory Committee on Wireless Communica
tions (C.C.I.R.), held at Bucharest in May and June I937 (Annex I4). He remarked that this report 
contained a technical part and a constitutional part. In this second part, the legal situation was 
examined as regards the representation of the League of Nations in the C.C.I.R. 

It had already been explained at the Committee's nineteenth session that the League of 
Nations, as the owner of a wireless station, had .stated in an official letter from the Secretary
General to the administration of the country in which the last administrative conference had been 
held-i.e., to the Spanish Postal Administration-that it wished to participate in the work of the 
International Telegraphic Advisory Committee (C.C.I.T.) and the International Advisory Com
mittee on Wireless Communication (C.C.I.R.). 

The formula of admission agreed upon jointly between the C.C.I.T. and the Secretary-General 
of the League read as follows : · 

"The delegate of the League of Nations shall be admitted to meetings of the C.C.I.T. 
as an expert of the competent organisation of the League which, as an official international 
institution, operates a wireless station belonging to it near Geneva; that is to say, with the 
right of discussion and the obligation to contribute to any expenses as laid down for private. 
undertakings in the International Telegraph Regulations of Madrid." 

The formula of admission to the C.C.I.R. was identical with the above, the only difference 
being that in the French text the word " lequel" had been replaced by the word " laquelle ". 

Some delegates at the Bucharest meeting having expressed doubts regarding the legal position 
of the representative of the competent organ of the League of Nations in the C.C.I.R., the latter, 
after protracted debates, had declared itself incompetent to settle this question, considering that 
this point should be dealt with by the International Conference on Wireless Communications, 
which was to meet at Cairo in I938. 

During these debates, the representative of the League had had very valuable support from 
the delegates of Switzerland and France seconded by the delegates of Portugal, the United King
dom, Czechoslovakia and Japan, with the result that the question had been placed on the agenda 
of the Cairo Conference. · 

In view of the importance of the League wireless station and of its official character, which 
made it more comparable to a Government administration than to a private undertaking, there 
was every reason to hope that the Cairo Conference would finally settle the question in a manner 
corresponding to the situation of law and of fact, and taking due account of the object for which 
the station had been built. 

After an exchange of views between the CHAIRMAN, M. Silvain DREYFUS, M. HEROLD, and 
M. KRBEC, and on their proposal, it was decided to instruct the Secretariat to undertake 
a study of the whole question of the relations between the League of Nations and the 
competent international organs in the matter of wireless communications, particularly 
the two technical committees mentioned above. This survey will no doubt enable 
the Secretary-General of the League of Nations to take the necessary steps to defend 
the League's legitimate interests at the forthcoming Cairo Conference. 

The COMMITTEE adopted the following resolution: 

" The Advisory and Technical Committee: 
" Takes note of the Secretary-General's reports on the operation of the 

wireless station of the League of Nations during the years I935 and I936; 



"Notes with satisfaction that the station has rendered valuable services and 
has made particularly favourable provision for direct and independent communi
cations between the headquarters of the League of Nations and Member States; 

" Whereas the wireless station is mainly intended to meet the needs of the 
League of Nations in normal times and to ensure independent communications 
for the League in time of emergency, considers it necessary that the competent 
body of the League of Nations should be in a position to have its interests stated 
by its own representative in the international technical organisations whose 
work might directly or indirectly affect the wireless station; 

· · " Referring to the negotiations that have already taken place for adequate 
representation of the competent body of the League of Nations in those inter
national organisations, notes that, as regards the International Telegraphic 
Advisory Committee and the International Advisory Committee on Wireless 
Communications, it has already been possible to establish direct collaboration; 

" Considering, in particular, the question is on the agenda of the forth
coming Administrative Conference on Wireless Communications to be held at 
Cairo in February 1938, requests the Secretariat to ascertain whether the con
ditions on which it has been possible to establish the said collaboration take 
sufficient account of the special position of the wireless station as an official 
international body and to consider, if necessary, by what means the competent 
body of the League of Nations might, in the most appropriate way, be given 
an opportunity of collaborating with the various international technical organi
sations that deal with wireless communications." 

(c) Radio-Nations code for the Announcement or Organisation of the Transmission of Radiotelegraphic 
Communiques by the Secretary-General of the League of Nations to the Governments, and Rules 

to be followed for These Transmissions. 

M. VAN DISSEL explained that a special code had been established on the instructions of 
the Secretary-General of the League for the announcement or organisation, with the minimum of 
words and expenditure, of the transmission of certain radiotelegraphic communications. This 
code 1 had already been utilised with quite satisfactory results. 

XVIII. ANNUAL REPORTS OF THE MEMEL HARBOUR BoARD FOR 1935 AND 1936. 

The CoMMITTEE noted the annual reports of the Memel Harbour Board for 
1935 and 1936. 

XIX. AGREEMENTS, CONVENTIONS, ETC., CONCLUDED UNDER THE AUSPICES OF THE LEAGUE OF 
NATIONS: POSITION AS REGARDS SIGNATURES, RATIFICATIONS, OR ACCESSIONS 2. 

The ~HAI~MAN pointed ~mt that the meJ?bers of the Committee had received the list of signa
tures, ratifi.c.atw.ns or accessiO-?-S to .conventiOns, agre~ments, etc., prepared by the Organisation 
for Commumcatwns and Trans1t, whtch had been d~postted at the Secretariat between August 28th, 
1935, and August zoth, 1937. They had also recetved a document 3 transmitting the information 
gtven by Sta~es up t? September z~th, 1936, on their intentions with regard to their ratification of 
the Conventwns ':"~1ch they had st~ned. The ~?embers of the Committee would shortly receive 
a document contammg the mformatlon commumcated by States since that date. 

The mem~ers of the Committee have also received the second addendum 4 to the list of pluri
lateral conventiOns, agreements, etc., having regard to questions of communications and transit. 5 

XX. QUESTIONS OF INTERNAL ORGANISATION: COMPOSITION OF COMMITTEES. 

The CHAIRM~N o~served that th~ only question which arose was whether. the posts vacant 
as a result of restgnatwn or decease m permanent or temporary committees should be filled. 

1 Document C.L.I3I.I936.VIII. Annex. 
2 Document A.6.(a).I937· Annex I.V. 
3 Document A.22.1936.V. 
• Document R.R.C.T.f6(b). 
6 See document C.458.M.240.I935.VIII (C.C.T.frg• sessionfP.V.), page 17. 
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M. KRBEt considered that this question depended on the fate of the new Statute of the Organi
sation. If this came into force shortly, it would be undesirable to fill the vacant seats now, since 
the Advisory and Technical Committee and its various Committees would shortly be renewed. 

The COMMITTEE decided not to fill the vacant seats for the moment, and instructed 
its Chairman to complete if necessary, in consultation with the Chairmen of the 
respective Committees, any permanent or temporary Committee which met before 
the adoption of the new Statute. 

XXI. REFORM OF THE CALENDAR. 

The CHAIRMAN gave a brief account of the circumstances under which this question had again 
been referred to the Committee, and pointed out that it had been assigned a definite task by the 
Counci1 1- that of examining the proposal submitted to the Council by the Chilian representative 2, 

in the light of the replies received from the Governments and taking into account the resolution 
adopted by the International Labour Conference. 

The Council had expressed a desire to receive the Committee's report in time for its next 
session, which was to open on September roth, 1937. 

The Committee also noted the replies received by the Secretariat (see Annex 15) to the circular 
letter sent by the Secretary-General of the League of Nations on March 12th, 1937, to the Members 
of the League of Nations and to non-member States in order to communicate to them the text 
of the Chilian proposal, and to ask them to send him any observations they might desire to make. 

Finally, the Committee has received a communication from the Director of the Research 
Department of the Universal Christian Council for Life and Work, transmitting a resolution of 
that Council with regard to calendar reform (Annex 16). 

M. DE CASTRO thought that the chief f~ctor to be taken into consideration was the replies 
of the Governments to the circular letter. Only thirty-two replies had been received, however, 
although the number of States consulted was sixty-nine. Only five States were opposed to the 
adoption of the draft; ten accepted it at least in principle; six had refrained from submitting 
any observations; four had stated that the adoption of the reform seemed to them premature, 
and seven had said that they could not give an opinion for the moment. 

In view of the small number of States which had replied as compared with the total number 
to which the circular letter had been sent, M. de Castro did not think that the Committee could 
propose to the Council the summoning of a conference on the subject. Great interest was 
undoubtedly being shown in this reform, but it would still require long study. The Gregorian 
calendar had genuine drawbacks. In his opinion, the work undertaken in this connection should 
be carried on. He accordingly proposed the following draft resolution: · 

" The Committee, 
" Having taken into consideration the resolution adopted by the International Labour 

Conference in June 1936; 
" Recognising that, during the period which has elapsed· since the General Conference 

on Communications and Transit of 1931, world opinion has been increasingly tending to 
favour a reform of the calendar based on the system of the perpetual year of twelve months 
with equal quarters: 

" Regrets that only thirty-two countries have replied out of the sixty-nine nations 
invited to send their observations on the draft Convention submitted by the Chilian 
representative on the Council of the League of Nations in January 1937; 

" Is of opinion that, in the absence of replies from the other countries, it is not desirable 
at the moment to summon a diplomatic conference or to take any decisive action; 
· " But expresses the hope that the national committees will continue their useful work 

of informing public opinion regarding the reform of the calendar, and that, between _now 
and its next session, the Secretariat will have collected material enabling the Comm1ttee 
to make useful suggestions concerning the reform of the calendar." 

Dr. DE VASCONCELLOS was glad that this draft resolution had come from the representative 
of a country of Latin America, a continent in which the movement in favou"r of calendar reform 
was more active than in Europe. . 

He observed that hitherto no mention had been made of the attitude of a State wh1ch was 
extremely important in this connection-namely, the Vatican. The Nunciatures o_f numero~s 
countries had received orders to oppose the reform of the calendar unless an <EcumemcalC?unc1l, 
previously summoned, pronounced in favour of such a reform. It therefore would seem difficult 
to introduce a reform which was opposed by the Catholic Church as well as by the Orthodox 
Jews and certain Christian sects. 

1 See Official Journal, February 1937, page 92. 
• Document C.I39·M.88.I937·Vlll. 



M. Sil~ain DREYFUS recalled what had been the situation at the end of the General Conference 
of 1931. The Conference had decided that the moment was not opportune for underta~ing a 
modification of the Gregorian calendar; moreover, it had adopted an Act on the economic and 
social aspects of fixing movable feasts; it had recommended that this Act should be brought to 
the notice of the religious authorities concerned, and had expressed the hope that they would 
consider in the most favourable spirit what action they might take in the matter. 

The Holy See's reply had not been favourable to the reform; the Orthodox and Protestant 
Churches, while not opposing it, had made their consent contingent upon that of all the Christian 
Churches. No new facts seemed to have occurred since 1931, and the time did not seem any more 
propitious for the modification of the Gregorian calendar. As to the fixing of movable feasts, 

·which was perhaps of greater practical importance than the reform of the calendar, it still had to 
contend with the negative attitude of the Vatican. 

M. HEROLD thought that it was hardly necessary to discuss the substance of the question 
at present. The Committee should confine itself to noting that the reform of the calend~r had no 
chance of success either on the lines of the proposal made by the Chilian representative or on 
any other lines. Generally speaking, the replies of the Governments showed that the scheme was 
not viewed with much enthusiasm. Only a small minority of States had declared in favour of 
the reform. 

M. Silvain Dreyfus had alluded to the fixing of movable feasts and the general reform of the 
calendar. The Chili~m representative's proposal only referred to the second of these points, but 
possibly the first was the more important, as M. Silvain Dreyfus had emphasised. 

M. de Vasconcellos had referred to a vital factor-namely, the attitude of the Holy See. In this 
connection, M. Herold, although speaking in his personal capacity, communicated to the Committee 
certain passages of the Note sent to the Federal Council by the Apostolic Nuncio no June zgth, 
1937, according to which, inter alia, the stabilisation of movable feasts should form an integral 
part of the reform of the calendar but that such stabilisation should be conditional on the holding 
of an <Ecumenical Council; and that as regarded the reform of the Gregorian calendar, the intro
duction of blank days would break the continuity of the weeks and would upset ancient and 
venerable traditions. The Holy See had therefore taken up an attitude definitely unfavourable 
to the realisation of the Chilian plan. 

To sum up, the chances of achieving a reform were at present non-existent, and the Council 
should be told so frankly. Consequently, it was useless to pursue the study of the question. 

M. DELANNEY (International Chamber of Commerce) observed that economic circles were 
interested in the question. The International Chamber of Commerce had four times adopted 
resolutions in favour of a reform remedying the drawbacks of the Gregorian calendar, due parti
cularly to the movability of feasts, which prevented the comparability of statistics from one year 
to another. 

. M. V ALDES-ROIG supported the draft resolution submitted by M. de Castro, which could, 
If necessary; be supplemented on the lines of M. Herold's observations. 

M. DE CASTRO observed that the Holy See did not finally dose the door to a reform of the 
calendar, as it ~ade its c<;msent to the stabilisation of mo':able feasts contingent upon the holding 
of an fficumemcal CounciL There was therefore no occaswn to shelve the question entirely. 

Mr. KEANE supported M. Herold's views. 

The COMMITTEE asked MM. de Castro, Silvain Dreyfus and Herold to prepare 
a draft report. 

This drafting committee submitted to it a draft resolution which it adopted in 
the following form: ' 

" The Advisory and Technical Committee, 

"Considering the conclusions of the Fourth General Conference on Com
munications and Transit in 1931 regarding the simplification of the Gregorian 
calendar and the stabilisation of movable feasts · . . 

. "Considering the resolution adopted by the I~ternational Labour Conference 
on June 24th, 1936; 

" Considering the draft Convention for the Reform of the Calendar submitted 
to the Council by the representative of Chile~ · 

"~onsidering th~ Council'~ decisions of January 25th and May 27th, 1937, 
by which the Committee was mstructed to examine the aforesaid draft in the 
light of the Governments'. observations and to report to the Council before 
September 1oth, 1937; 

"Considering the circular letter of March 12th, 1937, in which the Secretary
General of the League of Nations asked all the Governments of States Members 
and non~membe~s to forw~rd to him, if possible before August 1st, 1937, any 
observations which they might have to make with regard to this draft; 
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" Considering the replies sent to the Secretariat by thirty-two Governmerts; 
" \Vhereas it is needless to capitulate once more the unquestionable advan

tages from an economic and social point of view both of a simplification of the 
Gregorian calendar and a stabilisation of movable feasts; 

"\Vhereas the League of Nations has already had a large number of schemes 
for the reform of the calendar submitted to it, not the least interesting of which 
is that submitted by the Chilian representative; 

"But whereas such reform can only be contemplated if it meets with quasi 
unanimous approval; 

" \Vhereas the thirty-two replies received by the Secretariat may be classified. 
as follows: 

"Approve, at any rate in principle, of the Cltilian proposal: ten States. 
"Definitely opposed to this scheme: five States. 
" No observations to submit: six States. 
" Unable for the Ume being to take a decision in the matter: seven States. 
" Consider that it would be premature to introduce the reform: four States. 

" \Vhereas it is thus clear from the replies so far received that quasi-unanimity 
among the Governments consulted has not been attained and does not seem 
to be near attainment, more particularly as thirty-seven of the sixty-nine States 
consulted have not yet replied; 

" \Vhereas, furthermore, in the course of the examination previously made 
of this question, the organs of the League of Nations have always deemed it 
desirable to take account of the views of religious authorities; · 

" \Vhereas, in this connection most of the Orthodox and Protestant Churches 
have already stated that they have no objection to the stabilisation of movable 
feasts, though such stabilisation, they declare, should be subject to the consent 
of all the Christian Churches; 

" \Vhereas, as is clear from the information conveyed to the Committee by 
several of its members, the Holy See, after having previously stated that it could 
not consider any change in the date of the movable feasts, has taken up an even 
more definite attitude during the present year in that it has approached certain 
Governments stressing more particularly: (I)· that the stabilisation of movable 
feasts could not be separated from calendar reform, but such stabilisation should 
be conditional on the meeting of an <Ecumenical Council; (2) that, as regards 
the reform of the Gregorian calendar, the introduction of blank days would result 
in breaking the continuity of the weeks and be incompatible with venerable 
and long-established traditions;. 

"For these reasons: 

" Considers that ,it is not expedient for the time being to contemplate 
convening a conference to carry out a reform which in present circumstances 
would seem to have no chance of being accepted and that, under such conditions, 
it is unnecessary, until further notice, to retain the question on the Agenda." 

The COMMITTEE requested the Secretary-General of the League of Nations to 
submit this resolution, in lieu of a report, to the Council at its September session. 

XXII. COMMUNICATIONS FROM THE ACTING SECRETARY-GENERAL OF THE COMMITTEE. 

(a) Budget of the Organisation for Communications and Transit for I9J8. 

The Acting SECRETARY-GENERAL of the Committee explained the budgetary situation of 
the Communications and Transit Organisation for 1938. 

, Apart from the cut of 3,000 francs made by the Supervisory Commission in the credit proposed 
for the three conferences, the initial draft budget, which had been sent to the members of the 
Budgetary Sub-Committee, had been adopted by the Supervisory Commission and would thus 
be submitted to the Assembly (Annex 17). . 
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The draft budget for 1938 in principle showed no change as compared with the budget ~or 
I937· An increase had had to be made in certain items to allow for the effects of the devaluatiOn 
of the Swiss franc. These items were: (r) Conferences; (z) Meetings of the Organisation and 
technical work of experts; (3) Printing of documents; (4) Travelling expenses; (5) Cablegrams, 
telegrams and trunk telephone calls and miscellaneous expenditure. 

The credit for Conferences had also been increased in view of the possibility that three 
Conferences would be held instead of the two provided for in the 1937 budget. 

(b) Representation of the Committee on the Permanent International Commission of Navigation 
Congresses - Brussels, June 9th, I936, and June 8th, I937· 

The Committee had, as usual, been represented at the annual sessions of the Permanent 
International Commission of Navigation Congresses by M. F. L. Schlingemann, whose reports 
were given in Annex r8. 

(c) Account of Meetings attended by the Secretariat. 

The Acting SECRETARY-GENERAL of the Committee gave an account of the I?~etings in ~hich 
the Secretariat of the Organisation had taken part in. order to maintain the ha1son est~bh?hed 
with the international technical organisations specialising in a given spher~ of com~umca~10ns. 
Thus, a member of the Secretariat had attended the meetings of the InternatiOnal Tounst Alliance, 
the International Association of Recognised Automobile Clubs, the Central Council of International 
Touring, and the International Congress on the TouristTraffic and Health Resorts. The Secretary
General of the Committee had also attended the International Hydrographic Conference held at 
Monaco in April 1937 and the session of the Danube Waterways Commission held in June 1937. 
Representatives had also been sent to the meetings of the International Air Navigation Commission, 
the International Air Traffic Association, and the International Aeronautical Federation as well 
as to the First International Technical Conference on Aerial Relief held at Budapest in June 1937 
(see report on the work of this Conference-Annex 19). Moreover, the Permanent Committee 
on Transport by Rail had been represented by the Secretariat at the International Railway 
Congress held in Paris in June 1937 (see Annex zo). A member of the Secretariat had followed 
the proceedings of the Commissions and of the Managing Committee of the International Railway 
Union. The Secretariat had also taken part in the work of certain committees of the International 
Chamber of Commerce, and in the Ninth Congress of that body, held at Berlin in June 1937 (see 
Annex zr). Lastly, the wireless expert of the Secretariat had attended different meetings of the 
International Broadcasting Union, the Third World Power Congress held at Washington in 
September 1936 (see Annex 22) and the fourth meeting of the International Advisory Committee 
on Wireless Communications held at Bucharest in May 1937 (see Annex q). 

(d) Request from the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, Vienna. 

The Acting SECRETARY-GENERAL of the Committee gave an historical account of the 
question and recalled that, at the request of the above-mentioned company, the Council had in 
1933-in application of Article 320 of the Treaty of St. Germain-en-Laye-appointed certain 
arbitrators, who made their arbitral award in May 1934. However, difficulties with regard to the 
application of this award arose shortly afterwards and hindered its execution. 

In order to elicit an authentic interpretation of the award, certain persons claiming to 
represent the company applied in its name to the Council for the reconvening by the latter of the 
Arbitral Tribunal. This request, however, was not approved by the majority of the Board of 
Directors of the company and was later withdrawn by that majority. 

The Council, having before it several contradictory communications, referred the matter on 
October roth, 1936 (ninety-fourth session) to the Permanent Legal Committee for the latter to 
give an opinion as to which of the various requests represented the actual wish of the company. 
The Permanent Legal Committee, on December 5th, 1936, submitted to the Council an interlocutory 
report, proceedings on the matter being in progress before the Austrian courts. When the 
judgment of the Austrian Supreme Court putting an end to these proceedings was communicated 
to the Secretariat, the Permanent Legal Committee immediately (May 25th to 27th, 1937) resumed 
the examination of the question and submitted its final report to the Council. The Council 
however, on May 29th, 1937 (ninety-seventh session), considered it advisable to postpone the 
examination of the question to its September 1937 session, in order to give the Governments of 
the States territorially interested time to study the Committee's report. 

For further details, the Acting Secretary-General referred to documents C.C.T.622 and 
C.C.T.629, which had duly been communicated for information to the members of the Committee 
and of which the annexes containing the reports in question, as· well as the deliberations and 

' decisions of the Council, are reproduced in the Official J ournal.l 

(e) Transport and Transit of Electric Power and Regime of the International Exchange of Electric 
Power in Europe. 

The CoMMITTEE noted the Secretariat's communication (Annex 23). 

1 See in particular, Official Journal, July 1933, pages 828, 829 and 844; January 1934, pages 84-86; August 1934, 
pages 1005-10II; November 1934, pages 1380 and 14II; June 1935, pages 612-614; November 1936, pages II95 and n96; 
February 1937, pages go and 198; May 1937, page 329, and November 1937. 
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{f) Communication from the International Meteorological Organisation. 

The Acting SECRETARY-GENERAL of the Committee communicated to the members of the 
Committee a letter from this Organisation (Annex 24). 

{g) Letter from the International Shipping Conference. 

The Acting SECRETARY-GENERAL of the Committee read a letter received from the Secretary 
of the Conference (Annex 25). 

{h) Co-operation between the Transit Section and the Mandates Section. 

The Mandates Section had consulted the Transit Section several times during the work of 
the Committee of Experts appointed to draw up the Statute and Fundamental Law of the Sanjak 
of Alexandretta. These consultations had referred in particular to the drafting of Chapters XIII 
(" Port of Alexandretta ") and XIV (" Posts and Wireless Communications ") of the Statute, 
which, together with the Fundamental Law of the Sanjak, was approved by the Council at its 
ninety-seventh session (May 29th, 1937).1 

The clauses governing the Port of Alexandretta were contained in Chapter XIII. Articles 51 
and 53, which referred to certain Conventions concluded under the auspices of the Transit 
Organisation, were as follows: 

"Article 5I. - In other parts of the port than the Turkish Free Zone, goods and 
passengers in transit from or to Turkey and vessels flying the Turkish flag shall be treated on 
a footing of absolute equality with goods and passengers of, and vessels registered in, the 
Sanjak, in conformity with the provisions of the Statute on Freedom of Transit adopted by 
the General Conference on Freedom of Communications and Transit, 1921, and with the 
provisions of the Statute on the International Regime of Maritime Ports and the Statute on 
the International Regime of Railways adopted by the General Conference on Communications 
and Transit, 1923. 
. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 

"Article 53· - Any differences that may arise between the parties concerning 
the application of the foregoing articles of the present Chapter shall be settled in conformity 
with the provisions of Article 13 of the Statute on Freedom of Transit." 

The CHAIRMAN thanked the Acting Secretary-General for these different communications, of 
which the Committee took note. 

XXIII. CLOSE OF THE SESSION. 

The CHAIRMAN declared the twentieth session of the Committee closed .. 

1 Document C.282.M.18J.I937· 
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ANNEX 1. [C.C.T.643.] 

AGENDA. 

A t . t b taken on the conclusions of the International Hydrographic Conference at 5· C IOU 0 e 
Monaco, April r937, with regard to: 

(a) The buoyage of isolated rocks; . . 
(b) The despatch by the various Governments to the International Hydrograp~1c 

Bureau of the results of the hydrographic works carried out by authontres 
other than the national hydrographic services themselves. 

6. Stowaways. 
7· Report of the Permanent Committee on Road Traffic on its eleventh session . 
8. International Tourist Traffic. Results of the enquiry among Governments with a view to 

the application of the recommendations of the Passport Conference. of rgz6. 
g.. Co-ordination of transport. Progress report on the enquiry among Governments. 

ro. Signals at level-crossings. Consultation of Governments with regard to an international 
conference. 

II. Public works. 
I2. League of Nations Wireless Station. 
IJ. Annual reports of the Memel Harbour Board for I935 and rg36. 
r4. Technical collaboration between the Chinese Government and the Organisation for Com

munications and Transit. 
rs. 

r6. 
I7. 

Agreements, Conventions, etc., concluded under the auspices of the League of Nations: 
Position as regards signatures, ratifications or accessions. 

Questions of internal organisation: Composition . of Committees. 
Report of the Chairman on the missions carried out by him since the last session of the 

Committee. 
r8. Communications by the Secretary-General of the Committee. 
rg. Visit to the Wireless Station of the League of Nations (transmitting station at Prangins 

and receiving station at Colovrex). 
20. Civil liability of motorists and compulsory insurance. 

ANNEX 2. [C.C.T.657.] 

August 27th, I937· 

CIVIL LIABILITY OF MOTORISTS AND COMPULSORY INSURANCE. 

REPORT 

on the Work of the Committee of Enquiry set up by the Rome International Institute for the Unification 
of Private Law with a view to framing Uniform Rules on the Civil Liability of Motorists and Com
pulsory Insurance, submitted by Dr. Heinrich Rothmund, Chief of the Police Division of the Swiss 
Federal Department of Justice and Police, Member of the Permanent Committee on Road Traffic, 
and Dr. Ivan Soubbotitch, Minister Plenipotentiary, Permanent Delegate of Yugoslavia accredited 
to the League of Nations, Member of the Permanent Legal Committee, who were requested by the 
Chairman of the Advisory and Technical Committee for Communications and Transit of the League 
of Nations to represent the Organisation for Communications and Transit on the aforesaid Committee. 

I. 

In October I934. the Governing Body of the Rome International Institute for the Unification 
of Private Law decided to study the question of the civil liability of motorists for damages caused 
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to t~ird. parties by motor traffic, with a view to securing international unification. At its eighth 
ses~wn m July 19~5, on the other hand, the Advisory and Technical Committee for Communi
catiOns and T~ansit adopt~d a r~solution instructing the Permanent Committee on Road Traffic 
to study certam problems mcludmg those connected with the unification of the ree11lations which 
concern. v~hi_cul!l~ traffic, con:tpulsory insurance, administrative formalities, etc. As the question 
of the civll habihty of motonsts for damages caused by motor traffic has a close connection with 
the problem of cm~pulsory i~surance, a simultaneous study of both problems was necessary. 
The Rome International Institute therefore set up a Committee of Experts to study all the 
questions connected with these problems. · 

As, further, the c~villi_ability of m?torists which this International Committee was studying 
closely affected questions m the provmce of the Permanent Committee on Road Traffic the 
Organisatio~ for Com~unications and Transit decided, with a view to co-ordinating the wo'rk of 
the two bodies, to appomt representatives to follow the proceedings of the International Committee 
and to maintain the necessary connection . 

. Accordingly, the <?rganisation for Communications and Transit sent the following represen
tatives to the four sessiOns of the Committee appointed by the Rome International Institute for 
the Unification of Private Law at which the civil liability of motorists and compulsory (third
party risks) insurance were discussed: 

First session, held at Rome at the offices of the International Institute for the Unification 
of Private Law, from May 27th to 30th, 1935: Dr. Heinrich ROTHMUND. 

Second session, held at Milan, from March 27th to 31st, 1936: M. Branko LUKAC, member 
of the Communications and Transit Section of the League of Nations. 

Third session, held at Rome, from November 23rd to 26th, 1936: Dr. Heinrich RoTHMUND 
and Dr. Ivan SouBBOTITCH. At the first two meetings of this session, the chair was taken, 
in the absence of the Chairman M. d'Amelio, by Dr. Heinrich ROTHMUND. 

Fourth session, held at Abbazia, from May 6th to 9th, 1937: Dr. Heinrich RoTHMUND. 

The composition of the International Committee is shown in the documents. Special reference 
may be made to document 27, pages 6 and 7.1 A list of those attending each of the various sessions 
and meetings is given in the minutes. 

II. 

In deciding to study the problem of international rules governing the civil liability of motorists, 
the Governing Body of the Institute had in mind the fact that the motor-car is nowadays an inter
national means of transport par excellence and that the motorist is subject to systems of law which 
vary according to the particular country in which he travels. Hence the value of standardising 
the rules on the civil liability of motorists with a view to eliminating the present state of uncertainty 
and placing the development of international traffic on a surer footing. The Institute accordingly 
instructed its organs of enquiry to collect and group the rules on the civil liability of motorists 
currently applied under the principal legal systems, and to examine and elucidate the trend of 
legal theory and practice, with a view to enabling an opinion to be formed as to the possibility 
of framing a scheme of unification. 

With this end in view, the Secretariat of the Institute prepared a preliminary study (document 
No. 1),1 in which the systems in force in the chief legislative groups are examined and compared. 
The· texts of special laws on this subject have also been reproduced as annexes. The conclusion 
reached in this preliminary report was that a rapprochement should be possible on the basis of an 
intermediate system. It suggested further that, with a view to facilitating this task, separate 
treatment should be given, first, to the strictly legal problem of unifying the rules on civil liability 
and, second, to the more technical and financial problem of the guarantees to be given whereby 
the victims of motoring accidents may obtain effective compensation for their injuries. Among 
these guarantees, which will be referred to later, special attention was drawn to that represented 
by compulsory insurance. At the request of the Committee of Enquiry, the Institute then prepared 
a second comparative law study of this question (document 8).1 

III. 

As a result of these very thorough and very valuable preliminary studies, the. ~on:tm~t~ee 
has been able to do extremely useful work. The exchanges of views held both on the ~Ivll hab1hty 
of motorists and on compulsory (third-party risks) insurance have given very appreciable results. 
The minutes of the seven meetings of the first session from May 27th to 30th, 1935, of the second 
session from March 27th to 31st, 1936, together with documents 1-28, supply all the necess~ry 
information on this subject.! We would draw special attention to documents 27 and 28 ~vhiCh 
embody the result of the 'Yo~k done up to ~ate. Document 27 ~o~ta~ns,_ ~n addition t? an mtro
duction, the text of a prehmmary draft Uniform Law on the C1vil L1abil1ty of Motonsts framed 

1 These documents may be consulted in the archives of the Secretariat. 



by the Committee, together wit~ ~n explanatory :e_port. Document 28 also contains an 
introduction and the text of prehmmary draft ProvlSlons on the Compulsory Insurance of 
Motorists, together with an explanatory report. 

It does not fall within the scope of the present report to descri~e ~he pro~eedings at each of 
the sessions held; that would be going too far, more particularly as It IS su~cient t<? refer to the 
documents received by the Organisation for Communi~atio~s and Tran:nt. A bnef comment 
might, however, be made on the final result of these discusswns. The simplest me~hod w_ould 
therefore be to separate the two drafts, which, th~ugh closely connected, dea~ With subJects 
which are legally quite different, and present them With a few prefatory observatwns. 

IV. 

Preliminary Draft of a Uniform Law on the Civil Liability of Motorists. 

The comparative study (document r) 1 which the Secre~ariat of the Institut_e. had prepared 
showed that considerable differences exist between the vanous systems of positive law, more 
particularly on the fundamental question of the nature and limits of _th~ ~iability. Whereas under 
some legal systems the motorist is subject to the ordinary rules of h~bi_hty ex ctt:lfCl;• under ot~er 
systems he is charged with objective and causal liability, but has a limited possibil~ty_ of, proVIng 
his innocence. Other legislations again have transferred t~e burden of proof _m the v~ctim s favour 
by setting up a presumption that the author of the damage IS at fault, and by mtroducmg extremely 
limitative provisions as regards proof of innocence. 

Nevertheless, the conclusion reached in the preliminary report was that the divergences 
were not such as to preclude agreement on the basis of an interme~iate s~stem. The trend of the 
discussions, thanks to their objectivity and the spirit of understandmg which charactensed them, 
has confirmed this conclusion so far as the Committee's work is concerned. 

The draft itself consists of ten articles; it is completed by a clause to be inserted in the Proto<;ol 
for the adoption of the Uniform Law, which enables States to restrict the application of this law 
to international cases only. 

Substantially, the tenor of the preliminary draft is as follows: it applies to any vehicle propelled 
by mechanical power which travels over roads or land open to the public without being obliged 
to make use of a rail track. · 

The draft is based on an attenuated form of causal liability, the holder and the driver being 
declared jointly and severally responsible for the damage caused by a motor vehicle in a state 
of circulation. The parties in question may, however, in certain specific cases be exempted from 
liability, the driver having wider possibilities in this connection than the holder. Even if the 
victim is at fault, the holder and driver will still be liable if they are proved to have committed 
a fault. In such case, the judge will determine the compensation after taking all the circum
stances into consideration. When injury is done by more than one motor vehicle, the various 
holders and drivers are jointly and severally responsible to the third party. If a collision occurs 
between vehicles, the compensation to be paid will in principle be divided in proportion to the 
fault attaching to each holder or driver. The amount of the compensation for injury is fixed in 
accordance with national law-i.e., according to the law in force at the place of the accident. 

No proceedings may be brought against the holder or driver unless the victim or his heirs 
report the accident to the party liable within three months from the day on which the injured 

. party has had notice thereof, and has been informed of the identity of the person liable therefor. 
. . No action s~all be brought after the expiry of a year from the date when the accident is 
mhmated, and m no case shall an action be brought after the expiry of ten years from to 
date of the accident. . 

Action for co;n;pensation may be entered in the court of the place of the accident, or in the 
court of the_ domicile of th~ defendant. The sentence passed in application of the law will be 
enforceable m all States which have acceded to the Convention. 

The provisions of the law will not apply to liability for damage caused by the vehicle to the 
persons or objeets transported by it. . 

V. 

Preliminary Draft of Uniform Provisions concerning the Compulsory Insurance of Motorists. 

C~apter 5 of the r~port on the civil liability of motorists submitted to the first session of the 
Committ_ee of Expe:t~ m May 1935. (doc~ent r) 1 ~ealt with the question of guarantees in favour 
of the third party victim of ?- motonng accident. This part of the report set out the various systems 
of guarantees I?roposed, which may be reduced to three: (r) the system of deposits; (2) the system 
of compulsory msurance; (3) the system of an autonomous guarantee fund. 

At its first session alr~ady the Committee decided to reject the system of deposits and the 
~uarantee fund, afl:d unan~mously recommenc;led the adoption of lthe principle of compulsory 
msurance, postponmg until later the study and determination of the methods of application. 

1 This document may be consulted in the archives of the Secretariat. 
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At t~e request c;>f. the Committee of Enquiry, the Institute then examined the question of compul
sory msurance m a second report contained in document 8. 

\\}len preparing the preliminary draft Uniform Law on the Civil Liability of Motorists, the 
Committee framed a second draft entitled " Preliminary Draft of Uniform Provisions concerning 
the Compulsory In~urance of -~otori~ts ". The different terminology employed for these two 
dra~ts (L~w and Umform ProvlSlo~s) ~s _due to the Committee's belief that those proposals made 
by It. which belo~g to. the purely JUridical sphere, and deal with civil liability, can be adopted 
o~ly _m the form m which they are drafted, whereas the others, dealing with problems which come 
w1thm the sphere of the municipal public law of the various States, might be adopted in a modified 
form. 

This_ preliminary draf~ consists of eight articles and general provisions. 
In VIew of the connectiOn between the draft Uniform Law on the Civil Liability of Motorists 

and the draft Uniform Provisions on Compulsory Insurance, and the fact that the latter may be 
adopted separately, Article I of the Provisions reproduces the complete text of Article I of the 
draft Law on Civil Liability. 

The owner or any other holder must take out a civil liability insurance policy to cover the 
damage, either personal or material which may be caused to third parties, by a motor vehicle 
in a state of circulation. The insurance policy does not cover civil liability for damage 
arising out of fraudulent acts committed by the insured party. The taking-out of a civil liability 
insurance policy constitutes oneof the conditions governing the circulation of a motor vehicle. 

When the ownership of a motor vehicle is changed, the rights and obligations arising out 
of the insurance policy are ipso facto transferred to the new owner. It is nevertheless permissible 
to introduce a system under which the insurance policy lapses on transfer of ownership. In 
such cases, the new owner, when registering the vehicle, must prove that he has taken out a new 
insurance policy. 

Under the Uniform Provisions, the victim is entitled to take proceedings direct against the 
insurer, who may only take advantage of certain specific exceptions, but has the right to obtain· 
all the necessary information from the party liable and to take legal proceedings against such 
party. Further, the insurer has a right of recourse against the insured in so far as he has been 
authorised to refuse or reduce his benefits under the policy or the law governing the insurance 
policy. . 

Proceedings may be taken in the court of the place where the accident occurred, or in that 
of the domicile of the defendant. If the victim takes proceedings against the insurer and against 
the party liable, he must sue them in the same court. The right of action by the victim or the 
insured party lapses by prescription one year after the date on which (a) the injured party 
learned of the damage sustained and the identity of the insurer; (b) the insured party learned 
of the damage done. In all cases, the right of action by the injured party or the insured party 
against the insurer lapses by prescription three years from the date on which the accident occurred. 

Instead of direct action, States may grant a legal first lien to the injured party on the 
compensation payable by the insurer, the said lien being so arranged that payment of compensation 
shall in no way constitute proof of innocence if the compensation is not received by the injured 
party, unless the latter consents. 

The general provisions enact that the contracting parties may limit the application of the 
Uniform Provisions solely to cases of an international character. Furthermore, the contracting 
parties reserve the right to fix the amounts to be paid as compensation. The Convention neverthe
less provides for a minimum of Io,ooo gold francs for each victim and, in the case of material 
damage, 5,ooo gold francs for each accident. 

Lastly, a final provision lays it down that motor vehicles belonging to public authorities may 
be exempted from the insurance obligation. 

VI. 
At the meetings held on November 24th and 25th, Ig26, two resolutions were passed embody

ing certain recommendations to the Organisation for Communications and Transit (document IS, 
Annexes I and 2).1 

For the Communications and Transit Organisation's information, it may be mentioned t~at 
the Permanent Committee on Road Traffic has discussed these resolutions and come to the followmg 
conclusions: in agreement with the Rome International Institute, the resolution of November 24th, 
Ig26, has been amended to read as follows: 

" Did a substantial increase of legal proceedings taken against and compensation paid 
by insurance companies in the countries where the insurance for motorists is compulsory 
occur during the year following the adoption of the system ? " 

The Committee considers that Governments might be asked to make these enquiries, as they 
are in a position to obtain the information from their insurance organisations_. . 

The resolution of November 25th, I936; was also, in agreement with the Rome Inte~ahc;>nal 
Institute, forwarded to the Communications and Transit Organisation for such action as 1t rmght 
deem advisable. 

VII. 
On completion, the proceedings of the Committee of Enquriy have been referred, for purposes 

of examination, to the Communications and Transit Organisation prior to being sent to the Assem
bly or the Council of the League of Nations. 

1 This document may be consulted in the archives of the Secretariat. See also under Chapters X (12) and XI of 
the present Records, pages 25 and 26 et seq. 



VIII. 

In forwarding the present report, we have pleasure in saying that, in our capa~ity as repre
sentatives of the OrgaJ?-isation for Communic_ations and Transi_t of the ~eague of Natwns, ';'e wrre 
given a cordial receptwn both by the President of the Institute, His Excellency M .. dAm~ Io, 
and by the members of the Institute and the Committee. We wer~ also enabled to avail ourse ves 
of the excellent services rendered by the secretary of the Committee. . . 

We take this opportunity of thanking the Advisory and Technical Committee for Communi
cations and Transit for the confidence placed in us, arid would add that we have done our best 
to merit that confidence. 

Berne, August 17th, 1937, 

(Signed) Heinrich RoTHMUND. 

Geneva, August 17th, 1937· 

(Signed) Ivan V. SoUBBOTITCH. 

ANNEX 3. [C.C.T.6o7.] 

November 27th, 1935 . 

• 
GERMAN REPRESENTATION ON THE INTERNATIONAL COMMISSION OF THE 

DANUBE. 

(a) COMMUNICATION FROM THE ROUMANIAN GoVERNMENT. 

Note by the Chairman of the Committee. 

The Chairman of the Advisory and Technical Committee has the honour to transmit to the 
members of that Committee the text of the attached communication in which the Roumanian 
Government informs the Secretary-General of the League of Nations that it associates itself with. 
the step taken by the United Kingdom and French Governments as regards the dispute which 
has arisen in connection with the representation of Germany on the International Commission 
of the Danube. 

This communication is submitted to the Advisory and Technical Committee in virtue of 
Article 376 of the Treaty of Versailles, and of the resolution of the Assembly of the League of 
Nations of December 9th, 1920, as were the communications of the Governments of the United 
Kingdom, France, Italy and Czechoslovakia concerning the same dispute. 

The Chairman of the Committee is of opinion that this communication does not introduce 
any new factor of a nature likely to modify the decision taken by the Committee on this subject 
at its nineteenth session, and he believes that the members of the Committee will share his view. 
For this reason, the Chairman has thought it desirable to undertake the present consultation of 
the members of the Committee in writing, and to request them, if they have any contrary opinion 
to express, to communicate it to him by December roth at latest. 

If he receives no reply by that date, the Chairman will interpret the silence of the members 
of the Committee as signifying that they share his opinion on the subject. He will accord
ingly inform the Secretary-General of the League of Nations that, as a result of the consultation 
referred to, the Committee has nothing to add to the decision it adopted regarding the question 
of the German representation on the International Commission of the Danube. The text of the 
above-mentioned decision has already been duly notified by the Chairman to the Secretary-General. 

Letter addressed on November nth, I935, by the Roumanian Government to the Secretary-General 
of the League of Nations. 

[Translation.] 

The Roumanian Government has been informed that the French and British Governments 
have sent you two requests asking you to transmit to the Advisory and Technical Committee for 
Communications and Transit, in accordance with Article 376 of the Treaty of Versailles, a memo
randum regarding a dispute which has arisen in connection with the representation of Germany 
on the International Commi~sion of the Danube. 

In this connection, I have the honour to inform you, by order of my Government, that the 
Roumanian Government associates itself with the step taken by the French and United Kingdom 
Governments. 

(Signed) ANTONIADE. 
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(b) LETTER ADDRESSED ON FEBRUARY lOTH, 1936, BY THE YUGOSLAV GOVERNMENT TO THE 
SECRETARY-GENERAL OF THE LEAGUE OF NATIONS.l 

[Translation.] 

· The Yugoslav Government has ~een informed that the French and United Kingdom Govern
ments have s~nt you two request.s a~kmg you to transmit to the Advisory and Technical Committee 
for Commumcatwns and Trans1t, m accordance with Article 376 of the Treaty of Versailles, a 
memorandum regarding a dispute which has arisen in connection with the representation of 
Germany on the International Commission of the Danube. 

The Yugoslav Government has also been informed that the Italian, Czechoslovak and Rou
manian Governments in succession have associated themselves with the step taken by the French 
and United Kingdom Governments. 

In this connection, I have the honour to inform you, by order of my Government, that the 
Yugoslav Government associated itself with the step taken by the French and United Kingdom 
Governments. 

(Signed) SOUBBOTITCH. 

ANNEX 4. [C.C.T.6r&.] 

UNIFICATION OF TRANSPORT STATISTICS. 
July rst, 1936. 

The Acting Secretary-General of the Advisory and Technical Committee has the honour to 
inform members that the Secretary-General of the Central Commission for Rhine Navigation has 
forwarded to the Chairman of the Advisory and Technical Committee the resolutions passed by 
the Central Commission at its sessions in November 1935 and April-May 1936 regarding the 
unification of transport statistics, together with the report of its Committee for the Unification 
of Transport Statistics and a nomenclature of goods, drawn up by that Committee and adopted 
in principle by the Central Commission at its session in April-May 1936.2 In accordance with 
the Central Commission's instructions, its Secretary-General asks the Chairman of the Advisory 
and Technical Committee to take such steps as he may think fit with a view to stating, before 
August rst, 1936, if possible, the opinion of the Communications and Transit Organisation as 
to the introduction of that nomenclature on the Rhine. 

The Advisory and Technical Committee will remember that, at its seventeenth session 
(June 1932), it had before it a report and some proposals from its Committee for the Unification 
of Transport Statistics, and that it then decided to transmit the report to the Governments 
concerned with a view to receiving their observations before coming to any decision as to the 
summoning of a Conference. As the replies received showed that most countries did not, for 
the time being, see their way to take any action on the proposals made, the Committee, at its 
eighteenth session (November 1933), decided to postpone until a more favourable moment the 
consideration of the effects to be given to the work undertaken, and instructed its .Chairman 
to place the question on the Committee's agenda again as soon as he deemed it expedient. 

The question is therefore not at present on the Committee's agenda, and the Chairman feels 
that there might be some disadvantage in expressing an opinion based solely on the action taken 
by the Central Commission for Rhine Navigation, without resuming consideration of the question 
as a whole in the light of the observations made by the various Governments. Furthermore, 
in regard to this consideration of the problem as a whole, the Chairman has not so far thought 
it advisable to take any action on the lines of the resolution adopted, at the eighteenth session, 
and he is in some doubt whether the Committee would be prepared at present to adopt such 
a policy, as the general position in the matter does not seem to have changed appreciably since. 
1933· 

If the majority of the Committee agree, the Chairman will reply to the Central Commission 
for Rhine Navigation that, in the view of the Advisory and Technical Committee, there is no 
objection to putting into use on the Rhine a nomenclature which seems satisfactory to all the 
States concerned, and which, moreover, is not noticeably different from the draft nomenclature 
prepared by the Committee for the Unification of Transport Statistics of the Communications 
and Transit Organisation, as given in Annex C to the 1932 Report on the Unification of Transport 
Statistics.3 He will add that the Committee will naturally avail itself in the future, when it 
resumes consideration of the problem, of the results of the application of the new system on an 
international artery of such immense importance as the Rhine. 

The Acting Secretary-General asks members of the Committee to let him have any observa
tions before July 2oth, 1936, and will take the absence of observations to mean that they a!p'ee 
to a reply on the foregoing lines being given to the Central Commission for Rhine Nav1gatwn. 

1 This letter w~s communicated to the members of the Committee on February 28th, 1936, with a note from the 
Chairman (under number C.C.T.609) similar to the note transmitting to them the Roumanian Government's letter. 

• These documents may be consulted in the archives of the Secretariat. 
s Document C.L.98.I932.VIII. Annex. 



ANNEX 5. [C.C.T.639(a).] 

August 27th, 1937. 

POSITION OF THE WORK ON MARITIME TONNAGE MEASUREMENT. 

LETTER ADDRESSED BY THE FRENCH GOVERNMENT TO THE SECRETARY-GENERAL 

OF THE LEAGUE OF NATIONS. 

Paris, Augttst 25th, 1937· 

In pursuance of a resolution adopted by the Advisory and Technical Committee !or Com
munications and Transit at its nineteenth session, you were good enough to transmit to my 
predecessor a report drawn up, at that Committee's request, by the Chairman and Rapporteur 
of the Technical Committee for Maritime Tonnage Measurement. . 

I have the honour to inform you that, after examining this document, the competent services 
of the Ministry of Finance consider that a further mee~ing of .the drafting com~Ittee entr~sted 
with the task of studying the measures to be taken With a VIew to t~e adoJ?twn of a umfo:m 
method of maritime tonnage measurement should be contemplated, With a view to the frammg 
of a final text which would take the fullest possible account of the desiderata expressed by the 
various Governments. 

ANNEX 6. 

POLLUTION OF THE SEA BY OIL. 

NoTE BY THE SECRETARIAT. 

{Signed) E. LAGARDE. 

[C.C.T.64o.] 

July 8th, 1937. 

In pursuance of the resolution adopted by the Advisory and Technical Committee for 
Communications and Transit at its last session (November 1935), the Secretary-General of the 
League of Nations submitted to the Governments, on November 27th, 1935, the draft Convention 
and Final Act on the Pollution of the Sea by Oil, prepared by the Committee of Experts,1 and 
asked them to communicate to him their observations and to inform him whether they were 
prepared, on the basis of those drafts, to take part in an international conference for the conclusion 
of the proposed Convention. The majority of the States having a sea-coast replied in the 
affirmative to the last question. 2 A number of these States, moreover, have a very large mercantile 
marine. Other countries reserved their decision or stated that they were prepared, should the 
Convention be concluded by the principal maritime Powers, either to take steps with a view 
to subsequent accession, or to arrange for ships flying their flags to observe the provisions of 
the Convention. 

While recognising that the situation was growing steadily worse owing to the increase in 
the number and tonnage of ships using or carrying liquid fuel, the Assembly of the League of 
Nations observed in the report adopted on October 1oth, 1936 3 (seventeenth session) that the 
contemplated agreement would not produce the desired results unless all the countries with 
important merchant fleets took part in it, and it invited the Governments of all important· 
maritime countries to assist and collaborate in settling the question. 

On the same date, the Council of the League of Nations (ninety-fourth session) adopted 
the following resolution: 

. " T~e Council decides to convene at a date to be fixed later-if possible, during its 
sesswn m January 1937-a Conference for the conclusion of a Convention and Final Act 
on the Pollution of the Sea by Oil. All the Members of the League will be invited to this 
Conference, as well as the following non-member States: Brazil, Costa Rica, Danzig, Egypt, 
Germany, Iceland, Japan, Monaco, and the United States of America." 

In adopting the above resolution, the Council made a similar observation to that formulated 
by the Assembly as to the importance of the participation of all the maritime States in the 
preparation of a Convention on the pollution of the sea by oil. 

There is nothing new to report since that time and up to the present the Conference has not 
been convened. 

1 Document C.449.M.235·I935·VIII. 
2 Document A.r8.1936.VIII and Addendum. 
8 Document A.78.1936.VIII. 
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ANNEX 7. [C.C.T.64r.] 

July 8th, 1937. 

APPLICATION OF THE CONCLUSIONS OF THE INTERNATIONAL HYDROGRAPHIC 
CONFERENCE AT MONACO, APRIL 1937, WITH REGARD TO: 

(a) THE BuoYAGE oF IsoLATED RocKs; 
(b) THE DESPATCH BY THE VARIOUS GOVERNMENTS TO THE INTERNATIONAL HYDRO

GRAPHIC BUREAU OF THE RESULTS OF THE HYDROGRAPHIC "WoRKS CARRIED OUT BY AUTHORITIES 
OTHER THAN THE NATIONAL HYDROGRAPHIC SERVICES THEMSELVES. 

The International Hydrographic Conference held at Monaco from April 13th-24th, 1937, 
adopted the following proposals: 

" (a) The International Hydrographic Bureau is invited to draw up in respect of each 
sea a list of dangers situated in the high seas, at present unbuoyed and likely to be perilous 
on account of their presence in the proximity of shipping routes, and after consultation 
with the competent international organisations to state its opinion as to the advisability 
of making each such obstacle. 

"The said lists to be communicated to the Advisory and Technical Committee of 
Communications and Transit, which would take the measures necessary for the marking 
of the shoals in question by the States concerned. · · 

" (b) The compilation and periodical keeping up to date of a collection of charts 
containing the soundings effected in estuaries and deltas used by sea-going vessels and of 
documents relating to the corresponding tidal river movements issued by the harbour 
authorities and other similar services which are independent of the national hydrographic 
services." 

The Conference considered that it would be of great utility if these various publications 
. were sent regularly by the competent services of each nation to their national hydrographic 

services to be forwarded by the latter to the International Hydrographic Bureau, which would 
file the documents and publish a periodical list thereof. . 

The Conference felt that shipping traffic in the estuaries and deltas giving access to inland 
maritime ports constituted one of the most difficult factors of maritime navigation and that it 
was very important, in consequence, that the above-mentioned information should be published. 
In the opinion of the Conference, the International Hydrographic Bureau should receive this 
information direct from the hydrographic services of the States members of the Bureau. With 
regard to the States which do not belong to the Bureau but are Members of the League of Nations, 
the Conference expressed the hope that the Transit Organisation would take the necessary steps 
to obtain this information. 

ANNEX 8. [C.C.T.634.] 

June 25th, 1937· 

STOWAWAYS. 

LETTER ADDRESSED BY THE INTERNATIONAL SHIPPING FEDERATION 
TO THE SECRETARY-GENERAL OF THE LEAGUE OF NATIONS. 

London, June nth, 1936. 

For some time, the members of the International Shipping Federation have ~een seriou~ly 
disturbed by the inconvenience and excessive expense to which shipowners of var~ous. coun~nes 
are being put by stowaways. The problem is an international one, and the Federation IS anxwus 
that all possible steps should be taken to deal with it internationally. . 

Stowing-away is securing a passage without payment. The expense of carrymg stowaways 
is greatly increased when, as often happens, the indivi_du~l has to be carried for a_lengt~y voyage 
before deterrent penalties can be exacted and repatnatwn arranged. More rap1d ach?n would 
reduce expense and would more effectually discourage the practice. The stowaway IS a non
paying passenger, and as no " condition of labou~" arises, it appear~ to. the Federation that the 
question is one for treatment, not by the InternatiOnal Labour Orgamsatwn, but by a department 
of the Secretariat of the League of Nations. 
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The Federation will be glad to assist in any way possible, but the international a~tio~ which 
it has in view is an international agreement to be concluded somewhat on the followmg lmes: 

The signatories would agree that -

(1) It be made permissible for the ship's Master to land the stowaway at the first . 
port of call after the stowing-away has been discovered. · 

(2) There should be a provision, if possible, that the stowaway may be prosecuted for 
his offence at that first port of call. 

(3) It should in any event be provided that, whether he can be prosecuted or not, the 
stowaway's treatment at the first port of call shall be as follows: 

(a) If the stowaway can prove his nationality, the Consular representatiye of his 
country would undertake his repatriation. If there is no Consular represe~tatlve, t_hen 
the local authorities would be empowered to repatriate the stowaway with the nght 
to reimbursement of the expense from the Government of the stowaway's country; 

(b) If the stowaway cannot prove any nationality, he would then be returned 
to the port in which he stowed away. Provision should be made in this case as to who 
would bear the cost. 

It is appreciated that this problem raises many questions of international law, but it is 
considered that there will be public sympathy with the shipowner who has to bear heavy costs 
in respect of undesired passengers. · 

The Federation will be glad if you can see your way to take this matter up by whatever 
·method you consider appropriate, and will be glad to supply any further information which you 
may desire. 

(Signed) Richard SNEDDEN,. 
General Manager. 

ANNEX 9. [C.C.T.6s8.] 

September 1st, 1937. 
STOWAWAYS. 

NOTE ADDRESSED ON AUGUST JOTH, 1937, BY THE SECRETARY OF THE INTERNATIONAL SHIPPING 
CONFERENCE TO THE SECRETARY-GENERAL OF THE COMMITTEE. 

The International Shipping Federation has suggested the possibility of international agreement 
on the lines of a Convention under which the signatories would agree that -

(1) It be made permissible for the ship's Master to land the stowaway at the first 
port of call after the stowing-away has been discovered. 

(2) There should be a provision, if possible, that the stowaway may be prosecuted 
for his offence at that first port of call. 

(3) It should in any.event be provided that, whether he can be prosecuted or not, the 
stowaway's treatment at the first port of call shall be as follows: 

(a) If the stowaway can prove his nationality, the Consular representative of his 
country would u_n~ertake his repatriation. If there is no Consular representative, then 
the l?cal authontles would be empowered to repatriate the stowaway, with the right 
to reimbursement of the expense from the Government of the stowaway's country; 

(b) If the stowaway cannot prove any nationality, he would then be returned to 
the port in which he stowed away. Provision should be made in this case as to who 
would bear the cost. 

I have no personal knowledge of the extent of the stowaway nuisance and of the difficulties 
whic~ it prese~ts, but I have discu~sed the matter wi~h Mr. Snedden, of the Shipping Federation, 
who iS :esponsib~e. for t~e .prosecution of stowaways m the United Kingdom on behalf of a large 
proportion of Bntlsh shippmg. · 

. The suggest.ion has been made t~a~. if 3:n. acc~ptable ~olution of the problem is possible, it 
m1ght best be discovered by the Com1te mantlme mternatwnal and that the Transit Conference 
mif?ht invite that body to examine i.t and to consider the preparation of a draft Convention. 
This course was recently followed w1th advantage by the International Labour Office on the 
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su~ject of criminal jurisdiction. The Comite maritime has prepared a Convention on that subject 
which promises to be acceptable alike to the maritime interests and Governments concerned. 
In that case, the Comite maritime invited a representative from the International Labour Office 
to attend their meetings as a watcher and the same course could be followed in this matter . 

. -.r:he Comite maritime is an .orl?anisatio~ .consisting .largely of international jurists expert in 
manbme law drawn from all prmcipal manbme countnes. It works in close co-operation with 
the maritime Governments, all of which are represented on it. Its practice is, first, to consider 
whether a Convention is likely to be within the range of practical international politics and if 
so to prepare a draft. The draft is then laid before a diplomatic Conference at Brussels 
representative of maritime Governments. This Conference, like the Comite maritime itself, 
includes representatives from the United States, Germany, Italy and Japan. Following its usual 
practice, the Comite maritime would take into consultation the interests affected and, if invited 
to consider the subject, would undoubtedly welcome Mr. Snedden's co-operation as representative 
of the International Shipping Federation which raised the question. 

Without fuller consideration of the subject, I cannot express an opinion whether the lines 
of an international convention could be discovered which would effect any substantial improvement 
in the present position, and it might well be that the present Transit Conference might think it 
desirable to allow the subject to stand over for inclusion in a subsequent agenda, in the meantime 
perhaps authorising the Secretariat of the League, in conjunction with the Chairman of the Transit 
Committee, to consider whether the subject could usefully be remitted to the Comite maritime 
with authority to invite the co-operation of the Comite maritime if it appears that this course 
could be pursued with advantage. 

H. M. CLEMINSON. 

ANNEX 10. [C. C. T.645.] 

July 15th, 1937· 

SIGNALS AT LEVEL-CROSSINGS. 

REPORT BY THE SECRETARIAT. 

The Advisory and Technical Committee for Communications and Transit considered, at its 
nineteenth session, a report on signals at level-crossings submitted by the Special Committee 
set up to study this question. It recognised the necessity for reaching a uniform settlement of 
the problem in the near future and decided to approve the Special Committee's conclusions. 
The Transit Committee accordingly submitted this report 1 to the Council, requesting it to enquire 
of Governments whether, in their opinion, the programme drawn up might be taken as a basis 
for the conclusion of an international convention on the subject, and whether the Governments 
would, if called upon, be prepared to take part in a conference convened by the League of Nations 
for this purpose. 

The Council, at its ninetieth session (January 1936), approved the Transit Committee's 
proposal and decided to instruct the Secretary-General to consult the States Members of the 
League and non-member States as suggested by the Committee. · 

A summary of the thirty-eight replies which have so far been received by the Secretariat 
is given hereunder: 

The Governments of the following States: Union of South Africa, Australia, United Kingdom 
of Great Britain and Northern Ireland, Canada, India, Iraq, Iran, Irish Free State,. Japan, New 
Zealand, Siam, Turkey and the United States of America, informed the Secretanat that they 
do not propose to take part in a conference with a view to the establishment of an efficient 
international signalling system at level-crossings. 

Those Governments all recognise the importance of the problem, but do not feel able to 
adopt the Special Committee's suggestions. 

Some point out that their territory forms a separate geographical unit and that a different 
signalling system at level-crossings from that in operation on the Continent of Europe has been 
or is being organised. As they have no common frontiers with countries that have adopted the 
road signals provided for under the 1926 and 1931 Conventions, there is no. danger o~ road users 
confusing their signalling system with the system advocated by the Special Committee. 

Others state that motor traffic is not as yet sufficiently heavy to justify th~ int~oduction 
of special measures relating to signals at level-crossings and that the present system IS satisfactory. 

On the other hand, the following countries would be prepared to take part in a conferen.ce 
convened by the League Council: in Europe-Austria, Belgium, Bulgaria, Czechoslovakia, 

1 Circular letter C.L.46.I9J6.VIII. Annex. 
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Denmark, Estonia, France, Greece, Hungary, Latvia, Luxemburg, Netherlands, Norway, Poland, 
Sweden, Switzerland, Yugoslavia; outside Europe-China, Colombia, Egypt and Peru. 

The Governments of these States regard the programme drawn up by the _Com.municatio_ns 
and Transit Organisation as a useful basis of discussion. The Free City of Danzig, L1echtenstem, 
Monaco and the Union of Soviet Socialist Republics also approve of this programme, but do not 
state whether they would be prepared to take part in a conference. 

The Free City of Danzig, Estonia, France, Latvia, the Netherlands, Switzerland and the 
Union of Soviet Socialist Republics have submitted the following observations: . 

Free City of Danzig. 
June I]th, I937· 

The safety measures applying to level-crossings of narrow-gauge lines if\ ~he territ~ry. of 
the Free City of Danzig are governed by paragraph 26 of the Regulations concermng the bmld~ng 
and operation of narrow-gauge railways similar to secondary lines, of January r5th, rgr4, which 
include the following stipulations: 

" 5· During the passage of trains which travel at a speed higher than 30 km. per h?ur, 
the places where the line is crossed by roads on which there is heavy traffic, and crossmgs 
where visibility is bad, so that special caution is necessary, shall be guarded. The s~me 
applies to crossings provided with gates which are worked by hand, whatever the speed of 
the trains. 

" 6. Points where the railway is crossed by public roads on which there is comparatively 
heavy traffic and which are provided with gates worked by hand, or by public roads and 
where there are gates operated from a distance, must be lit up when it is dark, as long as 
the gates are shut. 

" The gates are to be shut before the arrival of trains. Before gates operated from 
a distance are closed, bells are to be rung." · 

The train<> on the East-Prussian narrow-gauge railways which run in the territory of the 
Free City of Danzig travel at a maximum speed of 25 km. per hour. The crossings are therefore 
not provided with gates, nor are they guarded. But, under paragraph 33 of the above-mentioned 
Regulations, the engine-drivers are obliged to operate the warning apparatus on their engines, 
or to give some other signal, on approaching unguarded level-crossings. The Police Traffic 
Regulations of September 5th, rg35, Rules for Application, Annex F, also stipulate that, in 
order to give warning of level-crossings, special traffic signs (warning signs) must be set up on 
the right-ha11d side of roads leading to level-crossings, at a spot about r5o-zso metres before 
the crossing. These signs must be observed by vehicles on the roads, and pedestriaf\S. 

The above provisions pf the Regulations concerning the building and operation of narrow
gauge railways and the relevant provisions of the Police Ordinqpce on Road Tr9-ffic, have hitherto 
appeared adequate for ensuring safety at narrow-gauge railway-crossings. 

There are no special regulations for ensuring safety at crossings over tramlines in the territory 
of the Free City of Danzig, as the position of the tramlines here (there are no special crossings) 
does not make such regulations necessary. Mention may, however, be made of the following 
arrangement on tramcars: in virtue of the Police Ordinance on Road Traffic, of September 5th, 
rg35, rail-vehicles must be provided with a sign indicating alterations in the directio11 in which 
they are travelling. Accordingly, tramway vehicles in Danzig are all provided with <t device 
which, when operated by the driver, lights up a red lamp on the side of the car showing the direction 
in which its is going to turn. 

Estonia. 
January zrst, I937· 

_The. railway administrations of Estonia, Latvia and Lithuania propose to agree upon a 
special signal for level-crossings which, in spite of poor visibility, where visibility is bad, but which 
are not provided with gates or automatic signals, because there is very little traffic. · 
. The Ministry for _Foreign Affairs proposes to revert to the matter later and to supplement, 
m accordance with this proposal, Part C of Chapter I of the Convention in question. 

France. 
August rst, rg36. 

The following changes should, however, be made in the Convention: 

Cha~!er I, A: (Level-crossings with gates). - I? the second sub-paragraph of paragraph I, 
replace: on mam roads and on secondary roads With heavy motor traffic during the night the 
rim of the triangle must be provided with a number of white or yellow reflectors", by: ' 

" On main roads and on . . . night, the apex of the triangle and the picture must be 
provided with . . . reflectors." 
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. It would, we thi~k, be _preferable ~o reflect by electric light, not only the triangular advance 
signal but also the picture It bears (silhouette of a gate or a locomotive, according to whether 
the level-crossing is or is not guarded). 

Cha~fer I, B ~Level-~rossi~g:s _without gate~ but with automatic signals). - In paragraph 2 
r~place: In the Immediate VlCiruty of t_he railway, a signal must be placed in the form of a 
stngle or double St. Andrew's cross, accordmg as the line is single or double. . " 

"In the immediate vicinity of the railway, a signal must be placed in the form of a 
St. Andrew's cross with single limbs or single upper limbs and double lower limbs, according 
as the line is single or double. " 

The type of St. Andrew's cross recommended by the Seville Congress of the International 
Railway Union (1926) consists, in the case of a double line, not of a single signal with double 
limbs, as described in the Committee's text, but of a signal with double lower limbs and single 
upper limbs. 

For your information we attach 1 a sketch of the signal in question, copied from the so-called 
Seville model, and also the text of the Ministerial Decree of May 14th, 1936, making the use of this 
signal compulsory on French railways. 

To paragraph J, which reads as follows: " The automatic signal giving warning of the approach 
of trains must also be placed in the immediate vicinity of railway lines. Both by day and by 
night, this signal must consist of one or more flashing lights, red in colour, indicating that road 
traffic must stop ", add, in fine: 

"and one or more flashing white lights, when it is unnecessary for traffic to stop." 

This would mean that, when the red flashing light is out, another coloured light would be 
shown, so as to prevent any confusion between a level-crossing with automatic signals and one 
without automatic signals. 

Omit paragraph 4, which reads as follows: " The above-mentioned red light signal must be 
accompanied by a sound signal." . 

To have a sound signal in addition to the light signal would make the device unnecessanly 
complicated, and it might not work properly. Moreover, if the sound signal was too faint, it might 
not be hean.~ by the motor-drivers, while if it was too loud it might disturb the rest of persons 
living nearby. 

In paragraph 5, first sub-paragraph, replace: " one of the following four qevices " by: " ~ne 
of the following three deyices ", anq omit sub-paragraph (a) to bring this paragraph into lme 
with the text proposed for paragraph 3 (a compulsory instead of an optional flashing white light). 

Sub-paragraphs (b), (c) and (d) would thus become sub-paragraphs (a), (b) and (c). 
In the new sub-paragraph (c) replace: " reflectors suitably placed on the triangular advance 

signal" by 

·~ reflectors suitably placed on the apex of the triangle and above the picture op. the 
advance signal ", 

to bring it into line with the changes proposed above (Chapter I, A, paragraph r) for level-crossings 
with gates. 

Add the two following paragraphs, which would become Nos. 7 and 8, to the end of Section B: 

" 7· The visibility of the railway should be sufficient, with due allowance for the 
maximum speed of the trains, to enable a driver approaching the level-crossing to clear 
it if no train is in sight." 

This is a necessary precaution in case the automatic signal is out of order. In such a. case, 
the visibility should be suffident to enable the crossing to be safely cleared without the signal. 

" 8. On approaching level-crossings, the speed of road vehicles must not exceed 20 km. 
per hour, unless the competent services consider it possible to allow a higher speed because 
visibility is particularly good. The prescribed speed limit must be indicated on the post 
warning traffic to slow down." 

To make it compulsory for vehicles approaching a level-crossing without gates to slow down 
to a given speed constitutes an additional safeguard. . 

A similar provision should be added, a fortiori (see below) to Section C (Level-crossmgs 
without gates and without automatic signals). 

Chapter I, C (Level-crossings without gates and without automatic signals).- In paragraph 3. 
by analogy with the change proposed in paragraph 2 of Section B, replace: " a signal must be 

1 These documents may be consulted in the archives of the Secretariat. 
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placed in the form of a single or double St. Andrew's cross, according as the line is single or 
double " by: 

" a signal in the form of a St. Andrew's cross with single limbs or single upper limbs 
and double lower limbs, according as the line. " 

In paragraph 4 first sub-paragraph, which reads as follows:" Furthermore, for level-crossings 
used by motor traffic " insert the word " heavy ". before " motor traffic " and add ~h~ words: 
" not exclusively local ", so as to define and restnct the scope of the proposed provisi<;ms. 

In this saine paragraph, under (d), replace: "Reflectors suitably placed on the tnangular 
advance signal" by: 

" Reflectors suitably placed on the apex of the triangle and the picture on t~e s!gnal ", 
for the reason explained above (level-crossings without gates but with automatic signals)· 

Lastly-for the reasons indicated in connection with Section B-at the end of Section C add 
a new paragraph reading as follows: 

"s. On approaching these level-crossings, the speed of road vehicles must. not exceed 
20 km. per hour unless the competent services consider it po~si~le to allo~ a ~ngher speed 
because visibility is particularly good. The prescribed speed limit must be mdicated on the 
post warning traffic to slow down." 

The foregoing proposals come within the framework outlined b~ the Advi?ory and -r:echnical 
Committee. The French Government has endeavoured to reconcile the pnnciples laid down 
by this Committee with the requirements and safety of railway and road tra?-sport in Franc~. 

But whether the actual principle of the use of flashing lights on roads IS a sound one IS a 
debatable point. It might confuse the engine-drivers because these flashing lights are also used 
on the railways, but not for any other road signals. . . 

It would therefore be advisable to raise this question of principle and to ascertam precisely 
what importance is attached by the League Committee to flashing lights. 

Latvia. 
July 30th, 1936. 

The Latvian authorities wish to point out that, in their opinion, Chapter I, C, I of the 
Advisory Committee's conclusions should be supplemented by the following recommendation: 

"A special form of signal should be placed at level-crossings where visibility is poor 
and where, owing to the absence of heavy traffic, neither gates nor automatic signals are to 
be provided." 

Netherlands. 
September rst, 1936. 

In the Netherlands, the rules laid down in the Special Committee's report are being followed; 
when automatic signals are erected at level-crossings without gates, the relevant rules will also 
be applied. Advance signals have not yet been placed at all crossings. 

As in the case of built-up areas, the regulations to be applied to local railway lines and 
tr~mways are left to the competent authorities of each country (Chapter II, sub-paragraph 2); 
thi~ should also apply to main lines, the placing of advance signals in particular being made 
optwnal. 
. A signal showing that the automatic signal at a level-crossing without gates is not working 
IS not essential, but is highly desirable. 

The Netherlands Government is of opinion that outside built-up areas the following signals 
should be adopted for tramways: · · 

(a) If t~e tramway crosses a_ main road, a triangular advance signal bearing the picture 
of a locomotive and, at the crossmg, a St. Andrew's cross. The St. Andrew's cross should 
not be placed at an electric tramway crossing. On roads where there is heavy traffic the 
St. Andrew's cross should be replaced by a triangular signal with a bar and under a transpa
rency the word " Tram " which would become visible on the approach of a tram. 

(b) If the tramway crosses a secondary road, a triangular advance signal bearing the 
picture of a locomotive might suffice. . 

(c) ~f a tram~ay rilll:ning along a road crosses from one side to the other, a triangular 
adv~nce sign~l beanr~g a picture of the locomotive and, at the crossing, even over tram-lines, 
a tnangu~ay signal with a bar and under a red transparency the word " Tram " which would 
become visible on the approach of the tram or, in the case of non-electric trams, a St. Andrew's 
cross. 

Needless to say, the three-colour signalling system recommended by the Permanent Committee 
on Road Traffic 1 cannot be used where a tramway crosses a road. 

1 Document C.468.M.246.1935-VIII, page 3· 
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Switzerland. 
June 24th, r936 . 

. After consulting t~e competent Feder~l authority, the Political Department has the honour 
to mform the Secretanat that the concluswns of the above-mentioned report coincide with the 
provisions of _the Federal. <;ouncil's Ordinan~e of May 7th, r929, amended on November 23rd, 
r934, concer~ml? th~ provisi~n of gates and sign~ls at ~evel-crossings. The only difference relates 
to the posts mdicatmg the distances referred to m Article 7 of the Ordinance, which provides for 
"black bands" inst~ad of" re~ band~". The Swiss text could be modified without any difficulty. 

Efforts are bemg made m Switzerland to carry out the recommendation contained in 
Chapter III of the report in so far as it is possible to do so. 

Union of Soviet Socialist Republics. 
November 3rd, r936. 

As regards the colour of the posts for triangular advance signals, the authorities of the Union 
of Soviet Socialist Republics hope that the choice of the colour will be left to States, as was done 
under the r931 International Convention in regard to the colour of the actual signals. 

In the opinion of these authorities, this would have the advantage of enabling the post to 
be painted the same colour as the signal. · 

ANNEX 11. [C.C.T.644.] 

July r5th, r937. 

CO-ORDINATION OF TRANSPORT. 

NOTE BY THE SECRETARIAT. 

The members of the Advisory and Technical Committee will remember that, at its sixteenth 
ordinary session (September r935), the Assembly requested the Organisation for Communications 
and Transit to study the situation and the measures taken to co-ordinate transport in the principal 
countries concerned, on the understanding that the problem of transport co-ordination should be 
viewed in its widest aspect-technical, economic and financial. 

In pursuance of these instructions, the Committee decided at its nineteenth session (November 
1935) to instruct the Secretariat, with a view to collecting the requisite documentary material, 
to approach the Governments and, if necessary, the competent organisations, limiting its enquiry 
for the moment to transport by rail and road and to inland navigation. 

The Committee reserved the right to take any subsequent decision after the Secretariat had 
submitted the result of its enquiry. 

With a view to facilitating this enquiry and to collecting the necessary documentary material, 
the Secretariat, with the assistance of specially qualified experts, defined and classified the various 
questions connected ]Nith the problem. The result of this work was embodied in a detailed ques
tionnaire, which was sent to the Governments Members and States non-members of the League 
on September 1st, rg36. 

In view of the complex nature of the problem and the amount of information sought, a 
considerable period was necessary before the Governments could be expected to reply. Replies 
were received from the following thirty countries: 

Union of South Africa, Australia, Austria, Belgium, Brazil, United Kingdom, Bulgaria, 
Canada, China, Ecuador, Estonia, United States of America, Finland, France, Hungary, 
India, Irish Free State, Japan, Latvia, Liechtenstein, Luxemburg, Monaco, Norway, Nether
lands (including the Netherlands Indies), Poland, Siam, Sweden, Turkey, Union of Soviet 
Socialist Republics, and Yugoslavia, 

but most of them have only quite recently reached the Secretariat, some of them only in the last 
few days. It is to be hoped that replies will shortly be received from other countries, some of which 
are particularly important for a study of the question. A reminder was sent on May roth last. 

Finally, at its seventeenth ordinary session, the Assembly noted the measures taken by the 
Organisation for Communications and Transit with satisfaction and decided, on October roth, 
r936, to comply with the following suggestions, which were put forward by the delegates of 
Czechoslovakia and the Netherlands: 1 

" . . . the Czechoslovak delegate pointed out that the question (transpo~t co-ordi
nation) had become the ·cardinal problem in the sphere of communications. In view of the 
growing development of road traffic, the whole structure of communications is in a state of 

1 Document A.78.1936.VIII. 
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flux. While before the war it was possible to speak of the virtual, though not legal, I!l~mopo_ly 
of the railway, this is no longer the case to-day. The railways, tied by som~:vhat ngid legis
lation, are obliged to transport goods and passengers in less favourable condi~wns than motor 
vehicles, on the basis of tariffs fixed by the supervisory authority and applicable equall~ to 
all those concerned. Nevertheless, the statement of this latter principle need~ a quahficatH;m. 
It would appear, in the opinion of the Czechoslovak delegate, that, in their strug?le with 
motor vehicles, and particularly lorries, certain railways grant secret tariff ~eductwns not 
available in the same conditions to all users, This question, while connect~d with that of the 
co-ordination of transport, has more affinity with the question of competition between the 
various means of transport. . . 

" This aspect of the problem is of particular interest to economic life in general and 
deserves to be seriously studied. In this connection, the Czechoslovak Government has 
submitted proposals for the revision of the International Convention on the Transport of 
Goods by Rail (C.I.M.), the purpose of these proposals being to make the _provisions of Art_i~les 
9 and ro of the C.I.M. of October 23rd, 1924, more elastic. While, at the RevisiOn 
Conference held at Rome in October and November 1933, these proposals, as well as a 
similar proposal by another delegation, were withdrawn owing to the impossibility of 
undertaking the examination at that Conference of such an extensive problem, the study of 
which would require much time and thought, its discussion has nevertheless continued since 
then in the circles Concerned. Certain suggestions were made with a view to its examination 
by the Central Office for International Railway Transport at Berne. The latter had, however, 
in a semi-official publication, stated that it had no jurisdiction in the matter, by reason of 
its constitution. As the question thus remained open, the Czechoslovak delegate thought 
that the Communications and Transit Organisation was the competent official organ to 
begin the examination of that important problem. He had therefore proposed that that 
Organisation should be asked to study it, with the assistance if need be of the interna
tional associations of railways and users, so that a fair solution of the problem might be found 
at the next conference for the revision of the C.I.M. 

"The Netherlands delegate supported the proposal of the Czechoslovak delegate con
cerning the examination by the Communications and Transit Organisation of the question 
of tariff discrimination, which is closely corlnetted with that of transport co-ordination, and 
he pointed out that the Netherlands had already emphasised the importance of that question 
at the Revision Conference in 1933. . 

" The Second Committee supported the suggestion made by the Czechoslovak and 
Netherlands delegates, which the Assembly would doubtless approve." 

ANNEX 12. 

PtJBLIC WORKS. 

NOTE BY THE SECRETARIAT. 

[C.C:f.646.] 

July 14th, 1937. 

. A! its nineteenth session, the Committee took note of a report 1 submitted by the Second 
C<;>mmittee to !he Assembly on natio_nal ~ublic wor~s and o_f the reso_lution a~opted by the Assembly 
(sixteenth sesswn, September 1935) m th1s connectiOn. Th1s resolutiOn prov1ded for art examination 
by ~xperts of the do_cume_ntary material.c~llected by the Se~ret<~;riat rela~ive to the study of this 
subject. The Comm1ttee 1tselfwasof opmwn that the exammatwn of th1s documentary material 
by experts _would undoubt~dly prove of value and would lead to conclusions of general interest. 
The Comm1ttee therefore mstruct~d its Chairman to organise such a study. 

As the members of the Committee are already aware, this study was made by the following 
three experts: 

M. B. DJOURITCHitc:H:, former Deputy Minister of Communications of Yugos1avia; 
M. Silva~n DREYF?S, Honorary President of the General Council of Roads and Bridges 

and of the H1gh Council of Public Works of France· 
' 

M. F. L. ScHLINGEMANN, Chief Engineer, Director of the Netherlands" Rijkswaterstaat ". 

_These experts me~ a_t Geneva in June 1936 and drew up a report.2 Their work was based, in 
particular on the prehmmary statement prepared by the Secretariat, which is appended to their 
report. . 

In this report, ~hich was communicated in due course to the members of the Committee 
the exper!s pomt_out m the first place that, while the particulars supplied by various Government~ 
are. very mter_estml?, they are difficult to compare with one another, owing on the one hand to 
the1r necessanly w1de scope and oh the other hand to the fact that the co t · d'ff tl · th · t t· th · · · . · . . . . un nes 1 er grea y 
m . e1r s rue ure, ~1r econom1c s1t~ati<;>h, the1r customs and the character of their 0 ulation. 
It 1s therefore not w1thout some hesitation that a few fundamental principles of ge~e;al value 

1 Document A.f7.I935.VIII. 
2 Document C.276.M.I66.1936.VIII. 
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can be laid do~vn o~ the basis of this mater_iaL Further, it is the more difficult to formulate practical 
recommendat10ns mtended for all States masmuch as the latter have rarely indicated the reasons 
for the action they have taken. . 

. The exp·erts point. out, howev_er, that the enquiry sho_ws that the majority of the Governments 
agree that the execut10n of public works has had a satisfactory effect on economic recovery in 
their countries and on unemployment. From the latter point of view, the experts consider that, if 
it is desired to obtain a really satisfactory result, the work undertaken during periods of prosperity 
should be accelerated rather than slowed down in times of depression. 

It would indeed be desirable to prepare programmes of work in advance in sucha way that 
the operations undertaken in times of depression may not be of an improvised character, which 
might have unfortunate results on the economic system as a whole. Moreover, the experts recognise 
that public works are not sufficient in themselves to remedy unemployment and to overcome the 
depression. 

They then explain the administrative methods and methods of financing employed by the 
different Governments. 

They state that they have met with difficulties in their work owing to the fact that, apart from 
differences in presenting the material as between one country and another, the documentation 
supplied by a given country often showed appreciable differences in the methods employed and 
the manner of setting it out, ac'cording to the Government department from which the material 
came. The experts therefore wondered whether Governments could not endeavour to secure 
greater standardisation in these matters between their various departments. 

On the other hand, countries have found themselves obliged, owing to the depression, to 
adopt in certain circumstances methods different from those normally employed in carrying out 
public works, both from the administrative and technical point of view and from the point of 
view of financing the work, particularly by drawing upon the resources of social insurance funds. 
It would have been interesting to have had more information regarding the reasons for the adoption 
of these different methods and the results obtained. 

Furthermore, the experts considered that it would be useful for their report and the 
preliminary statement attached to it to be communicated to the different Governments. The 
latter would thus be able to consider how far they should make use of the various solutions which 
have been adopted and of the results obtained. 

As suggested by the experts, their report was communicated to the Governments by the 
Secretary-Genebi.l of the League of Nations on August 4th, 1936. 

* * * 
The Second Committee of the Assembly (seventeenth session, September 1936), when taking 

note of the above facts, pointed out in its report that, in connection with both the enquiry into 
national public works and th'e study by experts of the documentary material collected, the Transit 
Organisation was continually in close touch with the International Labour Office and expressed 
the hope that collaboration between the two Organisations would make it easier to achieve good 
results in the future in connection with the study of the different aspects of the important problem 
of public works. It had particularly in mind the new action with regard to public works undertaken 
by the International Labour Organisation; of which the Second Committee had taken· note. As a 
re:si.ilt, the question of " the planning of public works and its effect on employment " was placed 
on the agenda of the 1937 meeting of the International Labour Conference. 

Pending thi:s Conference, the Secretary-General and the Director of the International Labour 
Office had agreed, in accordance with the Assembly's decision, upon a scheme for future collabor
ation between the two bodies (Appendix r). 

The Intertlational Labour Conference examined the above item of its agenda in Ji.ine. The 
Secretariat was represented at its discussions. The Conference adopted a recommendation 
coi1cerning international co-operation in respect of public works, a resolution on this subject, 
and lastly a recommendation concerning the national planning of public works (see Appendix 2 
for texts). 

In accordance with the above-mentioned resolution, the Governing Body of the International 
Labour Office, with a view to ensuring collaboration between the two bodies, will invite the 
representatives of the competent organisations of the League of Nations to sit on the International 
Public Works Committee which is to be set up. · 

Appendix 1. 

SCHEME FOR COLLABORATION BETWEEN THE COMMUNICATIONS AND TRANSIT ORGANISATION 

AND THE INTERNATIONAL LABOUR ORGANISATION FOR THE STUDY OF THE PROBLEM OF PUBLIC 

WoRKS. 

I. The Communications and Transit Organisation is to be represented at meetings of the 
Inteniational Committee which it is proposed to set up at the International Labour Office. 

2. The International Labour Office is to draw up an annual report for submission to th~s 
Committee in consultation with the Transit Section of the Secretariat. The latter may subm1t 
any observations to the Committee. 
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3· The uniform plan for information, in accordance with whic~ the Goven;tments ~oul~ 
furnish the requisite information, is to be drawn up by the International CoJ?m~ttee which IS 
to be attended by representatives of the Communications and Transit Orgamsation,_ as stated 
in paragraph I above, in so far as public works relat~ng ~o corr:municatio~s an~ transit are co~
cerned. This applies more particularly to the followmg Items m the classificatiOn referred. to ~n 
the first paragraph of the annex to the draft recommendation on international collaboratiOn m 
the matter of public works: 

(a) Roads and bridges; 
(b) Railway lines, including tramways, metropolitan railways, etc.; 
(d) Canals and other inland waterways (including river conservancy, defensive works 

against floods, etc.); · 
(g) Work carried out in sea and river ports, including mechanical equipment of such 

(h) 
(i) 
(k) 
(l) 

. (m) 

ports; 
Shipbuilding with the financial assistance of the public authorities; 
Work for the establishment of airports; 
Hydro-electric and heating power centres, motive power transmission; 
Gasworks and long-distance gas supply.;_ 
Telecommunications installations . 

4· The replies of Governments are to be communicated regularly in extenso to the Secre
tariat by the International Labour Office. 

* * * 
Note.- It is understood that, should certain schemes for national or international public 

works require special study from one or more of the technical, economic or financial standpoints, 
the requisite study would be carried out by the International Labour Office in co-operation with 
the competent organisation of the League of Nations. 

The Communications and Transit Organisation is to continue to collaborate until the various 
schemes of work in which it .is concerned have been completed. 

Appendix 2. 

TEXTS ADOPTED BY THE INTERNATIONAL LABOUR CONFERENCE· AT ITS TWENTY-THIRD SESSION, 

CONCERNING THE PROBLEM OF PUBLIC WORKS. 

(a) Recommendation concerning International Co-operation in respect of Public Works. 

The General Conference of the International Labour Organisation, 
Having been convened at Geneva by the Governing Body of the International Labour Office, 

and having met in its twenty-third session on June 3rd, I937; and 
Having decided upon the adoption of certain proposals with regard to international 

co-operation in respect of public works, which is included in the third item on the agenda of the 
session; and 

Having determined that these proposals shall take the form of a Recommendation: 
Adopts, this twenty-second day of June of the year one thousand nine hundred and thirty

seven, the following recommendation, which may be cited as the Public Works (International 
Co-operation) Recommendation, I937: 

Whereas the advance planning of public works is a useful method of preventing unemployment 
and counteracting economic fluctuations; and 

Whereas action for this purpose can be effective only if it is based on adequate information 
and international co-operation; 

The Conference recommends that: 

I. Each ~ember of the International Labour Organisation should communicate annually 
to the InternatiOnal Labour Office, on the most suitable date statistical and other information 
con~erning public w~rks undertaken or planned in its territory, including orders for plant, 
eqmpment and supplies. 

2: The informati~n co.mmunicated by Members in accord~nce with paragraph I should be 
supphe~ as ~ar as possible m accordance with a uniform plan relating more particularly to the 
expenditure mvolved, the method of financing the works and the number of workers engaged. 

3· Each Member s~ould co-operate in the work of any international committee which may 
be set up by the. Gover~mg Bod~ of the Inte!national Labour Office for the purpose, more parti
cularly, of studymg the mformatwn commumcated in accordance with paragraph I and preparing 
the uniform plan referred to in paragraph 2 . 

. 4· Each Merr:ber should carefully cons~der what action to take on the basis of any reports 
which the Governmg Body of the International Labour Office may send it as a result of the 
discussions of the committee contemplated by paragraph 3· 
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(b) Resolution on International Co-operation concerning Public Works. 

Whereas the International Labour Conference has adopted a recommendation on international 
co-operation concerning public works; and . 

Whereas it is desirable, i~ order to ~ak~ such co-operation _effective, to set up an international 
body for the purpose of ensurmg the contmu1ty of the co-operatwn and of determining the methods 
of applying it: · 

I. The Conference invites the Governing Body of the International Labour Office to appoint 
as soon as possible, and to convene without clelay, an international public works committee, the 
duties of which should be more particularly: 

(a) To prepare and periodically to revise the uniform plan referred to in paragraph 2 

of the recommendation on international co-operation concerning public works; 
(b) To study every year the information gathered by the International Labour Office 

either as a result of the recommendation referred to above or in any other way; 
(c) To make reports on this subject to the Governing Body of the International Labour 

Office with a view to their transmission to the Members of the Organisation; 
. (d) To undertake any other duties relating to public works which may be entrusted 
to it. 

2. Members which have deClared themselves willing to give effect to the above-mentioned 
recommendation should be invited to send representatives to the committee. 

The committee should also include employers' and workers' representatives in equal numbers. 
The Governing Body of the International Labour Office should invite representatives of the 

competent organs of the League of Nations to participate in the work of the committee, and might, 
in so far as it thinks fit, attach to the committee representatives of international institutions 
or bodies concerned with this matter as well as national and international experts chosen for 
their special knowledge of the various aspects of the problem of public works. 

(c) Recommendation concerning the National Planning of Public Works. 

The General Conference of the International Labour Organisation, 
Having been convened at Geneva by the Governing Body of the International Labour 

Office, and having met in its twenty-third session on June 3rd, I937; and 
Having decided upon the adoption of certain proposals with regard to the national 

planning of public works, which is included in the third item on the agenda of the session; and 
Having determined that these proposals shall take the form of a recommendation: 
Adopts, this twenty-second day of June of the year one thousand nine hundred and thirty

seven, the following recommendation, which may be cited as the Public Works (National Planning) 
Recommendation, I937: 

Whereas, in the absence of advance planning, expenditure on public works tends to increase 
in years of prosperity and to diminish in years of depression; 

Whereas fluctuations in the volume of employment of workers engaged on public works are 
thereby superimposed on the fluctuations in the volume of employment arising out of commercial 
demand, thus aggravating successively the shortage of certain classes of workers in periods of 
prosperity and the extent of unemployment in periods of depression; 

Whereas it is desirable to time public works in such a way as to reduce industrial fluc
tuations as far as possible; 

Whereas the uniform application of such a policy of timing to all public works involves the 
co-ordination of the administrative and financial methods applied by the various authorities; and 

Whereas it is also desirable, if public works are to be fully effective as a remedy for unemploy
ment, that measures sl:tould be adopted relating to the conditions of recruitment and employment 
of the workers engaged on the works; · . . . 

The Conference recommends that each Member should apply the followmg prmc1ples: 

Part I. - Timing of Public Works. 

I. (I) Appropriate measures should be adopted for the purpose of achieving a suitable 
timing of all works undertaken or financed by public authorities. · 

(2) This timing should involve an increase in the volume of such works in period~ of dep_res
sion, and for this purpose it is desirable to provide for the preparation in advance, dunng penods 
of prosperity, of works capable of being held in reserve or exceeding ordinary requirements and 
which should be ready for execution as soon as the need is felt. 

(3) Special attention should be paid to public works which stimulate heavy _industries <?r 
public works which create a more direct demand for consumers' goods as changmg econom1c 
conditions may require. 

2. The policy of timing public wo_r~s shou~d apply to all such .~orks (in~ludi~g: works in 
colonies) undertaken by central authontles, regwnal or local authontles, pubhc utlll~y under
takings, or any body or individual in receipt of subsidies or loans from a public authonty. 
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3· There should be established a national co-ordinating body the duties of which should be, 
more particularly: 

(a) To centralise information relating to the various kinds of public works; 

(b) To ensure or encourage the preparation of works in advance; 

(c) To give instructions or advice as to when works should be held in reserv~ an~ when 
works held in reserve should be undertaken, account being taken of fluctu_atwns m the 
volume of unemployment, changes in the index of wholesale prices, changes m. th~ rat~ of 
interest and any changes in other indices which indicate an alteration in the economic SituatiOn. 

Part II.- Financing of Public Works. 

4· Among the financial measures necessitated by the policy embodied in the present recom
mendation the following should receive special consideration: 

(a) The placing to reserve in periods of prosperity of the resources necessary for carrying 
out works prepared for periods of depression; 

(b) The carrying forward of unexpended balances from one year to another; 

(c) Restricted borrowing by public authorities in periods of prosperity and accelerated 
repayment of loans previously contracted; 

(d) The financing by loan in periods of depression of public works likely to st~mula~e 
economic recovery, and generally speaking, the application of a monetary policy which w1_ll 
make possible the expansion of credit required at such a time for the speeding-up of the public 
works and which will ensure the lowest possible rate of interest on the loans. 

s. The co-ordinating body provided for in paragraph 3 or a special body acting in co-operation 
with it should be entrusted with all or some of the following duties in connection with the financing 
of public works: 

(a) To advise the central authority on financial policy and, if necessary, taxation policy 
relating to public works: 

(b) To assist in achieving proper co-ordination between the credit policy and market 
operations of the central bank, or corresponding institution, and the public works policy of 
the Government; 

· (c) To co-ordinate the borrowing policy of the different public bodies referred to in 
paragraph 2; and 

·(d) To take such measures as may be necessary to ensure that the policy of the central 
authority in respect of loans and subsidies is made effective. 

Part III.- Emplo~ment of Certain Classes of Workers. 

6. In _applying the policy of timing provided for in this recommendation, consideration 
should be given to the possibility of including works which will give employment to special classes 
of workers such as young workers, women and non-manual workers. 

Part IV. -Conditions of Recruitment and Employment. 

7· The recruitment of workers for employment on public works should be effected for 
preference through the public employment exchanges. 

B. Foreign wor~ers aut~orised to reside in the country concerned should be accepted for 
employment on public works m the same conditions as nationals, subject to reciprocal treatment. 

9· The rates_ of wages of workers on public works should be not less favourable than thos~ 
~ommo~ly !ecogmsed by wor~ers' ~rganisations and employers for work of the same character 
.~n the d~str~ct where the wo::k IS earned out; where there are no such rates recognised or prevailing 
1~ the d1stnct, thos~ r~cogmsed or prevailing in the nearest district in which the general industrial 
Circumstances· are similar should be adopted, subject to the condition that the rates should in any 
c~se be such as to ensure to the workers a reasonable standard of life as this is understood in their 
time and country. 
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ANNEX 13. 

[C.C.T.635.] 
June 25th, 1937. 

TECHNICAL CO-OPERATION BETWEEN THE ORGANISATION FOR 
COMMUNICATIONS AND TRANSIT AND THE CHINESE GOVERNMENT. 

NOTE BY THE SECRETARIAT. 

Co-operation between the Organisation for Communications and Transit and the Chinese 
Government has proceeded satisfactorily. 

The experts sent to China by the Organisation have continued to co-operate with the National 
Economic Council of the Chinese Government and to advise it on qu~stions within their competence, 
relating more particularly to road building and transport by road and to hydraulic works. . 

Further, on the basis of findings established on the spot and of the ample documentary 
material collected, the group of experts sent to China in 1935 at the Chinese Government's request 
has drawn up its report on hydraulic and road questions in China and this report was tni.nsmitted 
at the beginning of 1936 to the Chinese Government. The latter was thus in possession of a pro
gramme for its future activities in the matter of roads and hydraulic schemes. 

M. Okecki, who had been in China since the beginning of 1932 as road expert, returned to 
Europe at the end of 1935 on· the conclusion of his mission. 

M. Bourdrez, who has also been in China since 1932, as hydraulic expert, has continued his 
co-operation with the National Economic Council. . 

Further, M. Coursin, Chief Engineer of Roads and Bridges, and formerly Director of Public 
Works in Madagascar, who had, since 1935, been one of the group of experts placed at the Chinese 
Government's disposal, was again sent on a mission to China in 1936, in order to assist in carrying 
out there the various recommendations embodied in the experts' report. 

On his return to Europe, M. Coursin submitted useful observations and suggestions for con
tinued co-operation between the Organisation for Communications and Transit and the Chinese 
Government. .These suggestions supplemented the proposals which the Government had in the 
meantime laid before the Secretary-General of the League of Nations for a new programme to 
ensure the continuance of co-operation. in this sphere and at the same time to extend the scope 
of the present activities. . . 

The chief innovation in this programme, which was approved by the Council Committee for 
Technical Co-operation with China, is the creation of a Chinese Study Bureau at Nanking, attached 
to the National Economic ·Council. The Bureau includes, as advisers, three foreign engineers 
appointed by the League of Nations, in principle for a period of two years, and paid by the League. 
One of these engineers must be an expert on road questions and the other an expert on hydraulic 
questions; the third, who is responsible for the direction of the Bureau and is at the same time the 
representative of the Organisation for Communications and Transit accredited to the Chinese 
National Economic Council, must, as far as possible, be competent in both these spheres. In 
addition, a number of Chinese engineers are attached to the Bureau and paid by the Chinese 
Government, which also has to supply all the material and subordinate staff required by the Bureau. 

The Bureau's activities cover road and hydraulic problems. Its chief function is, first, to 
advise the Chinese technical services on programmes of work and observations and tests prior 
to their execution; and to complete the professional training of the Chinese engineers attached 
to the Bureau, and, secondly, to establish plans for the carrying out of certain specific works for 
which the preparatory documentation appears to be adequate. 

The execution of these works devolves upon the Chinese authorities, though the foreign 
members of the Bureau may, at the request of the authorities, visit the scene of operations and 
give such practical advice as may be necessary. 

The Bureau may also assist in the general framing of plans and in the supervision of their 
execution, by means of its documentation and of advice given and tours of inspection carried out 
as before by the foreign engineers. 

Lastly, since the Chinese Government has expressed a desire to improve the technical train~ng 
of its engineers and proposes with this object to establish a centre for advanced technical studies,. 
to which a limited number of Chinese engineers would be admitted on the basis of their records of 
service and experience, it is suggested that the foreign engineers who are members ?f th~ Bur~au 
might assist by giving lectures at the centre on subjects to be co-ordinated and brought mto line 
with the general curriculum. 

M. Coursin was sent to China in April 1937 on a short mission to organise and direct this new 
Bureau. M. Bourdrez, who specialises in hydraulic questions, is also a member of the Bureau. 
M. Maux, engineer of roads and bridges, has been sent to China as a member of the Bureau to deal 
more particularly with road questions. 
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Lastly, in order to assist in the training of Chinese experts, a number. of Chinese engineers 
have been sent on study tours to different foreign countries, under the ausprces of the League of 
Nations and with its financial assistance. 

For each of these missions, lasting as a rule for six months, a detailed programme was drawn 
up by the Secretariat, in collaboration with the foreign experts of the Nanking ~ureau a~d the 
competent authorities in the several countries visited, and in agreement with the Chmese engmeers 
themselves. 

In this connection, the Chinese Government arranged through the Secretary-General. of 
the League of Nations for a number of young Chinese engineers to be attached to the techmcal 
administrations of various foreign countries for a perio.d of from two to three years. 

ANNEX 14. [C.C.T.65r.] 

July 29_th, I937· 

REPORT ON THE FOURTH SESSION OF THE INTERNATIONAL ADVISORY 
COMMITTEE ON WIRELESS COMMUNICATIONS (C.C.I.R.) HELD AT BUCHAREST FROM 

MAY 2IST TO JUNE 8TH, I937· 

I. 

The fourth session of the C.C.I.R. held at Bucharest from May 21st to June 8th was preceded 
by considerable preparatory work involving in particular the publication by the International 
Bureau of Wireless Communications (B.U.) of the replies sent by countries to the eighteen questions 
put at the third session of the C.C.I.R. held in September-October 1934 at Lisbon and the two 
other questions put forward after the close of that session. 

In accordance with an opinion expressed by the C.C.I.R. at Lisbon _(opinion No. 53), the 
Roumanian Administration communicated to all the administrations the following draft dis
tribution of the questions among the various Committees: 

I. DEFINITION AND NORMALISATION COMMITTEE. 

I. Question r-Selectivity curves of receivers. 
2. Question 13-Radio-electric symbols and terminology. 
3· Question q-Signal and noise measurements. 
4· Question 19-Wave classification. 
5· Question IS-Procedure, methods of measurement and tolerance of disturbances due to 

. electrical installations. 

II. Co-OPERATION CoMMITTEE. 

I. Question 2-Determination of the admissible tolerances for the intensity of harmonics; 
study of the harmonics of various stations and their action on receivers. · 

2. Question 3-Technical conditions for the synchronisation ofbroadcasting stations. 
3· Question 4-Width of band in kilo-cycles separating two broadcasting stations. 
4· Question 20-Revisiori of the table of tolerances. 

III. OPERATION COMMITTEE. 

r. Question 5-Reduction of parasitic currents in receivers. 
2. Question-6~Reduction of interferences in the mixed bands. • 
3· Question r6-Methods to be applied to wireless receiving sets to eliminate or reduce inter

ferences caused by electrical installations. 
4· Question· 17-Background noises in receivers. 

5· Question r8-Means of providing for the rapid and certain establishment of communications 
in short-wave bands of the mobile service. 



IV. TRANSMISSION Co~!MITTEE. 

I. Question 7-Study of propagation curves of waves. 
2. Question 8-Characteristics of various waves as regards radiogoniometry. 
3· Question g-Intensity of the field strength necessary for reception in different cases. 
4· Question Io-Effectiveness of various systems of so-called anti-fading aerials. 
s. Question n-Utilisation in broadcasting of the transmitting system with a carrier wave and 

one side band. 

In addition to these various TechniCal Committees, there were also a Drafting Committee 
and an Organisation Committee, the latter of which dealt, inter alia, with rules to be adopted 
for the revision and new numbering of notices issued by the" C.C.I.R. 

Before dealing with the various technical questions, an account should be given of the action 
taken on the request of the League of Nations regarding its participation in the fourth session 
of the C.C.I.R. at Bucharest. 

This question was first dealt with on May 2Ist at the meeting of the heads of delegations, 
during which the President pointed out that, in a letter of September 27th, I935, addressed to 
the Ministry of Communications at Madrid and communicated by that Ministry to the Bureau 
of the Union, the League of Nations " as an operator of a wireless station belonging to it " made 
the declaration required by Article 3I, paragraph 2, of the General Rules on Wireless Communi
cations. This declaration was accompanied by the following statement: 

" At future sessions of the said Committee, the delegate of the League of Nations will 
take part as a technical expert of the organisation in question of the League of Nations which, 

·as an official international institute, operates a wireless station belonging to it near Geneva 
-that is to say, will take part with the right to vote". 

The words "right to vote" (droit de deliberation) gave rise to different interpretations, and 
the President stated that it would be advisable for the C.C.I.R. to define the meaning so that it 
might be possible, in accordance with Article 6, paragraph 4, of the Rules of Procedure, to draw 
up an accurate list of delegates which had the right to vote at the fourth session of the Committee. 

On this subject, M. Keller, head of the delegation of the Swiss Confederation, made the 
following statement: 

"When we decided to allow a representative of the League of Nations to take part in 
the work of the C.C.I.R., we conferred on the League the capacity of an operating company 
recognised by a Government; if account is taken of the seat of the League of Nations, that 
Government is the Swiss Government. 

" You will agree with my Administration that this situation cannot be satisfactory 
either to the Secretariat of the League of Nations or to the Swiss Government; my Adminis
tration therefore has the honour to propose that, at the fourth session of the C.C.I.R., you 
should consider the representative of the League of Nations as an expert of an administration 
not dependent on any country and should admit him to the meetings of this session with the 
right to vote within the meaning of Article 3I, paragraph 4, sub-paragraph 2, of the General 
Rules. · 

" In accepting this solution solely for the fourth session of the C.C.I.R., the future position 
of the League representative in the C.C.I.R. will in no way be prejudiced. It will be for the 
Conference at Cairo definitely to settle the question of League co-operation in the Committees 
of the Union." · 

After a long discussion, in which the delegations of Italy, Portugal, Switzerland, the United 
States of America, the United Kingdom, the Netherlands, Yugoslavia, Czechoslovakia and Rou
mania took part, the assembly considered that the question was settled by the provisions of 
Article 6, paragraph I, and Article 7, paragraph 4, of the Rules of Procedure and by Article 3I, 
paragraph 4 {I}, of the General Rules on Wireless Communications. 

These provisions could only be changed at the International Conference on Wireless Com-
munications at Cairo. · 

M. Keller (Switzerland) drew attention to the provisions of Article 3I, paragraph 4 (2), of 
the General Rules. He pointed out that the wireless service of the League of Nations was not a 
service subject to the recognition provided for in that paragraph. 

This argument did not succeed in changing the view of the meeting. 
After this meeting, the President, at the first ·plenary meeting, pointed out that the me.eting 

of the heads of delegations had considered that the League representative could only ac_t m a;t 
advisory capacity at the fourth session of the C.C.I.R. He asked the assembly to ratify th1s 
opinion. · .. 

On this occasion, the League representative said that he had noted with interest the oplJ?lOnS 
expressed. He requested the assembly, however, to suspend its final decision until he had subm1tted 
the League of Nations' point of view on this subject to the Organisation Committe~ .. 

M. Gneme, head of the Italian delegation, was, however, of opinion that the dec1s1on taken 
at the meeting of the heads of delegations was final and should remain in force unless some new 



fact was brought forward. He agreed, however, that this question _sho?ld be referred. to the 
Organisation Committee for further study. The assembly e!ldo!sed this v:rew. The questiOn was 
therefore again taken up at the first meeting of the Orgamsatwn Commi~t.ee. . 
. The President, M. Gneme (Italy), read a memorandum on th~ con~Itwns un~er which ~he 
League of Nations had taken part in the sessi_on of the C.C.I.R. ~t Lisbon m an advrs?ry capa~Ity. 
He said the League had asked to take part m the fourth sessiOn of t?e C .. C.I.R. with the. ng~t 
to vote; but, under the Regulations, this request could not be complied With. Moreover, ~~ his 
opinion, the Regulations could only be changed by the General Conference, and the Committee 
was not competent to deal with the matter. . 

M. Kelier (Switzerland) pointed out that, at the session of the C.~.I.T. at War~aw I~ October 
1936, the United States of America had been allowed to tak.e part m the W?~k m sprte of the 
Regulations in force. Without desiring to be necessarily gmded by the deCisiOns of the other 
Advisory Committee, he asked that the same liberal spirit should be shown and that the League 
should be admitted. 

The Chairman pointed out, however, that the United States had taken part in the session 
of the C.C.I.T. at Warsaw only in an advisory capacity and without the right to vot~. The :f:eague 
was at present in a similar position: it could take part in the work without votmg, as It h_ad 
done at Lisbon. The question of principle as to the admission of the League to the C.C.I.R. wrth 
the right to vote could only be settled at the Conference in Cair?. . .. 

The representative of the League of Nations then expressed his astomsh~ent at the decrsi?n 
taken at Lisbon, which had never been communicated to the League of Natwns. In reply torts 
request to take part in the session of the C.C.I.R. at Lisbon, the League had received a tel~gram 
announcing its admission without further details and no one could infer therefrom that It was 
merely admitted in an advisory capacity. As a result of unforeseen circumstances, the League 
delegate had only been able to reach Lisbon for the closing meeting, so that he had been 
prevented from taking note of this decision. 

It could not be denied that some confusion had arisen after the session of .the C.C.I.R. at 
Lisbon. The Secretariat of the League had interpreted the telegraphic reply received from the 
governing body at Lisbon to mean that the League had been accepted with the right to vote; . 
it had therefore put forward the same request for the fourth session at Bucharest. The governing 
body itself did not appear to have any knowledge of the decision taken at Lisbon, since it had 
sent the League two contradictory invitations: the first inviting it to take part as an administration, 
and the second as a private company. 

Lastly, the League representative emphasised the fact that no regulations could be taken 
literally and that the case of the League was a special one which was not provided for by the 
Regulations. 

In spite of these remarks, as no other delegation desired to speak, the Committee adopted 
the Chairman's point of view. . 

After the meeting, the League representative expressed his surprise to several heads of 
delegations that none of them had spoken in favour of the League application. 

Since the decision taken by the Organisation Committee precluded any possibility of dis
cussing the question again in a committee, the League representative sent a letter to the President 
of the fourth session in which, after reviewing the situation, he proposed that the C.C.I.R. should 
adopt the following recommendation in order to facilitate the discussion at Cairo. 

"The C.C.I.R. Fourth Session, at Bucharest, after considering the application by the 
Secretary-General of the League of Nations regarding participation in the meetings of the 
C.C.I.R., declares itself incompetent to discuss this application for representation by the 
League at the present session, since a final discussion can only take place at the Administrative 
Conference in Cairo; . 

" However, with a view to facilitating the settlement of the question at Cairo, it recom
mends the administrations to study immediately a formula which would enable the League 
to take part in future sessions of the C.C.I.R. under conditions which take account of its 
special position in the world." 

After this letter, the question was again taken up by the Organisation Committee a few days 
before the close of the Plenary Assembly-i.e., on June sth, 1937. 

!>t this meeting, the ·committee considered the letter from the League representative to the 
President of the C.C.I.R. The Chairm~n of the Organisation Committee, M. Gneme (Italy), sup
por~ed ?Y. M. Munch (Germany), considered that the C.C.I.R. would be going beyond its technical 
dutie~ If It made a ~e.con:mendation that t~e ~dministrations should be requested to study the 
questwn. of the participatiOn of the League m Its work. He maintained that the question con
~erned ~I~her the General Con!erence or t~e three .Advisory Co~mittees, si~ce it involved a change 
m provlS!ons of the telegraphic, telephomc and wireless regulatiOns. He said that all the adminis
trations were well acquainted with the question, which had already arisen at the Madrid Conference 
and had formed the subject of proposals published by the Bureau of the Union for the Conferenc~ 
at Cairo. Consequently, he did not see either the necessity or the advisability of making the 
proposed recommendation. 

M. Mulatier (France). then spoke in fav~ur of the' League representative's request. He was 
followed by M. Keller (Switzerland)! M. V~z Pmto (Port~gal) and Mr. Stevenson (United Kingdom), 
who thought that a recommendatiOn might be made m the sense mentioned since the League 
of Nations operated a wireless station. ' 

This proposal was also supported by M. Strnad (Czechoslovakia) and M. Arakawa (Japan). 
The latter went even further and thought that the League of Nations should be treated as an 
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administration since, although it had no territory, all the functions which it exercised in connection 
~ith its wireless st_ation :were those o~ an ~dmiJ?-i~tra~ion. 1\1. Arakawa sent the League representa
tive a letter on this subJect, expressmg his opmwn m greater detail. 

After a long discussion during which the head of the French delegation spoke several times 
in energetic support of the request expressed in the letter to the President of the .C.C.I.R., the 
members of the Committee agreed on the following draft recommendation: 

"The C.C.I.R., having examined the application by the Secretary-General of the League 
of Nations regarding the conditions of participation in the meetings of the C.C.I.R., declares 
itself incompetent to discuss this question, on ~hich a decision can only be taken at the 
Administrative Conference in Cairo, and requests the administrations to study the question 
without delay." 

On the day before the plenary meeting, a fresh discussion took place in the Organisation 
Committee as to whether the above was a draft resolution or a draft opinion. At the instance of 
the Head of the French delegation, M. Mulatier, it was decided to present the question in the form 
of an opinion. This formula was adopted without difficulty by the plenary assembly. Thus the 
question of regulating the position of the League of Nations is at present on the official agenda of 
the General Conference at Cairo. 

As regards the formula submitted by the League of Nations implying the right to vote, the 
League representative had several conversations with the heads of delegations which had supported 
the League's request. The general opinion was that it would be inadvisable to insist on this point. 
In principle, the right to vote can only be granted to administrations members of the Union and 
it would be very difficult to obtain from the Administration Conference the right to vote for a special 
case such as that of the League of Nations, which is not a member of the Union. The case provided 
for concerns private companies, when the administration itself is not represented and is replaced 
by a private company of the country. The object to be attained at Cairo is the recognition of 
the special position of the League of Nations, so that its delegates might take part in all meetings, 
including those of heads of delegations, and in all discussions, but only in an advisory capacity. 
A number of heads of delegations pointed out that, if the League of Nations were granted the right 
to vote, it might be placed in a difficult position through being obliged either to vote against 
certain administrations belonging to countries Members of the League or to abstain from voting. 

If the special position of the League of Nations were sufficiently recognised in the above sense 
by a special formula without insisting on the right to vote, it is highly probable that no Govern
ment would raise any difficulty. 

Under these circumstances, it would appear advisable to inform the Assembly of the League 
of Nations of this position, so that it might recommend the Members of the League of Nations 
to support the request of the League at the Cairo Conference. 

-II. 

Between· the various meetings of the Committee, the International Broadcasting Union 
(U.I.R.) arranged meetings of experts of European and non-European broadcasting organisations 
in order to consider the present position of broadcasting on short waves. The programme of these 
meetings was as follows: · 

I. The examination of the present position according to the observations of the Control 
Centre of the U.I.R. at Brussels. 

. 2.. The necessity for establishing· in the near future a normal plan of distribution of 
short waves. 

At the first meeting, presided over by M. Braillard, the latter explained the difficult position 
of broadcasting on short waves and showed that this position would soon become much worse. 
In commenting on the various documents distributed, he drew attention to the fact that, out of 
217 stations, n8 were at present working on waves in the bands allotted at the Madrid Conference 
in 1932 and 99 outside these bands. After drawing attention to the gravity of the position, he 
opened the discussion. 

Several means of improving the position were mentioned and discussed. The League :epres:n
tative drew attention to the case of stations carrying out a commercial radio-telephomc serVIce 
between fixed points and occasionally a broadcasting service. These stations were compelled to 
carry out their broadcasting service on the wave allotted to them for their fixed service in order to 
reduce interference. This case, which applied, amongst otters, to South-American stations, deserved 
attention. · 

The discussion continued at a second meeting and related in particular to separation between 
the various frequencies, the sharing of a wave by two stations, directing aerials and the power 
used. · 

There are some conclusions to be drawn from the discussion. The first is that the present 
difficulties can only be settled at the Cairo Conference both as regards th~ frequency bands w~ich 
can be used and the limits of power to be imposed and also as regards special cases such as statiOns 
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situated in tropical countries, etc. The second is that an effort should be made immediately to 
collect full information with a view to that Conference. It is advisable that the U.I.R. should 
continue the task of collecting documentary material which it has already started. 

The President, before closing the discussion, informed the delegates that the U.I.R. proposed 
to establish a programme of tests with the kind assistance of the administrations. The results of 
the observations would be sent to the administrations for their information through the Bureau 
at Berne before the problem was dealt with at the Cairo Conference. · 

There is no doubt that a fresh distribution of waves, especially short waves, will be the principal 
radio-electric question to be dealt with at the Cairo Conference and the special position of the 
League Station, Radio-Nations, in particular will have to be defended. 

The technical questions dealt with at the fourth session at Bucharest were, in general, questi~ns 
of application, since the principles had already been discussed at the previous session. The stud1es 
submitted by the various Governments were so well prepared that little discussion was necessary 
except on a few points. No definite opinions were expressed on a number of questions which had 
to be placed again on the programme of the Cairo Conference and the next session of the C.C.I.R., 
since the studies submitted were not sufficiently advanced to permit of definite conclusions. This 
was the case in particular with signal and noise measurements, the procedure methods of measure
ment and tolerance of disturbances due to electrical installations and the study of characteristic 
curves of various waves in respect of radiogoniometry. 

A number of questions, however, gave rise to positive opinions: for instance, the different 
methods to be followed for sharing frequencies in broadcasting, the difference to be made between 
the frequencies of two transmitting stations, the measurement of the selectivity and of the stability 
of receivers, the revision of the table of tolerances, etc. 

Useful work was also accomplished in the matter of the creation of a vocabulary of radio
electric terms in several languages (there is already a draft vocabulary in English, German, 
French, Italian and Portuguese). A list of new questions was also drawn up for the Cairo Conference. 

The League representative carefully followed the questions which were directly connected 
with the technical aspects of the League station; he also took part in the discussions on several 
occasions and helped in the work of the committees. 

ANNEX 15. 

CALENDAR REFORM. 

RESULTS OF AN ENQUIRY AMONG GOVERNMENTS UNDERTAKEN IN EXECUTION OF THE COUNCIL'S 
DECISION OF JANUARY 25TH, 1937 (NINETY-SIXTH SESSION). 

Up to September 4th, 1937, replies had been received fro.l)l the following thirty-two Govern
ments. 

Union of South Africa. 
July 13th, 1937. 

The Government of the Union of South Africa consider that public demand for the reform 
of .the calendar is not yet sufficiently widespread to warrant a draft Convention in that regard 
bemg concluded. They feel, moreover, that the fixation of Easter by international accord should 
precede the consideration of the wider question of calendar reform. · 

[Translation.] 
argentine Republic. 

July 26th, 1937. 

. The Argentine Government has given the question of the reform of the Gregorian calendar 
its careful consideration in view of the advantages which it is desired to obtain. 

It poi~ts out, h?wever, wi~h regard !o the draf! Convention submitted to the Council by the 
represent<~;tlve of Ch1l~, t.hat th1s reform 1s not con~1dered desirable; for it considers, in principle, 
that the present contmmty of weeks should be mamtained and should not be interrupted by the 
insertion of blank days not included in the ordinary week. 

Australia. 
May 3rd, 1937. 

The Aus!ralian Government ~as no ob~ervations to offer on the draft Convention communicated 
to the Counc1l .by the representative of Ch1le and would be prepared to give further consideration 
to the matter lf there were any prospect of general agreement being reached on the subject. 
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Brazil. 
[Translation from the Portuguese.] July 1st, 1937. 

The Brazilian Public Administration has given careful consideration to this matter and an 
Inter-Ministerial Commission, on which the clergy were represented, was set up to study the 
Chilian proposal. 

. As the outcome of this. examina~ion, the Brazili;;tJ?- Government is prepared to agree in prin
Ciple to the draft Convent10n submitted by the Chilian Government, while reserving the right 
to take part in the discussion of the draft. 

. !he Brazilian Government ~esires to submit one observatio_n forthwith regarding the " Des
cnptlOn of the World Calendar attached to the draft Convention. In the third paragraph it is 
stated that the intercalary or stabilising days, tabulated as December Y and June L, or Dec~mber 
31st and June 31st, will probably be observed as international holidays. The Brazilian Govern
ment suggests that these two days should be made compulsory international holidays, for which 
purpose a provision to this effect would have to be inserted in the text of the Convention. This 
suggestion is justified by the legal, commercial and statistical advantages which would result. 

United Kingdom of Great Britain and Northern Ireland. 

April22nd, 1937. 
. The Government of the United Kingdom are of the opinion that any consideration of the draft 

Convention would be premature pending further discussion of the principle involved in the reform 
of the calendar and of the particular method of reform to be adopted. They consider that the time 
will not be ripe for any further examination of the matter by the League until propaganda by those 
in favour of the alteration of the calendar has achieved more widespread and solid results than 
it has hitherto. 

His Majesty's Government in the United Kingdom remain of the opinion that, until the 
fixation of Easter has been achieved internationally, no useful purpose is served by attempting 
to proceed with the larger question of calendar reform. 

Bulgaria. 
[Translation.] July 29th, 1937. 

The Bulgarian Government is still studying the reform proposed by the representative of Chile. 
But as there are, above all, religious considerations involved in the question, it has also been sub
mitted for examination to the Holy Synod of the Bulgarian Orthodox Church, which, in its turn, 
is anxious to obtain the views of all the Orthodox Churches, whose replies have not yet been 
received. 

Pending the receipt of these replies, which will undoubtedly throw light on the question as a 
whole, the Bulgarian Government is unfortunately for the moment unable to offer any observations 
on the matter. 

Chile. 
[Translation.] May 24th, 1937. 

The Chilian Government, having authorised its representative on the 'Council of the League 
of Nations to present the draft in question, confirms its complete agreement with the terms of 
the draft Convention intended to solve the difficulties of an administrative, commercial, economic 
and educational character which arise from the present Gregorian calendar. 

Denmark. 
[Translation.] August 17th, 1937. 

The Danish Government ·does not wish to make any observations on the draft Convention 
on calendar reform commnnicated to the Council by the representative of Chile. 

Egypt. 
[Translation.] August 23rd, 1937. 

The Royal Ministry desires to inform the Secretary-General that this question is still b~~g 
examined. It will not fail to communicate to him the observations which the competent authonhes 
have to make on the draft Convention in question as soon as it is in a position to do so. 

Spain. 
[Translation from the Spanish.] August 16th, 1937. 

The Spanish Government has informed the Secretary-General that, after having con~ulted 
the competent authorities, it has no objection to acceding to the draft Convention com~nnicated 
to the Council by the Chilian representative, although it points out that serious difficulhe~ would 
arise in international postal connections if the modification proposed were not adopted unanunously 
and made compulsory in all countries. . 

The Spanish Government recalls the historical anteced~nts of the refori? a~d the vanous 
solutions which have been suggested to the League of Nations, and on which 1t has already 
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communicated its observations. The reasons which have led it to form the opinion given above are 
the following: 

The draft Convention was proposed by plenipotentiaries. 
The solution now put forward is superior to all others suggested up to the presen~, in 

view of the fact that it divides the year into equal half-years and quarters and fixes I~ !l 
uniform way the position of the days of the week for all years and quarters to c?me. The diVI
sion of the days of the year would create fewer difficul~i~s f<;>r the inter-con!"lectwn between. the 
Gregorian calendar and the reformed calendar, thus faCihtatmg the companson of observati_ons 
and work carried out, and the collection of statistics of all kinds with the greatest possible 
accuracy. 

Estonia. 
[Translation.] July 29th, 1937. 

. After examining with the greatest interest the draft Convention, the Estonian Governm~nt 
approves of the action taken in the matter and is prepared in principle to co-operate in the realisa
tion of the proposal. Nevertheless, the application of the suggested r_ef~rm of the ~alendar 
would be of practical value only if it were accepted by all or the vast maJonty of countnes. 

Should there be any likelihood of this, the Estonian Government will be prepared to go 
more fully into the question with a view to Estonia's accession to the Convention for the Reform 
of the Calendar. 

United States of America. 
June zsth, 1937· 

The Government of the United States of America has no observations to make upon the draft 
Convention communicated to the Council by the representative of Chile. It expressed the wish, 
however, to be advised of any inter-Governmental conference which may be held to consider 
this matter, in order that the question of representation may be considered. 

Finland. 
[Translation.] August rzth, 1937. 

The Finnish Government has noted with great interest the draft Convention on Calendar 
Reform communicated to the Council by the Chilian representative, and will again give it their 
favourable consideration as soon as the Great Powers have decided to apply it. 

France. 
[Translation.] August 4th, 1937. 

The Ministry for Foreign Affairs has taken note of the draft with interest. The Government 
of the Republic considers, however, that the exhaustive examination of the proposals in question 
should be postponed until the Powers have agreed to stabilise the festival of Easter. 

Greece. 
[Translation.] August zoth, 1937. 

The Greek Government would, in principle, be in favour of the acceptance of the draft 
Convention on Calendar Reform communicated to the Council by the representative of Chile, 
but with the explicit reservation that this proposal be signed and ratified by all States Members 
of the League. 

The Royal Government considers that this condition is indispensable to the acceptance of 
the reform by the Greek people, who have strong feelings about their calendar and especially 
their religious feasts. 

[Translation.] 
Hungary. 

August 31st, 1937. 

The Royal Hungarian Government has no objection in principle with regard to calendar 
reform, particularly the stabilisation of Easter. 

However, as Hungary has a Catholic majority, the Government must bring its attitude in 
religious matters into line with the dominating opinion in the country. It therefore considers 
it important that the problem in question be settled in harmony with the intentions of the Holy See. 

India. 
June roth, 1937. 

~he Government of India commm;icated that, in its opinion, previous exploration of the 
questiOn of calendar reform has conclusively demonstrated that no result of any appreciable value 
is calculated to accrue therefrom. It therefore favours the abandonment of the proposal to 
promote a convention on the subject. 
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Iceland. 
[Translation.] August 17th, 1937. 

The Government of Iceland does not wish to make any observations on the draft Convention 
on Calendar Reform communicated to the Council by the representative of Chile. 

Latvia. 
[Translation.] August nth, 1937. 

The question of calendar reform being of interest to the most varied circles, the Latvian 
Government has undertaken a wide enquiry, which is not yet completed. They will not fail to 
communicate to the Secretary-General as soon as possible the conclusions which may be drawn 
from the results of this enquiry. 

Liechtenstein. 
[Translation.] March 18th, 1937. 

The Government of the Principality has no observations to make with regard to the proposed 
reform of the calendar. 

Mexico. 
[Translation from the Spanish.] August 17th, 1937. 

On receipt of the draft Convention communicated to the Council by the Chilian representative, 
the Ministry for Foreign Affairs invited the Executive Departments to study the question and to 
give their opinion on it. Further, the Dire'ctor of the Observatory, who is at the same time Chairman 
of the Mexican Committee for Calendar Reform, took part in the discussions of these departments. 
The conclusions at which they arrived can be summarised as follows: 

" Having examined the proposals for reform, the Commissioners were of the opinion that 
it was desirable to accept the proposal involving the maintenance of the present division of 
the year into twelve months, but according to which the days would be arranged in the 
following way: The first month of each quarter (January, April, July and October) would 
contain 31 days, and the other months 30 days. The quarter would begin on a Sunday and 
contain 91 days in all, of which 78 would be working-days and 13 holidays. 

" To the days of the year arranged as above, a day would be added after December 30th, 
which would not bear the name of a week-day, but be called' year-end day'. In leap years, 
a second day would be added after June 30th, which would be called 'leap-year day'. Both 
these days would be holidays." 

The question was then submitted to the President of the Republic, who gave instructions to 
the Ministry for Foreign Affairs that Mexico should support the draft reform referred to above 
when the question of calendar reform was discussed. . · 

Norway. 
[Translation.] September 1st, 1937. 

The Norwegian Government accedes to the draft Convention communicated to the Council 
by the representative of Chile, on condition that this reform is adopted internationally. The 
Norwegian Government supposes that, in that case, the question of the stabilisation of movable 
feastswould be the subject of a separate discussion at a later date. 

Panama. 
[Translation from the Spanish.] June 28th, 1937· 

The Government has instructed the delegate of Panama to the League of Nations to support 
the calling of a conference to adopt a new world calendar. 

Nether lands. 
[Translation.] July 2oth, 1937. 

The Government of the Netherlands would recall that in 1931 it transmitted to the Secretary
General of the League of Nations the report of the Netherlands National Committee for the Study 
of the Reform of the Calendar, which report the Royal Government endorsed. 

The principal conclusions of this report were as follows: 

(1) Gregorian calendar to be maintained; 
(2) Minor adjustments would be acceptable; 
(3) The principle of the blank day is rejected; 
(4) Even if the blank day were to be accepted by the international community, the 

division of the year into thirteen months should be rejected; 
(5) The fixing of Easter between April 8th and 15th might be accepted. 
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The Royal Netherlands Government's views. have not chan&e.d since that d~te. 
As regards, in particular, the scheme subm1tted by the Chihan representatn:e,. the ~~yal 

Netherlands Government has carefully examined it. It regrets to say, however, that, m 1t~ opm10n, 
the advantages of the revised calendar w?uld not .make up for t~e ~erious drawbacks m several 
respects which would be involved by an mterrupt10n of the contmmty of the present calendar. 

Peru. 
[Translation from the Spanish.] July 29th, 1937. 

The Peruvian Government has decided to adhere, with reservations, to the draft Convention 
on the Reform of the Calendar, the period for the ratification of which expires on August 1st next. 

Poland. 
[Translation.] August 9th,' 1937. 

The Polish Government has no observations to offer at present on the draft Convention for 
the Reform of the Calendar submitted by the Chilian delegation. It considers, however, that, as 
the possible application of a reform of the calendar would necessitate lengthy preparat?ry work .of 
a legal nature in the countries concerned, the time limit of January 1st, 1939, proposed m the draft 
Convention is undoubtedly premature. 

Roumania. 
[Translation.] August 27th, 1937. 

The Roumanian Government, despite its interest in the question of calendar reform and iJ:?- !he 
Chilian proposal, cannot at the moment agree to the suggested reform, in view of. the opp.os1tlon 
of the National Church. The Roumanian Church does not accept the proposal m question for 
scientific and astronomical, as well as for practical and religious, reasons. 

Siam. 
July 17th, 1937. 

His Majesty's Government has no observations to make on the draft Convention for the Reform 
of the Calendar. 

Sweden. 
[Translation.] August 24th, 1937. 

' The draft Convention on Calendar Reform put before the Council by the representative of 
Chile has been carefully examined by those interested in the subject in Sweden. 

It would appear from this examination that the advantages which might result from a reform of 
the calendar on the lines of the above proposal would hardly outweigh its drawbacks. 

In the circumstances, the Swedish Government regrets that it is unable to recommend the 
adoption of the draft Convention in question. 

Switzerland. 
[Translation.] August 13th, 1937. 

The Federal Authorities have submitted the draft Convention to the Swiss Committee for 
the Reform of the Calendar; the latter has set down its views on the draft in question in the 
report which the Department encloses, in case it may be of interest to the Secretariat of the League 
of Nations. 

Notwithstanding this communication, which is purely technical, the Swiss Federal Coun~il 
must for the time being reserve its final decision regarding the desirability of a reform of the 
calendar. It will not be in a position to adopt a definite attitude in this matter until it has 
learnt the opinion of the principal Churches, and of the Governments of countries with which 
it would be inconvenient for Switzerland not to have a common measure of time. 

Czechoslovakia. 
[Translation.] August 28th, 1937. 

The Government of the Republic of Czechoslovakia regrets it is unable at the moment to 
comm~n.icate its observation~ on the subject of the proposed reform of the calendar, the competent 
authontles and the people mterested not yet having been able to ascertain the consequences 
which this reform might entail in public life and in the functioning of public administration in 
Czechoslovakia. 

As soon as the examination of the problem is at an end, the Government will certainly 
examine the draft Convention in question and communicate its point of view. 
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[Translation.] 
Union of Soviet Socialist Republics. 

August rsth, I937· 

The People's Commissariat has communicated to the competent authorities of the Union 
of Soviet Soc.ialist Republics the draft <;~nven~ioJ?- put ~orward by the Chilian representative. 
The observatiOns made by those authonhes w1ll 1mmed1ately be brought to the notice of the 
Secretary-General in the event of the present enquiry showing that it is desirable to carry out 
the proposed reform at the moment. 

ANNEX 16. 

CALENDAR REFORM. 

[C.C.T.655.) 

August 24th, I937· 

RESOLUTION ADOPTED BY THE UNIVERSAL CHRISTIAN COUNCIL FOR LIFE AND WORK AT ITS 
MEETING AT CHAMBY, AUGUST 2IST-26TH, rg36, AND TRANSMITTED ON SEPTEMBER 28TH, rg36, 
TO THE SECRETARY-GENERAL OF THE LEAGUE OF NATIONS BY DR. SCHONFELD, DIRECTOR OF 

THE RESEARCH DEPARTMENT OF THE UNIVERSAL CHRISTIAN COUNCIL. 

Whereas the Universal Christian Council at its Eisenach meeting in rg2g expressed its desire 
for a careful study of calendar reform and Easter stabilisation; and 

Whereas the Council in rg32 instituted an intensive study of these subjects by its Research 
Department; and 

Whereas these studies and reports from the Churches have shown that a reform of the calendar 
and the stabilisation of Easter would, if carried through, receive the support of the overwhelming 
majority of the Churches, providing it is based upon the perpetual twelve-month equal-quarter 
plan proposed by the League of Nations: 

Therefore be it resolved that the Universal Christian Council instructs its Standing Committee 
on Calendar Reform to notify the Secretary-General of the League of Nations concerning the 
above report and to secure the most effective presentation of this action of the Churches at the 
forthcoming world conference on Calendar Reform and the stabilisation of Easter; and, finally, 

That this Council asks the Churches to inform their respective Governments of this action 
and of their views with regard to the desirability of adopting the new calendar. 

ANNEX 17. · 

DRAFT BUDGET OF T_HE COMMUNICATIONS AND TRA~SIT ORGANISATION 
FOR rg38, ADOPTED BY THE SUPERVISORY COMMISSION. 

r. Conferences . . 

2. Meetings of the Organisation for Communications 
and Transit (sessions of the Advisory and 
Technical Committee, other committees, sub
committees), and technical work of experts . 

3· Printing of documents: 
(a) For meetings and other work under sub.-

head 2 . . . . . 
(b) Collection and exchange of information 

regarding communications and transit 
(including miscellaneous expenses) . 

4· Settlement of disputes referred to the Committee 
and examination of similar questions sub
mitted to the Committee by the Council . 

s. Salaries: permanent staff 

6. Travelling expenses 

7· Cables, telegrams and long-distance telephone. 
communications, and miscellaneous .... 

77,600 

20,000 

Swiss Francs 

Estimates 
1937 

23,000 

70,000 

8,000 

6,000 

20,000 

3,500 

70,000 

8,000 

6,000 

20,000 

rg,750 

3,6oo 

Expenditure 
1936 

2,Ig2 
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ANNEX 18. 
[C.C.T.637.] 

. June 28th, 1937. 

REPORTS BY M. F. L. SCHLINGEMANN ON THE MEETINGS OF THE PERMANENT 
INTERNATIONAL COMMISSION OF NAVIGATION CONGRESSES. 

l. REPORT ON THE MEETING OF JUNE 9TH, 1936. 

The Permanent International Commission of Navigation Congresses held its annual m~eting 
. at Brussels on June gth, 1936, under the chairmanship of Viscount van de Vyvere, Chairman 

of the Permanent International Association. 
Before dealing with the agenda, the Chairman expressed regret at the death, since the last 

meeting, of the sovereigns of two member countries, His Majesty King George V of England 
a~d His Majesty King Fuad of Egypt. . . . . 

The report of the Executive Bureau on the general position of the AssociatiOn from May rsth, . 
1935, to May rsth, 1936, was approved. A c_opy of ~his report is appended. to t~e p:e.sent report.l 

The report of the Audit Committee dischargmg the· Bureau from Its habihties was also 
approved. This report shows that it is highly desirable that the funds of the Association sho~d 
be increased. Otherwise, the sums available for the expenses of the Seventeenth Congress m 
1939 will be far below the sums requ!red for past Congresses. . . 

It was pointed out that, notwithstandmg the devaluatiOn of the Belgian cur~ency, the 
subscriptions of individual members as well as of States and groups have not been mcreased; 
hence, in some cases, these subscriptions do not even cover the cost of the printed matter distributed 
to the members. Although, generally speaking, it is not considered to be a very opportune 
moment for increasing subscriptions, the question will be examined by the Executive Bureau. 

The records of the Sixteenth Congress held at Brussels in September 1935 are in the press 
and will be distributed shortly. 

Progress has been made on the Technical Dictionary issued by the Association. The chapters 
on " Harbours, Locks and Dry Docks " and " Maritime Signalling " will be published during 
the year. They will be followed by the chapter on " Rivers and Canals ". 

The meeting was followed, on June roth, by an excursion to the Belgian coast and a visit 
to the harbours of Zeebrugge and Ostend. 

II. REPORT ON THE MEETING OF JUNE 8TH, 1937· 

The Permanent International Commission of Navigation Congresses held its annual meeting 
at Brussels on June 8th; 1937. The agenda of this meeting is appended to the present report 
(Appendix). 

The Chairman. of the Permanent International Association, Viscount van de Vyvere, was 
prevented for reasons of health from attending the meeting, and the Commission was presided 
over by the second Chairman, M. Bouckaert, former Director-General of Civil Engineering. 

On the proposal of the Chairman, the Commission addressed to M. van ·de Vyvere its best 
wishes for a speedy and complete recovery. 

The report of the Executive Bureau on the general position of the Association from May rsth, 
1936, to May rsth, 1937, which is appended to the present report,1 together with the report of 
the Audit Committee, was approved without discussion. 

There was considerable discussion with regard to the financial situation of the Association. 
The surplus of receipts over expenses in ordinary years, which provides the necessary reserves 
for Congress years, has fallen considerably in recent years. It seemed essential to find some 
means of increasing receipts on the one hand and reducing expenses on the other. Although 
they have been increased from ro francs to 2S francs, the subscriptions of individual members 
are still far lower than before the currencies depreciated. The Commission therefore decided 
to raise them to so Belgian francs, the minimum subscription for groups being raised to roo francs. 
The subscriptions of members joining during· a Congress year were raised from rso francs to 
200 francs. 

In order to reduce the expenses of printing and translating the reports as far as possible, 
it was recommended that the rapporteurs should keep strictly within the set limit of twenty 
pages. In exceptional circumstances, when it seems necessary to exceed this limit, the Bureau 
will get into touch with the national delegation of the rapporteur. A proposal to charge the 
additional cost to the delegation concerned in cases of this kind was opposed and withdrawn. 

The Bureau's proposal that reports should only be printed in the original language and that 
translations into the other official languages of the Association should be confined to extracts 
did not meet with the Commission's approval. The reports will therefore be published in the 
three official languages as in the past. 

As _reg~rd~ th_e meeting-place of the next Congress, which was to have been held in 1939, 
no official mVItatwn had been addressed to the Bureau. During the meeting, the German 

1 This document may be consulted in the archives of the Secretariat. 
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delegate, M. Gahrs, transmitted to the Commission an invitation on behalf of the Fuhrer and 
Chancellor of the Reich to hold the next Congress in Germany in a town to be designated later 
on. At the same time, l\I. q.wrs suggested that, as considerable preparatory work was necessary, 
the Congress should be adJourned to 1940. The Commission unanimously accepted the kind 
invitation of the German Government. The next Congress will therefore be held in Germany 
in 1940, the date to be fixed later. The programme of the Congress will be fixed at the Commission's 
annual meeting in 1938. In the meantime, it will be drawn up by the Executive Bureau with 
the co-operation of the German delegation. 

After the Bureau had furnished information concerning the progress made with the publication 
of tne Technical Dictionary, the meeting closed. 

In the afternoon the Commission made an interesting excursion to the works of the Brussels
Charleroi Canal and the works on the railway junction of the northern and southern stations, 
Brussels, where .it received a warm welcome from the authorities. 

The Hague, June roth, 1937. 
(Signed) F. L. ScHLINGEMANN. 

Appendix. 

AGENDA OF THE MEETING OF THE PERMANENT INTERNATIONAL COMMISSION OF NAVIGATION 
CONGRESSES, HELD AT BRUSSELS ON jUNE 8TH, 1937. 

r. Report of the Executive Bureau on the general position of the Association from May rsth, 
1936, to May rsth, 1937. • 

2. Report of the Audit Committee. 
3· Changes in the membership of the Permanent Commission. 
4· Meeting-place of the next International Navigation Congress (1939). 
5. Reduction of the cost of translating and printing the reports presented to Congresses (a 

preliminary examination of this question was made during the annual meeting held 
in 1936). 

6. Intervention of certain bodies in questions which would seem to be more within the purview 
of the Association: Steps to be taken. . 

7· Progress with regard to the publication of the Technical Dictionary. 
8. Miscellaneous. 

ANNEX 19. 
[C.C.T.647.] 

July rsth, 1937· 

REPORT ON THE FIRST INTERNATIONAL TECHNICAL CONFERENCE 
ON AERIAL RELIEF. 

Held at Budapest, June nth-I4fh, I937· 

This Conference was convened by the Hungarian Red Cross and the Hungarian Air Federation 
under the patronage of the League of Red Cross Societies and the International Air Federation. 

Among the documents attached,1 will be found a list of delegates, the official programme, 
the technical regulation governing participation in the demonstration, and copies of certain papers 
read at the Conference. The resolutions adopted will be available later. 

The aim of the Conference was essentially practical and technical. It brought together 
for the first time many persons directly interested in this problem, and a number of aircraft 
(both those especially built and equipped for purposes of air relief, and those improvised f?r 
such use). Hitherto, air relief on any appreciable scale has largely been restricted to cert<~;m 
extra-European countries possessing a considerable number of isolated communities. While 
some of the discussions were tentative and exploratory, the Conference undoubtedly served a 
useful purpose. 

It did not concern itself with any possible juridical instrument which would be a basi_s for 
international air relief operations: this part of the question appears to be one of both pnv_ate 
and public law, notably the latter. The draft convention prepared by the International Tec~mcal 
Committee of Legal Experts for Air Navigation, for the unification of certain rules relatmg to 
assistance to, and salvage of, aircraft or by aircraft at sea, which will eventually become an 
instrument of international private air law, deals, of course, with a different problem. 

1 These documents may be consulted in the archives of the Secretariat. 



-74-

ANNEX 20. 
[C.C.T.649.] 

July 15th, 1937. 

REPORT BY THE SECRETARY-GENERAL OF THE ADVISORY AND TECHNICAL 
COMMITTEE FOR COMMUNICATIONS AND TRANSIT AND BY THE SECRETARY 
OF THE PERMANENT COMMITTEE FOR TRANSPORT BY RAIL ON THE THIRTEENTH 

SESSION OF THE INTERNATIONAL RAILWAY CONGRESS (PARIS, 1937). 

Direct connection between the Organisation for Communications and Transit of the League of 
Nations and the International Railway Congress Association was established in 1930, when th.e 
latter decided at its Madrid session to admit the Permanent Committee for Transport by Rail 
as a member of the Association. 

Since then the Permanent Committee has been represented at the Twelf!h Congress h~ld 
in Cairo in 1933 by its secretary, whose report, which was submitted at the eighteenth session 
of the Advisory and Technical Committee, was the starting-point of studies unde.rtak~n by 
various organs of the Organisation for Communications and Transit relating to level-crossmg signals. 

When it was decided that the thirteenth session of the International Railway Congress was 
to be held at Paris in 1937, the Chairman of the Permanent Committee for Transport by Rail 
considered that the Committee should be represented at this session in order to maintain direct 
contact between the two organisations. The Secretary-General of the Advisory and Technical 
Committee for Communications and Transit and the Secretary of the Permanent Committee for 
Transport by Rail were accordingly entrusted with this representation and submit the following 
report on this session : 

* * * 
It should be borne in mind that nearly zoo railway administrations operating about 

536,ooo km. of railway situated in some forty countries,1 comprising State railways and private 
companies, are members of the Railway Congress Association, and that, apart from the Permanent 
Committee for Transport by Rail of the League of Nations, ten national or international organisa
tions such as the International Railway Union (U.I.C.), the Association of American Railroads, 
the Compagnie internationale des Wagons-Lits and Mitropa have acceded to it. 

The thirteenth session of the Congress met in Paris from June 1st to nth, 1937. It was 
opened by the French Minister for Public Works in the presence of the President of the French 
Republic, the Diplomatic Corps, the French Minister for Posts and Telegraphs and other prominent 
personalities. The President of the Republic was good enough to accept the Honorary Presidency 
of the Congress and the Minister for Public Works the Honorary Vice-Presidency. The chair 
was actually_ taken by Baron de Rothschild, President of the French Nord Railway Company. 

In his opening speech, Baron de Rothschild pointed out that the present difficult circumstances 
lent the Congress capital importance from the point of view of improving economic relations 
between the nations. He referred to the competition of other means of transport which profoundly 
disturbed the general economy of the railways and compelled them to react energetically by 
renovating their methods in all fields. 

The delegates of twenty-three Governments, of a large number of railway administrations 
and of eight international or national organisations members of the Association took part in the 
work of the thirteenth session of the Congress. 

The reports of nearly fifty rapporteurs served as a basis of discussion. These reports, which 
had all been drawn up very carefully and therefore gave an excellent survey of the existing 
position throughout the world, formed the subject of thirteen special reports-i.e., one for each 
question-and thus greatly facilitated the examination of the various questions on the agenda 
(see Appendix). 

These questions were studied according to their nature by one or other of the five following 
sections: way and works; locomotives and rolling-stock; working; general; light railways and 
colonial railways. 

It had at first been agreed between the Secretary-General of the Advisory and Technical 
Committee and the Secretary of the Permanent Committee for Transport by Rail that the former 
would follow more particularly the discussions in the technical sections while the latter would 
follow those in the general section, but it was soon recognised during the work of the sections 
that, in view particularly of the studies of the Secretariat of the Organisation for Communications 
and Transit in regard to the problem of co-ordinating the various kinds of transport, question 10 
("Effects. of t~e World Crisis. and ~oa~. Coml?etition on t~e Ra~way Position: Corresponding 
Changes m Railway Commercial Policy ), which was exammed m the general section, was by 

1 Argentine, Austria, Belgium, Brazil, United Kingdom of Great Britain and Northern Ireland, India, Dominions, 
Protectorates and Colonies, Africa, Asia, Australasia, Bulgaria, Chile, China, Colombia, Czechoslovakia, Denmark, Egypt, 
Finland, France, Algeria and Tunis, Colonies and Protectorates, Germany, Greece, Hungary, Irish Free State, Italy, 
Japan, Luxemburg, Mexico, Netherlands, Norway, Poland, Portugal, Roumania, Salvador, Spain, Sweden, Switzerland, 
Turkey, United States of America, Uruguay, Yugoslavia. 
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far. the most important for the ~eprese!ltatives <?f the Permanent Committee for Transport by 
Ra1l, who therefore devoted the1r specml attention and personal abilities to the study of this 
question. 

Thre~ reports had be.en prepared ~m this subject by five rapporteurs: two of the rapporteurs 
had exam1!led all the mam lmes ~o~mu~g part of the U.I.C. (Intern~tional Railway Union), with 
the exception of the four ~e.at B~1tish lm~s; two others had dealt w1th all the secondary railways 
and the fifth the great Bntish hnes affi.hated to the U.I.C. and the great railway lines of other 
countries not belonging to the U.I.C. 

These three reports served as a basis for a general report submitted by a special rapporteur 
selected from among the five rapporteurs mentioned above. 

The discussion related mainly. to the conclusions contained in this last report, which were 
in general adopted. In addition, the discussion opened up certain new arguments and principles 
which, in the opinion of the competent section, deserved to be considered and formed the subject 
of various amendments. 

This section then requested a drafting committee consisting of the five rapporteurs mentioned 
above and a small number of other persons to draw up the conclusions of the special rapporteur. 
The representatives of the Permanent Committee for Transport by Rail had the honour of being 
appointed members of this drafting committee. 

After a further thorough discussion of the entire question in the drafting committee, it 
prepared a fresh text of conclusions which was subsequently adopted with a few minor changes 
by the competent section and finally confirmed without change by the Congress in plenary 
meeting. The following is the text of these conclusions: 

" r. Under the influence of trade recovery throughout the world, rail-borne traffics 
generally show a certain increase which, however, falls short of the general increase in 
production. · 

" One of the primary causes why the financial situation of railways is slow in improving 
in most countries is the fact that exchange of goods between different countries is handicapped 
by import restrictions, systems of ' clearing ', control of currency, and monetary instability. 

" It is therefore desirable, in the interests of financial equilibrium of transport under
takings, that artificial barriers limiting international commerce should be lowered and, in 
so far as possible, suppressed. 

"z . . But the most important cause of the delay shown in the improvement of the 
financial situation of railways lies in the continual development of road-transport competition. 

" In fact, in every country, the number of motor vehicles and their loading capacity 
are increasing, at the same time as roads are being extended and improved. The consequence 
is that competition from road vehicles becomes more and more acute, and the harmful results 
of this are reflected in the general position of railways. 

· "Although road transport must have a place in the field of transport, the question 
of its rightful place in that field cannot yet be said to have been answered with any degree 
of finality. 

" 3. Railways are under legal obligation to ensure public transport in accordance 
with principles dictated by general public interests. The consequence to railways is that 
they have special responsibilities not incumbent on other methods of transport which responsi
bilities have repercussions on their technical and economic efficiency, rendering it impossible 
for users to make their choice under comparable conditions. 

" It is therefore necessary that trap.sport undertakings to which essential public functions 
are entrusted, be protected against the competition of all methods of transport which, not 
being bound by the same obligations to public interest, are free to pick and choose their 
traffics, and fix their tariffs. 

" Under rational organisation, road transport should be complementary to rather than 
-competitive with rail transport. It should therefore only be encouraged to the extent to 
which it is essential and affords a type of service not possible by rail. It is desirable, in 
particular, that special care should be taken to conserve long-distance and heavy traffics, 
to the railways, whose economic status should, in the general interests, be preserved. 

"4. It is desirable that the closest possible co-ordination should be brought about 
between railways and road motor vehicles offering a service to the public, notably by the 
following means : · 

" (a) By participation of railways in road transport, a participation which may, 
in certain cases, extend as far as concentration under one management; 

" (b) By an allocation of traffics between the two methods of transport, eith~r. by 
mutual agreement sanctioned by the authorities, or by direct orders from the authonties; 

" (c) By substituting for competitive road services combined road-rail services such 
as containers, transport by rail of loaded lorries or trailers, etc. 

" In order that efforts to co-ordinate public transport may not be nullified, it is also 
necessary that appropriate measures be taken to regulate private transport of goods by 
road motor, particularly over long distances. . 

" The application of these various measures would require the existence of sufficient 
motor traffic statistics, such as are already drawn up in some countries. 
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"5· With the object of avoiding unfair competition, and to give. to the pat:~ns of road 
hauliers the necessary security (as also to other road users), the appropnate authontles should: 

" (a) Keep under strict observation all road vehicles and see _that ~he transpo~t 
by-laws are carried out, through the intermediary of the local pollee, with the mam 
object of securing greater safety on the road; 

" (b) Insist on all public road vehicles carrying out their responsibilities t~wards 
their clients, covering themselves against third-party risks in the same way the railways 
are obliged to do; 

" (c) Adopt conditions of service in respect of staff ~mployed in the pu?lic transport 
of both passengers and goods, comparable with those m force on the railways of the 
country. 

" 6. In order to suit all economic needs, it is important that all methods of public 
transport adopt published tariffs, consistently applied, and _based as far as ~ossible on the 
same principles. If, in other respects, conditions of equality could be . achieved between 
rail· and road transport, the carrying-out of such a measure would avoid the unnecessary 
reduction of their existing rates by both parties. . 

" Until such time as this rather difficult question has been solved, the railways of most 
countries are compelled to resort to the lowering of rates. . . 

" The reduction of rates in specific cases, sometimes granted only on conditiOn that the 
firms concerned hand over the whole of their transport to the railway, has been found to 
give better results than general rates reductions. 

"7· On those services where working is to be continued by the railway, the improvement 
of passenger facilities, by increasing the speed and frequency of trains, as well as improvements 
in their comfort, have proved to be efficacious means of meeting competition, and it is 
desirable to continue in this direction. 

" On the goods side, experience has shown that regularity in delivery times, acceleration 
of transport, and extension of door-to-door facilities, are excellent means of increasing 
traffic, and should be adopted wherever desirable. 

" 8. The experience gained by the different Railway Administrations has shown the 
benefits obtained from suitable advertising and general propaganda. It is most desirable 
that all forms of advertising and propaganda be developed, that canvassing for traffic be 
intensified, that closer contact with clients be obtained in order better to understand their 
wishes and needs, and to keep them informed as to the various possibilities and advantages 
to be obtained from the use of the railway. 

" g. Speaking more generally, railways must continue to follow the commercial methods 
which have been proved sound in other spheres of business, especially since they no longer 
enjoy a virtual monopoly of transport. 

" Whereas necessary, it is desirable that Government authorities should afford the 
railways the necessary facilities to carry out a policy of a commercial character. 

" It is also particularly desirable that railways introduce methods designed to encourage 
the interest of employees in the development of traffic and the economic position of the 
railway service." 

* * * 
It was extremely interesting to follow the discussions on this question, and to come into 

contact with the persons most competent in the matter, and the secretariat of the Communications 
and Transit Organisation will not fail to draw from the ample documentation and the information · 
thus collected very valuable material for its present study of the co-ordination of transports. 

. The recent development of transport conditions in general brought about by motor transport 
of persons and goods, and-to a lesser though rapidly increasing extent-by the aeroplane, also 
called for the very serious attention of the other sections. 

As Baron de Rothschild pointed out in his opening speech, all the work of the Congress 
was more or less influenced by this problem. 

Indeed, the effects of motor competition made themselves felt everywhere in the following 
directions: increased comfort offered to passengers and the increased speed and frequency of 
trains or rail motors, while maintaining or even raising the present level of safety (questions r, 
4, 5, g, n); reduction _of costs, and in particular of the cost of maintenance or operation, with 

. the help of new techmcal processes such as the welding of rails (question 2), improvements in 
steam locomotives (question 5) or electric traction (question 6); working of secondary lines of 
the main lines, and co-ordination in the operation of main lines and light railways; improved 
turn-round of empty rolling-stock and the use of containers and rail-road wagons (questions 7, 
8 and 12); and, lastly, specifications for the fixed plant of railways with light traffic (question IJ). 

Various speakers expressed the opinion that the railway must continue to make great efforts 
if it desired to maintain the present volume of traffic, and even to recover lost ground. There 
is no doubt that the very consid~rable progress made in recent years in all railway matters is, to 
a greater or lesser degree, the direct consequence of motor-car competition. 

The work of the Congress gave the impression that the entire world was seeking for fresh 
methods of operation, and that the limit of the possibilities undoubtedly offered by railways 
were still far from being attained. 
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Apart from these technical questions, the agenda of the Congress included a change in the 

statutes with a view to simplifying the methods of electing members between the sessions. This 
change, which was proposed by the Permanent Commission, was accepted by all sections, and 
subsequently confirmed in the plenary meeting. 

The Congress decided to accept the invitations of the German Government and the Japanese 
Government, and consequently to hold its fourteenth session in Berlin (1941) and its fifteenth 
session at Tokio (1945). It was also decided to convene an enlarged meeting of the Permanent 
Commission at Warsaw in 1939. 

Appendix. 

LIST OF QUESTIONS SUBMITTED FOR HISCUSSION TO THE THIRTEENTH SESSION 

OF THE INTERNATIONAL RAILWAY CONGRESS. 

First Section: Way and Works. 
Question I. 

The construction of modern track to carry heavy loads at high speeds, and methods of 
modernising old track for such loads and speeds. 

Facing points which can be taken at high speeds. 

Question II. 

Application of welding: 

(r) To obtain extra long rails; 
(z) In manufacturing and repairing points and crossings: 

Question II I. 

(a) Results obtained by using extra long rails. Methods used to ensure safe 
expansion of the rails and anchoring of the track. 

(b) Technical and financial results shown by welding points and crossings. 

Methodical and periodical maintenance of: 

(r) Metal bridges; 
( 2) Signals; 
(3) Metal supports carrying the contact wire on electric railways. 

Organisation. Working methods. Materials used. 

Second Section: Locomotives and Rolling-stock. 
Question IV. 

Evolution of the rail motor-car as regards its construction, and special investigation into 
the transmission and brake questions. 

Comparative methods of testing rail-cars. 
Detailed investigation into the costs of rail-cars, and methods of reducing them. 

Question V. 

Recent improvements in steam locomotives of the usual types, and tests of new designs 
(high-pressure reciprocating locomotives and turbine locomotives) as regards construction, quality 
of materials used, efficiency, working conditions, maintenance and financial results. 

Testing locomotives at locomotive experimental stations, and in service with dynamometer 
cars and brake locomotives. 

Question VI. 

Methods and devices used in connection with electric traction to save current between the 
supply side of the power station and the driving wheels (feeders, sub-stations, tractors) and in 
particular the use of mercury rectifiers. · 

Third Section: W ork£ng. 
Question VII. 

Economic operation of the main-line systems' secondary lines. 
Various methods adopted to adjust the operating facilities, safety measures and station 

organisation to the .volume of traffic. 



Question VIII. 
Application of rational organisation (planning) to the transport of goods, especially in 

connection with: 

(r) The functions and internal working of shunting-yards; 
(z) The provision of inter-yard connections; · .. 
(3) The estimation of the probable traffic to be dealt with, and the prov1s1on of the 

trains required; 
. (4) The information to be given to the consignees; 
(5) The acceleration of the turn-round of empty stock; 
(6) The use of containers and rail-road wagons. 

Question IX. 

Results obtained from the automatic and distant operation of signals and points, and from 
locomotive-cab signals. 

Fourth Section: General. 
Question X. 

Effects of the world crisis and road competition on the railway position. Corresponding 
changes in railway commercial policy. 

Question XI. 

Selection, orientation and instruction of railway staff. 

Fifth Section: Light Railways and Colonial Railways. 

Question XII. 

Co-ordination of operation as between main-line and light railways. 

Question X II I. 

Specifications for the fixed plant .of railways with light tratfic, intend~d to pre:rent the use 
of unnecessarily expensive track equipment and generally to g1ve econom1cal workmg. 

ANNEX 21. 

[C.C.T.648.] 

July rsth, 1937· 

REPORT ON THE PROCEEDINGS OF THE NINTH CONGRESS OF THE 
INTERNATIONAL CHAMBER OF COMMERCE. 

Held in Berlin from June 28th to July Jrd, I937· 

The representative of the Communications and Transit Section at this Congress followed 
with special attention the discussions of the Commission on transport and communications 
problems. · 

The following questions connected therewith were on the agenda of the Congress: 

Road Transport. Highway finance - Use of lorries in trade and industry - Safety on the 
road - Obstacles to international motor transport - International transport system. 

River Shipping. Standardisation of police regulations - Recognition and reciprocal 
acceptance, by the different countries, of official documents concerning masters of 
vessels and their vessels - Reduction and simplification of Customs and exchange 
control formalities. 

Air. Free transit zones - Transport documents - Liability for delay - Inclusion of air 
risks in accident and life insurance policies for passengers travelling on regular lines. 

Rail. Goods nomenclature for international railway traffic - Definition of technical railway 
tariff terms - Customs treatment and I:ating of removal vans - Customs treatment 
of baggage containing samples - Summer-time arrangements. 

Air-rail and Air-shipping Co-o~dination. Combined transport of passengers and goods -
Principles for the co-ordination of the two means of transport. · 
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Telegraph. Cost of telegrams and revision of rates; possibility of a general reduction -
Examination of the official proposals in view of the forthcoming Conference on Tele
communications (Cairo, 1938). 

Telephone. Progress made since the Paris Congress (1935) - New preavis or personal call 
arrangements. 

Post. Standardisation and reduction of postal letter rates- Recommendations for improving 
· the international parcel mail system - Responsibility of the postal authorities for loss, 

damage or delay - Possibility of concluding a European postal agreement. 

Air mail. Abolition of the surcharge: progress made -New recommendations- Parcel 
air mails - Simplification and standardisation of documents - Creation of sorting
offices on aeroplanes of regular lines. 

After examining these various questions, the competent Commission of the Congress adopted 
a number of resolutions which were subsequently approved at a plenary meeting of the Congress 
(see the annexed document),1 resolutions R.T.2, R.T.3, R.T.4, R.T.s, R.T.6, R.C.1, R.C.z, R.C.3, 
and R.C.7. 

With some exceptions, the drafts of these resolutions had been prepared before the Congress, 
after examination by the competent Committees of the International Chamber of Commerce, 
and the discussions in the Congress centred mainly round the amendments moved by certain 
delegations. 

The following points may be noted in connection with questions of special interest to the 
Communications and Transit Section: 

International Commercial Motor Transport. 

The resolution on this subject recommends the conclusion of an international convention 
to settle this question in as liberal a sense as possible. In this connection, the Commission took 
note of the work already done in this field by the Communications and Transit Organisation. 
It was also agreed that the head of the Transport Service of the International Chamber of 
Commerce, who was to be delegated later by the Chamber to attend the session of the Permanent 
Committee on Road Traffic of the Communications and Transit Organisation, should place the 
views of the Chamber before this Committee. 

Danubian Navigation. 

Generally speaking, the resolution passed by the Congress on this subject adopts the 
conclusions reached by the Conference on Danubian Navigation held at Cracow in 1930 under 
the auspices of the International Chamber of Commerce. This Conference was attended by 
representatives of the various competent administrations of the Danubian States as well as by 
the representatives of the competent national committees of the Chamber. The Communica
tions and Transit Section was represented at the Conference, which took up again most of the 
questions that had been the subject of the enquiry into Danubian navigation carried out in 1925 
by Mr. Walker D. Hines, under the auspices of the League of Nations. 

The outcome of the Congress's discussions was that the Inland Navigation Committee of 
the International Chamber of Commerce would re-examine the various aspects of the position 
as regards Danubian navigation referred to in the resolution in question at its next session, basing 
its discussions mainly on the information sent to the Chamber by the competent national 
committees. · 

Carriage of Goods by Rail with Negotiable Documents. 

The resolution relating to the International Convention on the Carriage of Goods by Rail 
recommends, inter alia, an extensive application of the provisions of this Convention concerning 
transport with negotiable documents. It will be remembered that the Advisory and Technical 
Committee for Communications and Transit has already studied this question. 

Free Transit Zones in Air-ports. 

The resolution on this subject recommends that there be created in each international transit 
air-port a free transit zone. It may be remembered that this question was also raised in the 
Advisory and Technical Committee when the problem of exemption from Customs duty to fuels 
used in air traffic was being examined during the nineteenth session. The Committee did not 
seem desirous at that time, however, of acting upon the suggestions which have now been taken 
up by the International Chamber of Commerce. 

Air-Rail Co-ordination. 

Lastly, this question, though of interest to the Communications and Transit Organisation, . 
is nevertheless outside the scope of its enquiry into transport co-ordination, which is at present 

1 This document may be consulted in the archives of the Secretariat. 
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limited to transport by rail, road and inland navigatio:t~.. An interesting ~eport ":as sub~itted 
to the Congress on this subject by M. Henning, Deputy-Director of the Belgian Natwnal Railway 
Company. His report is appended hereto.1 

ANNEX 22. [C.C.T.6so.J 
July rsth, 1937· 

REPORT ON THE WORK OF THE THIRD WORLD POWER CONFERENCE 
HELD AT WASHINGTON FROM SEPTEMBER 6TH TO 12TH, 1936. 

The main purpose of the meetings of the World Power Conference is the mutual information 
of the persons attending it. These meetings enable technical experts and administrators in the 
field of power production and distribution to exchange views and information which are usually 
hard to find in printed form and are of special interest because of their personal accent. 

The valuable documentary material submitted to the Conference represents one of the most 
tangible results of its work. With the help of the general report (which contains the substance 
of the papers presented) it is relatively easy to find one's way in the multiplicity of papers. 

Generally speaking, the Conference showed how profoundly technology has permeated 
human life as regards labour, economic and social conditions. It has even affected the outward 
form of society. Technology has become an important and growing element in life; it cannot 
therefore, it is clear, be left in the hands of private industry and the State has accordingly had 
to step in to safeguard the general interests of the country. This intervention has taken different 
forms in the various countries; in several of them, State intervention is very slight or even non
existent. It was, however, the general opinion of the Conference that intervention was necessary, 
not because the State should be the owner of all electric power plants or should control their 
working, but in order to supervise the installation and operation of such plant and thus safeguard 
public interests. 

On the other hand, the Conference showed that there is at present a tendency in all countries 
to adopt a self-sufficiency policy. The object of this policy is to become as completely independent 
as possible of other countries and to confine economic relations to countrie? which have no direct 
influence on the national economy. It is to be noted that the question of an exchange of electric 
power was scarcely mentioned at the Conference. 

The general opinion on the question of the waste of fuel was that immediate action was 
necessary, more especially since oil reserves are rather limited. For the moment, such action 
is only possible in the national sphere; but it would seem that the question of oil reserves and 
distribution will inevitably become an international problem in the fairly near future. 

The following points should be noted as of special interest to the League of Nations: · 

r. On the subject of statistics, several speakers proposed collaboration with an international 
office or even a complete transfer to the latter of statistical work. It would seem advisable to 
get into touch as soon as possible ·with the International Executive Council of the World Power 
Conference in order to study the above possibilities of centralisation. The World Power 
Conference has already done valuable work by publishing a new Statistical Year-Book. 

2. At the last m~eting, M. Horn (Belgium), Director of the Sofina Holding Company, 
suggested that a Comm1ttee should be formed of ten to twelve members drawn from Government 
institutions and private industries to frame general rules of conduct and give advice in special 
cases, as well as to arbitrate in all kinds of disputes which might arise in the sphere of power 
production and distribution. 

The Communications and Transit Committe~ would seem to be qualified for setting up 
such a body which might have to perform functions of this kind, as the Permanent Legal Committee 
has done in similar cases in other fields. 

. 3· A.s reg.ards the question.of oil reserves, it would seem that the League of Nations could 
mterv~ne. m th1s sphe~e t~rough 1ts compe.tent or~an so as to arrive at a well-co-ordinated system 
of statlstlcs and distnbutwn control. Th1s questwn is of a clearly international nature and may 
become rather urgent in the near future. . 

4· I? an ~ntirely different conn.ection, M, Salazar (Republic of Ecuador) had a semi-official 
c~nversatlon w1th the I:eagu.e of Natwns representative regarding the possibility of collaboration 
Wl~h th.e Le~gue of Natl~ms m regard to P?Wer production and distribution in his country. Two 
pomts m th1s conversatwn must be mentwned here: · · 

(i) The possibility of sending individual experts or a commission of experts to make 
a general study and establish a plan for developing the resources of Ecuador. M. Salazar 

1 This report may be consulted in the archives of the Secretariat. 
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specially emphasised that such a study and plan should be made by experts free from any 
political or industrial influence. 

(ii) The necessary financial means. 

The first suggestion refers to action similar to the collaboration between the League of 
Nations and China. The suggestions made by l\1. Salazar deserve closer consideration. 

From his conversations with other technical delegates from the South-American Republics, 
the League of Nations representative gathered the impression that they all have a certain fear 
of the consequences of action by one country only, even in the technical field. 

Although the present tendency towards purely national development makes international 
action rather difficult for the time being, it would nevertheless seem necessary to continue the 
study of power exchanges between the various countries as it is not improbable that this problem 
will be taken up again at a fairly early date. 

5. As the resolutions of the Conference show, no definite result was arrived at; even 
M. Horn's proposal was not reverted to or adopted. Resolutions were confined to formal votes 
of thanks to the President and Government of the United States and to the American National 
Committee. The tangible results remaining are the very valuable collection of material above
mentioned 1 and the various interesting views expressed during the discussions. 

ANNEX 23. 
[C.C.T.633.] 

June 25th, 1937. 

TRANSPORT AND TRANSIT OF ELECTRIC POWER AND REGIME OF THE 
INTERNATIONAL EXCHANGE OF ELECTRIC POWER IN EUROPE. 

COMMUNICATION FROM THE SECRETARIAT. 

Progress has been made with the study concerning the transport and transit of electric 
power and the regime of the international exchange of electric power in Europe, referred to in 
the records of the work of the nineteenth session of the Advisory and Technical Committee for 
Communications and Transit. 

The documentary material published by the Third World Power Conference, held at 
Washington in 1936, is to be added to the information which the Secretariat has already received 
from the different Governments. 

. Although the political situation in Europe does not permit of the developments contemplated 
in the near future, the study will nevertheless be completed and the results will be placed before 
the Committee. 

ANNEX 24. 
[C.C.T.654.] 

August 23rd, 1937. 

COMMUNICATION FROM THE INTERNATIONAL METEOROLOGICAL ORGANISATION. 

De Bilt, April 24th, 1936. 

I have the honour to inform you that the Conference of Directors, held at Warsaw in 
September 1935, adopted the following resolutions, which are also of interest to your Committee: 

"95 (VII- MMfB). The Conference accepts the black cross as the international hurricane 
signal, and decides to communicate this resolution to the Advisory and Technical Committee 
for Communications and Transit of the League of Nations. 

"96 (VIII - MM/B). The Conference defines the meaning of the black ball as bein.g 
that winds 6 and 7 of the Beaufort scale are probable, and decides to communicate this 
decision to the Advisory and Technical Committee for Communications and Transit of the 
League of Nations. " 
These ,resolutions were passed by our Committee on Maritime Meteorology. 

1 The documents in question may be consulted in the archives of the Secretariat. 
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ANNEX 25. 

LETTER ADDRESSED BY THE INTERNATIONAL SHIPPING CONFERENCE 
TO THE SECRETARY-GENERAL OF THE COMMITTEE. 

London, August 30th, 1937. 

I have been in communication with the constituents of this Conference upon your letter 
of July roth and regret that it has not been found possible to make arrangements to take advantage 
of the invitation to be present at the forthcoming meeting of the Committee. · 

The Conference, which is always prepared to do everything in its power to promote the best 
interests of world shipping, warmly appreciates your invitation, and I am desired to transmit 
the attached notes on the various items on the Agenda of special interest to the Conference. 

(Signed) H. M. CLEMINSON, 
Secretary. 

NOTES ON ITEMS, OF SPECIAL INTEREST TO THE SHIPPING INDUSTRY, ON THE AGENDA OF THE 
ADVISORY AND TECHNICAL COMMITTEE FOR COMMUNICATIONS AND TRANSIT, TO BE HELD IN 

GENEVA ON AUGUST 31ST, 1937. 

Maritime Buoyage. 

The present Convention is not the result of any desire expressed to or through the International 
Shipping Conference and is not one to which shipping attaches importance. 

Maritime Tonnage Measurement. 

It has not been possible for the Conference to examine in detail the draft Regulations prepared 
under the auspices of the League. The general feeling seems to be that the position is fairly 
well covered or, at any rate, covered, as well as it is likely to be, by the present bilateral 
arrangements. 

Pollution of the Sea by Oil. 

The Conference as a ·whole has expressed its willingness to support a convention on the 
lines of the draft Convention and Final Act prepared by the Expert Committee of the League. 
This embodies the policy that full trial should be given to the recommendations of the Washington 
Conference regarding the zone system, in conjunction with the provision of receptacles in ports 
and that separators on ships should not be made compulsory. The Expert Committee made 
a recommendation as to the fitting of separators on new ships, and it is felt that the Conference 
would be prepared to give careful consideration to ariy reasonable recommendation in respect 
of the provision on new vessels of mechanical devices such as separators or to enable an appropriate 
compartment or space to be used as a slop tank wherever practicable and suitable. 

Having regard to the absence from the League of Germany, Italy and ] a pan, it would seem 
advisable that it be made the subject of a special Conference of Maritime States. 

Action to be fallen on the Conclusions of the International Hydrographic Conference at 
Monaco, April I937, on Certain Matters. 

Action to be taken on the conclusions of the International Hydrographic Conference at 
Monaco, April 1937, with regard to: 

(a) The buoyage of isolated rocks; 
(b) The despatch by the various Governments to the International Hydrographic 

Bureau of the results of the hydrographic work carried out by authorities other than the 
national hydrographic services themselves. 

_It is understood _that (a) the buoyage of isolated rocks was merely a suggestion and no 
deta1ls of the suggestw~ are before the Conference. It is thought that the buoyage of isolated 
rocks w~:mld cost a cons1derabl~ amount of money and would hardly be a practft:al proposition. 

It !s understo_o~ t~at (b) mvolves another individual suggestion. It is believed that the 
:espon_s1ble au~hontJes m e<l:ch country wo~ld _be perfectly prepared to answer enquiries direct 
1f the mformatwn were reqmred. C:ommumcatJon through the various Government Departments 
would seem to have no great practical value and would involve circumlocution and unnecessary 



delay. It is thought that it is within the power of the International Hydrographic Bureau to 
issue these requests direct without making it a subject for any further international agreement. 

Stowaways. 

It has been ascertained that the question under this head was raised by the International 
Shipping Federation. A separate note on the subject is attached (see Annex 9). 

International Tourist Traffic. Results of the Enquiry among Governments with a View 
to the Application of the Recommendations of the Passport Conference, i:926. 

The present passport system involves a great deal of expense, delay and vexation, and 
shipowners will undoubtedly welcome a return to the pre-1914 position. 

Co-ordination of Transport. 

It appears that consideration of this question was confined to road and rail traffic. 

Questions of internal organisation. Composition of Committees. 

This presumably includes the Maritime Ports Sub-Committee. One is disposed to think 
that, in the absence of Germany, Italy and Japan, there is little or nothing that the League can 
usefully do in regard to shipping. At the same time, as the Maritime Ports Convention is a 
League of Nations Convention, it is not impossible that, in that connection at any rate, the League 
might be useful. Subject to that, it would seem that it should be recognised that maritime 
questions can best be dealt with as the Safety of Life, Hague Rules and other Conventions have 
been dealt with. 
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COMPTE RENDU DES TRA V AUX DE LA VINGTIEME SESSION 
tenue a Geneve du 31 aotit au 4 septembre 1937. 

ERRATUM 

Pag_e 3: Substituer au texte des 4eme et seme lignes le texte suh·ant: 

"Son Excellence M. G. de BLANCK Y MENOCAL (d~sign~ par le Gouvernement 
de Cuba), Envoy~ extraordinaire et Ministre plenipotentiaire a Londres". 

Page 11: Substituer au texte de la premiere ligne le texte suivant: 

"Etaient pr~·sents: tous les membres de la Commission, a 1' exception de 
S.E. M. G. de Blanck, qui avait d~sign~ pour le suppl~er a la pr~sente 
session S.E. M. Juan Antiga, envoy~ extraordinaire et Ministre pl~nipo
tentiaire, D~]~gu~ permanent _pres la Soci~te des Nations, lequel a lui
meme ~t~ remplac~ .... " 

Page 12: II. Constitution du Bureau: Ajouter a la deuxieme ligne, apres le nom 
de M. AnUga, les mots: "suppleant de S.E. M. G. de Blanck"_ 

LEAGUE OF NATIONS 

ADVISORY AND TECHNICAL COMMITTEE FOR COMMUNICATIONS AND TRANSIT 

RECORDS OF THE WORK OF THE TWENTIETH SESSION 
held at Geneva from August 31st to September 4th, 1937. 

ERRATUM 

Page 3: Replace the text of the 4th and sth lines by the following text: 

"His Excellency M. G. de BLANCK Y MENOCAL (appointed by the Government 
of Cuba), Envoy Extraordinary and Minister Plenipotentiary in London". 

Pag~: Replace the text of the first line by the following text: 

"All the members of the Committee were present, with the exception of 
H.E. i\1. G. de Blanck, who had appointed as his deputy for the present 
session H.E. M. Juan Antiga, Envoy Extraordinary and Minister Plenipo
tentiary, Permanent Delegate to the League of Nations, who was himself 
replaced by .... " 

Page 12: II. Election of Officers of the Committee: Add to the second line, 
after M. Antiga's name, the words: "deputy for H.E. M. G. de Blanck". 
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STATUTE OF THE ORGANISATION FOR 
COMMUNICATIONS AND TRANSIT 

Adopted by the Council of the League 
of Nations on January 29th, I938 (One-hundredth Sess£on). 

SECTION I.-CONSTITUTION OF THE ORGANISATION. 

Article r. 

Pur/Jose of the Organisatiou. 

The purpose of the Organisation for Communications and 
Transit, which is constituted and exercises its functions in virtue 
of resolutions adopted by the Assembly of the League of Nations, 
is, in application of Article 23(e) of the Covenant, to facilitate 
international co-operation in the field of communications and 
transit and also in those of public works and of electric power, 
in so far as they relate to communications and transit. In 
particular, the Organisation shall help the Council and the 
Assembly to accomplish the work entrusted to the League by 
the Covenant and by Treaties in those fields. 

Article 2. 

11! embers of the O•·ganisatiou. 

I. The following shall be Members of the Organisation for 
Communications and Transit under the terms of the present 
Statute: 

(a) All Members of the League ; 
(b) Such States not members of the League as, by 

resolution of the Assembly, may have been admitted to 
participation in the Organisation. 

2. For the purposes of the present article and of Article 4, 
there shall be added to the Assembly any States .Members of 
the Organisation which are not members of the League. 

3· The admission of a new Member of the Organisation 
shall be decided by the Assembly by a majority of two-thirds of 
the delegations of Members of the Organisation taking part in 
the vote, such majority to include two-thirds of the Members of 
the League. 
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Article 3· 

Constituent Bodies of the Organisation. 

The work of the Organisation for Communications and 
Transit shall be carried out by : 

(a) A" Committee for Communications and Transit" of 
an advisory and technical character, hereinafter called 
" the Committee " ; 

(b) Permanent or temporary committees; 
(c) A permanent secretariat provided by the Secretary

General of the League ; 
(d) Conferences, general or limited, convened with a 

view to the conclusion or revision of international conventions 
in the fields to which reference is made in Article I. 

SECTION H.-COMMITTEE FOR COMMUNICATIONS AND TRANSIT. 

Article 4· 

Composition and Appointment of the Committee. 

I. The Assembly shall every three years elect the Members 
of the Organisation whose nationals shall, to the number of one 
for each Member of the Organisation, be called upon to form the 
Committee. 

2. The Council of the League of Nations shall appoint 
each of the members who form the Committee in agreement 
with the Government concerned. Deputies may be appointed 
by the President of the Counci~ in agreement with the Govern
ment concerned, at the instance either of the said Government 
or of the Chairman of the Committee, to 1eplace members of the 
Committee who are unable to be present at a particular session. 

3· When it makes such appointments, there may be added to 
the Council one or more representatives of the States Members of 
the Organisation which are not members of the League of Nations, 
provided that a resolution to such effect shall have been adopted 
by the Council with the approval of the majority of the Assembly, 
such majority to include a majority of the Members of the League 
taking part in the vote. 

· · 4· The number of members of the Committee who are 
nationals of Members of the League may not exceed two-fifths 
of the number of the Members of the League, or a total of twenty. 



5. Members of the League permanently represented on the 
Council shall each be entitled as of right to provide one member 
of the Committee under the conditions laid down in paragraphs 
2 and 3 above. The same shall apply to Members of the Orga
nisation not members of the League admitted to sit on the 
Council for the puPpose of appointing member~ of the Committee 
in accordance with paragraph 3 above. 

6. The Assembly shall nominate the remaining Members 
of the Organisation who are each to be called upon to'provide 
one member of the Committee under the conditions laid down 
in paragraphs 2 and 3 above. 

In making its choice, the Assembly shall more particularly 
provide : 

I. For the inclusion among the members of the Com
mittee of nationals : (a) of the States which are represented 
on the Council under the re-eligibility rule; (b) of groups 
of States which, by established practice, are elected to 
membership of the Council in rotation, unless such States 
prefer to be represented as members of one of the groups 
referred to in subsection II below. Such States shall indicate, 
prior to the vote, the candidate or candidates that they 
propose for election by the Assembly, to the exclusion of the 
others. 

II. For the representation of technical interests and 
of the needs of different geographical areas. In this con
nection, Members of the Organisation are to be chosen 
which play a preponderant part in the field of communica
tions and transit by reason of their technical development, 
the volume of their traffic, and more particularly of their 
international traffic, their geographical position, their area, 
or any other similar factor. To that end, and to permit ofthe 
representation of particular geographical situations or 
groups, and in order to make the best possible use of expe
rience from all parts of the world, Members of the Organisa
tion not already represented as members of one of the groups 
mentioned in subsection I(b) above may form themselves 
into groups. In that event, they shall indicate, prior to the 
vote, the candidate or candidates that they propose for 
election by the Assembly, to the exclusion of the others. 
Members entitled as of right to provide a member of the 

Committee under paragraph 5 may not take part in the vote. 

7· The number of the Members of the Organisation elected 
by the Assembly who may be re-elected for the immediately 
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following period shall not exceed one-half of the number of the 
retiring members of the Committee. No Member of the Organi
sation may be elected more than twice consecutively. 

As an exception to the foregoing provisions, the Members 
of the Organisation who are represented on the Council under 
the re-eligibility rule shall be re-eligible without restriction. 

8. The total number of the members of the Committee to 
be elected shall be fixed before each election by the Assembly 
by a majority vote, account being taken of the provisions of the 
foregoing paragraphs of the present article. 

1 9· Members of the Organisation elected by the Assembly 
shall retain the right to provide a member of the Committee for a 
period beginning immediately upon· their election and ending 
on the date on which the Assembly shall have proceeded to the 
next election. The Committee shall nevertheless continue in 
office until reappointed by the Council. 

Article 5· 
Mt•l!wd of Electio11. 

r. No Member of the Organisation shall be eligible to be 
elected unless it has proposed itself for election, or been norriina
ted by another Member of the Organisation, at least forty-eight 
hours before the election. The notice of the candidature shall be 
given in writing to the Secretary-General, who shall forthwith 
bring it to the attention of the Assembly. The Secretary
General shall at the time of the election place before the Assembly 
a list of the Members which have been duly put forward as 
candidates. 

2. In the cases provided for in Article 4, paragraph 6, 
sub-sections I (b) and II, all votes in favour of one or more 
Members of the Organisation belonging to a group shall be 
counted in favour of the candidate or candidates proposed. If 
the number of names shown on a voting-paper : 

(a) Is in excess of the number of candidates proposed 
by a given group, it shall nevertheless count as a single 
vote in favour of the candidate or candidates proposed by that 
group; 

(b) Is_ less than the ~umber of candidates proposed by 
a group, It shall count, m the first place, as one vote in 
favour of the candidate or candidates indicated, and, in 
the second place, as one vote, in the order of their presen
tation, in favour. of the othe~ candidates put forward by 
the group to which the candidate or candidates indicated 
on the voting-paper belong. Nevertheless, the order of 
presentation may not result in both votes being cast in 



favour of a candidate whose name is already indicated on 
the voting-paper : in such case, the additional vote shall 
be transferred to the next candidate in order of presentation. 
3· For the rest, the vote of the Assembly provided for in 

Article 4, paragraph I, shall take place in conformity with 
the provisions of Article 2I of the Rules of Procedure of the 
Assembly. 

Article 6. 

Temporary Jllembers and Collaboration of Nou-memba States. 

I. Without prejudice to the provisions of Article IS with 
regard to disputes, the Committee may invite a State, whether 
a Memher of the Organisation or not, to nominate a temporary 
member of the Committee to sit thereon during the exami
nation of a question with which the said State is particularly 
qualified to deal. 

2. The Committee may also hold meetings jointly with 
the representatives of States which are not members of the 
Organisation, who will attend by special invitation. 

Article 7· 
Powers of the Committee. 

The powers of the Committee shall be as follows: 

(a) it shall study and propose measures fo~ ensuring 
freedom of communications and transit ; 

(b) It shall assist the Council and the Assembly in 
carrying out the duties entrusted to the League by Article 24 
of the Covenant and by the treaties and conventions in 
force; 

(c) It shall exercise as regards the preparation and the 
meeting of the conferences referred to in Article 3 above 
the powers defined in the present Statute ; 

(d) It shall collect from time to time from States which 
have taken part in one of the conferences referred to in 
Article 3 all useful information concerning progress made 
in the signing and the ratification of conventions adopted 
by such a conference and accessions to such conventions, 

· and also concerning the execution of all resolutions of the 
conference ; it shall examine all measures calculated to 
facilitate the signing and ratification of or accession to 
such conventions and the carrying-out of such resolutions, 
and shall submit to the Council or Assembly any reports 
on these subjects that may be necessary ; 
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(e) It shall perform in the cases mentioned in Article IS 
of the present Statute the task of conciliation and enquiry 
stipulated in the said article ; 

· (/) It shall be at the disposal of the Permanent Court 
of International Justice with a view to assisting the Court ; 

(g) It shall exchange all relevant information concerning 
communications and transit direct with the competent 
technical Ministries of the Members of the Organisation 
and with the International Bureaux which are placed under 
the direction of the League, or with which liaison has been 
established or may subsequently be established with the 
consent of the Council ; 

(h) It shall draw up an annual report on the activity 
of the Organisation for Communications and Transit. It 
shall forward this report to the Council and the Assembly 
and at the same time to the Members of the Organisation, 
and it shall indicate, as far as it considers this to be possible, 
the programme of work of the Organisation for the following 
year; 

(i) It shall carry out in general all other duties coming 
within its competence as determined by the instructions 
of the Assembly or the Council, or as resulting, with the 
approval of the Assembly or the Council, from a treaty or a 
convention, or a resolution adopted by a conference. 

Article 8. 

Hides of Prac;;d11re a11.l Jl:elin:;s. 

I. The Committee shall draw up its own Rules of Procedure. 

2. It shall ordinarily meet at the seat of the League, at 
such time and in such manner as it may decide in agreement 
with the Secretary-General of the League, or when specially 
convened by the Council. 

Article g. 

c:.airmanship. 

I. The Committee shall eleCt its chairman. 

· 2. Nevertheless, after the nomination of a new Committee 
by the Council and until the Committee shall have proceeded 
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to elect its chairman, the chairmanship shall fall to the member 
of the Committee who is senior in membership or, in case of 
equality, senior in age. 

3· In the interval between sessions, the chairman shall 
exercise general supervision over the orderly progress of the 
work of the Committee and of its committees, and shall prepare 
the agenda of the sessions of the Committee. In case of urgency, 

. he may consult the members of the Committee by correspon
dence. 

4· He shall carry out the duties which may be entrusted 
to him by the Assembly, the Council or the Committee. With 
the authorisation of the Committee, or, in case of urgency, 
subject to its subsequent approval, he shall discharge the 
duties entrusted to him by the treaties and conventions. He 
may, under the same conditions, accept any task proposed 
to him by a Member of the Organisation or by a qualified 
international or national organisation dealing with questions 
within the powers of the Committee. 

Article IO. 

Permal!ent Committees. 

I. For the continuous consideration of groups of related 
questions, permanent committees shall be set up. The Com
mittee shall appoint the members of such committees, and these 
may include, in addition to members of the Committee, persons 
appointed individually. In making its choice, the Committee 
shall be guided by the desire to secure the best possible repre
sentation of the various interests involved. 

2. These committee~ are as follows : 

(a) Committee on Air Navigation; 
(b) Committee on Electric Power; 
(c) Committee on Transport by Rail; 
(d) Committee on Inland Navigation; 
(e) Committee on Maritime Ports and Navigation; 
(I) Committee on Road Traffic ; 
(g) Legal Committee. 

3· Subject to authorisation by the Council, the Committee 
may set up other permanent committees. 

4· As a general rule, a permanent committee shall consist 
of an uneven number of members not exceeding nine. The 
term of office shall be for three years and shall be renewable. 
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s. The chairmen of the permanent committees shall be 
appointed by the Committee. 

6. Permanent committees shall report on the progress 
of their work to the Committee after each session. 

Article II. 

Experts aud Tem.,?orary Commit!ees. 

The Committee may ask individual experts or temporary 
committees composed entirely or in part of persons chosen as 
experts, other than members of the Committee, to undertake 
studies or submit information coming within the spheres men
tioned in Article I. 

Article I2. 

Hules as to Jfajority. 

The decisions of the Committee and of its permanent or 
temporary committees shall be taken by a majority vote. The 
chairman shall have a casting vote. 

Article I3. 

Co-operation 1i'ilh Oth.:r Organisa:ions. 

I. The Committee may invite representatives of qualified 
international or national organisations to take part in its 
work in an advisory capacity. 

2. On the other hand, it may take part in the work of 
other qualified international or national organisations dealing 
with questions coming within its own powers. To this end, 
the Committee or the committee appointed by it may be 
represented, as a member or in any other capacity, at meetings 
as may best suit the interests entrusted to the Com.mittee. 
The chairman of the latter shall in each case arrange with the 
Secretary-General of the League for the representation of the 
Committee or of the committee appointed by it. 

Article q. 

Case:; of Prulo11;;ed A bse11a. 

Any member of the Committee or of one of the above-men
tioned committees who has been absent from all meetings for two 
years shall cease to belong to the said Committee or committees 
except in case of illness or for any other reason considered t~ 
be adequate by the Committee. 
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Article IS. 

Disputes. 

I. If the Committee is called upon to consider any question 
falling within its competence which is the subject of a dispute 
between States, the procedure shall be as follows : 

(a) The request of the applicant State shall be addressed 
to the Secretary-General of the League, who shall transmit 
it to the Committee. The Committee, before proceeding to 
consider the request, shall communicate with the States 
concerned, forward the request to them and invite them 
to submit within a certain time any observations they may 
think desirable. 

(b) As soon as a reply or replies are received, or if no 
reply which would put an end to the dispute is received 
within the prescribed period, the Committee may proceed 
to examine the merits of the request. If the Committee 
does not include a member who is a national of a State 
which is a party to the dispute, such State shall be invited 
to nominate a temporary member, who shall form part 
of the Committee for the purposes of the particular dispute 
only, together with a deputy member. Should two or 
more parties be associated in the same question, they shall, 
for the purpose of this paragraph, be reckoned as one party 
only. In case of doubt, the Committee shall decide. 

:(c) The Committee shall decide on the procedure to be 
followed in the preliminary investigation. In particular, 
it may entrust the preparatory enquiries which it thinks 
necessary to one of the permanent committees of the 
Organisation or to a special committee consisting of persons 
chosen from the members of the Committee or the members 
of the permanent committees. It may appoint a committee 
of enquiry made up in the same way, after communicating 
to the States which are parties to the dispute the conditions 
of the proposed enquiry. If a committee of enquiry is 
appointed, any State which the Committee regards as 
interested in the dispute may be invited to appoint, if it 
so desires, a member of such committee of enquiry. Any 
State, whether interested in the dispute or not, may be invited 
by the Committee to place at the disposal of the committee 
of enquiry all the information in its possession concerning 
the subject of the dispute. 

Any State which is regarded by the Committee as inte
rested shall be furnished with a copy of any reports submitted 
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to the said Committee as a result of the procedure of 
preliminary investigation. This communication must be 
made in good time before the examination of such reports 
by the Committee. 

(d) after having decided to terminate the preliminary 
investigation, the Committee shall endeavour to secure a 
settlement of the dispute. If it succeeds, a proces-verbal 
shall be drawn up showing the terms of settlement. If 
it fails, it shall give a reasoned opinion and specify any 
recommendations which it considers appropriate. It shall 
communicate its opinion, including any recommendations 
made, to the parties concerned, and also to the Council. 
This opinion shall indicate the names of the members who 
took part in the proceedings. An opinion can only be adop
ted by a vote of the Committee when a majority of the mem
bers of the Committee is present. The Committee shall 
invite the parties concerned to state within a given period 
whether they accept the conclusions of, and any recom
mendations made by, the Committee. 
2. The Council may at any time ask the Committee during 

the consideration of the dispute for information as to the pro
gress of the preliminary investigation. 

'Article I6. 

Responsibility of the Committee. 

Except when a committee is consulted directly by the 
Assembly or the Council, the Committee shall bear the sole 
responsibility for all recommendations to Governments or 
proposals to the Council or to the Assembly, and shall decide, 
subject to the provisions of Article IS, upon the control which 
it intends to exercise over the resolutions adopted by the com
mittees provided for in Article IO or constituted by the 
Committee. 

SECTION III.-CONFERENCES. 

CHAPTER I.-GENERAL CONFERENCES. 

Article I7. 
Convocation. 

I. With a view to the application of Article 3(d) of the 
present Statute, the Council may convene a general conference 
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at any time. Moreover, a general conference shall meet as 
of right, for the same purposes, at the request of at least half 
of the Members of the Organisation, such request to be made 
to the Secretary-General of the League and to be accompanied 
by the proposed agenda. In such case, it shall be the duty 
of the Secretary-General to convene the conference. 

2. The following may take part : 

As of right, in all general conferences, the delegations 
of the Members of the Organisation; 

In a particular general conference, the delegations 
of such other Governments as may ·be invited by the Council 
to participate in all or part of the proceedings included in 
the agenda of the conference. 

Article IS. 
Delegations. 

r. Delegations to the conference may include one or more 
representatives, deputies and experts, each delegation having 
only one vote. 

2. The names of the representatives, deputies and experts 
appointed for the conference by their respective Governments 
shall be communicated to the Secretary-General of the League. 

3· The names of the deputies and experts may also be 
communicated in the course of the conference to the Secretary
General of the League through the intermediary of the delegation 
concerned. 

4· Representatives should, if possible, be provided with 
full powers to sign any conventions the text of which may be 
adopted. 

Article 19. 

Other Persons wh9 may attend. 

r. The Committee may appoint either persons who are 
members of the Committee or persons who do not belong to 
the Committee to take part in the work of the conference in 
an advisory capacity and on behalf of the Committee. 

2. The Council or the conference may invite qualified 
international or national organisations to appoint represen
tatives to take part in an advisory capacity in the work of 
the conference. 
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Article 20. 

Agenda. 

1. Subject to the provisions of the first paragraph of 
Article 17, the agenda of every conference shall be prepar~d 
by the Committee and shall be communicated to the Councll. 
It shall in all cases be subject to final adoption by the conference. 

2. The Secretary-General of the League shall have the 
agenda of the conference sent to each of the Governments 
referred to in Article 17 at least four months before the opening 
of the conference. 

Article 21. 

Office of the Presidwt a11d Rules of Procedure. 

I. Should the Council not have appointed the president 
of the conference, the latter shall itself make the appointment. 

2. The Conference shall comply with the Rules of Procedure 
annexed to the present Statute, subject to such changes as it 
may decide to make therein to meet the requirements of the 
particular Conference. 

Article 22. 

Rules as to Majority. 

I. The conference may not validly take a vote unless the 
representatives of the majority of the delegations are present. 

2. Except as provided in the following paragraph, the 
decisions of the conference shall be taken by a simple majority 
of the votes cast by the delegations present. 

3· The final text of conventions and recommendations 
drawn up by the conference shall be adopted by a majority 
of two-thirds of the votes cast by the delegations present. 

4· Conventions the texts of which have been thus adopted 
shall immediately be opened for signature by such representatives 
as may be prepared to use their full powers. 

Article 23. 
Texts adopted. 

The texts adopted by the conference shall, within a month 
after the c~ose of the session, be communicated by the Secretary
General of the League to the Members of the Organisation and 
to the Governments of the States invited to the conference. 
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CHAPTER 2.-LIMITED CONFERENCES. 

Article 24. 

Constitution and Working. 

I. Limited conferences, to which only the representatives 
of the States concerned are invited with a view to the conclusion 
or revision of conventions specially affecting them may be 
convened by the Council on the proposal of the Committee, 
which shall append to its proposal a list of the States that 
should in its opinion be invited. 

2. The Secretary-General of the League shall ·inform all 
the Members of the Organisation of the convening of a limited 
conference at least four months before the opening thereof. 

3· The provisions of Articles 18, 19, 21, 22 and 23 and of 
the first paragraph of Article 20 shall be applicable to limited 
conferences. 

SECTION IV.-MISCELLANEOUS PROVISIONS. 

Article 25. 

Control. 

Without prejudice to the permanent control exercised 
over the various technical organisations of the League by the 
Council and by the Assembly in execution of the Assembly 
resolution of December 8th, 1920, the Assembly, composed as 
stated in the second paragraph of Article 2, shall every three 
years exercise a special control over the activity of the Orga
nisation for Communications and Transit. For this purpose, 
its agenda shall include, in addition to the election of the 
Members of the Organisation, each of which is to provide a mem
ber of the Committee, the consideration of : 

(a) A report on the work done by the Committee since 
the previous election ; 

(b) A report submitted by the Secretary-General of 
the League on the measures taken in execution of the deci
sions of the Assembly or of previous conferences, whether 
general or limited. 
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Article 26. 

Expenses of Jlf embers of the Committee. 

The expenses of the members of the Committee shall be 
paid out of the budget of the League under the conditions laid 
down by the Assembly. 

Article 27. 

Stales withdrawi;zg from lite League. 

I. A State Member of the League, which, as such, is a Member 
of the Organisation, shall cease to be a Member of the latter if 
it ceases to be a Member of the League. 

2. Nevertheless, with the approval of the Assembly acting 
in the manner provided for in paragraph 3 of Article 2, it may 
declare, in the course of the two years following the date of the 
notice of its intention to withdraw, that it will continue to be 
a Member of the Organisation for Communications and Transit. 

Article 28. 

Revision. 

Except Articles I, 2, 3 and 4, which may be modified only 
by the Assembly of the League, the present Statute may be 
amended by the Assembly, enlarged as provided in the second 
paragraph of Article 2, and acting by a majority of two
thirds of the delegations of the Members of the Organisation 
participating in the vote, such majority to include two-thirds 
of the Members of the League. 
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ANNEX. 

RULES OF PROCEDURE FOR GENERAL 
AND LIMITED CONFERENCES 

ON COMMUNICATIONS AND TRANSIT. 

Article I. 

I. Each representative at the conference shall, as soon as 
possible and preferably before the opening of the session, deposit 
his credentials with the Secretariat. A committee for the 
verification of credentials will be elected by the conference. 
This committee shall report at once. Any representative to 
whose admission objection has been made shall sit provisionally 
with the same rights as other representatives unless the confe
rence decides otherwise. 

· 2. If representatives are sitting, the deputies and the 
experts are only entitled to assist them. If the representatives 
are absent or if they are temporarily prevented from taking 
part in the deliberations of the conference, the deputies or experts 
on being specially nominated for this purpose may sit in their 
place. 

3· The deputies and experts may participate in the debates 
of the conference, sit on the committees and be nominated 
rapporteurs. 

4· The representatives at the conference of organisations 
invited under the conditions laid down in Article 19 of the 
Statute of the Organisation for Communications and Transit 
must hand in their credentials to the Secretary-General before 
participating in the conference. 

Article 2. 

Should the Council not have nominated the president of 
the conference, the Chairman of the Committee for Commu
nications and Transit shall take the chair provisionally until 
the president has been finally elected. 
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Article 3· 

r. The conference shall constitute its bureau before con
sidering the draft agenda submitted to it. Failing election 
by acclamation, the president and members of the bureau shall 
be elected bv secret ballot, those candidates being appointed 
who obtain ·the largest number of votes. In the case .of 
equality, the oldest candidate shall be declared to be elected. 

2. Immediately after choosing the bureau, the conference 
shall finally adopt its agenda. 

Article 4· 

I. The conference may examine any question on the agenda 
at plenary sittings. It may also resolve itself into a general 
committee for the purpose of the said examination. In such 
cases, all delegations represented at the conference are members 
of the general committee, but the decisions taken by the confe
rence in general committee must be expressly approved at a 
plenary sitting before they can become acts of the conference. 
The conference can also refer any question either to general 
committees on which all delegations shall be invited to be 
represented or to special committees with limited membership. 

2. The bureau of the conference shall set up a drafting 
committee, which may include experts appointed by the bureau 
and must also include the rapporteur and the assistant rap
porteur for each question under consideration. The conference 
must confirm the selection of these experts. This drafting 
committee may change the form but not the substance of 
proposals made to the conference by the general committee 
or by another committee. It may also propose to the conference 
that alterations should be made in the wording of texts already 
adopted by the conference, should the drafting committee 
consider this necessary in order to co-ordinate the texts. 

Article 5. 

I. _The president shall al?-nounce the opening, suspension 
and adJournment of the meetmgs of the conference, direct the 
w?rk of the conference, ensure the observance of the provisions 
w1th regard to procedure, accord and withdraw the right to 
address the conference, declare the debates to be closed put 
questions to the vote and announce the result of the v~ting. 
. 2. In t_he general direction of the work of the conference, 
m. the_ frammg of the agenda for each meeting, and in the deter
mmahon of the order of priority for its various items the pre
sident shall be assisted by the members of the bure~u. 
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Article 6. 

r. Speeches in French shall be summarised in English, 
and vice versa, by an interpreter belonging to the Secretariat. 

2. A representative speaking in another language shall 
provide for the translation of his speech into French or English. 

3· All documents, resolutions and reports circulated by the 
president or the Secretariat shall be rendered in both French 
and English. 

4· Any representative may have documents circulated in 
a language other than French or English, but the Secretariat 
is not obliged to provide for their translation or printing. 

Article 7· 

I. Draft resolutions, amendments and motions must be 
introduced in writing and handed to the president. The 
president shall cause copies to be distributed to the representa
tives. 

2. As a general rule, no proposal shall be discussed or put 
to the vote at any meeting of the conference unless the text 
has been circulated to all representatives not later than the day 
preceding the meeting. 

3· The president may, however, as an exception, permit 
the discussion and consideration of amendments or of motions 
without previous circulation of the text. 

Article 8. 

I. No one may address the conference without having 
previously obtained the permission of the president. 

2. The president of the conference shall call upon speakers 
in the order in which they have signified their desire to speak. 
The chairman or rapporteur of a committee may be accorded 
precedence for the purpose of defending or explaining the 
conclusions arrived at by their committee. 

3· The president of the conference may call a speaker 
to order if his remarks are not relevant to the subject under 
discussion. If necessary, he may direct the speaker to resume 
his seat. 

4· If in the course of a discussion a representative rises 
to a point of order, the president shall have such point of 
order discussed and voted on immediately. 
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s. The conference may limit the time allowed to each 
speaker and the number of times he may intervene in the 
discussion. 

Article g. 
I. During the discussion of any question, any delegation 

may always move the previous question or the adjournment. 
Any such motion shall have priority in the debate. In addition 
to the proposer of the motion, two representatives may speak, 
one in favour of, and one against, the motion. 

2. A delegation may at any time move the closure of the 
debate, whether any other representative has signified his 
wish to speak or not. If application is made for permission 
to speak against the closure, it may be accorded to not more 
than two speakers, one in favour of the motion and one against. 

3· The president shall take the sense of the conference on 
a motion for closure. If the conference decides in favour of 
the closure, the president shall declare the closure of the debate. 

4· When a number of proposals are before the conference, 
the proposal furthest removed in substance from the principal 
one-i.e., from the text on which the discussion commenced
shall be voted on first. 

s. Parts of a proposal shall be voted on separately if a 
representative request that a proposal be divided. In such 
case, after a vote has been taken on the separate parts of the 
proposal, a vote shall be taken on the text as a whole. 

Article Io. 
I. The conference shall vote by representatives rising in 

their seats, except : 
(a) In the case of votes on the whole of the final texts 

to be adopted by the conference as provided for either in 
Article 22 or in Article 24 of the Statute. Such votes shall 
always be taken by roll-call ; 

(b) When a delegation requests that the vote shall 
be taken by roll-call. 
2. Should the votes on each side be equal in number a 

second vote shall be taken during the next meeting. The 
next meeting shall be held within forty-eight hours of the date 
on which the first vote was taken, and the agenda of the second 
meeting shall make express mention of the fact that a second 
vote will be ~aken ~n the question w~ich has been held over. 
Unless there IS at this subsequent meetmg a majority in favour 
of the proposal, it shall be considered as lost. 

3· Delegations who declare that they abstain shall be 
regarded as taking part in the voting. 
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Article II. 

I. The Secretary-General of the League will render every 
possible assistance to the conference. He will take the 
necessary measures for its meetings; he will designate members 
of the Secretariat to act as secretaries of the conference. 

2. The Secretary-General may be assisted or replaced .at 
the meetings of the conference by a deputy or deputies. The 
Secretary-General or his deputies may, at any time, on the 
invitation of the president, bring before the conference reports 
concerning any question which. is being considered by the 
conference, and may be invited by the president to make verbal 
communications concerning any question under consideration. 

3· The report of each meeting shall be drawn up by the 
Secretariat and submitted to the conference for approval by 
the president. 

4· A list of the delegations present at each meeting of the 
conference shall be kept by the Secretariat. This list shall 
be authoritative should there be any question as to whether 
there is a quor_um. 

Article I2. 

I. The public shall be admitted to the plenary meetings 
of the conference under the conditions laid down by the confe
rence bureau. 

2. The conference may decide that certain meetings shall 
be private. 

3· Decisions on questions on the agenda which are taken 
at private meetings shall be promulgated at public meetings. 

4· The conference may decide whether meetings of the 
general committee or of other committees shall be public or not. 
Should the conference have taken no decision, the general 
committee or the committees concerned shall themselves 
decide. 

Article I3. 

In application of paragraph 2 of Article 2I of the Statute, 
the present Rules of Procedure may, for the purposes of a 
particular conference, be amended by a majority vote of the 
latter, after a committee has reported on the matter. 
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Extract from the Report of the Rapporteur 
to the Council of the Lea~ue of Nations, 

adopted on January 29th, 1938 
(One-hundredth Session). 1 

The texts proposed are intended to take the place of the Statute 
drawn up by the first General Conference on Communications and 
Transit, held at Barcelona in 1921, which, with certain minor amend
ments introduced by the third General Conference on Communications 
and Transit in 1927, has governed the Organisation down to the present 
date. The new texts are based on the decisions of the first 2, sixteenth 3, 

and seventeenth 4 Assemblies, of December 8th and 9th, 1920, September 
z8th, 1935, and October 1oth, 1936, respectively, with due regard to the 
provisions of the General Regulations on Committees, adopted by the 
Council on January 24th, 1936. 

In framing the Statute, the members of the Committee of Experts 
have endeavoured to provide the Organisation for Communications and 
Transit with a complete charter which, like its predecessor, would be 
self-contained, thus making it unnecessary to refer to the text of the 
General Regulations on Committees, in regard to which the Statute 
has the character of a lex special is. 

It is obvious, however, that the provisions of the Statute can only 
be applied within the framework of the provisions of Article 5, paragraph 
2, of the General Regulations.5 Moreover, as I pointed out on October 
1st, there can be no doubt that the Regulations concerning the Financial 
Administration of the League of Nations 8 will be fully applicable to the 
Statute. 

Article 7 (g) of the Statute should be applied only in the case of 
general consultations of an exclusively technical character. Otherwise 
Article 5, paragraph 3, of the General Regulations should be followed.7 

1 See Official journal, February 1938, page 111. 
• See pages 28 and 29. 
'See Official journal, Special Supplement No. 137, page 17, and Special 

Supplement No. 140, page 83. 
• See Official journal, Special Supplement No. 153, page 18. 
' In accordance with this text, if the obtaining of information required for 

the performance of the Com~ittee's task necessitates any outlay, the Committee 
must make a proposal to this effect to the Secretary-General. The Secretary
General may act on this proposal in so far as budgetary credits permit 

• See document C.5J6.~1.373-I937·X. · 
' Article 5, paragraph 3, of the General Regulations : 

. "Committees ma.y not proceed to a general consultation of Governments 
WJthout the Counc1l's approval." · 
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Lastly, as regards the provisions of Articles 6 (paragraph 2) and 8 
of these General Regulations (method of election of the Chairman and 
publicity of meetings) which are not reproduced in the Statute, the Com
mittee for Communications and Transit will no doubt reproduce them in 
its Rules of Procedure referred to in Article 8 of the Statute when these 
are drawn up. 

These explanations seemed to me necessary in order to prevent any 
difficulty of interpretation or application, and at the same time to safe
guard both the Organisation's autonomy in its technical sphere and the 
prerogatives of the Assembly, the Council and the Secretary-General, 
particularly those defined in my report, adopted by the Council on May 
27th, 1937.1 These views are shared by all my colleagues with whom 
I have had an opportunity of discussing the matter. I suggest, therefore, 
that they should· the more readily commend themselves to the Council, 
inasmuch as in point 18, 3, of the General Regulations the Council has 
itself contemplated the possibility of derogations. 

In conclusion, I propose that the Council adopt the following resolu
tion : 

" The Council, 

"Having regard to the Assembly's resolution of October 1oth, 
1936,2 empowering the Council to draw up and approve on its behalf 
the new Statute of the Organisation for Communications and Transit; 

" Having taken note of the draft of that Statute and its annex 
and the explanatory report drawn up by the Special Committee of 
Experts; 3 

"Having taken note of the report of the Council Committee,' 
which has agreed on the text of certain provisions of Article 4 of the 
draft Statute on which the Special Committee failed to reach unanimity 
and certain provisions of Article 5 which required modification in 
the light of the new text of Article 4 : 

"Adopts the conclusions of its Rapporteur; 

"Approves, in view of the aforesaid resolution of the Assembly, 
the new Statute of the Organisation for Communications and Transit 
and the Rules of Procedure for General and Limited Conferences on 
Communications and Transit thereto annexed, these texts to come 
into force as from to-day; 

" Requests the Assembly, at its ordinary session in 1938, to pro
ceed to the elections provided for in Article 4 of the Statute, so as to 
enable the Council to nominate the members of the Committee for 
Communications and Transit at a subsequent session, and if possible 
at its session in January 1939 ; 

1 So~ extract from this report, page 3 r. 
• See Official Journal, Special Supplement No. 153. page 18. 
• See Official Journal, December 1937, page 1288. 
1 So3 O.'fi cia/ Jourllal, February 1938, page z 16. 
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" Draws the attention of Governments to the fact that the Assem
bly at its next ordinary session and those which will be held at the 
end of each three-year period, as from 1938, will be required to dis
charge the functions hitherto performed by the ordinary General 
Conferences of the Organisation for Communications and Transit, and 
expresses the hope that the delegations at such sessions will include 
members specially qualified to deal with the questions falling within 
the Organisation's competence. " 

Resolution adopted by the Assembly at its First Session, 
December 8th, 1920. 

RELATIONS BETWEEN TECHNICAL ORGANISATIONS, THE COUNCIL 

AND THE ASSEMBLY. 

With a view to defining the relations between the Technical Organisa
tions of the League of Nations and the Council and the Assembly of the 
League, the Assembly, after having noted the resolution of the Council of 
the League of Nations dated May 19th, 1920, submitted to it by the 
Council, adopts the following resolution. The resolution will be for
warded to the secretariats of all Technical Organisations, and those 
secretariats must in all cases be administered by the Secretary-General 
of the League. 

The Technical Organisations of the League now in process of formation 
are established for the purpose of facilitating the task of the Assembly 
and the Council by the setting-up of technical sections on the one hand, 
and on the other to assist Members of the League, by establishing direct 
contact between their technical representatives in the various spheres, 
to fulfil their international duties. 

With this double object, they must keep enough independence and 
flexibility to make them effectively useful for the Members of the League, 
and yet they must remain under the control of the responsible organisa
tions which conduct the general business of the League, with-a view to 
verifying whether the proposals are in conformity with the principles and 
spirit of the Covenant in accordance with Articles 19 and 20. 

The two following principles will serve as a guide : 

The i11terior working of the various organisations should be independe11t. 

They will prepare their own agenda and communicate it to the Council 
of the League before discussion thereon takes place. 
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In exceptional cases in which it is necessary to add to the agenda 
during the progress of a Conference of a Technical Organisation, and time 
does not admit of the communication of the additional item to the 
Council, any decision arrived at thereon shall be provisional only until 
the Council has had an opportunity of exercising its control. 

Their relations with the Members of the League should be under cont~ol. 

Before any communication of the results or proposals of the Technical 
Organisations is made to the :Members, and before any action concerning 
a Member is taken, the Council of the League must be immediately 
informed, in order that it may be able to exercise its power of control, 
if necessary. In this case, the Council may decide that the communi
cation or action in question shall be postponed and request the Technical 
Organisation concerned either to withdraw the question from its agenda 
or to submit it to further consideration. 

The Technical Organisation may, however, request that the decision 
taken by the Council shall be discussed at the next meeting of the Assem
bly. 

The Assembly of the League should be informed of all questions 
dealt with in the interval between its meetings oy the Council in the 
exercise of its power of control defined above. It may either be informed 
of such questions by the Council on its own initiative or on the proposal 
of any one of its Members, or at the request of one of the Technical 
Organisations of the League. 

Resolution adopted by the Assembly at its First Session, 
December 9th, 1920. 

I. The Members of the League of Nations are hereby invited to 
send special representatives to a General Conference on Freedom of 
Communications and Transit to meet at Barcelona as soon as possible 
after the meeting of the Assembly. This Conference shall be invited to: 

(1) Draw up, under conditions laid down in the resolution regarding 
the relations between the Technical Organisations and the Council and 
the Assembly of the League of Nations, the measures which may be 
taken by the Members of the League in fulfilment of that part of Article 
23(e) of the Covenant which concerns freedom of communications and 
transit, as well as the General Conventions on the international regime 
of transit, of ports, of waterways and of railways, referred to in Articles 
338 and 379 of the Treaty of Versailles. 



-28-

(2) Determine under the same conditions whether the measures 
which it elaborates shall take the form of draft conventions to be ratified 
by the Members of the League, or of "recommendations " to the various 
Governments, or of draft resolutions, to be adopted by the Assembly 
of the League. 

(3) Regulate its own procedure, and make suitable arrangements 
for any subsequent meetings which may be called by the Council by 
means of special rules and regulations to be adopted by two-thirds of the 
~epresentatives of the Members of the League. 

(4) Hold its subsequent meetings convened by the Council of the 
League of Nations at Geneva, unless the Council of the League decides 
otherwise for special and exceptional reasons. 

II. The Conference shall likewise be invited to organise an Advisory 
and Technical Committee, the headquarters of which shall be at Geneva. 
This Committee shall be a consultative and technical body, to consider 
and propose measures calculated to ensure freedom of communications 
and transit at all times, and to assist the Council and Assembly of the 
League in discharging the functions entrusted to the League by Article 24 
of the Covenant, and by Articles 342, 377 and 378 of the Treaty of Ver
sailles, and the corresponding articles in the other Treaties. 

The Committee may arrange for any future conference and prepare its 
agenda; it will exchange all requisite information concerning communi
cations and transit with the appropriate technical Ministries of the Mem
bers of the League; it will be entrusted with the investigation of any 
disputes which may be referred to the League under Articles 336, 376 and 
386 of the Treaty of Versailles, and corresponding articles in the other 
Treaties of Peace, and will endeavour to adjust such disputes whenever 
possible by conciliation between the parties; in the event of such disputes 
being brought before the Permanent Court of International Justice, the 
Committee may be called upon to assist the Court. 

The Committee will be composed of members appointed by the 
l\Iembers of the League represented permanently on the Council, one 
representati\'e for each of those l\Iembers, together with members to be 
appointed as determined by the Conference, taking into account as 
far as possible technical interests and geographical representation. 
The total number of members of the Committee shall not exceed one
third of the l\Iem hers of the League of Nations. 

III. The Secretary-General of the League of Nations will render 
every possible assistance to the General Conference and to the Com-
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mittee; he will, with the assistance of the existing Committee of Enquiry 
on Freedom of Communications and Transit, take the necessary measures 
for the meetings of the Conference, and he will designate Members of the 
International Secretariat to act as Secretaries of the Conference and of 
the Advisory and Technical Committee. 

IV. The general expenses of the Conference and of the Committee, 
and the travelling and subsistence allowance of the Members of the 
Committee only, shall be defrayed out of the general funds of the League. 

Extract from the Report of the Rapporteur to the Council 
of the League of Nations, adopted on May 27th, 1937 

(Ninety-seventh Session). 1 

4· Now that the task of reform undertaken by the Council, in con
nection with the constitution, procedure and practice of Committees of 
the League of Nations, is practically completed, I would like to remind 
the Council of certain principles which lie at the very foundation of the 
organisation of the League Committees. For this purpose, I would 
like to quote a few extracts from the very able report 2 presented to 
the Assembly in December 1920 by M. Gabriel Hanotaux, and adopted 
by it: . 

"Whether the question be one of political economy, finance, 
transport or hygiene, quite apart from other matters which will at 
one time or another be submitted to the supreme authority of the 
League of Nations, the immediate establishment of special organisa
tions is imperative; it is on these lines that a start must be made. 

" In order to work efficiently, these organisations, in which 
the most eminent specialists of the various countries would be called 
upon to take part, cannot be placed in a position of dependency 
which would deprive them of all initiative; but on the other hand, it 
is a matter of the greatest importance fo,r the League of Nations 
that this new machinery should fit in with the main machinery of the 
League. 

"The technical organisations must keep enough inde-
pendence and flexibility to make them effectively useful to the Mem
bers of the League, and yet they must remain under the control of the 
responsible organisations which conduct the general business of the 
League, with a view to verifying whether the proposals are in confor-
mity with the principles and spirit of the Covenant " 

'See Official ]oumal, 1\lay-June 1937, page 298. 
'See Records of the First Assembly, plenary meetings, page 337· 
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The following two principles will serve as guides ; (a) the interior 
working of the various organisations should be independent; (b) their 
relations with the Members of the League should be under control. 

The report adopted by the Assembly laid it down that such control 
should be exercised by the Council and the Assembly. 

The independence of the organisations is not of an administrative 
and financial character, since the means of action available to them are 
wholly under the authority of the Secretary-General. It is clear that 
the independence referred to is that relating to technical discussion-the 
control of relations with States Members being retained by the Council, 
and the Assembly preserving a check on activities through its budgetary 
powers. While the Council and Assembly therefore play a cardinal part, 
the importance of the rlile of the Secretary-General must not be forgotten. 

For this reason, I am prompted to quote extracts from another 
report: M. Noblemaire's report, adopted by the Assembly in 1921 1. The 
duties of the Secretary-General are there defined in the following terms: 

"Close personal contact with the Assembly and with the members 
of the committees and conferences meeting under the auspices of 
the League. These meetings are, of course, the very life of the 
League. Without them the Secretariat would be a mere engine 
without impulse, threshing chaff in the void. The primary duty of 
the Secretary-General as representative of the Secretariat is, therefore, 
to centralise and co-ordinate its efforts, to keep all the Committees 
and conferences in mind of the general policy of the League, and thus 
help them to arrive at decisions which are in harmony with the lofty 
aims of which the League is the conscious expression. " 

The role of the Secretary-General in financial matters is defined in 
paragraph (3) of Article 7 of the Regulations for the Financial Adminis
tration of the League of Nations: 2 

"3· The Secretary-General, acting in consultation with the 
Advisory Committee of the organisation (if any), shall be responsible 
for estimating the financial requirements of the non-autonomous 
organisations and for submitting such estimates. He shall likewise 
be responsible for the expenditure of all funds voted for these orga
nisations, and for the appropriation of such expenditure to the proper 
items of the budget. " 

I have thought it useful to recall these principles, which appear to 
me well designed to guide the Council in the matter of the exact functions 
falling to each of the organisations of the League in the conduct of the 
work of Committees. 

1 See Records of the Second Assembly, plenary meetings, page 595 . 
• See document C.s36.M.373·1937·X. 
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Held at Geneva from April 25th to ;oth, 19]8. 

M. NoRDBERG (Chairman); 
Mr. BIRT€HNELL; 
Prince GHIKA ; 
M. RoTHMUND; 

M. RouBIK; 
1\[. V ALSINGER ; 
M. WALCKENAER. 

The following also attended the session : 

For the International Labour Office: 
M. D. VAAGE, Chief of the Safety Service. 

For the International Tourist Alliance: 
M. Paul DucHAINE, Secretary-General. 

For the International Association of Recognised Automobile Clubs and for the Central 
Council of International Touring: 
Colonel G. PERON, Secretary-General of the I.A.R.A.C. 

For the International Chamber of Commerce: 
M. L. DELANNEY, Head of the Transport and Communications Section. 

Secretarial: 
Mme. LEHMANN, Secretary of the Committee on Road Traffic. 

TRIBUTE TO THE MEMORY OF M. PIERRE-HENRY WATIER. 

The CHAIRMAN paid a moving tribute to the memory of M. Pierre-Henry Watier, 
Secretary-General of the Communications and Transit Organisation, who died on August 20th, 
1937, in the performance of his duties. 

In honour of his memory, the CoMMITTEE observed one minute's silence. 

* * * 
1 The Committee is composed as follows : 

M. l\1. NORDBERG, Consul-General and Commercial Attache or Finland in Paris (Chairman); 
Mr.- c. A .. BIRTCHN~LL, Assistant Secretary, Roads Department,_Ministry or Transport or the l'nitcd Kingdom; 
Prmce Pierre AL GHIKA, Permanent Delegate or the Royal Mmistry for Foreign AfTmrs or Houmania to the 

Central Council or International Touring; 
Dr. H. ROTHMUND, Chief or the Police Division or the Swiss Federal Department or Justice and Police; 
~!. V. Ro"nlK, Engineer, ex-Minister, ex-Director of the Czechoslovak Ministry or Public Works; 
M. J. N. UnGOITI, Civil Engineer (Spain); 
M. P. A. \'ALSI>iGEn, Head of tl)e Roads Section and Deputy Director-General or the Royal Swedish 

Department of Roads and Bridges; 
~!. c. WALCKE,.AER, former Inspector-General or Mines at the French ~linistry or Public Works. 
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This report is divided into two main parts : one relates to the revision of the Inte~nati~nal 
Conventions of 1926 and I931 relating to motor traffic and road traffic _and road signalling, 
and the other to questions concerning the safety of pedestrians and cychsts. 

On the first of these questions, the CHAIRMAN recalled the mandate co~ferred on the 
Committee by the Committee for Communications and Transit to the followmg effect : 

" The Advisory and Technical Committee requests its Permanent Committee to 
consider the expediency of revising the International Conventions of 1926. on ~otor 
Traffic and Road Traffic and the Convention of March 30th, 193I, on the Umficatwn of 
Road Signals, and, if necessary, of regrouping the provisions contained in them w~th a 
view to obtaining a more systematic whole, and to report in due ~ourse t? the CoJ?mittee. 

" In the course of this enquiry, the Permanent Committee will consider the 
sug"'estions communicated to it by the International Transport Workers' Federation, and 
rep~oduced, together with the Committee's observations, in Chapter X of its report on 
its eleventh session, under points A I, C 2, 5 and 6." 

. The CoMMITTEE look cognisance of a communication from the Polish Government 
(Annex I) on certain questions on the agenda. . • 

Considerable attention is devoted in this report to the information supplied by the 
Secretariat with regard to the regulations of the different countries, particularly Germany and 
Italy, which were not represented on the Committee (Annexes 2 and 3). · 

The Committee compared the provisions of the existing Conventions mentioned above 
with the text of the amendments proposed by the International Association of Recognised 
Automobile Clubs (I.A.R.A.C.) (Annex 4), which it examined carefully when dealing with the 
corresponding articles of the Conventions. "' 

With regard to the safety of pedestrians and cyclists, it listened with great interest to 
two excellent reports by 1\1. Rothmund and M. Valsinger (see Annexes 5 and 6). Furthermore, 
the Committee examined some of the suggestions communicated by the International 
Transport Workers' Federation (document C.322.M.217.1937.VIII, Chapter X, items A 1, 
C 2, 5 and 6). 

The present report does not contain any definite conclusions on the different points 
examined, expressed in the form of a new draft international convention. It merely embodies 
the results of a preliminary exchange of views which should serve as a starting-point for a 
more detailed study. The COMMITTEE thinks that this study should be made by a small 
committee to be appointed for the purpose by the Committee for Communications and Transit. 
The composition of that committee would be decided in agreement with the Chairman of the 
Commillee on Road Traffic. 

The Committee left open the very important question of the advisability of grouping 
in one single international convention the provisions now contained in several Conventions 
concerning motor traffic, road traffic, and road signalling, and in the draft Convention 
concerning signals at level-crossings.1 The question, it feels, should be considered in the light 
of the probability of securing the accession of various countries, rather than of theoretical 
considerations. 

I. REVISION OF THE INTERNATIONAL CONVENTION OF APRIL 24TH, 1926, RELATIVE TO 
1\IOTOR TRAFFIC. 

Article 1. 
This article will require redrafting to brinq it into line with the general body of provisions 

adopted. 

Article 2. 

It would appear that this article can remain unchanged. 

Article 3. 

The first pa1·agraph should be retained unchanged. 

Sub-paragraph I (a) should also be retained unchanged. 

Sub-parag_raph I (b) seems to require revision to bring it more into line with the present 
stage of techmcal development. · 

In the first place it was agreed, on the proposal of M. W ALCKENAER that the words used 
to ~escribe the differen_t parts of th_e braking system should conform to lh~ general definitions 
envzsaged at the twenlzeh Internalwnal Congress of the Technical Committee ISA 22 held 
at Amst~rdam in January I938 (see G_ahi~r ISA 22, 20, Amsterdam I938, published b the 
InternatiOnal Bureau for the StandardisatiOn of 1\lotor Construction (BINA) In partil 1 
the ~a~ious parts use~ for brakin~ a vehicle shoul~ ~e known as the " braki~g system ",ut~f~ 
consistmg of the brakmg mechamsms, each compriSing the means of operation transmiss· 
b~akes and braked surfaces. The word " mechanism " proposed above has a srg~~r· 
different meanin~ from the word " system " used in the I926 Convention, inasmuch ;s tw; 
separate mechamsms may nevertheless form part of one and the same system. 

1 See the text or the draft prepared by the Special Committee or the Communications a11d T ·t 0 · t· ranst rgamsa 10n. 
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For the future considera_tion of this question, the COMMITTEE draws ailention to the pro
posals made to the ·InternatiOnal Congress of the Technical Committee, ISA 22, and to the 
extract (Annex 7) from a letter sent by the Chief Engineer of Mines, Paris, to l\L Walckenaer. 

Special provisions relating to the braking of trailers should be included in the draft 
·Convention to be drawn up. 

I (c). - It has been proposed that the weight should be increased to 450 kilogrammes 
and the CoMMITTEE would accept this proposal. ' 

The French term " mouvement de recul " might with advantage be replaced by the 
expression " marche arriere ". 

I (d). ---' This sub-paragraph stipulates that when the combined weight of the empty 
motor-vehicle and the weight of the maximum load which it is officially declared to be 
capable of carrying exceeds 3,500 kilogrammes, a special mechanism such as can prevent, 
in all circumstances, the vehicle from running backwards must be provided. The COMMITTEE 
considers that this provision should stand. 

The reflecting mirror, which, under the 1926 Convention, is compulsory only for this 
class of motor-vehicle, should, in the Committee's opinion, be adopted for all classes of 
motor-vehicle. 

The I.A.R.A.C. also proposed that heavy vehicles should be compulsorily equipped 
with a sound-amplifying device, enabling the driver to hear the warning devices of road
users wishing to overtake him. Such a provision has been enforced in France, but it dJ:>es 
not seem certain that all the systems employed are satisfactory, and this important question 
raises a technical problem which needs to be studied before a proposal for the international 
adoption of a sound-amplifying device can be made. 

The list of devices with which all motor-vehicles must be equipped should be supplemented 
by the following : 

I (e) (New).- With the exception of motor-cycles (two- or three-wheeled), every motor
driven vehicle should be fitted with a system giving warning of change of direction, consisting 
of mechanical devices protruding on each side beyond the coach-work and the load, and 
visible both by ·day and by night. These devices, operated by the driver from his seat 
before he begins to change his direction, should be suitable for warning the drivers of other 
vehicles, pedestrians and traffic police alike. 

These direction-changing devices were recommended by the Committee at its 1933 
session, in any case for closed vehicles and lorries, but the CoMMITTEE considers that the 
time has now come for them to be brought into general use and to be made compulsory 
for all motor-driven vehicles other than motor-cycles (two- or three-wheeled). 

I (f) (New). - Every motor-vehicle, with the exception of motor-cycles (two- or three
wheeled), should be fitted at the rear with a red or amber-coloured light which will light up 
automatically as soon as braking begins. 

I (g) (New).- The windows, and particularly the windscreens and the glass of interior 
partitions, should be made of safety glass . 

. I (h) (New). - Windscreens should be fitted with automatic wipers. 

I (i) (New). - Every motor-vehicle, including motor-cycles (two- or three-wheeled), 
should be equipped with a reflecting mirror, placed so as to enable the driver clearly to 
perceive from his seat any vehicle likely to overtake him. 

The four sub-paragraphs following point I (d) of the text of the Convention should be 
left unchanged, except as regards the second paragraph, beginning with the words : " The 
machinery must be . . . " ; the last sentence in this paragraph should read as follows : 
" The motor-vehicle should have its exhaust fitted with an absolutely efficient silencer ". 
The COMMITTEE considers that this device should be made compulsory, even in the case 
of motor-cycles (two- or three-wheeled). 

II. - The COMMITTEE proposes that this paragraph be replaced by the following text, 
suggested by the I.A.R.A.C. : 

" The motor-vehicle must carry: 

" 1. The registration number clearly and permanently affixed in the front and 
at the rear of the vehicle. The registration number affixed at the rear shall be lighted 
in such a way as to be legible in the dark at a distance of 25 metres.1 

" The lighting system shall be so arranged that the lighting of the registration 
number cannot be extinguished before the front and rear lights of the vehicle. 

" In the case of a motor-vehicle followed by a trailer, the registration number is 
placed at the rear of the trailer, and the regulation regarding the lighting of this mark 
applies to the trailer. 

"2. (a) In an easily accessible position and in a form easily legible : the name 
of the maker of the chassis. 

1 The rear light, or, where there are two rear lights, one of them, may be used for this purpose. 
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"(b) On the right side of the chassis, near the engine: the chassis number, which 
must be sunk or embossed in the metal, or riveted thereto. 

" (c) On the right side of the engine, in such a way as to be easily ~egible when the 
bonnet is raised on that side : the engine number, sun!{ or embossed m the metal of 
the motor unit, or riveted thereto." 

III. - The CoMMITTEE considers that the text of paragraph III might with advantage be 
worded as follows: 

" Every motor-vehicle must be fitted with at least one sound-signalling device of 
sufficient strength." 

IV. - The CoMMITTEE considers that paragraph IV should be worded as follows: 

" Every motor-vehicle travelling ~Ion~ must, during the night. and from sunset, 
be fitted in front with at least two white hghts placed one on the nght and the other 
on the left, and, at the rear, with at least one red light. 

"For motor-bicycles unaccompanied by a sidecar, the number of lights in front 
may be reduced to one. 

" The foregoing conditions are also applicable to v_chicles . sta?di~g on the. pu~lic 
highway. Nevertheless, in built-up areas where there ~s public hghtmg,. the hghtmg 
of vehicles at a standstill may be reduced when the vehicle bears on the nght and left 
sides auxiliary devices known as ' park_ing lights ', s~o_wing a white light in fro.nt and 
a red light in the rear. The parking light on the ofiside must be kept on durmg the 
whole of the time the vehicle is at a standstill." 

V. - Il would appear thai this paragraph can stand, provided the word " devices " 
is replaced by the word " headlights ",which has been universally adopted. The restriction 
would be worded as follows : " unless the white lights prescribed above already fulfil 
this condition". 

VI. - The present text should be supplemented by the following: 

" If, by rapidly lighting and extinguishing his headlights in turn, the driver of a 
motor-vehicle shows that he is dazzled, the driver of the vehicle whose headlights are 
dazzling him must at once dim them." 

VII. - For the sake of accuracy, the following text would be preferable: 

" 1\Iotor-vehicles drawing one or more trailers shall be subject to the same regulations 
as separate motor-vehicles so far as the front lighting is concerned ; the rear red light 
or lights are to be carried at the rear of the trailer." 

Paragraph VI I should also be followed by the following paragraphs: 

" In the case of a string of vehicles coupled to one another, or of a road train, the 
foregoing provisions shall apply to the first vehicle as regards the front lights and to 
the last vehicle as regards the rear lighting. In addition, the string of vehicles or road 
train shall carry, every ten metres, a light showing white in front and red in the rear 
and affixed to one of the vehicles on the ofi'side. 

" Every motor-vehicle drawing one or more trailers must bear a special signal 
consisting of a yellow triangle in a blue rectangle. This signal must be illuminated at 
night ; it must be clearly visible, and must as far as possible be placed symmetrically in 
relation to the axis of the vehicle." . 

VIII. - This pat·ayraph could apparenlly be lefl unchanged. 

New Paragraph. - The CoMMITTEE considers that a new paragraph should be inserted 
~ere. relatin~ to the upke~p of vehicles, p_articularly the. steering and braking apparatus, 
ligh~mg devices, etc. At _Its eleventh sesswn, the Committee expressed the opinion that 
vehicles used for the pubhc transport of passengers and heavy cumbrous lorries should be 
subject to periodical inspection. It is of course desirable that all motor-vehicles should be 
per!odically inspected, ~s is already required once or twice yearly in some States of the 
Umted St~t.es of America. Invesizyalio~ should _be con_linued with a view to ascertaining 
what provisiOns on the matter could be mserted m an mternational convention. 

N~w Paragraph (Use ?f Dev~ces). - This paragraph should contain the provisions 
regardmg the use of the devices which must be fitted to motor-vehicles. In the COMMITTEE's 
opinion, a clause concerning the formal prohibition in any circumstances of the use of an open 
exhaust on a public highway should be included. 

Article 4. 

If this system is simply to be maintained, only the two following slight changes need 
be made in this article : 
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(i) In the first paragraph, omit the words " or is able to fulfil them "· 
(ii) In the last paragraph, read : " The right to use the international ce;tificate 

may, however, be refused or withdrawn if it is clear that the conditions laid down in 
Article 3 are no longer being fulfilled." 

With a view to facilitating international traffic and the international recoo-nition of the 
national certificate for motor-vehicles, the Committee, at its eleventh session ~ecommended 
the adoptio!l of a unifo:~ mode~ for ~his document, '!nifo:m~ty applying to the external 
aspect, maxmmm and mm1mum d1menswns, colour and mscr1ptwns on the outside and inside 
of the first page of the cover. Some States have concluded bilateral agreements with a view 
to the mutual recognition of national travelling documents. 

A further study should be made of the possibiltiy of substituting for international traffic 
requirements the national m?tor-v~hicle d?cuments f~r the inter~ational certificates provided 
for under the 1926 ConventiOn, w1th a v1ew to findmg a solutwn on these lines. 

Article 5. 

In order to obviate divergent provisions - some of them unsatisfactory -· which have 
in some cases been introduced in practice, the CoMMITTEE considers that the stipulations 
relating to the distinguishing mark should be made more precise, Ar·licle 5 being worded as 
follows: 

" Every motor-vehicle, to receive international authorisation to travel on a road 
to which the public have access, must carry, in a visible position in the rear, a distin
guishing mark consisting of from one to three letters written on a special plate. 

" For the purposes of the present Convention, the distinguishing mark shall 
correspond either to a State or to a territory which constitutes a distinct unit from the 
point of view of the registration of motor-vehicles. 

" The dimensions and colour of this distinguishing mark, the letters, their dimensions 
and their colour, are given in a table annexed to the present Convention. 

" The plate must be placed vertically and must he separate from the registration 
plate. It must. be sufficiently well lighted to be legible at a distance of 25 metres1 

during the night, after sunset and in case of fog. 
" The distinguishing mark, as defined above, shall alone be recognised as indicating 

the nationality or the territory. 
" In the case of a vehicle followed by a trailer, the distinguishing mark must be 

repeated behind the trailer and lighted as stated above." 

Article 6. 

The text of the 1926 Convention should be retained, except that, in the case of drivers 
of heavy lorries and public transport vehicles, the lower age-limit should be raised to 21. 

Article 7. 

As regards this article, which relates to driving-permits, the Committee's views are 
identical with those already expressed by it in connection with the certificate for motor
vehicles. The Committee has already made proposals on the matter at its eleventh session, 
to which it ventures to refer. 

It is highly desirable that driving-permits issued by the authorities of a contracting 
State, or by an association authorised by them with the countersignature of the authority, 
should entitle the holder in all other States to drive motor-vehicles coming within one of the 
categories for which they have been issued, and should be recognised as valid in all the 
contracting States if they are recognised by the State in which they were issued. 

To this end, it is necessary that the outside and inside of the front page of the cover of 
national driving-permits should conform to the proposed model. 

Article 8. 

The first paragraph should read as follows: 
" The driver of a motor-vehicle travelling in a country is bound to conform to the 

traffic laws and regulations which are in force in that country." 

Article 9. 

The_ present Article 9 should be superseded by an article to the effect that each of ~he 
contractmg States undertakes to see that no sign shall be placed along the roads wh~ch 
would be at variance with the signalling systems defined in the Interna_tional Conventwn 
of April 24th, 1926, relative to Motor Traffic, in the International ConventiOn ?f l\larch 30_th, 
1931, concerning the Unification of Road Signals, and in the convention now m preparatwn 
concerning signals at level-crossings. . 

The CoMMITTEE considered the proposal made by M. Silvain J?reyfus at the _twenlleth 
session of the Communications and Transit Committee2, but it belteves thai there 1s no need 

1 The rear light, or, where there are two rear lights, one or them, may he used !or this purpose. 
' Document C.380.~1.256.1!l37.Vlll, page 18. 
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· t" Convent1"ons regarding the distance between signs and to change the provisions of exls mg 
the dangers to which they refer. 

Article 10. 
Th 

0 
ghout this article the word " international" should be deleted in the event of 

national ~rtificates and nati~nal driving-permits being substituted for international motor-
traffic documents. 

II. REVISION OF THE INTERNATIONAL CONVENTION OF APRIL 24TH, 1926, 

RELATING TO ROAD TRAFFIC . .. 
New Article. 

The articles of the Convention might be preceded by a statem~nt of the general principle 
that every road-user should behave in such .a manner as not to const!lute a danger to traffic and 
to avoid causing any possible danger or hwdrance to others. 

Driving of Vehicles and Pack, Draught or Saddle Animals. 

Article 2. 

Some such clauses as the following should be added to Article 2: ",, 

"Convoys of animals or strings of animal-drawn vehicles shall, wher~ necessary, 
be broken up into sections of moderate length, separated by spaces sufficient for the 
convenience of traffic." 

" Herds, flocks and caravans shall be accompanied by enough drivers to keep the 
road clear for traffic in case of need." 

Article 3. 

This article might be left as it stands. 

Direction of Traffic. 

Article 4. 

The same remark applies. 

Passing and Overtaking. 

Article 5. 

No change is required in Article 5 except the substitution of the words " in no case " 
for the word "not " in the sentence reading : "Vehicles or animals may not be overtaken 
if it is impossible to see sufficiently clear ahead ". This sentence should accordingly begin : 
"Vehicles or animals may in no case be overtaken " 

Fork- and Cross-roads. 

Article 6. 

For the sake of clearness, this article should be worded as follows: 

" Every driver approaching fork- or cross-roads or a level-crossing must take all 
ne?essary precautions. In countries where priority of passage is the practice, every 
drrver shall at fork- or cross-roads be bound to yield right of way to another driver 
coming from his right in countries in which traffic keeps to the right, or from his left 
where traffic keeps to the left. 

" As an exception to the rule laid down in the previous paragraph, any driver 
approaching a highway on a road bearing the special sign indicating that he must yield 
right of way to traffic passing along the highway upon which he is about to enter, must 
slow down or stop and enter the highway with increased caution." 

Load to be carried by Vehicle~. 

New Article. 

After Article 6, a new article or articles should be interpolated to the effect that the legal 
number of passengers in public passenger transport vehicles, and the legal load for commercial 
goods transport vehicles, may not be exceeded. It should also be forbidden to stow goods 
in such a way as to endanger the balance of the load or to hinder traffic on the road. 

These new provisions would meet the wishes expressed by the International Transport 
. Workers' Federation (see document C.322.M.217.1937.VIII, page 5, -X. C. 6). 



-7-

Slopping and Wailing. 

New Article. 

There should be a new article lo the following effecl: 

" When vehicles or animals are at a standstill on the hi(J"hway they must be drawn 
UI? on the ~erge of the road. Driv~rs mus~ not le~ve v~hicles.' or animals standing 
w1thout takmg all necessary precautions agamst acc1dent. Vehtcles or animals must 
not be left standing near fork- or cross-roads, on a bend, or near the top of a 
hill." 

Speed. 

New Article. 

There should be a new article lo lhe following effecl: 

" Every driver of any kind of vehicle must at all times be in a position to control 
its speed. He must slow down or stop whenever circumstances so require, especially 
when visibility is poor." 

Lighls. 
Article 7. 

To bring it into line with modern traffic requirements, this article should be amended 
and completed as follows : 

" From nightfall and during the night, every vehicle proceeding singly must show 
at least one white light in front. It must show a red light in the rear, operated either 
by means of a separate mechanism from that which operates the white front light, or by 
means of the same mechanism when the vehicle is small enough and is adapted to such 
an arrangement. 

" The lights mentioned above must be placed on the ofT side of the vehicle." 

No change need be made in the last paragraph, reading : 

" Convoys or trains of vehicles on the road shall be lighted in accordance with the 
regulations of the country." 

Further, lhe following paragraph should be added: 

" If the load protrudes at the rear, its end must be indicated by a clearly discernible 
flag, and from nightfall and during the night by a red lamp." 

The question whether exceptions might be made for agricultural vehicles will have to be 
discussed at a later stage. 

Article 8. 

This article should be worded as follows: 

" From nightfall and during the night, every cycle should carry two lights - a 
white light in front and a red light in the rear. 

" Cycles must also be made visible from the rear by painting the mudguard or an 
equivalent surface white, unless they are equipped with a bright metal mudguard 
reflecting light. It is likewise desirable that the rear of the cycle should be fitted with 
a red disc acting as a reflector." 

Special Provisions concerning Cyclists. 

New Article. 

To ensure the safety of traffic in general, the following provisions should be added 
here: 

" Cyclists must use existing cycle tracks ; on roads wit_hout cycle _tra~ks, cyclists 
must keep near the edge of the road on the side used by vehtcles travellmg m the same 
direction. 

" Cyclists must never ride more than two abreast. They must ride in single file 
whenever circumstances so require, so as never to endanger or impede the traffic. 

" Cyclists are strictly forbidden to allow themselves to be towed by a vehicle. 

" Every cycle must be equipped with at least one brake. 

" It should be fitted with a sound-warning apparatus consisting of an ordinary 
bell or spring-bell which can be heard at a sufficient distance." 
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Pedestrians. 

The following special provl5lons should be adopted for pedestrians : 
" 1. Pedestrians rriust use the pavements or other paths specially reserved for 

them, where such exist. 
" Where there are no special paths, they must walk as far as possible on one side 

of the public highway. 
"2. Without prejudice to the precautions which they must take before entering 

the part of a public road used by vehicles and animals, pedestrians must make way for 
the passage of vehicles and dr~ught, pack. or sadd.le animals. When crossing the public 
highway, they must proceed m a direction at nght angles to the road. 

" Pedestrians must use the crossings marked on the road or specially indicated or 
controlled by a police officer. 

" 3. Without prejudice to the fo;eg~ing regulations, wh~n pedestri.ans move in a 
body at niaht on the part of the pubhc highway used by vehicles or ammals, the rear 
of the grou"'p must be indicated by a lighted lantern." 
Apart from t~e fo~egoing proposal~ relating .to ped.estrians: the C~MMITTEE, noting that 

side-gates at certam railway level-crossmgs provided with ~arners, w~Ich can be freely ~?ed 
at all times by pedestrians, have led to a large number of accidents, conszders ~h~t the provlSlon 
of such side-gates should unhesitatingly be abandoned altogether and existmg gates done 
away with as soon as possible. 

Observance of Laws and Regulations. 

The CoMMITTEE considers that the following general provisions would be of great value : 
" Every user of the public highway travelling in a country is bound to conform 

to the laws and regulations which are in force in that country regarding traffic rules. 
" He is bound to conform to the indications shown by signs placed on the public 

highways, to obey the signals of the traffic police, and, at the latter's request, to produce 
his traffic documents." 
The CoMMITTEE considers it of great importance, from the point of view of the safety 

and orderliness of traffic in general, that all States should introduce and organise in schools 
compulsory instruction in traffic rules, road-signalling provisions and the meaning of such 
signals. 

Ill. ACTION TAKEN ON CERTAIN DECISIONS REACHED BY THE 
COMMITTEE AT. ITS LAST SESSION .. 

1.. Unification of the Direction of Road Traffic. 

At its eleventh session, the Committee recommended that States in whose territory 
traffic still kept to the left should, when renewing transport material, take the necessary 
preparatory steps in order that the direction of traffic might be changed with the minimum 
of expense when the time came. This recommendation was to be brought to the knowledge 
of the Governments concerned. The Secretary-General of the League of Nations considered, 
however, that, in view of its financial consequences in particular, this recommendation was 
too wide in scope to be transmitted to Governments until it had first been approved by the 
Council. 

The Committee for Communications and Transit also instructed the Road Traffic 
Committee to extend its enquiries regarding the unification of the direction of road traffic 
to non-European countries. In view of the Transit Committee's decision, the Secretariat 
considered it preferable to postpone the transmission of the recommendation concerning 
the renewal of transport material until the general enquiry was more advanced. 

The Secretary of. the Committee asked whether a questionnaire relating to the direction 
of road traffic should be sent to non-European States, and, if so, what it should contain. 
The CoMMITTEE thought a questionnaire should be senllo those States requesting them to indicate 
the direction of the traffic in their territory and to say whether that direction had been changed 
in course of time, and, if so, for what reasons, and lastly, whether they proposed to change it. 

Agreed. 

2. Cycle Tracks. 

At its eleventh session, the Committee considered that the construction of special tracks 
for cyclists was eminently desirable, and the Committee for Communications and Transit 
requested the Secretary-General of the League to communicate this opinion to Governments, 
with the request that they should give favourable consideration to the question of the 
construction of such tracks. The Secretary-General thought that the scope of this recom
mendation was likewise too wide for it to be transmitted to Governments without previous 
approval by the Council. 

In these circumstances, the CoMMITTEE considers thai the recommendation in question, 
which bears on the provisions relating to cyclists, might be studied by lhe small Commillee in 
connection with the revision of the 1926 Convention relating to Road Traffic. 
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3. New Signs regarding Prohibition of Overtaking and Prohibition of Use of Sound Signals, 
and Advisability of showing thai a Prohibition has ceased lo apply. 

At its eleventh session, the Committee considered that the advisability of showing that 
a prohibition had ceased to apply required additional study. The question arises with 
reference, not only to the two new signs mentioned above, but also to the speed-limit sign 
and place signs considered as marking the beginning of built-up areas. 

As regards the sign prohibiting overtaking, the CoMMITTEE considers thai the question 
can be sellled if the distance for which the prohibition applies is mentioned on the sign. 

The sign prohibiting the use of sound signals does not appear to have met with 
the approval of all Governments. In these circumstances, the question of the means to be 
employed to indicate that the sign has ceased to apply must be provisionally postponed. 

This is also the case in regard to the sign to show that the speed-limit has ceased to apply. 
The question of the means of showing that the sign marking the beginning of a built-up 

area has ceased to apply calls for further study, and will be placed on the agenda at a later 
stage. 

4. "Overtaking prohibited" and " Use of Sound Signals prohibited" Signs. 

Since the Committee's last session, the Hungarian Government has signified its approval 
of these two signs and expressed its willingness to make use of them whenever traffic require
ments render this necessary (Annex 8). 

The CoMMITTEE look note of this reply. 

5. " Wailing prohibited " or·" Parking prohibited " Signs. 

The enquiry on this matter is not yet completed, as the time-limit within which the 
Secretary-General of the League requested Governments to send in their observations on 
the Committee's recommendation has not expired. The Secretariat considered it advisable, 
however, to communicate to the Committee the replies it has already received (Annex 9). 

The CoMMITTEE look note of this communication. 

6. Simplification of Travelling Documents. 

This also applies to the time-limit allowed to Governments for the communication of 
their observations on the recommendation relating to this question. Nevertheless, certain 
replies have already reached the Secretariat (Annex 10). 

The CoMMITTEE look cognisance of the contents of these replies. 

7. Unification of Statistics relating to Road Traffic Accidents. 

The CoMMITTEE look note of the observations already received from Governments on 
its report on the Unification of Statistics relating to Road Traffic Accidents (Annex 11). 
The time-limit for the communication of observations on this matter will not expire until 
December 31st, 1940 ; so far, only five replies have reached the Secretariat. 

The CoMMITTEE was gratified to note that the replies were almost entirely favourable. 
The Secretary also said that, in accordance with the decision taken by the Committee 

at its last session, a communication had been sent to the Secretary-General of the Permanent 
International Association of Road Congresses, requesting him to draw the attention of the 
Government delegations to the forthcoming Road Congress to be held at The Hague in 
June 1938 to the necessity of avoiding duplication of the work of the Road Congress and 
that of the Communications and Transit Committee in regard to the unification of statistics 
relating to road traffic accidents.- At the request of the Secretary-General of the Association, 
the report of the Committee on the Unification of Statistics relating to Road Traffic Accidents 
has been communicated to Dr. J. J. Hanrath, General Rapporteur, who is responsible for 
summarising the various reports on the matter and proposing conclusions to the Congress. 

The CoMMITTEE look cognisance of this communication. 

IV. CoMMUNICATIONs BY THE SECRETARIAT. 

Instruments adopted by the European Conference on Road Traffic: Position as regards 

Signatures, Ratifications and Accessions. 

The CoMMITTEE look note of Sweden's accession on February 25th, 1938, to the Convention 
on the Unification of Road Signals and of the communication received on November 6th, 
1937, in which the Government of His Majesty the King of Great Britain, Ireland and the 
British Dominions beyond the Seas, Emperor of India, informed the Secretary-General of 
_the League of Nations that they had extended the application of the Convention on the 
Taxation of Foreign Motor-vehicles to certain British territories overseas.1 

• \"iz. : t;traits Settlements, Federated ~Inlay States (Perak, Selangor, l\"egri Sembilan, Pahang), t:nfederated Malay 
States (Johore, Kedah, Kelantan, Trengganu, Perlis). 
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* * * 
ADDITIONAL NoTE. 

I. Revision of the International Convention of April 24th, 1926, relative to Motor Traffic. 

Ad Article 3, Paragraph I (b) (Special Provisions relating to the Braking of Trailers). 

The CoMMITTEE referred this question to the small Commillee. Proposals on the matter 
have been made by the I.A.R.A.C. (see Annex 4 : P~rt I, paragraJ?h ~). . 

The United Kingdom member of the Commrttee po!nted ou~ that m his coun~ry tr.at!ers 
with a weight not exceeding one ton need not be equrpped with ~rakes. In his opmion, 
the two following questions arose : ( 1) whether the weight of the trailer should be calculated 
when empty or when loaded ; (2) whether the braking mechanism should operate automati
cally - i.e., as soon as the speed of the trailer exceeded that of the tractor. 

New Paragraph (Use of Devices). 

The COMMITTEE thought that the small Committee's atten~ion should be d~~wn to the 
advisability of making a distinction between provisions relatmg to the condrbons to be 
fulfilled by motor-vehicles in order to receive internatio:r;al authorisation to tr~vel on ~ny 
road to which the public have access and those concernmg the use of the varrous devrces 
with which such vehicles must be equipped. 

Certain rules, relating in particular to the lighting of vehicles, which are at present 
included in Article 3, should therefore come l!nder this new paragraph. 

Ad Article 9. 

Since the question whether a single draft Convention embodying the subjects at present 
dealt with in the two Conventions of April 24th, 1926, and that of March 30th, 1931, should be 
drawn up, possibly with the addition of the provisions concerning signals at level-crossings, 
has been held over for the time being, the Committee has simply referred to the provisions of 
Conventions already in existence or in course of preparation, and has laid down the principle 
that no sign should be placed along the roads which would be at variance with those provisions. 

II. Revision of the International Convention of April 24th, 1926, relating to Road Traffic. 

Ad Article 7. 

. T~e United ~ingdom mem?er of the Committee pointed out that in his country the 
srgnalhng of vehrcles transportmg agricultural produce of an inflammable nature (hay, 
cotton! etc.) by means .of a lantern ~as prohibited by law. The French member of the 
C:ommiltee stated that, m ~ra:r;ce, Article 4 of the Road Traffic Act declares that, in deroga
tiOn from the general prescrrptwns regarding the lighting of vehicles the following provisions 
apply to agricultural vehicles : ' 

" Agricultural vehicles proceeding from the farm to the fields or from the fields 
t.o the farm, may be lighted solely by a white light hung at the left of the vehicle. This 
hght must be so arranged as to be clearly visible from the front and from the rear. 

" Ag~icultural vehicles loaded ":ith fodder or other easily inflammable material, 
may be h~hted only by a lamp earned by a person walking immediately to the left 
of the vehrcle. 

" A~ricultural ve~icles of every description are exempt from lighting on country 
roads, With the ex~eptwn however of those roads which are of interest to traffic in general 
and have been designated and brought to the notice of the public by prefectorial decree." 

. For these r~asons, it was decided to leave it to the small Committee to consider whether 
agrrcult~ral vehrcles should be exempted from the obligation to affix a light to the load 
protrudmg at the rear. 

Ad Provisions concerning Pedestrians, Paragraph 3. 

The United Kingdom member of the Committee pointed out that · · · 
international t. t th IT h a provisiOn m an conven t.on ? .e e ect t at the rear of a group of pedestrians must be indicated 
~y a lant~rn would make It difficult for the United Kingdom to adopt that co t' · 
It would mvolve the amendment of the law. nven IOn, smce 
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ANNEX 1. 

COMMUNICATION FROI\I THE POLISH GOVERN.l\IENT. 

DELEGATION OF THE 
REPUBLIC oF PoLAND 

ACCREDITED TO THE 
LEAGUE OF NATIONS. 

Geneva, April 25th, 1938. 

The Polish Government has no objection to a revision of the 1926 and 1931 International 
Conventions relating to motor and road traffic and road signalling, on the lines indicated in 
document C.C.T.fC.R.129,1 dated December 7th, 1937, and in document C.380.M.256.1937. 
VIII, such revision figuring on the agenda of the session of the Committee on Road Traffic 
which is to open on April 25th, 1938. 

As regards the proposal of l\1. Sylvain Dreyfus (page 18 of document C.380.l\t.256.1937. 
VIII), the competent authorities in Poland entirely share M. Dreyfus' opinion as to the need 
for regulations providing that danger signals should, in so far as is possible, always be placed 
at a uniform distance from the obstacle to which they refer. 

ANNEX 2. 

C.C.T.fC.R.136. 

April 11th, 1938. 

GERMANY. 

[Translation from the German.] 

SUMMARY OF CERTAIN PROVISIONS OF TWO SETS OF REGULATIONS, DATED 
NOVEMBER 13TH, 1937, CONCERNING BEHAVIOUR IN ROAD TRAFFIC AND THE CONDITIONS 
TO BE FULFILLED BY INDIVIDUALS AND VEHICLES RESPECTIVELY IN ORDER TO 

BE ADMITTED TO ROAD TRAFFIC (Reichsgesetzblatt No. 123, 1937, Part 1). 

I. REGULATIONS CONCERNING BEHAVIOUR IN ROAD TRAFFIC. 

A. General Provisions. 

Fundamental Rule of Behaviour in Road Traffic. 

Every road-user must behave in such a way as not to endanger traffic or to cause danger 
or damage to anyone and must, as far as circumstances permit, avoid any action that might 
disturb or interfere with others. 

B. Vehicular Traffic in General. 
1. Driving of Vehicles . . 

Every vehicle or chain of vehicles must have a driver capable of driving without assistance. 
The driver must see that the vehicle or chain of vehicles, including the loa.d, complies with the 
regulations. If any defect occurs en route which cannot be remedied on the spot, he must 
withdraw the vehicle from the line of traffic as quickly as possible. 

The driver must exercise the greatest caution in driving his vehicle. His seat must be so 
situated as to ensure him adequate visibility. Vehicles may be pushed only if the load permits 
the driver to see ahead and if there is no danger of darkness or fog preventing the vehicle 
from being distinguished by means of the rear light or reflector. 

2. Utilisation of the Roadway. 

Drivers should normally keep on the right-hand side of the roadway, and use the left
hand side only for overtaking. Drivers of slow-going vehicles must keep to the extreme 
right of the roadway. Over sections of the road where visibility is limited, the drivers of all 
vehicles must keep on the extreme right. This applies also to one-way roads. When turning 
to the right, the driver must keep close in to the right. and when turning to the left must take 
a wide turn. 

• Annex 4. 
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3. Speed. 
The speed must be so regulated that _the _driver ca':l at an~ moment co~ply with the traffic 

regulations and can, if necessary, stop m lime. This_ apphes mo_re particu_larly to ~arts of 
the road where visibility is limited and to level-crossmgs. A driver entermg a mam r_oad 
(see paragraph 7) or about to cross such a road must proceed at a moderate speed. At IJ,oppmg
places of trams and other rail-vehicles, a driver must proceed at a moderate speed and at a 
distance such as not to endanger the passengers. In case of need, he must stop. 

4. Passing and Overtaking. 

A driver must always pass on the right and overtake on the left. While being over
taken the driver must not accelerate. Overtaking is prohibited in parts of the road where the 
visibi!'ity is poor. This also applies to one-way streets. I~ it is impossible to p_ass, the driver 
most conveniently situated must go back. Any track mtended for a speclflc II_Ieans of 
transport shall be regarded as an independent track for purposes of passmg and 
overtaking. 

Rail-vehicles shall be passed and overtaken on the right. When there is not sufficient space 
for this, they may be overtaken and passed on the left. On one-way streets, rail-vehicles 
may be passed on the right or the left. 

5. Notice of Change of Direction (see also under II, 4(m)). 

A driver who wishes to change direction or to stop must give notice of _his _intention. in 
time. When a driver has a mechanical device for this purpose, he shall use It ; If ~he ~evi~e 
is not in working-order, he shall give notice of his intention to stop or change directiOn m 
some other appropriate manner. 

6. Sound-signals (see also under II, 4(n)). 

A di·ivcr shall warn other road-users of his approach by means of warning signals. He 
shall indicate his intention of overtaking .. He shall, however, refrain from using signals if 
these are likely to startle animals. Sound signals may be used for warning purposes. After 
sunset and at night, signals may be given by rapidly turning on and off the headlights, if these · 
signals can be distinctly seen and there is no risk of dazzling other road-users. 

7. Priority. 

At cross-roads and junctions the user of the main road shall have priority. Main roads 
shall be indicated by means of appropriate signs. In the case of two roads of equal importance, 
a driver coming from the right shall have priority at cross-roads and junctions. Nevertheless, 
motor-vehicles and mechanically-propelled rail-vehicles shall have priority over other road 
users. l\Iotor-vchicles and rail-vehicles shall be equal as regards priority. Nevertheless_ 
orders and signals of the traffic police shall take precedence over the foregoing rules . 

. If a driver wishes to cross the main stream of traffic, he shall give priority to all oncoming 
vehicles I?aintaining their original direction; the same shall apply at cross-roads and junctions. 
Road? ~1th ~eyeral separate tracks shall be regarded as having a single track for the purposes 
Of thiS prOVlSlOn. 

8. Chains of Vehicles. 

Chains of animal-drawn vans shall not exceed 50 metres and chains ·of motor-lorries 
shall not exceed 25 metres in length. The distances separating such chains shall be not 
less than their lengths. 

9. Slopping. 

The dri':er of a vehicle must stop in such a way as not to interfere with or endanger 
traffic. VehiCles may_ be stop~ed only on the right-hand side of the road in the direction of 
the traffic. When rmls are lmd on the right of the roadway, stopping is permitted on the 
left. On one-way streets, stopping is permitted on the right and the left. 

10. Loading. 

Loads must be stowed on vehicles in such a way as not to cause danger or damage to 
anyone and not to cause unnecessary annoyance or interference. The load must not be 
s~ch as to make the vehicle more difficult to drive with safety to other road-users. The 
w1dth of ~he _load shall not exceed 2 metres 50.1 If the load projects in the rear, the extremity 
must be md1cated by means of a red flag and, after sunset and at night, by means of a red 
lamp. 

The length of the vehicle and its load must not exceed 22 metres,l imd the height must 
not exceed 4 metres. 

1 See also under II, 4. 
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11. Vehicles left unattended . 

. When lea~ing his v~hicle unattended, the driver must take the necessary measures to 
avoid any accident or disturbance to traffic (see also under 15 ). 

12. Indication of Ownership. 

Every vehicle must bear on the left-hand side the Christian name, surname and address 
of the owner in clearly visible and indelible characters. 

13. Rear Lights and Reflectors (see also under II, 4 (i)). 

Vehicles must carry in the rear red lights or reflectors, except in the case of perambulators 
used as such and sledges. 

14. Detailed Rules concerning Different Categories of Traffic. 

(a) Cyclists. - Bicycles must have yellow reflectors on either side of the pedals. 

Use of Cycle Tracks : Cyclists must use existing cycle tracks; on roads without cycle 
tracks they must keep to the extreme right of the roadway. 

Cyclist Traffic : Cyclists must as a rule ride in single file. They may ride two abreast 
when this does not disturb or interfere with traffic. They are, for instance, interfering with 
traffic if, by riding two abreast, they prevent faster vehicles from passing or overtaking. 
Outside built-up areas, cyclists must ride in single file on the main roads. 

Groups of Cyclists : A group of more than fifteen cyclists under one leader, proceeding 
in close formation, may ride two abreast and use the roadway even when cycle tracks are 
available. 

(b) Animal-drawn Vehicles. -Animal-drawn vehicles may not be left unattended on 
the road for any length of time unless the animals are taken out of the shafts and tethered. 
Vehicles from which the animals have been taken out must not be left unattended on the 
road after sunset or during thick fog. 

(c) Motor-vehicles. - Use of Headlights : Drivers of motor-vehicles must dim their 
headlights in good time when this is necessary from the point of view of traffic safety and 
the consideration due to road-users coming in the opposite direction. This obligation does 
not apply to pedestrians except when walking in close formation. 

Unattended Motor-vehicles : When leaving a motor-vehicle unattended, the driver 
must take the necessary steps to prevent its being used by unauthorised persons (see also 
under 11). 

15. Pedestrians. 

Pedestrians must use the parts of the road reserved for them. They must cross other 
parts of the road by the shortest way and at right angles to the line of traffic carefully and 
without stopping. Cross-roads must be crossed at pedestrian crossings or, failing such, at 
right angles to the roadway. Standing at street corners is prohibited when it interrupts or 
disturbs traffic. The foregoing provisions do not apply to streets in which vehicles are 
prohibited. 

Pedestrians must keep to the extreme right of the roadway when carrying objects 
likely to interfere with the normal movement of pedestrians or to constitute a danger to 
the latter. Bath-chairs and perambulators used as such may be wheeled on pedestrian tracks. 

Detachments marching in close formation may not stop on bridges. Large detachments 
must leave spaces to permit other road-users to pass through. 

After sunset and at night or during thick fog, detachments must indicate their lateral 
and rear limits by means of white or yellow lights in front and red lights in the rear. The 
left-hand man of the front rank and the right-hand man of the rear rank must carry a lamp. 
The presence of the detachment may also be indicated by a lamp-bearer marching at the head 
of the detachment or in the rear. 

These provisions shall not apply when such detachments are sufficiently lighted by other 
means. 

16. Equestrians. 

Riders must keep to riding-tracks when these exist. A rider may not lead more than 
two horses in addition to the one he is riding. 

Riders must comply with the rules for vehicles, with the exception of those concerning 
lights. After sunset, during the nig~t, or durin~ thick fog, riders must ride in single file unless 
they are proceeding in close formatiOn or are hghted from some other source. 
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17. Driving of Animals. 

Animals proceeding along the public highway must be under the charge of a person 
· capable of controlling them .. On!y animals suited ~o the purpose may be used as draught 
or saddle animals on the pubhc highway. Persons m charge of horses and cattle must take 
the necessary precautions as regards other road-users. Cattle must keep on the ro~dway 
and must be accompanied by a sufficient number of drovers. Horses _must be on a re~n and 
must have at least one driver for every four horses. A herd of ammals must be h_ghted 
after sunset, during the night or during thick fog by means of a white or yellow lamp m the 
front and in the rear. In the case of horses, one lamp is sufficient. 

C. Special Safely Measures. 

1. Interference with Traffic. 

It is prohibited to place or to leave o~ the roadway objects whi~h may_ endanger or 
interfere with traffic. The persons responsible must remove such objects Without del~y, 
and if this is not possible, must indicate their presence adequately. After sunset or durmg 
foggy weather, this must be done by means of a red light. It is prohibited to carry uncovered 
scythes on the public highway. 

2. Children's Games. 

Children are not allowed to play in the roadway except in roads where vehicles are 
prohibited. 

II. REGULATIONS CONCERNING THE CONDITIONS TO BE FULFILLED BY INDIVIDUALS AND 

VEHICLES IN ORDER TO BE ADMITTED TO ROAD TRAFFIC. 

1. Classification of Driving-licences. 

There are four categories of driving-licences : 
Category I : For motor-cycles (two-wheeled, with or without side-car) with cylinder 

capacity exceeding 250 cubic centimetres ; 
Category II : For motor-vehicles, with or without trailer, exceeding 3.5 tons in 

weight (including trailer) and for road-trains comprising more than three axles, 
irrespective of the category to which the tractor belongs ; 

Category III : For all motor-vehicles not included in categories I, II or IV; 
Category IV : For motor-vehicles with cylinder capacity not exceeding 250 cubic 

centimetres and for motor-vehicles with a maximum speed of not more than 20 kilometres 
an hour. 
The licence may be ·confined to certain types of vehicles belonging to this category. 

The holder of a licence in category II is allowed to drive vehicles in categories II and III. 
Licences in categories I, II and III also give the right to drive vehicles in category IV. 

2. Minimum Age of Driver. 

A licence to drive a motor-vehicle may in no case be granted to a person under 16 years 
of age. A licence to drive motor-vehicles in categories I, II and III may not be granted 
to any person under 18 years of age (a medical certificate is not compulsory; the police must 
decide whether the applicant is physically and mentally fit). 

3. Special Pl"ouisions for Holders of Foreign Driving-licences. 

The holder of a foreign driving-licence may obtain a German licence for the corresponding 
category of vehicles if he can show that he is acquainted with the German traffic rules. 

4. Conditions to be fulfilled by Motor-vehicles and their Trailers. 

(a) Dimensions of the Vehicle. - Width : The width of the vehicle must not exceed 
the following : (I) For a vehicle with a total weight not over 7 tons : 2 metres 35 · (2) for 
a vehicle with a total weight over 7 tons : 2 metres 50. ' 

Length : The length of a road-train consisting of a number of vehicles coupled to 
one another must not exceed 22 metres (see also I, B, 8). 

Height : The height of the vehicle must not exceed 4 metres. 
The external contour of the vehicle must not be such that any projecting part is likely 

to endanger traffic (see also I, B, 10). 

(b) Tyre~.- The wh~els of motor-vehi~les and trailers must be provided with pneumatic 
tyres, except m the followmg cases, for. which other tyres are authorised : · 

Th; w~eels of motor-vehicles ~ith a. maximum speed not exceeding 25 kilometres an 
hour ( lu kilometres for motor-vehicles with a non-suspended motor-axle) may have solid 
rubber tyres. 
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(c) Reversing.- 1\lotor-vehicles with an unloaded weight exceeding 350 kilogrammes 
shall be constructed in such a way that they can be put into reverse from the driver's seat. 

(d) Windscreen and Windscreen-wiper. - (1) Windscreens and windows in the front 
of the vehicle shall be of safety glass. (:2) Windscreens shall be equipped with an automatic 
windscreen-wiper. 

(e) Brakes (see also under II, 5 (b)). - l\lotor-vehieles must have two independent 
braking systems, or a single system worked by two independent means of operation, one 
of which will act even if the other fails. The independent means of operation must act 
by separate transmissions on different braking surfaces; the latter may, however, be situated 
in the same brake drum. If the brakes act on more than two wheels, common braking 
surfaces and transmissions may be used. Such transmissions shall, however, be constructed 
in such a way that, in the event of the breakdown of any part, at least two wheels situated 
on different sides can be braked. 

[Here follow detailed rules concerning the construction, action and strength of the brakes.] 
Trailers with two or more axles must have an adequate system of braking. The brakes 

must be such that they can hold the trailer with its maximum load on a dry slope of 20%. 
The brakes of trailers, whether automatic or worked by the driver of the tractor, must be 
such as to stop the trailer automatically when it becomes detached from the tractor. 
[Here follow detailed provisions concerning the strength of brakes on trailers.] 

Trailers with a single axle are not required to have brakes when they can be adequately 
braked by the tractor. 

(f) Total Weight of Trailers.- Trailers may be licensed for traffic only when the tractor 
has brakes on every wheel and when their weight does not exceed 40% of the total weight 
of the tractor. In exceptional cases, trailers may be licensed when their weight is as much 
as 60% of the total weight of the tractor. 

(g) Sign indicating the Presence of a Trailer. - Motor-vehicles and tractors with a 
closed driver's seat must, when drawing a trailer, bear a yellow triangular sign over the 
driver's seat in the middle of the vehicle. This sign shall be lighted up after dark. 

(h) Noise. - The noise caused by a motor-vehicle in motion must not exceed 85 
phons. The noise is to be measured when the engine is running at full pressure, and at 
a speed of 40 kilometres an hour. (If this speed is not reached, the noise should be measured 
at the maximum speed.) 

These provisions shall not apply to agricultural tractors or machines or to other industrial 
vehicles with iron lyres. 

(i) Lighting (see also under II, 5 (d)). - Motor-vehicles must be provided with two 
headlights of the same colour and strength. For motor-cycles, one white light is sufficient. 
Motor-vehicles with a speed not exceeding 8 kilometres an hour may carry two lamps instead 
of headlights. The headlights or lamps must be placed at the same height and at the same 
distance from the axis of the vehicle. After sunset or at night, the headlights must be able 
to light up the roadway for 100 metres when the vehicle can exceed a speed of 30 kilometres 
an hour, and for 25 metres in the case of other vehicles. 
[Here follow detailed provisions concerning the strength and arrangement of these lights.] 

Headlights must be constructed in such a way that the driver of the vehicle can dim them. 

(j) Parking Lights. - Motor-vehicles, with the exception of motor-cycles, must carry 
in front two white or yellow lights placed at the same distance from the axis of the vehicle 
and not more than 40 em. from the outer edge of the vehicle. These lights must not produce 
a dazzling effect and must not consume more than 10 watts. They may also be mounted 
in the headlamps. When a motor-cycle has a side-car attached, the latter must carry a 
light on the outer side. 

(k) Additional Lights. - In addition to the lights mentioned above, motor-vehicles 
may carry supplementary lights to light ~o~p the roadway (fog lights, turning-lights, etc.). 
Supplementary lights must not be placed higher than the headlamps; they may be mounted 
in the latter. 

(I) Rear Lights (see also under I, B, 13). - Motor-vehicles must carry in the rear two 
red lights of the same strength, placed at the same height and at the same distance from the 
axis of the vehicle. These lights must not be more than 40 em. from the outer edge of the 
vehicle. 

Each red rear light must be mounted on a separate circuit. 
Motor-vehicles, with the exception of vehicles with a speed not exceeding 20 kilometres 

an hour and motor-cycles, must be equipped with one or two brake lights giving warning in 
the rear that the driver of the vehicle is slowing down or is about to stop. 

In the case of trailers, the rear lights and brake lights prescribed for the tractors must 
also be carried by the trailer. The left-hand. rear light of the ~railer !Dust b_e independent 
of the lighting system of the tractor, except m the case of trailers with a smgle axle and 
with a total weight not exceeding one ton. 

In addition, motor-vehicles and trailers must carry in the rear a red reflector with a 
surface of not less than 20 square centimetres. 
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(m) Direction Indicators (see also under I, B, 5). - 1\Iotor-vehicles, with the exception 
of electric tractors and motor-cycles, must carry direction indicators. These must project 
on either side of the body of the car when raised and must disappear when lowered. 

(n) Sound-signals (see also under I, B, 6). - ;\lotor-vehicles must be equipped with 
sound-signals to warn other road-users of the approach of a vehicle without startling them 
and without causing them unnecessary inconvenience. The warning signals must be capable 
of being given even when the engine of the vehicle has stopped. Sound-signals must emit 
a uniform sound without secondary sounds. The sound must in no case exceed 100 phons 
at a distance of 7 metres. 

Motor-vehicles may also be equipped with sound-signals producing sound in excess of 
100 phons, but such signals may only be used outside built-up areas. 

The forrgoing provisions shall not apply to motor-vehicles with iron tyres and with a 
maximum speed not exceeding 8 kilometres an hour. 

(o) Driving-mirror (see also under II, 5 (c)).- Motor-vehicles, with the exception of 
motor-cycles and open electric vehicles, must be provided with a driving-mirror placed in 
such a way and of such dimensions that the driver can see from his seat the road in the rear. 

(p) I ndicalion of the Maher of the Chassis. - All motor-vehicles must bear on the 
chassis in a clearly visible position a plate indicating the name of the maker of the chassis, 
the year of construction and the factory number of the chassis, the unloaded weight and the 
maximum authorised weight of the vehicle; in the case of lorries and motor-buses, the 
useful load, and, for motor-vehicles, the cylinder capacity of the engine. The factory numbers 
must be sunk or embossed in the metal of the engine and the chassis respectively, or shown 
on a riveted (not screwed) plate. 

(q) Registration Plate. -The registration number and other marks prescribed by the 
authorities must be shown in white lettering on a black ground. The letters and figures 
may be embossed. The registration number must be affixed in the front and at the rear, 
either on the body or on a plate fixed to the vehicle. The registration number affixed at 
the rear must be so lighted as to be legible after dark at a distance of at least 14 metres. 

The distinctive national sign D must be in conformity with the provisions of the Inter
national Convention of 1926 and must be lighted after sunset and at night and also in foggy 
weather when the vehicle is being driven abroad. 

[The regulations contain special provisions for electric vehicles.] 

5. Provisions applicable to Road Vehicles other than Motor-vehicles. 

(a) Driving of Vehicles and Animals.- Vehicles must be capable of being easily driven. 

(b) Bra~es (see. also under II, ~ (e)). - E_very. v~hicle ~ust have a system of brakes 
capabl~ of bemg e~sliy operated while the vehicle IS m motion and capable of producing 
the desired effect. Without da~age to the trac~. Bicycles must have two independent brakes. 
Hand-drawn vehicles and sleighs and also agncultural and forestry machines are not required 
to have brakes. The braking device must be firmly fixed to the vehicle and must be capable 
of reducing its speed and stopping it . 

. . (c) J?riving-mirrors. (s~e also ~nder II, 4 (o)). - Lorries must be equipped with a 
dnvmg-mirror, unless this IS techmcally impossible. 

(d) Lights ~see also under .II, 4 (i)).- ~h~re must be a white or amber light to light 
up the roadway m front. The hght must be VISible at a distance of 50 metres and must not 
produce a dazzling effect. 

ANNEX 3. 

C.C.T.JC.R.136 (a). 
April 12th, 1938. 

ITALY. 

SUMMARY OF CERTAIN PROVISIONS OF THE ROYAL DECREE No. 1740 
OF DECEMBER 8TH, 1933. 

[Translation from the Italian.] 

l. CONDITIONS TO BE FULFILLED BY VEHICLES. 

Brakes and Safely Devices. 

1. Motor-vehicles must be. equipp~d with two systems of brakes, independent of each 
other, or ~me s~stem of J:>rakes wit:h two Independent means of operation, of which one means 
of operatiOn will. functwn, even If the other fails to function provided that in all cases 
the system used IS really effective and rapid in action. ' ' ' 
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2. Trailers must be equipped with a braking system, and if they nrc intended for 
passenger transport, with two independent braking systems. 

3. Trailers weighing more than 35 cwt., and the leading car of a train, must be provided 
with hydraulic brakes, compressed-air brake;;, or depression brakes worked from the driving
seat of the leading car. 

4. Motor-vehicles weighing more than 3% cwt. must be provided with a mechanism 
for reversing the vehicle. 

5. All animal-drawn vehicles must be equipped with a brake capable of easy and 
rapid handling. 

6. Heavy motor-vehicles (weighing over 35 cwt.), public-service vehicles and leaders 
of road trains must be equipped with a retrovisor mirror sufficiently large and so placed 
as to allow the driver to see vehicles which want to pass. 

Motor-vehicles weighing over 35 cwt. and with trailers must be equipped with a device 
lo make the driver aware of the signals made by the drivers of overtaking vehicles. 

Lighting of Vehicles. 

1. :Motor-vehicles must be adequately lighted during the period from half an hour 
after sunset to half an hour before sunrise. They must carry two white lights in front and 
a light in the rear so placed as (1) to illuminate the registration plate so that the letters and 
numbers are readable at a distance of 30 metres and (2) to show a red light behind. 

2. Motor-cycles with two wheels must show a white headlight. 

3. All motor-vehicles capable of a speed exceeding 30 kilometres an hour must carry 
in addition to the white lights mentioned in paragraph 1 at least one strong light, placed 
symmetrically with the white lights referred to above, capable of lighting up lhe road 
100 metres ahead. This light can be incorporated into the same apparatus as the while lights. 

4. Motor-vehicles with a trailer must carry in front, besides the two white lights, an 
additional light to indicate a road train, and the rear red light must be placed on the back of 
the trailer. 

5. The use of dazzling lights is prohibited in built-up areas, and such lights must be 
dimmed on passing another vehicle and when there is a risk of endangering other vehicles, 
pedestrians or animals. 

6. Vehicles other than motor-vehicles must carry in front one or more lights visible 
for at least 100 metres. If one light is carried, it must be placed on the left side of the vehicle, 
and all vehicles in a train must be lit. 

Sound-signalling Devices. 

All motor-vehicles must be furnished with a loud-sounding horn ; auxiliary sound devices 
may be used in non-built-up areas. 

Special Accessories for the Equipment of Motor-vehicles. 

1. Every motor-vehicle must be equipped with a silencer. 

2. The make of the vehicle, together with the engine and chassis numbers, should be 
sunk or embossed in the metal of the engine and of the chassis, in an easily accessible 
position. 

Registration of Motor-vehicles. 

1. Every motor-vehicle must be licensed. 

2. On registration, each vehicle is given a serial registration number, which must be 
displayed at the back of the vehicle (see also lighting provisions). 

II. DuTIES oF DRIVERs AND OTHER RoAD-USERs. 

Driving of Vehicles and Animals. 

1. Flocks and strings of animals must be accompanied by a sufficient number of drivers 
to ensure that at least half the road is left free. At night, they must be preceded by a 
guardian carrying a light. 

Animals may not stray on the road. 

2. No vehicle or draught, pack or saddle animal may use that part of the road reserved 
for pedestriaps. 

3. All vehicles must have a driver of suitable age and physical and mental condition. 

4. A vehicle drawn by not more than four animals in pairs, or not more than three 
animals in single file, may have one driver. 
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Pedestrians. 

1. Pedestrians must use the footpaths reserved for them. In the absence of verge or 
footpaths, or when these are not sufficiently wide, pedestrians may walk on the side of the 
road. 

2. Pedestrians may not walk or stray on the part of the road reserved for vehicles, 
except where unavoidable. · 

· 3. On cros~ing a road, pedestrians must walk straight across, not diagonally. 

Direction of Traffic. 

All vehicles, draught, pack or saddle animals, flocks and her~s on the public roads must 
keep to the right wherever the width of the road allows, especially on bends. 

Slopping: Standing still. 

The authorities shall have the right to prohibit or to limit the stopping or standing still 
of vehicles and animals on the roads without justifiable motive or beyond a reasonable period 
of time. When stopping, vehicles and animals must draw in to the right. If vehicles or 
animals are left unattended, care must be taken to prevent an accident of any kind. 

Vehicles and animals must leave tramlines free in all circumstances. 

Speed. 

Drivers must regulate the speed of their vehicles having regard to the braking system, 
the weight of the vehicle and the nature and condition of the roads, and all other circumstances, 
so as not to constitute a source of danger to persons or objects, or to dislocate traffic. 

Overtaking. 

Drivers of vehicles or animals wishing to pass must give the prescribed signal to the 
road-users in front, take the left side of the road and draw back to the right as soon as 
possible without inconveniencing the other vehicle. The driver of the vehicle being overtaken 
must slow up to facilitate this manreuvre. 

Crossroads and Junctions. 

1. At crossroads and junctions, drivers of vehicles or animals, on turning to the left, 
must make a wide sweep, leaving on their left as much road as possible. 

2. On public roads, right of way must be given to vehicles and animals approaching on 
the right unless a sign to the contrary exists. 

3. At junctions of private roads with public roads, right of way is given always to vehicles 
on the public road. 

4. At rail or tramway crossings, precedence is always given to the vehicle on the track. 

Driving-permits. 

1. No one may drive a motor-vehicle unless in possession of a certificate : 
(a) Of ability to drive a car with safety (for private cars); 

_(b) Of knowledge of the mechanism and various parts of the car (private car 
service); 

(c) Of a complete knowledge of the mechanism and various parts of the car (for 
driving road-trains, public service vehicles, etc.). 

2. A medical certificate must be produced in order to obtain a driving-permit. 

Dimensions and Weight of Vehicles. 

1. Vehicles must not exceed 2 metres 50 in width and 4 metres in height. Duly 
authorised public-service vehicles may reach 4 metres 50 in height. 

2. The total length must not exceed : 
6 metres for vehicles with one axle ; 
10 metres for vehicles with two axles ; 
12 metres for vehicles with three axles. 

3. The total loaded weight must not exceed : 
50 cwt. for vehicles with one axle ; 
80 cwt. for vehicles with two axles ; 

100 cwt. for vehicles with three axles. 

The total weight of a loaded public-service vehicle or of a loaded trailer must not exceed : 
60 cwt. for motor-vehicles with one axle · 

100 cwt. for motor-vehicles with two axle~· 
120 cwt. for motor-vehicles with three axle~. 
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ANNEX 4. 

C.C.T.JC.R.129. 
December 7th, 1937. 

REVISION OF THE INTERNATIONAL CONVENTIONS OF APIUL 24TH, 1926, 
RELATING TO MOTOR TRAFFIC AND ROAD TRAFFIC. 

PROPOSAL BY THE INTERNATIONAL ASSOCIATION 
OF RECOGNISED AUTOMOBILE CLUBS (I.A.R.A.C.). 

To the Chairman of the Permanent Committee on Road Traffic. 

Paris, November 19th, 1937. 

I have the honour to forward herewith two copies of the proposal of the International 
Association of Recognised Automobile Clubs concerning the principal provisions which 
might be embodied in an international convention on road traffic. 

This proposal represents the results of two years' work, and we should be glad if the 
Permanent Committee on Road Traffic when considering the revision of the Conventions of 
April 24th, 1926, would take it as a basis for discussion in accordance with the intention 
expressed at its session of July 5th-7th, 1937. 

The models for national registration cards and national driving-licences are not attached 
to our draft, as they are those which were examined by the Permanent Committee at that 
session in connection with the question of the simplification of travel documents. 

The Permanent Committee will note that this proposal for the simplification of travel 
documents, which means standardising national documents, prepares the way for the provisions 
laid down in Articles 26 and 50 of the attached draft. 

•*• 
[Translation.] 

G. PERON, 
Secretary- General. 

INTERNATIONAL AssociATION oF REcOGNISED AuToMOBILE CLuBs : 

PROPOSAL CONCERNING THE PRINCIPAL PROVISIONS WHICH MIGHT BE EMBODIED IN AN 
INTERNATIONAL CoNVENTION oN RoAD TRAFFIC. 

Pari I. - Conditions lo be fulfilled by Vehicles. 

Brakes. 

1. Every motor-vehicle must he capable of being braked in a rapid and effective 
manner. The braking apparatus must he capable of operation by two different means, 
whether acting on separate drives or not. The drives must be so contrived as to ensure 
rapid and effective braking. 

2. If the weight of the motor-vehicle when empty exceeds 350 kilogrammes, the vehicle 
must be equipped with a mechanism by means of which it can, from the driver's seat, he 
made to reverse under its own power. 

3. All other vehicles, including pedal-cycles, must be equipped with at least one brake. 

4. Single trailers coupled to motor-vehicles must be equipped with brakes, unless 
their weight loaded does not exceed 400 kilogrammes. . 

When the weight loaded exceeds 400 kilogrammes, they must he equipped with a 
braking apparatus capable of bringing them to a standstill and holding them on the steepest 
hills. This apparatus must be capable of being operated by the driver of the tractor from 
his seat. When the trailer is not coupled to the tractor, the apparatus must be capable of 
being operated on the trailer itself. 

Lighting of Vehicles. 

5. No vehicle proceeding alone may travel during the night, from. sunset, unless it 
carries two white or pale yellow lights in front and two red lights in the rear. 

The white lights and red lights must he of equal strength, and must be placed one on 
the left and one on the right respectively, arranged symmetrically in relation to the axis 
of the vehicle to indicate its width. 



-20-

6. For two-wheeled motor-cycles not coupled to a side-car, and for pedal-cycles, only 
one white light in front and one red light in the rear shall be required. Furthermore, the 
rear mudguard must be painted white. 

7. The foregoing conditions are applica?Ie to ~ehi.cles. standin~ on the public hi~hway. 
Nevertheless, in built-up areas. where there ~s pubhc !Ightm~, ':eh1cles at a sta.J?dstiil may 
bear a single light on ~he l.eftl side of the veh~cle,. showm~ white. m front and red m the rear. 
This light may be extmgmshed when the vehicle IS sufficiently ht from some external source. 

8. Every motor-vehicle capable of exceeding a speed of 30 kilometres an hou~ must 
also be equipped with two white lights capable of lighting the road in front .for a distance 
of 100 metres, unless the white or pale yellow lights prescribed above are sufficient to comply 
with this condition. 

9. Lamps which may produce a dazzling effect must be provided w!th means for 
eliminating that effect when other us~rs. of ~he road are met.' or on any occasiOn when such 
elimination would be useful. The ehmmatwn of the dazzlmg effect must, however, leave 
sufficient light to illuminate the road clearly for at least 25 metres. 

10. The use of lights which may produce a dazzling effect is prohibited while the 
vehicle is at a standstill. 

II. " Slop " light. ---:- Ever~ motor-vehicle, except motor-cycles, mus~ be equipped 
in the rear with an amber hght which comes on automatically when the brake IS first apphed. 

12. Motor-vehicles drawing trailers are subject to the same regulations as separate 
motor-vehicles, in so far as front lighting is concerned ; the rear red lights are to be carried 
on the back of the trailer. 

13. In the case of a string of vehicles coupled to one another, or of a road-train, the 
foregoing·provisions shall apply to the first vehicle as regards the front lighting and to the 
last vehicle as regards the rear lighting. In addition, the string of vehicles or road-train 
shall carry, every ten metres, a light showing white in front and red in the rear affixed to the 
left side of one of the component vehicles. 

Sound-signalling Devices. 

14. Motor-vehicles must be fitted with one or two sound-signalling devices, capable 
of being operated by hand by the driver without distracting his attention from his occupation. 
The sound emitted by such apparatus must not be of a strident character. 

15. Pedal-cycles must be fitted with a warning apparatus, consisting of an ordinary 
bell or spring bell, which can be heard at a distance of 30 metres. 

16. Animals drawing vehicles whose wheels are fitted with rubber Lyres or vehicles 
travelling in the snow must carry ordinary bells or cow-bells. 

17. Sound-signals must be used only in case of necessity. 

18. When the use of sound-signals is prohibited in built-up areas, such prohibition 
shall be indicated by an appropriate sign. 

19. Motor-vehicles must be fitted with an effective silencer. The use of cut-outs on 
the public highway is prohibited. 

Special Accessories for lhe Equipment of Motor-vehicles. 

20. Every motor-vehicle must be equipped with the following : 

(a) A driving-mirror, so arranged that the driver can see from his seat any other 
vehicle which might overtake him ; 

(b) The name of the maker of the chassis in an easily-accessible position and in 
easily-legible lettering ; 

(c) The engine number, which must be engraved in the metal of the motor unit 
or riveted thereto on the right-hand side in such a way as to be easily legible by an 
observer standing on the right of the vehicle when the bonnet is raised · 

(d) The chassis number, which must be engraved in the metal or ri~eted to the 
right-hand side of the chassis near the engine. 

21. Every motor-vehicle whose weight loaded exceeds 3,500 kilogrammes must be 
fitted with an amplifier enabling the driver to hear the sound-signals of road-users who may 
wish to overtake him. 

Registration of Motor-vehicles. 

22: ~ith the object of ~erti!ying that every motor-vehicle which has received 
au~honsatw_n to ~ravel on a pubhc highway fulfils the conditions laid down in the foregoing 
articles, registratiOn cards on the model contained in the annex will be delivered to owners 
of vehicles. 2 

. .' In the f~Uowing text, !l ~as been assumed that traffic keeps to the right. To apply the traffic-rules to countries 
m wh~ch. traffic IS on the lert, 1l1s only necessary to replace " right " by" left" and vice nersa. 

281) he models are those recommended by the Committee at its eleventh session (see document C.322.M.217.1937.VIII, page . 
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23. The authority, or the association authorised by it to register motor-vehicles, shall, 
when issuing the registration card, allocate to the vehicle a serial number known as the 
registration number. 

24. The registration number shall be clearly and permanently affixed in the front 
and at the rear of the vehicle. The registration number affixed at the rear shall be lighted 
in such a way as to be legible in the dark at a distance of 25 metres.1 

The lighting system shall be so arranged that the lighting of the registration number 
cannot be extinguished before the front and rear lights of the vehicle. 

25. For purposes of international traffic, motor-vehicles shall also be fitted at the rear 
with an oval nationality plate on the model contained in the annex (black letters on a white 
ground). This plate shall be placed vertically, and shall be separated from the registration 
plate ; it shall also be lighted in such a way as to be legible in the dark at a distance of 
25 metres.l 

26. Registration cards delivered by the authorities of a contracting State, or by an 
association authorised by them, with the countersignature of the authority, are valid for 
the movement of the motor-vehicles concerned in all the other contracting States, provided 
that the vehicle is eqvipped with the distinctive nationality plate mentioned in the previous 
paragraph. 

Part II. - Duties of Drivers and Other Road-users. 

Driving of Vehicles and Animals. 

27. Every vehicle proceeding singly must have a driver. 

28. Strings of vehicles consisting of more than two vehicles must have at least two 
drivers. When the number of vehicles in the string makes it necessary, the number of 
drivers must be increased so as to consist of at least one driver for every three vehicles 
following one another in unbroken succession. 

Convoys consisting of animals or of animal-drawn vehicles must, if necessary, be 
broken up into sections, each measuring not more than 30 metres in length. The space 
between two consecutive sections must be at least 30 metres ; it must, in any case, be sufficient 
not to interfere with traffic 

In convoys of motor-vehicles, the space between any two vehicles must be sufficient 
to enable another vehicle overtaking the convoy to take its place in the convoy if necessary. 

29. Draught, pack or saddle animals and cattle travelling on roads open to public 
traffic must have at least one driver. 

Flocks and strings of animals must be accompanied by a sufficient number of drivers 
to make them keep to the right of the road, and if necessary, to clear crossroads. 

It is forbidden to allow animals to stray on the public highway. Owners are responsible 
for accidents that may be caused by their animals. 

Duties of Drive1·s. 

30. Drivers shall at all times be able and in a position to control their vehicles or to 
guide their teams or the animals accompanying them. They must possess the qualifications 
necessary to perform these duties. They shall be bound to take any precautions that may 
be required on the approach of vehicles, pedestrians or animals in their way. 

Pedestrians. 

31. Pedestrians must use the footpaths or the verges of the public highway. 
The term pedestrian shall include persons employing a special means of locomotion, 

other than pedal-cycles, worked or controlled either by themselves or by some other person. 

32. On public highways which have no footpath or verge, they must walk on the edge 
of the highway. 

33. Without prejudice to the precautions which they must take before entering the 
part of a public road intended for the use of vehicles and animals, pedestrians must make 
way for the passage of vehicles and draught, pack or saddle animals. When crossing the 
public highway, they must proceed in a direction at right angles to the road. 

34. In built-up areas, exceptions may be made to the foregoing rules in the case of 
crossings marked on the road and indicated or controlled by a police officer. 

35. When pedestrians have to move in a body at night on the part of the public highway 
reserved for vehicles and animals (e.g., troops on the march), the last pedestrian must carry 
a lighted lantern. 

Direction of Traf!ic. 

36. All vehicles, draught, pack or saddle animals and cattle travelling on the public 
highway, must keep, as far as possible, to the right-hand side of t_he part of the road which is 
reserved for them. They must not leave it except when overtakmg (see No. 40). 

' One of the rear lights may be used lor this purpose. 
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37. Pedal-cyclists must use cycle-tracks when these exist separately from the highway; 
failing such tracks, they must keep to the extreme right of the highway .. 

When travelling on roads reserved for vehicles, they must in no case nde more than two 
abreast. When overtaking or being overtaken, they must fall into single file. 

Slopping: Standing still. 

38. When vehicles, draught, pack or saddle animals and cattle are brought to a 
standstill on the public highway, they must draw into the extreme right of the road, and, 
if possible, on to the verge. Drivers must not leave their vehicles standing until they have 
taken all necessary precautions to prevent an accident. 

It is forbidden to leave vehicles or animals standing : 

Speed. 

(a) At crossroads; 
(b) Within 10 metres of the junction of two roads; 
(c) Before a carriage gateway; 
(d) At a turn of the road; 
(e) Close to the top of a hill. 

39. Every driver of a vehicle, whatever the mode of propulsion, must at all times be 
in a position to control its speed. He must slow down when circumstances necessitate this 
particularly when visibility is poor. 

Overtaking. 

40. When overtaking, the driver must pass on the left of the vehicle, pedestrian or 
animal in front of him. He must not overtake until he has ascertained that the way is clear 
and given warning of his intention, as far as possible, to the driver or pedestrian in front of 
him. When the driver of a vehicle is caught up by another swifter vehicle, he must allow 
himself to be overtaken, keeping well in to the right of the road. 

4L After overtaking, the driver must bring his vehicle back to the right of the road, but 
not until he has ascertained that he can do so without inconveniencing the vehicle, pedestrian, 
or animal he has overtaken. 

Crossroads and Junctions. 

42. Every driver approaching junctions or crossroads must take all necessary 
precautions. 

43. Every driver approaching a road on which the traffic is heavy, not being himself 
on a road of that description, is required to yield right of way to vehicles travelling on the 
former. 

44. The approach to a road on which the traffic is heavy must be indicated on all the 
adjacent roads by means of the special sign laid down in the Geneva Convention of March 
30th, 1931, concerning the Unification of Road Signals. 

45. Furthermore, a road considered or classed as a road on which the traffic is heavy 
must be indicated as such to users by all possible means - e.g., by the colour of the mile
stones and of the bands painted round the signboards. 

Driving-permits. 

46. The driver of a motor-vehicle must possess qualifications which provide a reasonable 
guarantee of public safety. 

47. In order to certify that the conditions laid down in the preceding paragraph have 
been fulfilled, driving-permits may be delivered on the model contained in the annex.1 

48. These dt·iving-permits are valid for the following categories of vehicles : 
( 1) Motor-cycles with or without side-car; 
(2) Motor-vehicles of which the combined weight of the empty vehicle and the 

weight of the maximum load which it is declared on registration to be capable of carrying 
does not exceed 3,500 kilogrammes ; 

(3) Motor-vehicles of which the total weight, made up as above, exceeds 3,500 
kilogrammes ; 

(4) Motor-vehicles used for public passenger transport. 

49. In so far as international motor traffic is concerned, driving-permits may not be 
issued to persons under 18 years of age. For motor-cycles, the age is fixed at not less than 
16 years, and for vehicles of category 4 at not less than 21 years . 

. 50. Driving-permits issued by the authorities of a contracting State or by an association 
designated by them, bearing the countersignature of the authority, permit the holder to 
drive, in all other contracting States, motor-vehicles which come within one of the cateo-ories 
for which they have been issued, and are recognised as valid, without re-examination in all 
the contracting States. ' 

1 See footnote 2 on page 20. 
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Exchange of Information. 

51. The contracting States undertake to communicate to each other such information 
as will establish the identity of persons holding registration cards or driving-permits whose 
motor-vehicles have caused in their territories an accident involving personal injury followed 
by a conviction. 

52. They further undertake to make known to the State which has issued the registra
tion cards or driving-permits the names, surnames and addresses of persons whose right to 
make use of the said cards or permits in their territories has been withdrawn. 

Observance of National Laws and Regulations. 

53. The driver of any vehicle travelling in a country is bound to conform to the laws 
and regulations which are in force in that country regarding traffic rules. 

An extract from those laws and regulations, made out in three languages, may be given 
to the driver on entry into a country at the office at which the Customs formalities are carried 
out. 

54. Further, the driver of every vehicle is bound to conform to the indications shown 
by signs placed on the public highway, to obey the signals of the traffic police, and, at the 
latter's request, to produce their traffic documents, provided that such police officers are in 
uniform. 

ANNEX 5. 

C. C :T .fC.R.135 
April 14th, 1938. 

REPORT ON THE SAFETY OF PEDESTRIANS AND CYCLISTS 

Submilled by Dr. H. RoTHMUND. 

The object of all road-traffic regulations must be to ensure the normal movement of 
traffic and to guarantee, as far as possible, the safety of all classes of road-users. In accordance 
with this fundamental principle, it is essential, in examining any measures, to consider the 
different classes of road-users from the same standpoint and to endeavour to take into account 
their respective interests, the governing idea being always, of course, traffic safety as a whole. 
There can thus be no question of protecting certain classes to the detriment of others or 
requiring the latter alone to observe the regulations in force. 

The differences between the classes of road-users must also be taken into account. Thus, 
. for instance, the cyclist, with his unstable equilibrium, is a road-user who behaves in a less 

certain manner than the driver of a car Again, pedestrians and cyclists use the road without 
having previously had to pass a test on the subject of road traffic regulations such as has to 
be passed in most countries by motorists and, at least, the drivers of heavy motor-cycles. 
Traffic rules affecting motorists, etc., must obviously be based on the conditions in which 
pedestrians and cyclists are placed. Conversely, traffic rules applicable to pedestrians and 
cyclists must pay due regard to the needs of motorists, etc. . 

The ideal solution would clearly be the provision of a separate track for each class of 
road-users; but, more particularly in the open country, such separation of the traffic will 
very often be impossible or only partly practicable. 

The body of traffic regulations must thus constitute a logical whole deriving from the 
principle that has just been stated : all measures must be directed towards increasing traffic 
safety whilst safeguarding, as far as possible, the interests of the various classes of road
users. 

Chapter I of the present report deals with the special regulations that should be applied 
to pedestrians and cyclists with the object of achieving the desired aim, it being understood 
that the traffic regulations governing motorists, motor-cyclists, cyclists, drivers of animal
drawn vehicles, etc., must be not merely enacted, but also strictly enforced. Chapter II 
deals with the question of the separation of the different classes of traffic. Chapter III 
is concerned with the problem of instruction in traffic rules, a question that is of great 
importance to all road-users. Finally, Chapter IV deals with police control of road traffic, 
a matter which is essential for any definite and rapid increase in traffic safety. 

In general, the Rapporteur has not found it possible to draw a distinction between traffic 
in built-up areas and traffic. in t~e open country. It ~ay, however, be taken as true that 
vehicles travel more slowly m bmlt-up areas than outstde such areas, even ~here no speed
limit in kilometres is laid down for motor-vehicles in built-up areas or m the country. 
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Although traffic in the open country is usually le?s dense, it is. frequently more d~ngerous 
than in built-up areas, more particularly for pedestnans and cyclists. Nevertheless, I~ would 
hardly be possible to apply to traffic in the open country different rules fr?m those. m force 
in built-up areas. In the open country, however, the problem of pedestna!l cr_ossmgs, for 
instance, will be of scarcely any importance, and, for that reason, the questiOn IS not dealt 
with in the present report. 

I. TRAFFIC REGULATIONS AFFECTING PEDESTRIANS AND CYCLISTS. 

I. Traffic Regulations affecting Pedestrians. 

Pedestrians are required to observe certain fundamental rules.. They will use. the 
pavements or paths reserved for them at the side of the roa~s and will cr~ss the carnage
way at a right angle and with due care. It would also be advisable to reqmre them al~ays 
to keep lo the edge of the road. Swiss law, for instance, makes it compuls?ry for pedestr~ans 
to do so only where visibility is restricted or on the approach of motor-vehiC_Ies.1 A pa;LI?u
larly strict rule is embodied in paragraph 32 of the Proposals by the InternatiOnal As~ociatiOn 
of Recognised Automobile Clubs, transmitted on November 19th, ~9~7, lo the _Chairm~n of 
the Permanent Committee on Road Traffic2 with a view to the revlSlon of the mternatwnal 
Conventions of April 24th, 1926, relating to motor traffic and road traffic : 

" On public highways which have no footpath or verge, they (pedestrians) must 
walk on the edge of the highway." 

This proposal would seem to go too far. Pedestrians must, naturally, be required, in 
the interest of the rational movement of traffic, to keep as far as possible to the edge of the 
road. Any such rule must, however, be devised to protect pedestrians against motor-vehicles 
by assigning them a definite place on the public highway. A pedestrian walking at the edge 
of the road, in accordance with the regulations, must have an assurance that he can walk 
there as safely as on a pavement or reserved pathway. 

Obviously, a pedestrian must also be left a certain freedom of movement. A step to 
the left or right, or an unforeseen movement caused by fear, should not entail the risk of being 
run over by a motor-vehicle. . 

. All bodies of law on motor traffic, of course, require the driver of a motor-vehicle over
taking other traffic to drive with special caution and to pay due regard to other road-users. 
Whenever he prepares to overtake, the motorist must therefore pay attention to this regulation. 
If he does not do so, and passes too close to a pedestrian- i.e., without taking into account 
the possibility of an unforeseen side-ways movement by the latter, he is clearly guilty of a 
fault. The question has more than once been raised whether it would not be advisable to 
require pedestrians to take the side of the road on which vehicles are travelling in the opposite 
direction. By doing so, the pedestrian would be facing oncoming vehicles and would be 
better able to make way for them. He would thus avoid the danger of being caught by a 
vehicle travelling in the same direction as himself. Lastly, he would not need to turn round 

· and make an involuntary movement towards the roadway. 
This reasoning is not without weight. Nevertheless, the system suggested would appear 

to have its disadvantages. Take the case of a pedestrian wishing to go from one house to 
another, both situated to the right in respect of the direction in which he is going. If he 
were compelled to keep to the left, he would have to cross the carriage-way twice, and hence 
would incur added danger. 

Furthermore, at a blind left-hand corner, more particularly if the road is narrow, a 
pedestrian walking on the left of the road would find himself on the part of the carriage-way 
reserved for vehicles travelling in the opposite direction, and hence would be in serious danger, 
more particularly if the motor-vehicle were keeping close to the right. 

Lastly, by night, another serious danger arises from the dazzle caused by the lights of a 
car coming from the opposite direction. 
. B_y night, too, a pedestrian is particularly exposed to danger when outside built-up areas, 

smce m the open country the roads are usually unlighted. A general regulation compelling 
pedestrians travelling by night outside built-up areas to make themselves visible by means 
of some appropriate device would certainly be asking too much. In paragraph 35 of the 
proposals already mentioned, the International Association of Recognised Automobile Clubs 
makes only the following suggestion : " When pedestrians have to move in a body at night 
on the part of the public highway reserved for vehicles and animals (e.g. troops on the march) 
the last pedestrian must carry a lighted lantern ". ' ' 

This proposal would seem to be reasonable, and it should be taken up in the best interest 
of pedestrians. 

There remains the question whether a provision of this kind would be suitable for inclusion 
in an international convention. 

2. Regulations applicable to Cyclists. 

In addition to prescribing traffic rules for cyclists the law must also lay down definite 
regulations concerning the equipment of cycles. ' 

1 Trallic Law o! !\larch 15th, 1932, concerning l\Iotor-vehicles and Cycles, Article 35 paragraph 1. 
1 See Annex 4. ' 
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(a) . Traffic Rules a/feeling Cyclists. 

In the first place, cyclists must be required to observe the fundamental traffic rules 
prescribed for drivers of motor-vehicles. Thus, the general speed regulation will apply to 
cyclists also. A cyclist must always have his machine under control and must adapt its 
speed to road and traffic conditions. Cyclists will of course be required to observe the 
general rules concerning passing and overtaking and also those relating to right-of-way at 
junctions and crossroads. 

Cyclists must not ride more than two abreast. \Vhen passing or onrtakinn- other 
vehicles, animals or pedestrians, they must, when road or traffic conditions so dema~d ride 
in single file. Cyclists must be forbidden to remove their hands from the handle-bars or 'their 
feet from the pedals, or to be taken in tow by an animal-drawn vehicle or by a motor-vehicle. 
Children who have not yet reached school age must be prohibited from riding cycles on busy 
roads. The regulations should include a provision prohibiting the carrying of a second person 
on a cycle that is not specially equipped for the purpose. 

Even if cyclists are not required to undergo any examination or to have driving-licences, 
it would be advisable to prohibit the use of a cycle by any person who is a danger to road
users because he is suffering from some physical or mental infirmity or because he has 
endangered road-users through some serious breach of the regulations. 

In this connection, it may be observed that the introduction of compulsory third-party 
insurance of cyclists would be in the interest, not only of the third party who suffers injury, 
but also of the cyclists themselves, for they are usually not wealthy persons. Very good results 
have followed the introduction of such compulsory insurance, foi" instance, in Switzerland. 

(b) Equipment of the Cycle. 

Every cycle must be fitted with : 
A rapidly acting and sufficiently effective back-wheel brake; 
A warning device (preferably a bell) which should be used only when the safety of 

road-users so demands. 
The lighting of the cycle plays a very important part in ensuring the cyclist's safety. 

The cycle must be fitted with a white headlight that does not dazzle and that lights up the 
road well for a distance of 25 metres. The light must be securely fixed, so that the angle of 
the beam of light cannot change. The best rear device is a red or orange light which is ;clearly 
visible at a distance of 100 metres. If the light is not compulsory, the cycle should at least 
be fitted with a rear reflector so constructed as to be clearly visible at a distance of 100 metres. 

Experiments made in Switzerland have proved that when a motor-vehicle is travelling 
with full lights, the rear reflector is a perfect substitute for a rear light on a cycle. On the 
other hand, the light is undoubtedly preferable if a motor-vehicle coming behind is travelling 
with reduced lighting, as for instance would be the case when passing other vehicles. It 
fairly frequently happens, however, that the light is not working, and the cyclist is then less 
well protected than if his machine were fitted with a good rear reflector. There arc, indeed, 
rear lights combined with reflectors, and such a device would no doubt constitute the best 
solution. 

The painting of the rear mudguard in a light colour should be made compulsory, for this 
precaution may frequently help to make the cycle more visible. 

II. SEPARATION OF TRAFFIC. 

The whole question of traffic regulation would be greatly simplified and the safety of 
road-users greatly increased if the different classes of road-users were able to travel on special 
tracks. Such a separation will, however, be feasible on only a very few roads, owing·to the 
expense and the topographical difficulties it would involve. Nevertheless, it should be carried 
out wherever circumstances permit. 

Roads or Paths for Pedestrians. -The best solution would clearly be the complete separa
tion of pedestrians from traffic on the carriage-way by means either of pavement or paths 
running alongside the carriage-way or in proximity thereto. If that is not possible, an attempt 
should at least be made to divert pedestrian traffic, if not compulsorily at all events by way 
of recommendation and by appropriate signs, to existing roads which, even if not parallel 
to the highway, enable places situated thereon to be reached without great detours. All 
efforts in this direction deserve the warm support of the authorities and of road-users' 
associations. 

Cycle-tracks and " Cycle-ways ". - Cycles should, if possible, travel on a special track. 
This might be, according to circumstances, either a cycle-track (or cyclists' pathway) properly 
so called or a cycle-way on the road itself. Cyclists must be required to use the cycle-track. 
All other' vehicles and also all other road-users, including pedestrians, will be prohibited from 
using the cycle-track. The cycle-track should be clearly separated from the highway. 

In many cases, more particularly outside built-up areas, cycle~ways have b_ecn lai? out 
on the road itself where there was no room for a cycle-track. This cycle-way IS a strip on 
the road surface intended particularly for cyclists, and there is nothing separa~in~ it _from 
the highway proper. The highway and the cycle-way must, however, be clearly d1stmgmshed 
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by their colours. It would be impossib!e to insist on cyclists. using t~e cycle-w~y only. 
Where there is no pavement or other special path for the pedestnan, he will necessanly have 
to walk at the side of the road. To overtake a pedestrian, a cycl.ist wi.ll thus be obhged to 
ride for a certain distance on the highway properly so ca!Jed until he IS able once more to 
enter the cycle-way without inconveniencing pedestrians. 

These cycle-tracks and cycle-ways must be marked by effective traffic signs. No int.er
national sig~ as yet exists f?r this purl?~se. The. Convent!on of March 30th, 1931, concermn.g 
the UnificatiOn of Road Signals explicitly provides (Article 3, paragraph 2) th~t sho~ld It 
be necessary to introduce some other sign, it shall conform to the classe.s men~wned m the 
annex as regards its general shape and colour. For the cycle-track, the sign which would he 
best adapted to the international system would be a disc bearing a figure representing a cycle 
or a cyclist. The disc might be blue and the figure w_hite: As the cycle-w~y woul~ have .a 
different legal significance from the cycle-tra~k.' a special s~gn ~ho'!ld ~e devised for It. This 
might perhaps be done by means of an additiOn to the sign mdiCatmg a cycle-track. 

III. EDUCATION oF RoAD-USERS. 

When traffic rules have been laid down for all road-users and the various classes of 
traffic have been separated as far as possible, there still remains, in view of the inherent 
imperfection of human nature, one essential element - namely, the education of all road
users as a means of preventing road-traffic accidents. In the first place, the greatest attention 
must be given to the instruction of drivers of motor-vehicles. Hence most States have a 
compulsory test for all motorists and also, at least, for drivers of heavy motor-cycles. 

As regards the other road-users -in particular, pedestrians and cyclists -who are not 
required to pass any test of their knowledge of traffic rules, their education must he effected 
in another way -for example, by the distribution of pamphlets, by lectures and films, and by 
articles and notices published in the Press. In many places excellent results have been 
obtained by means of "traffic weeks ", during which the police carry out systematic surveys, 
sometimes in collaboration with road-users' associations, and give instructions and sometimes 
warnings to road-users who are, or pretend to be, ignorant of traffic rules. 

Further, it is of the utmost importance that the younger generation should be trained 
to meet the requirements that are now imposed by road traffic. The object is to save children 
from accidents as pedestrians and also to instil a rational road-traffic training as soon as 
possible in school-children, who will be the cyclists, motor-cyclists, motorists, etc., of the 
future. 

For this purpose, the most effective means is undoubtedly to make instruction in traffic 
rules compulsory throughout the period of school education. If such training is to be profit
able, it will have to be given in a systematic way, with the use of material adapted to the 
age of the pupils. The most important point is to create a new mental attitude towards 
traffic. The aim should be to make every individual strive to avoid breaking the elementary 
traffic rules, just as he would avoid committing any other kind of offence. 

IV. PoLicE CoNTROL oF RoAD TRAFFIC. 

One radical measure that could be put into effect at once to increase traffic safety would 
be to establish widespread police inspection of road traffic, in order to track down a large 
proportion of the breaches of the regulations that endanger road safety. The most effective 
survey, particularly in the open country, is that effected by motor police. The traffic police 
should have a sufficient number of motor-vehicles to enable them to organise a system of 
flying patrols. 

For this purpose, the authorities must, as far as possible, not allow themselves to be held 
back by financial considerations. The number of victims of traffic accidents, be it remembered, 
fully justifies the extra expenses, even if they are very heavy, incurred by the traffic police. 

The responsible heads of this police must accustom their men to endeavour to carry out 
all the work entrusted to them, but particularly the control of road traffic from the point of 
view of the campaign against accidents. Only in this way will they succeed in training their 
men to give their full attention to breaches of the rules which really affect traffic safety. 
Such ~ontrol must neve~ pass over any serious infringement of traffic safety rules. Drivers 
are gmlty of the most seriOus breaches :they pass vehicles at blind spots, particularly turnings ; 
th~y t.ake corners ~rong!y; ~hey drive too fast for the road and traffic conditions ; and they 
dnve m a state of mtoxiCatwn. The control of the use of lights is also very important. 

CONCLUSIONS. 

1. For pedestrians and cyclists, traffic regulations should be issued which if observed 
will afford the most effective protection, always provided that the traffic regulati~ns necessary 
for the other classes of road-users are not only enacted but are also strictly enforced. 
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2. The different classes of road-users, particularly pedestrians and cyclists, must be 
separated as far as possible on the lines laid down in Chapter II. 

3. The greatest attention should be given to the training of all road-users. The 
systematic application of the principles laid down in Chapter III will undoubtedly help very 
greatly to increase traffic safety, though of" course it must be realised that the particular 
purpose of the teaching of traffic rules in schools will not be fully attained for a very long time 
to come. 

4. The most radical means that can be put into effect at once to increase road-traffic 
safety consists in strict police survey, particularly by motor police, over all road-users, in 
order to detect a large proportion of the breaches of the rules affecting road safety. 

* * * 

If all road-users without exception showed each other the courtesy which is a duty 
incumbent upon members of society as such, it would certainly not be necessary to issue so 
many traffic regulations. 

ANNEX 6. 

C.C.T.fC.R.130. 
January 7th, 1938. 

REPORT ON THE SAFETY OF PEDESTRIANS AND CYCLISTS 

submilled by M. Axel VALSINGER on Oclober 16th, 1937. 

[Translation from the Swedish.] 

The Permanent Committee on Road Traffic, at its eleventh session, held at Geneva from 
July 5th to 8th, 1937, decided, as stated in the report on that session, under item XIII : 
"Various Questions: Safety of Pedestrians" (document C.322.M.217.1937.VIII), to appoint 
two rapporteurs,- M. Valsinger and M. Rothmund,- to submit definite proposals in good time 
for the next session, the former as regards pedestrians in towns, and the second as regards 
pedestrians in the open country; at the same time, the Committee decided that the study 
entrusted to the rapporteurs should also apply to cyclists. 

At its twentieth session, held at Geneva from August 31st to September 4th, 1937, the 
Advisory and Technical Committee for Communications and Transit, as will be seen from 
the records of the said session under item X, 13 :"Various Questions :Safety of Pedestrians " 
(document C.380.M.256.1937.VIII), noted the action taken by the Permanent Committee 
with a view to resuming the study of the safety of pedestrians. The Committee having, on the 
suggestion of Mr. Keane, recommended that the two rapporteurs appointed by the Permanent 
Committee should get into touch with the organisations engaged in protecting the rights of 
pedestrians, the Secretariat, in order to assist the rapporteurs, got into touch with such 
organisations, particularly with the "Ligue pour Ia securite des routes et Ia defense de Ia 
circulation pedestre" (Belgium) and the Pedestrians' Association (London), and obtained from 
them and forwarded to the rapporteurs publications which might be of interest to the latter. 

In accordance with the task entrusted to me, I have the honour to submit the following 
report : 

* * * 
In preparing the present report, it has hardly been possible to make the suggested distinc

tion between town and open country, and, accordingly, I have had to deal in a general way 
with the whole problem of the safety of two groups of road-users -pedestrians and cyclists. 

Examination of the Problem by the Permanent Commillee. 

When last the Committee- at its eighth session, held a.t Geneva frol!l May 29th to Ju!le 
1st 1933 - dealt with the problem of the safety of pedestrians, and decided to postpone Its 
ex~mination to a forthcoming session, it had already had an opportunity of no~ing the results 
of the Secretariat's enquiries into the question. Those results are set forth m Annex XIII 
(pages 33-37) of the report on the eighth session.1 

• Document C.384.)l.J!l2.I933.VIll. 
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Information previously obtained from Certain Countries. 

That annex contains information obtained from certain countries - Fra~c~, Italy, the 
Netherlands, Germany and Austria - with regard to regulations and pro':lSI~ns _for the 
safety of pedestria~s, their ~ights and obligations, the various systems of mdicatmg the 
presence of pedestrian-crossmgs, etc. 

Supplementary Information derived from the Swedish Road Traffic Code. 

I beg further to complete the information which has been coll~~ted by supplyiJ?-g the 
corresponding information concerning Sweden. The r_elevant p~ovisions contamed m the 
Swedish Road Traffic Code of October 23rd, 1936 (which came mto force on January 1st, 
1937) are set forth below. 

It must first be stated that in the Swedish Road Traffic Code, the term " road " is under
stood to mean " a public road ~r street or other public place O:Qen to pub_Iic traffi_c ", and the 
term " road-user " is understood to mean " any person who drives a vehicle or rides or leads 
an animal or who goes on skis or on foot on a road ". 

Provisions concerning All Road-users. 

The Swedish Code contains the following provisions applicable to all road-users : 

" Every road-user must observe all the care and vigilance which circumstances may 
require for the purpose of avoiding accidents. He must show every consideration for 
other road-users, and also for those who reside in the road and for those who are using 
the road for any other reason. He must comply with the instructions of the police in 
respect of traffic and must stop when a police-officer signals to him to do so ". 

Pedestrian-crossings. 

Among the provisions of the Code concerning road-users other than pedestrians, the 
following should be noted : " Drivers of vehicles, when approaching a pedestrian-crossing 
which is not policed and which is clearly marked, must reduce speed so as to ensure that the 
vehicle can be stopped before the crossing to let pedestrians pass". Further, "road-users 
other than pedestrians must comply with the instructions given by means of notice-boards, 
warning signs or signals placed on the road for the regulation of traffic". 

Special Provisions concerning Pedestrians. 

The Swedish Code contains the following special provisions concerning pedestrians : 
"Where there are special footpaths (pavements), pedestrians must use them. If 

there are footpaths (pavements) on both sides of the road, pedestrians should preferably 
use that on the right-hand side.1 If there are none, pedestrians should preferably keep 
to the right-hand side of the road. "1 

" Should they meet on the footpath (pavement), pedestrians must keep to the 
left. "1 

" If there is a cycle-track, but no footpath (pavement), the cycle-track may also be 
used by pedestrians." 

" Pedestrians must take particular care, when entering upon the carriage-way or 
when upon a road-crossing, not to cause hindrance or difficulty to vehicular traffic by 
remaining unnecessarily upon the carriage-way, or by any other means; and, when a 
vehicle approaches, they must keep to the side of the road and let the vehicle pass." 

" When crossing the road, pedestrians must use the crossings, if there are any, 
reserved for them." 

" Pedestrians must pay attention to the notice-boards, warning signs and signals 
placed on the road for the regulation of traffic." 

Special Provisions concerning Cyclists. 

The Swedish Road Traffic Code contains the following special provisions concerning 
cyclists: 

"Bicycles must be fitted with a bell or other suitable warning device." 
" When bicycles are ridden at night, they must be fitted with a white bluish or 

yellow headlight and with a red rear reflector." ' 
" Two or more persons may not ride at the same time on a bicycle intended for one 

person only ; nevertheless, if the. bicy_cle is SI?ecially adapted for that purpose, a person 
over 15 years of age may take With him a child of less than 10 years on such a bicycle." 

" Cyclists must keep both feet on the pedals and at least one hand on the handle
bars. In thickly populated districts, cyclists may not have their bicycles towed by other 
vehicles." 

"Cyclists must use cycle-tracks where such tracks exist." 
. . " On the road,_ two o_r more cyclists may not ride side by side when the road is not 

VlSlble for a sufficient distance ahead, or when a motor or animal-drawn vehicle is 
approaching." 

' In Sweden, it will be remembered, tramc keeps to the left. 
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Indication of Pedestrian-crossings. 

As stated above, the Swedish Road Traffic Code of October 23rd, 1936, which is at 
present in force, contains the following provision : 

" Drivers of vehicles, when approaching a pedestrian-crossing which is not policed 
and which is clearly marked, must reduce speed so as to ensure that the vehicle can be 
stopped before the crossing to let pedestrians pass." Hence, in order that the pedestrian
crossings may be respected by other road-users, as laid down by the Code, they must 
be clearly marked. Obviously, therefore, it is not sufficient for such passages to be 
marked on each side by a line; their presence must also be indicated by a special sign. 

Road Signs for Pedestrian-crossings. 

The question of the establishment of a uniform system of signs for pedestrian-crossings 
and special signs to be introduced for that purpose thus arises in Sweden by very reason 
of the legislation at present in force. 

The International Convention of l\Iarch 30th, 1931, concerning the Unification of Road 
Signals, does not contain any international provisions applicable in this matter, nor docs it 
appear that other countries have adopted a uniform system which might be considered as 
a basis for any future international regulations. 

As already mentioned, it is not sufficient to mark crossings by lines without at the same 
time indicating their presence by means of special signs. Further, mere indication by a 
road sign is not sufficient in streets where there is heavy traffic. 

Combination of Road Signs and Lines. 

For the particular purpose of pedestrian traffic, therefore, a combination of road signs 
and of lines for the purpose of marking pedestrian-crossings is to be recommended. The 
experiments made at Stockholm have shown that pedestrian traffic concentrates on crossings 
thus marked, to the great convenience of other classes of traffic and particularly of fast 
motor-vehicles. 

Special Protective Barriers. 

In streets and squares which have heavy traffic, it has been found desirable, and sometimes 
even indispensable, particularly from the point of view of traffic safety, to set up on the edge 
of the· pavements special protective barriers (at Stockholm, they a reconstructed of galvanised
iron tubing, with horizontal bars half-way up), which prevent pedestrians from crossing the 
road anywhere they please and guide them towards the crossings specially provided for them. 
According to the experiments made in Stockholm, the rule for the marking of pedestrian
crossings should be that such crossings should be indicated, first, by special road signs and, 
secondly, if it can conveniently be done, by lines drawn on the surface of the road marking 
the boundaries of the crossing. Pedestrian-crossings might therefore be marked in two 
ways, either - in most cases - by a combination of road signs and lines or - in special 
cases __:_ by road signs alone. 

Accordingly, it may be suggested that for this purpose there should be a special road sign, 
the appearance of which should be previously decided upon with due reference to the following 
considerations : the signs should have a shape sufficiently characteristic to enable the driver 
o.f a v~hicle to recognise it at a distance without his requiring to read any written instruc
tiOns gtven upon it and to enable it to be used either with or without lighting. 

Examination of the Various Proposals concerning such a Road Sign. 

A number of proposals for such road signs have been considered, among which the 
following should be mentioned : 

. ( 1 l. A Swedish town-planning association has proposed that pedestrian-crossings should 
be mdtcated by a triangular warning sign, underneath which there would be a special 
rectangular board marked " For pedestrians " ; the association suggests that such a sign should 
be .Placed in the immediate proximity of the crossing of which warning is to be given. The 
?bJectio~ to this proposal is that the sign could not be approved because it is contrary to the 
mternatwnal regulations both to use warning signs for this purpose and to place warning signs 
in the immediate proximity of a " danger spot ". 

(2) The " Swedish National Association for the Increase of Traffic Safely "has proposed 
a road signal consisting of a yellow glass lamp in the form of a parallelepiped, marked 
" Crossing " in black letters on both sides. Objection has been raised to this proposal on the 
ground that the signal would not be characteristic in shape and could not easily be used 
without lighting. 

(3) At Gothenburg, pedestrian-crossings have for some time been marked by lighted 
beacons placed on both sides of a refuge in the middle of the carriage-way. This system does 
not seem feasible as a basis for a uniform system of pedestrian-crossing signs, both because 
it would certainly be very expensive and because it would be used only at places where the 
street was wide enough to allow a refuge to be placed in the middle of the carriage-way. 
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(4) In Stockholm, since 1936, the experiment has been made o~, settin.g up sig~s 
consisting of a yellow rectangular board, with black borders marked C~ossm.g-pl~ce · 
Immediately above the board, ~here is a light similar. to that. us~d for the Illummallon of 
boards showing motor-bus stoppmg-places. The adopllon of this. sign, however,. has not bee.n 
thought possible for pedestrian-cr?ssings, since at places where. CI~cu~stances ~Id no~ permit 
the placing of lights above such signs they would hardly .b~ distmgmshable, either m shape 
or in colour, from indicating the purpose of a road (e.g., a ndmg-path, footpath, etc.). 

(5) At Sto~kholm, ~xperi~ents h~ve been ma~e ~or some time past with a .sign which, 
according to the mformatwn available, IS somewhat Similar ~o the syste.m adopted m England. 
The sign consists of a post painted black and yellow, havmg above It a fairly large yellow 
globe, and a yellow rectangular board, with a black edge, containin~ the w?rd." Crossing ". 
The globe at the top of the sign, which h~s b~en adop~ed ~s an expenment, IS either of metal 
coated with yellow enamel or of glass with mternal hghtm.g. . . 

This last proposal is regarded in Sweden as best meetmg the reqmrements for signs of 
this kind. The globe at the top makes the sign cl~arly distinguis~able from ?ther road 
signs and is visible from a distance. both by ped~stnans ~nd by dnvers of :vehicles. '_fhe 
notice-board placed under the globe gives adequate mforma~wn as to th~ meanmg of the. sign, 
even to pedestrians not fully aware of the purpose of such signs. The sign can be electncally 
lighted without any change in its shape or appearance. · 

Marking of the Crossing-place on the Road. 

It would seem that the crossing should, as a general rule, be marked on the roadway itself 
by means of two parallel lines. The colour of the lines should be in sharp contrast to that of 
the surface of the road. In most cases, yellow has been found to be the most practical colour ; 
if, however, the colour of the road-surface is such that a yellow line would not be clearly 
visible, the lines must be of another colour. The experiments carried out in Stockholm have 
shown that the lines should be at least 15 centimetres in width, and that the distance between 
them should be not less than 2.50 metres or more than 4 metres. 

The provision mentioned above connected with " clearly marked unpoliced pedestrian
crossings " should be taken to imply that signs need not be provided at pedestrian-crossings 
where traffic is controlled by light signals, by a traffic policeman or by some similar system. 
Probably, however, there are not many places either in Sweden or in other countries where 
traffic is so regulated uninterruptedly both by day and by night. At places where a need 
has been felt for special crossings for pedestrians, even at times when traffic is not controlled, 
such crossings would have to be marked in the manner provided for uncontrolled crossings ; 
but at places where traffic is controlled by light and colour signals following each other in a 
given order1 (red, yellow, green), it would seem undesirable that the yellow globe should be 
lighted during the hours when the traffic signals are in operation. At places where the globe 
at the top of the sign cannot conveniently be fitted with internal electric lighting, the visibility 
of the signal in the dark may be increased by painting the globe or board with reflecting enamel 
or by reflecting devices (glass reflectors) on the post. 

The Committee has been already informed2 that, on January 22nd, 1937, Sweden issued 
a decree concerning road signs. Draft regulations concerning pedestrian-crossing signs have 
been prepared as an addendum to the decree, and these regulations will be dealt with in 
another paragraph. Their provisions are broadly as follows : 

Swedish Regulations. 

Crossings .res~rved for pedestrians must be provided with a road sign as described below, 
and must be mdiCated, as far as possible, by lines drawn on the carriage-way or by light 
beacons placed on a refuge, or, if necessary, by both systems combined. 

The roa~ signs will consist of a notice-board, a globe and a pole. 
. !he notice-board must be rectangular in shape, 16 centimetres in height and 40 centimetres 
m. Width. It must bear the word " crossing " on both sides. It must be yellow in colour 
With a black border. The lettering on both sides must be in black. ' 
. !he globe surmounting the sign must be yellow, spherical in form and 30 centimetres 
m diameter. 

The post on which the notice-board and the globe are fixed must be painted in black 
and yellow stripes approximately 30 centimetres wide. 

The. sigD: must be placed on the pavement on the left-hand side of the roads in relation 
to the directiOn of vehicular traffic, and immediately before the crossing. The board must 
be so placed ~hat its lower ed~e i~ about 2 metr~s above the pavement. The globe must be 
so fixed that Its lower extremity IS about 5 centimetres above the upper edge of the notice
board. 

' See documents C.46S.M.246.1935.VIII, pages 2 to 4; C.458.M.240.I935.VIII, page 29; Annex 1 to document 
C.322.M.217.1937.VIII. 

1 See Annex I to document C.322.;\!.217.1937.VIII. 
1 In Sweden, it will be remembere~, traffic keeps to the left. 



-31-

The lines marking the crossing must be 15 centimetres wide and yellow in colour, unless 
local conditions require another colour. The distance between the lines must not be less 
than 2.50 metres or more than 4 metres. 

Light beacons marking pedestrian-crossings must be painted yellow and black and must 
be lighted at night by a fixed yellow lamp giving direct or reflected light. 

At crossings where the pedestrian and vehicular traffic is heavy, the globe surmounting 
the signal may be lighted internally in such a way as to show a yellow light at night; but the 
globe must not be lighted during hours at which traffic at pedestrian-crossings is controlled 
by light signals. 

This summary constitutes a proposal for the establishment of a uniform system of 
indicating pedestrian-crossings and the adoption of a special sign for that purpose, which, 
as I have already shown, is implicitly required by the legislation at present in force in Sweden. 
This proposal, however, afTects only one aspect of the problem of the safety of pedestrians, 
whereas my task includes the problems both of the safety of pedestrians and of that of cyclists. 

Statistics of Accidents: Information in brief. 

In order to throw as much light as possible upon all the aspects of the problem, I beg 
to submit the following considerations : !\lay I first recall the fact that at the eleventh session 
of the Committee at Geneva, during the discussion of the problem of unification of statistics 
of road accidents - one of the items on the agenda - I supplied brief particulars of the 
most recent statistics of motoring accidents in Sweden. Thus, in 1935, the number of 
motoring accidents in Sweden was 10,820 : 4,641 in the open country and 6,179 in towns, 
of which 2,531 occurred in the capital; as regards the consequences, 312 accidents were fatal, 
3,989 involved personal injuries and 6,519 involved material damage. As regards causes, 
65.6% of these accidents were due to the manner of driving1 or to the condition2 of the driver 
of the motor-vehicle; as to the nature of the accidents, 33.9% were due to collisions between 
vehicles and 45.4% to collisions of vehicles with stationary objects. As regards the nature 
of the vehicles involved, 10,4% of the accidents were caused by collisions between motor
vehicles (including motor-cycles) and pedestrians, 21.7% by collisions between motor-vehicles 
and bicycles, and 2.2% by collisions between motor-vehicles and other road-users such as 
horse-riders, skiers, etc. 

Extract from the Report of Major Cook, Roads Department, Ministry of Transport of /he 

United Kingdom. 

The available statistics of road-traffic accidents both in Sweden and in other countries 
speak for themselves and must be held to confirm the conclusions submitted, on the one hand, 
by Major Cook, Chief Engineer, Roads Department, Ministry of Transport of the United 
Kingdom, in a report published in The Surveyor, of November 1936, and, on the other, by the 
Swedish Committee of Bridge and Road Experts, appointed in 1931, of which I was a 
member. On June 7th, 1934, that Committee prepared a memorandum on the technical 
and economic measures to be taken in respect of roads. I venture to refer to the following 
passages in Major Cook's report: 

" (I) The overwhelming majority of road accidents are due to the personal element 
and occur in circumstances for which the road-user is primarily responsible. 

" (2) The main contributory cause is the use of roads at one and the same time by 
mechanically propelled vehicles, horse-drawn vehicles, pedal-cyclists and pedestrians. 

" (3) The principal destructive agent is the mechanically propelled vehicle, and 
the most efTective safeguard to other road-users lies in the provision of motor-ways for 
its exclusive use. 

" (4) Failing motor-ways, provision should be made for the segregation of traffic 
into separate streams, for : 

" (a) Mechanically propelled vehicles, 
" (b) Pedal-cyclists, and 
" (c) Pedestrians. 

" Separate provision for horse-drawn vehicles could rarely be justified. 

" (5) Consideration should be given to the provision of dual carriage-ways where 
more than two traffic lanes are necessary." 

Extract from the Memorandum of the Swedish Commillee. 

In its report, the Swedish Committee referred to above makes under the heading 
" Division of Traffic "the following observations, which are applicable also to other countries: 

It is customary in Sweden for one and the same road to be used by all classes of traffic 
- that is to say, for motor-vehicles, horse-drawn vehicles, pedestrians, cyclists and horse
riders. When the traffic is very heavy, such a state of things obviously afTects traffic safety. 

• For instance - excessive speed, negligence, failure to dim headlights when passing other vehicles, etc. 
I Lack or experience, intoxication, etc. 
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The speed of motor-vehicles on the road causes inconvenie_nce to pedestriansk~ho are 
in constant danger. The least inadvertence on the part of a dnver of a_ motor-ve IC e may 
lead to an accident, just as absent-mindedness on the part of a pedes_tnan may prove fatal 
to him. School-children are particularly in danger when they are gomg to school._ When 
the road is muddy, pedestrians are liable to be splashed by the wheel~ of motor-vehicles. 

Cyclists are exposed to the greatest danger on roads where there IS no cycle-track. 

Separation oflhe Different Classes of Traffic. 

When the volume of traffic reaches a certain point, the safety and comfort of road
users can be ensured only by providing separate ways for t~e vario'!s c~asses of traffic, o!le 
being specially allotted to vehicles and another to pedestrians, while, If_ necessary,_ special 
tracks may be set apart for cyclists and horse-riders. The same track might sometimes be 
used by both pedestrians and cyclists. Such a division of traffic would benefit all classes of 
road-users. The distribution of traffic into separate roads has advantages even as reg~rds tra!ls
port capacity of motor-vehicles. The essential characteristic of modern mo~or traffic m relatw_n 
to other kinds of road traffic is speed. If a rational use of motor ~raffic _Is to be made, this 
characteristic must be utilised as far as possible. When the road IS available for all classes 
of road-users, the speed of motor traffic must be reduced for the sake of general safety, with 
a resultant reduction in the transport capacity of motor-vehicles. . . 

The division of traffic into separate roads is also rational from the pomt of VIew of road 
construction and upkeep. Heavy and fast motor traffic admittedly requires a more c?stly 
road surface than pedestrian, cyclist or horse traffic, which only require a comparatively 
inexpensive road surface. Hence it is not rational to provide the same road surface for 
all classes of traffic. Furthermore, pavements and cycle-tracks do not require to be as 
carefully cambered as a main road, and accordingly they do not require as much levelling 
and embanking, but may follow the natural configuration of the ground more closely. They 
might therefore be transferred to the side of the carriage-way and, if necessary, on the 
further side of the ditches. The farther away tracks for pedestrians and cyclists are from 
the main road, the better from the point of view of traffic safety and convenience. 

Furthermore, the passage of horse-riders may damage certain types of road surface ; 
and for this reason, too, a special track is desirable for this class of traffic. 

The division of traffic should be effected first by separating vehicular from pedestrian 
traffic and then by separating it from cyclist and, lastly, from horse-riding traffic. In this 
respect, the following desiderata should be laid down : 

Footpaths (Pavements). 

(1) Footpaths (pavements) (one or two) should be laid wherever there are continuous 
buildings at the roadside, in front of schools, at motor-bus stops, at places where the public 
meets regularly, and over sections of road on which there is much regular pedestrian traffic 
- for instance, between built-up areas and railway-stations, etc. 

Cycle-tracks. 

(2) In t~e neighbourhood_ ~f towns and built-up areas, it would be desirable to provide 
cycle-tracks ; m any case, provlSlon should be made for the subsequent construction of such 
tracks and the necessary land should be set aside for the purpose. In general, cycle-tracks 
are necessa~y, ~rst, _along roads le~ding to built-up areas and on roads habitually used by 
the populatiOn m gom~ to and commg from work- that is to say, normally over a distance 
of no_t more than ten kilom_etres f~om the built-up area- and, further, cycle-tracks should be 
pro~Ided wherever traffic IS particularly dense - for instance, between built-up areas and 
seasid~ resorts or other places much frequented for excursions, between built-up areas and 
factories, etc. 

W~en the daily traffi~ nor!llally ex_cee?s 500 for ~icycles and 300 for vehicles, the provision 
of special tracks for cyclists IS fully JUstified. This rule may serve as a criterion in other 
cases. 

Tracks for Horse-riders. 

(3) . Tracks sh?uld be provided for horse-riders in the neighbourhood of large towns 
and military establishments, as required by the circumstances of each individual case. 

Dual Carriage-ways: One in Each Direction . 

. . (4) Division of vehicular _tr.affic b~tween two roads. A fresh step towards a rational 
d~viSI?n of traffic would be to divide vehicular traffic between dual carriage-ways one in each 
directiOn. ' 

The e~suing advantages in respect of motor traffic are obvious, since traffic safety would 
be grea~ly mcrea~e~l. S!-Jch a II_Ieans would automatically improve traffic control; there would 
be no nsk of colhswn with vehicles running in opposite directions and Jess risk in overtaking. 
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There would be less inconvenience and risk of dazzle from the headlights of vehicles passing 
each other in opposite directions in the dark. The two roads need not be on the same level, 
so that where the ground sloped there would be less embanking to do than for the building 
of a single road as wide as the two roads combined. Nevertheless, as a rule, the doubling 
of roads adds to expenditure. The construction of particularly wide roads where traffic is 
heavy is not an effective method. It does not increase traffic capacity to an extent 
proportionate to the widening of the road, because drivers of vehicles tend to keep to the middle 
of the road as far as possible. Furthermore, very wide roads are particularly dangerous for 
pedestrians to cross. 

Hence this division of vehicular traffic would have considerable advantages. On the 
other hand, it would, as a rule, be very expensive, on account of the major construction 
work and the consequent loss of land. Accordingly, such doubling of roads could be carried 
out in Sweden only in certain cases - for instance, when, by reason of the configuration of 
the ground or the existence of buildings, heavy expenditure would be necessitated to widen 
a road on the same level. Thus sometimes, when roads at•e to be rebuilt, such a measure 
would be justified. Similarly, it might sometimes usefully be employed for the construction 
of main roads carrying particularly heavy traffic or for the construction of approaches to 
large towns. 

Unification vf Statistics of Road Traffic Accidents. 

I have given above certain particulars of Swedish statistics of motor tralfic accidents. 
At its eleventh session, the Committee adopted a resolution concerning the unification of 
statistics of road traffic accidents, and this question has been placed on the agenda of the 
eighth International Road Congress, which is to be held at The Hague in 1938 - a 
circumstance that shows the immediate importance of the problem we are studying. 

It is also beyond question that the number of traffic accidents, as is shown by the existing 
statistics, is very high, indeed alarmingly high. In fact, the figures show that a number of 
human beings are quite needlessly killed or more or less seriously maimed, and a large 
quantity of material is destroyed ; and the realisation of such facts impels the question how 
far the sacrifices to modern road traffic demands are to go. 

What can be done ? 

The only Rational Solution. 

The division of traffic with separate roads for lhe various classes of road-users, in 
accordance with the desiderata and suggestions set forth above, undoubtedly affords lhe only 
rational solution, particularly from the poirit of view of traffic safety. 

Nevertheless, mainly on account of the expenditure it involves, such a division of traffic 
can be carried out only to a very limited extent. Hence it must certainly be assumed, on 
financial and practical grounds, that most main roads, both in Sweden and elsewhere, will 
not, in the best circumstances, be provided in any foreseeable future with tracks specially 
equipped for the various classes of traffic. The different groups of road-users will therefore, 
unfortunately, have to manage as best they can for the common use of streets and highways. 

Need for Suitable Training of Road-users. 

As, however, it is desired that this should be done without too much friction, without 
too many accidents and with the maximum of traffic safety, efforts should be made to give 
suitable training to the various groups of road-users and particularly to the younger generation. 

Notwithstanding the lessons of accident statistics, it may be said, so far as Sweden is 
concerned, that the education of the public in road-sense has been slowly improving during 
recent years. Traffic, which is daily becoming heavier, is in itself a hard school, which 
teaches road-users the provisions of the Swedish Road Traffic Code, so far as concerns the 
care and vigilance they must show in respect of other road-users. Energetic propaganda on 
the part of the motorists' organisations and the Press has also done much in this respect. 
Judicious and strict legislation has furthermore attained the important end for which it was 
designed. 

It is obvious that what has just been said with regard to the increasing improvement 
in the education of road-users does not mean that all is well. Much still remains to he done 
to make the various groups of road-users realise their duties and their responsibility; but 
the results which have hitherto been obtained in Sweden are quite encouraging. This 
progress is due. to. the judicious work that ha~ been and is now being ~one by the Swedish 
National Assoc1at10n for the Increase of Trafftc Safety, reference to whiCh has already been 
made. This Association, which was founded at the end of 1934 and which, by reason of its 
activities receives an annual grant of 100,000 crowns from the State, has set itself the task 
of worki~g for greater traffic safety in Sweden. 
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Propaganda. 

Furthermore, in accordance with its statutes, it endeavours to attai~ its object pri!ll3:rily 
by means of propaganda, and, for that purpose, its directors collaborate with other associations 
or private persons who are prepared to work towards the same end. . . 

In the wide field of its general propaganda work_t~ promote traffic. safety, the Associa~I?n, 
in 1935, devoted itself more particularly to Lhe tra!m~g ~f school-ch~ldren. and of the nsm_g 
generation. In 1936, the chief feature of the AssociatiOn s work consisted m the measure~ It 
took to make the traffic regulations widely known, .an? by its effor~s to se~ure the co-ope~atwn 
of all towns and as far as possible all rural areas m Its work !or Improvi_ng the. educatiOn of 
road-users and its campaign against traffic accidents. For this purpose, I.t has Issued sev~ral 
publications has organised courses and lectures and has set up local committees and orgamsed 
traffic days 'throughout the country. As regards its publicat!o~s, in t~e sum~er of 19~5, 
it issued and distributed 400,000 copies of a pamphlet co~tammg advice. and mform?bon 
for cyclists; ~n 1936, it issued a p;opagand~ pamphlet-:- of w~Ich 800,090 copies were published 
-specially mtended for pedest~zans and circulate? !llamly With the assist_anc~ of the communal 
and school authorities, the child welfare authontJes, and the road police m Stockholm and 
other towns, on the occasion of the road traffic days, etc. 

Compulsory Instrucliun. 

Thus the Association regards educational work as one of its principal functions ; and it is 
a task, too, that will derive added importance from the fact that, on November 27th, 1936, 
the Royal Swedish Government published a circular concerning compulsory instruction in 
road trafTic mailers in schools throughout the Kingdom. From their very earliest age, the road
users of the future arc to be duly initiated into traffic discipline and to be familiarised with 
their obligations in that respect. Obviously, all the measures taken to arouse public interest 
in these questions will do much to ensure that, in the future, the various road-users, both 
drivers of motor-vehicles and others, will be sufficiently acquainted with the important 
regulations for traffic safety in streets and on roads and will realise the need for traffic discipline 
and safety. 

Summary and Conclusion. 

According to my te1·ms of reference from the Committee, I have to submit to it, in good 
time for its next (twelfth) session, definite proposals with regard to the safety of pedestrians 
and cyclists. 

The proposals I have made in this report may be divided into three main groups. 

The first group includes proposals of an administrative character the execution of which 
would require administrative measures, partly to regulate the various categories of traffic, 
particularly as regards the rights and obligations of pedestrians and cyclists (pages 28-29) 
and partly to attain uniformity in respect of signs at pedestrian-crossings (page 30). ' 

. The second group includes proposals containing information and desiderata of a technical 
character, the execution of which would require measures of a technical character to provide 
- at least gradually - for the division of traffic, with separate roads for the various classes 
of road-users (pages 31-33). 

The third group i.ncludes proposals of an educational character concerning the need, in 
the sphere of educatiOn and propaganda, for various judicious and systematic activities 
with a view to eng~ndering a traffic sense in the various groups of road-users, particularly 
the younger generatiOn, so as to ensure greater traffic safety and avoid road accidents (page 33) . 

. Naturally, it i~ not claime? th~t the p~oposals set forth above constitute ~efinite proposals 
which .could be directly apphed mternatwnally, or that they could be umversally applied 
forthwith. I trust, however, that this report will help to make the Committee's task easier 
w~en it .is called c;m, as ~t shortly will be, to discuss the question here dealt with. With this 
ObJe?t, m preparm~ this report, I h.ave also end.eavoured to give as clear an analysis as 
possible of the var.wus fa.ctor~ affectJ~g th~ solutiOn of a problem which is of exceptional 
Importance and. of munediate mternatwnal u~terest - that of traffic safety in streets and on 
roads, and particularly the safety of pedestnans and cyclists. 
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ANNEX 7. 

BRAKING SYSTE~IS ON i\IOTOR-VEHICLES. 

EXTRACT FROM A LETTER SENT BY THE CHIEF ENGINEER OF THE l\liNES DEPARTMENT, PARIS, 

TO i\1. \VALCKENAER. 

Every motor-vehicle (or motor-vehicle with a trailer) shall be equipped with a braking 
system which shall include two separate means of operation, both capable of rapid action and 
so placed as to be capable of being operated by the driver from his seat. 

Each of these means of operation must brake an equal number of wheels on either side 
of the axis of the vehicle (or vehicle with trailer). 

The braking systems shall be so designed as : 

(1) To enable the driver, by exerting reasonable physical efiort on the means of 
operation, to stop the vehicle, running at an initial speed of v kilometres per hour, over 
a distance not exceeding, on the flat, ~~; 

(2) In the case of the breakage of any of the parts, liable to fail to function, 
transmitting the braking efiort to the wheels, to continue to transmit the braking efiort 
to a number of wheels carrying collectively at least a third of the total weight of the 
vehicle (and its trailer, if any), and to allow, in the conditions specified in the preceding 
paragraph, stoppage of the vehicle over a distance not exceeding, on the flat, 2

v' ; 
n 

(3) To allow at least one of the means of operation to be secured in the braking 
position, so as to keep the vehicle at a standstill, even in the absence of the driver, on a 
slope of x%. 

ANNEX 8. 

C.C.T./C.R.113(b). 
April 6th, 1938. 

NEW SIGNS PROHIBITING OVERTAKING AND THE USE OF SOUND WARNING 
SIGNALS: ACTION TAKEN ON THE RECOMMENDATION ADOPTED BY 

THE COMMITTEE AT ITS TENTH SESSION. 

SUMMARY OF REPLIES RECEIVED FROM GOVERNMENTS TO CIRCULAR LETTER No. 69J936.VIII.l 

Hungary. 

September 8th, 1937. 

The Hungarian Government proposes to give efiect to the Committee's recommendation 
regarding signs prohibiting overtaking and the use of sound warning signals so far as may 
be necessary for purposes of road traffic. 

ANNEX 9. 

C.C.T.fC.R.l34 and 134(a). 
April 8th, 1938. 

"WAITING PROHIBITED" OR "PARKING PROHIBITED" SIGNS. 

N ole by lhe Secretarial. 

By Circular Letter No. 24.1938.VIII, of February 21st, 1938, the Secretary-General of 
the League of Nations communicated to the States parties to the 1931 Convention on the 
Unification of Road Signals, and to States which can accede thereto, the text of the 
recommendation adopted by the Committee and approved by the Committee for Communica
tions and Transit in regard to the " Waiting prohibited " or " Parking prohibited " signs, 
at the same time requesting them to inform him before August 15th, 1938, of such action as 
they might have taken on the recommendation. 

• Addendum to Annex 2 of the Committee's report on its eleventh session (document C.322.~1.217,1937.Vlll, 
page 15). 
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The following summary of the replies received is communicated to the Committee for 
information: 

SUMMARY OF REPLIES RECEIVED FR0:\1 GOVERN:>IENTS TO CIRCULAR LETTER No. 24.1938.VIII. 

Egypt. 
March 17th, 1938. 

The Ministry has transmitted the recommendation in regard to road signals to the 
competent authorities for necessary action. 

Monaco. 
March 17th, 1938. 

In compliance with the desire of the Communications and Transit Committee, the 
proposed a~tion con~err;ing_ the " Waitin~ prohib~ted " or " Parking prohibited " signs will 
be applied m the PrmC!pahty at the earliest possible date. 

Norway. 
April 7th, 1938. 

The Norwegian Government has no observations to make with regard to the said 
recommendation. 

Portugal. 
March 14th, 1938. 

The Minister of Public Works approves the Committee's recommendation. 

Roumania. 
April 13th, 1938. 

The Roumanian Government declares its readiness to give effect to the recommendation 
of the Committee for Communications and Transit in regard to " Waiting prohibited " or 
" Parking prohibited " signs. -

Spain. 
April 7th, 1938. 

The Ministry for Foreign Affairs has had the recommendation in regard to "Waiting 
prohibited " or " Parking prohibited " signs studied by the competent Department of the 
Republic, and considers that the proposal of the Committee for Communications and Transit 
is acceptable as filling a serious gap in the present system of road signals. The Ministry for 
Foreign Affairs is definitely in favour of the proposal for certain additions to the two signs 
in question, in the belief that the proposed additions will serve to indicate clearly and 
unmistakably the places set aside for parking and waiting, whereas the signs prescribed in 
the 1931 Convention may not always be free from ambiguity. 

The Ministry for Foreign Affairs adds that the Transport Department will issue instruc
tions to the competent authority with a view to the necessary steps being taken for the 
adoption of the proposed system. 

Switzerland. 
March 16th, 1938. 

The competent Federal authorities have communicated the Committee's recommendation 
to the several cantonal Governments, requesting them to take it into account in regard to 
" Waiting prohibited " signs. " Parking prohibited " signs have not been introduced in 
Switzerland. 

ANNEX 10. 

C.C.T .JC.R.133. 
April 6th, 1938. 

SIMPLIFICATION OF l\IOTOR TRAVELLING DOCUMENTS. 

N ole by the Secretarial. 

By Circular Letter No. 25.1938.VIII, dated March 5th, 1938, the Secretary-General of 
the League of Nations communicated to Members of the League and to non-member States 
the text of the recommendation adopted by the Committee, and approved by the Committee 
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for Communications and Transit, concerning the simplification of motor travelling documents 
and requested them to inform him by August 15th, 1938, of the efTeet which they have been 
able to give to this recommendation. 

The following summary of replies received is communicated to the Committee for 
information : 

SUMMARY OF REPLIES RECEIVED FROJ\1 GOVERNMENTS TO CIRCULAR LETTER No. 25.1938.Vlll. 

Liechtenstein. 
March 9th, 1938. 

The Government of Liechtenstein will adopt the models recommended for the driving
licence and registration card. 

Switzerland. 
March 24th, 1938. 

The competent Federal authorities consider that the adoption of uniform models as 
suggested is quite feasible. They will therefore raise no objection to the consideration of 
this question, although the adoption of the models proposed may involve considerable formal 
amendments in the existing legislation. 

The present Swiss permits already correspond in some respects to the models recommended 
by the Communications and Transit Committee. They are made out in the three official 
languae;es of the Confederation, one of which is French. Further, the Federal authorities 
already recognise national licences for foreign motor-vehicles and their drivers made out only 
in the national language of the issuing State. 

Although the adoption of the models now proposed is less necessary in the case of 
Switzerland than in that of other countries, the Federal authorities will not insist on retaining 
the models in use at present. At the same time, before taking action on the recommendation 
of the Communications and Transit Committee, they wish to know the attitude adopted on 
this point by the other Governments. 

It may be noted, further, that the proposal of the International Association of Recognised 
Automobile Clubs,1 which was communicated on November 19th, 1937, to the Chairman of 
the Permanent Committee on Road Traffic, advocates the adoption of the models recommended 
by the Communications and Transit Committee. The best plan would accordingly appear 
to be to stipulate the use of these models in the new international Convention on Motor 
Traffic which is to replace that of April 24th, 1926. 

ANNEX 11. 

C.C.T./C.R.l32. 
April 6th, 1938. 

UNIFICATION OF STATISTICS RELATING TO ROAD TRAFFIC ACCIDENTS. 

Nole by lhe Secretarial. 

In accordance with the Council's decision of September 16th, 1937, the Secretary-General 
of the League of Nations communicated to Members of the League and non-member States, 
by Circular Letter No. 213.1937.VIII, of December 6th, 1937, a copy of the report of the 
Committee on the Unification of Statistics relating to Road Traffic Accidents (document 
C.276.l\I.l79.1937.VIII and Annex), requesting them on behalf of the Council to draw up 
Lheir statistics relating to road traffic accidents as far as possible in accordance with the 
recommendations contained in the report in question and in the tables annexed thereto. 

The Secretary-General at the same time requested the Governments to inform him before 
December 31st, 1940, of any experience they might have gained in the matter and any observa
tions they might see fit to make. 

The following summary of the replies received is communicatea to the Committee for 
information : 

SuMMARY OF REPLIES RECEIVED FROM GovERNMENTS TO CIRCULAR LETTER No. 213.1937.VIII. 

Egypt. 
December 23rd, 1937. 

The Ministry for Foreign AfTairs has communicated the Circular Letter to the competent 
authorities for necessary action. 

' See Annex 4. 
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Estonia. 
February 9th, 1938. 

The competent authorities have decided to comply with the recommendations referred 
to in paragraph 3 of the Circular Letter. The police authorities have been instructed t.o use, 
from February 1st, 1938, onwards, the statistical form relating to road traffic acc1~e~ts 
drawn up in accordance with the Report of the Committee for the Unification of Stalislics 
relating to Road Traffic Accidents. 

Guatemala. 
January 31st, 1938. 

The Secretary for Foreign Affairs has transmitted the Circular Letter and document 
annexed thereto to the competent authorities of the Guatemalan Government for the 
preparation of statistics relating to road traffic accidents. 

Luxemburg. 
February 22nd, 1938. 

The statistics relating to road traffic accidents hitherto kept in the Grand-Duchy conform 
generally to the principles laid down by the Committee for the Unification of Statistics 
relating to Road Traffic Accidents. 

A new form for recording accidents has been prescribed for the purpose of applying, 
as from January 1st, 1938, practically all the recommendations contained in the Committee's 
report. 

Monaco. 
February 22nd, 1938. 

No statistics relating to road traffic accidents are kept in Monaco, owing to the special 
circumstances of the Principality and the smallness of its territory. It has no extensive road 
system, and serious accidents are extremely rare. 
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FREE CITY OF DANZIG 

[Translation from the German.] 
June 24th, 1937. 

The Government of the Free City of Danzig is at present 
giving the widest application to the recommendations adopted 
by the Passport Conference, held at Geneva in 1926. 

As regards the application of these recommendations, the 
Government of the Free City of Danzig has the honour to submit 
the following observations : 

SECTION 1 

11.- A. Issue of Passports. 

1. - The passports issued by the Government of the Free 
City of Danzig are of the "international type". 

2. -The duration of validity is five years, as recommended 
by the Passport Conference. 

3. - No special limitations are imposed on the extent of 
validity of Danzig passports. 

4. - The fees charged come within the limits of the recom
mendation adopted. 

B. Visas. 

1-10. - Admission to, passage through and residence in the 
territory of the Free City of Danzig are not dependent on a 
visa or any other permit. 

C. Facilities for the obtaining of Passports and Visas. 

Travellers and emigrants are not exposed to loss of time in 
obtaining passports. Passports are issued as soon as applied 
for. 
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D. Control at Frontiers. 

Control at frontiers is carried out on the lines of the recommen
dation adopted. 

SECTIONS 2 AND 3 REGARDING EMIGRANTS 
AND PERSONS WITHOUT NATIONALITY 

For reasons of national security, the Government of the 
Free City of Danzig must insist on emigrants and Stateless 
persons who hold identity documents in which their nationality 
is not specified, obtaining an endorsement on such document 
permitting them, during its validity, to return to the country 
by whose authorities it was issued. 
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FRANCE 

[Translation. j 
April 15th, 1938. 

The French Government has taken the following steps to 
comply with recommendations adopted by the Passport Confe
rence held at Geneva in May 1926. 

A. Issue of Passports. 

1. Type of Passport. - The French Government has adopted 
a form of passport conforming to the " international type ". 

2. Duration of Validity. - French passports are not at 
present valid for more than one year. 

3. Extent of Validity. - Passports are as a rule issued for 
all countries : restrictions are imposed only in exceptional cases. 

4. Fees. - A fee of 20 francs is charged for French passports 
issued in France, and of 50 francs for French passports issued 
abroad by diplomatic or consular authorities. 

5. Nansen Passports and Other Identification Papers. - The 
French Government further issues certificates of identity (Nansen 
passports) to certain refugees (Russian, Armenian, Saar, etc.), 
identity and travelling documents to foreigners of undetermined 
nationality, and safe-conducts to various political refugees 
who are unable to obtain national passports from their consular 
authorities. 

B. Visas. 

1. Issue of Visas. - Except in the case of holders of identity 
certificates (Nansen passports) and special IDENTITY or travelling 
documents, French diplomatic and consular authorities are 
not required to refer to the Ministry for Foreign Affairs for the 
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purpose of granting visas· for passports of foreigners residing 
within their respective areas. 

2. Categories of Visas. - Visas may be transit visas without 
break of journey, or with break of journey for from one to fifteen 
days, or entry visas valid for from sixteen days to not more than 
two years, provided the passport is valid for such period. 

3. Fees. -A fee of 10 francs is charged for transit visas and 
of 75 francs for entry visas. These charges may be reduced in 
certain cases (workers, students, persons attending congresses 
or conferences or economic or intellectual meetings, etc.). 
Visas may even be issued free to indigent persons and to workers 
allowed to take up paid employment in France, as also in certain 
exceptional cases which are left to the discretion of the authorities 
concerned. 

4. Exemptions. - Although visas are the rule, the nationals 
of certain countries are exempt, as the result of agreements 
concluded on a basis of reciprocity, from the necessity of 
obtaining them. The countries thus exempted are Brazil, Cuba, 
Czechoslovakia, Denmark, Finland (temporarily), Italy, Japan, 
Liechtenstein, Mexico, Netherlands, Norway, Portugal, Siam, 
Spain, S~eden, Switzerland, Uruguay and, lastly, the United 
Kingdom, Ireland and British territories the nationals of which 
possess the status of British subjects. 

Nationals of Belgium and Luxemburg do not require either 
visas or passports. They are admitted to France in virtue of 
an official identity card with a photograph of the holder and 
an indication of his nationality. Similar provisions are applicable 
to Swiss nationals who do not stay in France for more than two 
months. A national passport which has elapsed less than five 
years previously is accepted .in lieu of an identity card. 

C. Facilities for Tourists. 

Instructions have been issued to the French diplomatic and 
consular authorities for the issue with the fewest possible forma
lities of a tourist visa, valid for fifteen days, to foreigners not 
residing within the area of the French consulate to which they 
apply. 

Foreign tourists may be admitted to France in virtue of a 
collective list certified by their national authorities and visaed 
by the competent French consul. The object of these facilities 
is to relieve the foreign tourists of the necessity of obtaining 
individual passports, the issue of which in certain cases costs a 
fairly large sum. 

Furthermore, a Decree was issued on February 23rd, 1936, 
instituting a tourist card (carle lourislique), which is issued 
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free of charge and is valid for not more than six months. It 
relieves tourists of the necessity for obtaining foreigners' identity 
cards after two months residence in France. 

D. Questions relating to Emigrants. 

The French Government has acceded to the Arrangement 
for the issue of a transit card for emigrants, which was signed 
at Geneva on June 14th, 1929. 
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HUNGARY 

[Translation.] 
August 24th, 1938. 

The Royal Hungarian Government has put into effect the 
recommendations adopted by the Passport Conference held 
at Geneva in 1926, so far as those recommendations were con
sistent with the vital interests of the safety of the State and the 
public, and with financial and economic interests. 

SECTION I. - GENERAL QuESTIONS 

I. - The Government has done all in its power to facilitate 
the passage of the frontier, always taking into consideration 
the interests referred to above and the question of reciprocity. 

II, A. - The new passport forms introduced in 1937 
correspond to the international type. They are made of chemi
cally-treated paper ; they contain forty-four pages, and are 
provided with a recently-patented system for fixing photographs. 

Hungarian passports are issued as a general rule for one 
year, and, in cases in which good cause is shown, for two or even 
three years. 

In principle, passports may be issued for all countries, restric
tions being imposed only in exceptional cases. 

The fee for the issue of a passport within the country is 
20 pengo for the well-to-do and 4 pengo for persons of modest 
means. To the very poor, passports are issued gratis. 

The fees for passports issued abroad are higher. 
Apart from family and collec.tive pass~orts, the competent 

authorities grant numerous spec1al reductwns. 
In short, the passport fees are so fixed as to offer no obstacle 

to Hungarian nationals wishing to travel or settle abroad. 
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II, B. - Visas have been abolished on a basis of recipro
city with the following countries : Germany, Italy, Switzerland 
and Liechtenstein, Portugal, Finland, Japan and Uruguay. 

The Government has abolished visas for United States 
citizens and British subjects without insisting on reciprocity. 
It will not decline to consider similar action in the future under 
certain conditions. 

The Government has already introduced a very liberal system 
of facilities for crossing the frontier, obtaining visas and breaking 
the journey in the case of travellers in transit. 

It was not found possible to introduce two-year visas, but 
one-year visas carrying the right to an unlimited number of 
frontier crossings have been introduced for nationals of all 
States. 

The present visa fees, fixed by the scale put into force in 
1930, were established with an eye to the interests of the revenue. 

By way of bilateral agreements, Hungary has introduced 
exemption from visa fees in regard to the following countries : 
Norway, Latvia and Estonia. Negotiations with the same 
object are in progress between Hungary and various other 
countries. 

This apart, the competent Hungarian authorities are very 
generous in meeting any specific request for a visa gratis or at 
a reduced fee. 

II, C, and D.- The Government has already done everything 
in its power to facilitate the issue of passports and visas, and 
to simplify and expedite frontier control formalities. These 
facilities will remain under comprehensive consideration by 
the Government. 

SECTION III. - PERSONS WITHOUT NATIONALITY 

Specimens of two different identity- and travel-documents 
for persons without nationality are also enclosed.I 

~ One. of these documents is a " Nansen " identity-certificate ; the other is 
an tdentlty- and travel-document for foreigners in the form of a passport and 
bears a note that t~e holder is _authorised to retur~ to Hungary. These docu~ents 
may be consulted m the archives of the Secretariat of the League of Nations. 
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ICELAND 

[Translation.] 

A. Issue of Passports. 
March 14th, 1938. 

1. Type of Passport. - The passports in use in Iceland are 
ordinary passports and diplomatic passports. In accordance with 
an Agreement reached between Iceland, Denmark, Finland, 
Norway and Sweden, nationals on any one of these countries 
may enter the others without possessing a passport, provided 
only that they hold a so-called " Northern Travelling-Card " 
(Nordisk Rejsekort). This travelling-card costs 0.25 Icelandic 
crown and is valid for six months. 

2. Duration of Validity.- As a general rule, Icelandic passports 
are valid for a period of three years. A student going abroad 
may, however, obtain a passport valid for five years. 

3. Extent of Validity.- In most cases, Icelandic passports 
bear a statement to the effect that they are valid for foreign 
countries. 

4. Fees. - The fee charged for the issue of a passport is 
8.88 Icelandic crowns. 

B. Visas . 

• \greements (in force) for the abolition of passport visas have 
been concluded between Iceland and the following countries : 
Austria, Belgium, United Kingdom of Great Britain and Northern 
Ireland, Czechoslovakia, Free City of Danzig, Estonia, Finland, 
France, Germany, Italy, Japan, Liechtenstein, Luxemburg, 
Netherlands, Norway, Portugal, Siam, Spain, Sweden, Switzer
land, United States of America. 

C. Facilities for the obtaining of Passports and Visas. 

All appropriate measures have been taken to simplify, in the 
interest of travellers, formalities connected with the issue of 
passports and visas. 

D. Control at Frontiers. 

This question does not arise as Iceland is an island. 
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IRAQ 

March 26th, 1938. 

SECTION 1. GENERAL QuESTIONS 

I. Passport Regime. 

The Royal Government of Iraq is prepared to consider the 
question of concluding such agreements. 

II. Facilities to be granted. 

A. Issue of Passports. 
I. The Iraqi passport conforms with the recommendations 

made in the report except as regards the perforation of pages. 
Steps are being taken to adopt the system of perforation recom
mended. There would be no objection to mentioning the passport
holder's name in every visa, and instructions will be issued to 
that effect. · 

2. The provisions now in force in Iraq regarding the duration 
of validity of passports are that the Iraqi passport is valid for 
one year from the date of issue and may be renewed for four 
further periods, provided that the period of each renewal does 
not exceed one year and that it cannot be renewed after five 
years from the date of issue. 

3. The arrangements applied in Iraq regarding the extent of 
validity of passports provide that the names of the countries 
which the holder desires to visit are first entered, but other 
countries may be entered later. 

4. The fees charged for the issue of passports in Iraq amount 
to 750 fils, and a fee of 375 fils is charged for each renewal. These 
fees are hardly sufficient to meet the expenditure involved. 

B. Visas. 
1. The Royal Government of Iraq is prepared to negotiate 

with other Governments with a view to concluding agreements 
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for the abolition of entrance visas on a reciprocal basis. It has 
already been decided : (a) to abolish the entrance visa in respect . 
of Swiss nationals; (b) to exempt the nationals of Trans-Jordan 
froni an entrance visa, provided that they obtain the same at 
the (frontier) town of Ramadi ; (c) to exempt foreigners who 
may arrive at Iraqi passport ports not in possession of an entrance 
visa from the stipulation made in Article 5 (a) of the Iraqi 
Residence Law, provided that they shall be granted the said 
visa by the Director of the Residence Bureau after it has been 
established by him, first, that their failure to obtain the visa 
in question was due to exceptional reasons and, secondly that 
there is no objection to their entry into Iraq; and (d) to exempt 
nationals of· the United States of America from the entrance visa, 
when they arrive by steamer at Iraqi ports, for the duration of 
the stay of the steamer at such ports. 

2. It is considered that the steps taken under (c) above in 
respect of foreigners are quite sufficient to ensure facilities to 
travellers who desire to break their journey. 

3. The Royal Government of Iraq is in agreement as to the 
necessity for facilitating all transactions pertaining to the grant
ing of visas, and is bearing in mind the recommendation in 
question. 

4. The recommendations made in this paragraph are 'actually 
applied in Iraq. 

5. The Royal Government of Iraq is acting in this respect on 
the principle of reciprocity. In view, however, of the fact that 
Iraqi nationals are not granted, by any other country, entrance 
and transit visas which are valid for a period of two years and for 
an unlimited number of journeys, the Iraqi Government does not 
issue this kind of visa. Under the Iraqi law now in force, two 
kinds of visas exist, viz. : (a) an ordinary visa which entitles the 
holder to enter Iraq once only and to reside therein for an un
limited period unless he commits an act which necessitates his 
deportation ; and (b) a transit visa which entitles the holder to 
enter Iraq once only and to reside therein for a period not exceed
ing three months, on the expiry of which he should either leave 
the country or apply for the extension of his period of residence. 

6. Iraqi visas are valid for entry into Iraq from any passport 
post on the Iraqi frontiers. 

7. The principle of reciprocity is at present acted upon by 
the Royal Government of Iraq in this respect - i.e., they charge 
the nationals of each State the equivalent of the charge by such 
States to Iraqi nationals. The existing general scale is 10 gold 
francs for ordinary visas and one gold franc for transit visas. 

8. This recommendation is at present applied in Iraq. 
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!), This recommendation will be taken into consideration. 
10. The Iraqi Government has no objection to con~ide;ing 

this question on the basis of reciprocity. As regards eXIt VIsas, 
these have been abolished in Iraq. 

C. Facilities for obtaining Passports and Visas. 

The departments concerned at all times accord every facility 
for the issue and delivery of passports and visas within the short
est possible time without causing the applicants any journeys 
or hardships. 

D. Control of Frontiers. 

In view of the fact that in Iraq no railways exist which are 
linked with those of neighbouring countries, this recommendation 
docs not apply to Iraq at the present time. 

SECTION 2. QUESTIONS RELATING TO EMIGRANTS 

I. Transit Card for Emigrants 

This recommendation will be considered on receipt of the 
draft arrangement to which reference is made. 

II. Special Identity Documents for Emigrants 

No observation. 

SECTION 3. PERSONS WITHOUT NATIONALITY 

No observation. 

SECTION 4. l\IIsCELLANEous QuESTIONS 

1. No observation. 

2. It is thought .!hat the arr.angement referred to in para
graph (1) (c)- B. visas- of this letter ensures the application 
of this recommendation. 

3. 1_'he Iraqi Government is prepared to adopt this recom
!llenda!wn whenever applications of this nature are submitted to 
It, subJect of course to the provisions of Iraqi laws in force. 
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NORWAY 

[Translation.] 
April 7th, 1938. 

In order to specify passport formalities in accordance with 
the recommendations of the Passport Conference held at Geneva 
in 1926, " identity and travelling documents " (passports) 
were introduced in Norway for Stateless persons (the Nansen 
passport is ·still issued to Russian and Armenian refugees). 
Reference is invited to the circular letter of January 16th, 1929, 
attached hereto, from the Norwegian Ministry of Justice.1 

Secondly, an agreement was concluded in 1929 between the 
Nordic countries - Sweden, Denmark, Finland, Iceland and 
Norway - under which those countries reciprocally exempted 
their nationals from the necessity for producing passports, 
the passport having been replaced by a legitimation document 
specially mentioned in the agreement - namely, the Nordic 
travelling-card. Under the terms of the agreement, this tra
velling-card is not issued to persons travelling in search of work. 

Copies of the circular letters from the Norwegian Ministry 
of Justice, dated June 7th and 18th, 1929, relating to the afore
said Nordic travelling-card, are also attached.2 

Further, Norway has concluded agreements for the abolition 
of the visa on terms of reciprocity, with a large number of 
countries. 

There are, in addition, special provisions concerning the 
use of navigation certificates, etc., which take the place of pass
ports in certain cases. 

' This circular letter, which can be consulted in the archives of the Secretariat, 
contains detailed provisions regarding the issue and renewal or identity and 
travelling documents for Stateless persons and the conditions under which 
similar documents issued by the authorities of other countries are accepted by 
the Norwegian authorities. 

• These circular letters can be consulted in the archives of the Secretariat. 
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POLAND 

[Translation from the Polish.] 
. June 23rd, 1938. 

Poland has largely complied with the recommendation of 
the Passport Conference of 1926 regarding facilitating the 
passage of frontiers by means of bilateral agreements. Apart 
from the minor frontier traffic and transit agreements, etc., 
already concluded and still being concluded, Poland has nego
tiated several tourist traffic and compensation agreements with 
a number of States, such as Hungary, Yugoslavia, Sweden, 
Italy, Bulgaria, France, Czechoslovakia, etc. These agreements, 
which provide for the abolition of restrictions on traffic between 
Poland and the said countries, the reduction of passport fees 
and foreign exchange facilities, have achieved their object from 
the standpoint of the Conference's recommendations, since 
traffic to Poland has very considerably increased in the last 
two years. From the standpoint of Polish interests, however, 
this increase in traffic is open to a number of reservations. 

In 1936, a new Passport Law was issued, together with 
regulations for its administration. 

The type of passport established by these regulations is 
similar to that previously used and corresponds on the whole 
to the document recommended by the Paris Conference of 1920. 
For the reasons given at the time, it is impossible to comply in 
detail with those recommendations and with the recommendations 
contained in the 1926 report, nor is this necessary, since the 
existing model fully satisfies requirements. 

The term of validity of the passport has been fixed at three 
years, though in practice passports are seldom issued for such 
a long period. 

The territorial extent of a passport's validity may include 
all countries and, if the applicant so requests, passports are 
issued " for all European countries " or even " for countries 
outside Europe also ". For considerations of State however 
the passport authorities may always restrict the e~tent of ~ 
passport's validity and cannot waive this right. 

Futhermore, owing to the conclusions of the various tourist 
traffic and other agreements mentioned above, the territorial 
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validity of passports issued under such agreements is necessarily 
confined to the country in question. 

Under the above-mentioned regulations of 1936, passport 
fees have been considerably reduced and, in addition, Polish 
law and tourist traffic agreements provide for further reduc
tions ; the statistics of passports issued during the past year 
show that the fee for a single passport amounts on the average 
to not much more than 40 zloty. 

The Polish authorities do not consider it possible under present 
circumstances to accept the recommendation of the Conference 
regarding a further reduction in passport fees, in order to 
facilitate journeys abroad, since both the economic situation 
of Poland and the need to maintain equilibrium in the balance 
of payments and to avoid the export of capital operate in favour 
of restricting the number of journeys, more particularly as any 
facilities granted in international traffic react unfavourably on 
Polish interests. The number of persons leaving Poland for 
abroad is incomparably greater than the number of foreigners 
travelling in Poland. Accordingly, any reduction in passport 
fees or the abolition of other restrictions could only be effected 
to the extent that Poland is afforded other advantages in 
compensation for facilitating journeys abroad - in no case could 
this be applied to all journeys abroad. 

The view advanced by the Sub-Committee in favour of a 
return to the conditions obtaining before 1914- i.e., the abolition 
of the obligation to possess a passport- is at present inadmissible 
and could in no case be accepted by the Polish authorities, though 
they realise the benefits which such a departure would confer 
on international tourist traffic. The Polish authorities will be 
unable for a long time to come to forgo the control of persons 
leaving for, or coming from, abroad. 

As regards visas, the Polish authorities maintain their former 
view that it is impossible to abolish the obligation to have a visa, 
either as a general rule or in virtue of international agreements. 

As regards facilities for the obtaining of passports and visas 
and control at frontiers, the Polish authorities would point out 
that passport control at frontiers has been still further simplified 
and is effected comparatively promptly, so that train stops at 
almost all frontier stations have recently been considerably 
curtailed. Simultaneous examination at frontier stations has 
been modified to the extent that, in consequence of the expiration 
of the Upper Silesia Convention, such examination has been 
abolished at stations in the territory of Polish and German 
Upper Silesia, with the exception of Bytom (Beuthen) ; the 
possibility of !ntroduci_ng . simultaneous. exa~ination on. the 
Polish-Roumaman frontier IS under consideratiOn. There IS no 
intention at the moment of extending the system of simultaneous 
examination to other frontiers. 
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The Greek Government cannot contemplate the 
adoption of the recommendations for a return to the position 
existing before 1914 in regard to the passport system. There 
are various serious objections to such a course, the chief of 
which relate to public safety. 

The Greek Government is nevertheless applying 
the recommendations of the Passport Conference held at Geneva 
in 1926 and is endeavouring to si.mplify an~ facilitate visa 
formalities for foreign passports, more particularly for the 
summer tourist period (visas ·at reduced fees, residence 
permits valid. for four months). Further, special facilities 
are granted to groups of tourists, teachers or students, 
persons covered by collective passports and passengers on 
vessels calling at Greek ports. Special facilities are also 
granted for frontier traffic and for transit. 
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COMMITTEE FOR COMMUNICATIONS AND TRANSIT 

The Committee was composed as follows: 

Mr. D. W. KEANE {appointed by the United Kingdom Government), Representative of the United 
Kingdom on the International River Commissions (Chairman). 

M. ]. DE RuELLE {appointed by the Government of Belgium), Legal Adviser to the Ministry for 
Foreign Affairs (Vice-Chairman). 

M. H. HUNZIKER (appointed by the Council of the League of Nations in agreement with the 
Government of Switzerland), Director-General of the Department of Posts, Telegraphs 
and Telephones (Vice-Chairman). ' 

His Excellency M. G. DE BLANCK Y MENOCAL (appointed by the Government of Cuba), Envoy 
Extraordinary and Minister Plenipotentiary in London. 

His Excellency M.A. DE CASTRO (appointed by the Government of Uruguay), Envoy Extraordinary 
and Minister Plenipotentiary in Belgium and the Netherlands. 

His Excellency M. A. DIETRICH DE SACHSENFELS (appointed by the Government of Hungary), 
Admiral, Envoy Extraordinary and Minister Plenipotentiary, Delegate to the Inter
national Danube Commission and to the Permanent Technical Hydraulic System 
Commission of the Danube. 

1\L F. HosKI£R (appointed by the Government of Denmark), Director of the Ministry of Public 
Works. 

His Excellency M. N. ITo (appointed by the Government of Japan), Envoy Extraordinary and 
Minister Plenipotentiary in Poland. 

M. Pierre KIRSANOFF (appointed by the Government of the Union of Soviet Socialist Republics), 
Chief of the International Relations Service at the People's Commissariat for Communi
cations. 

l\L A. KRAHE (appointed by the Government of Spain), Engineer for Roads and Bridges. 

M. V. KRBEC (appointed by the Government of Czechoslovakia), Engineer, Consul-General at 
Hamburg. 

l\L l\I. LAHAUSSOIS (appointed by the President of the Council of the League of Nations in agreement 
· with the Government of France), formerly Inspector-General of Roads and Bridges. 

·l\1. V. l\IODEROW (appointed by the Government of Poland), Vice-Chairman of the Polish Delegation 
to the Danzig Harbour Board. 

M. M. NoRDBERG (appointed by the Government of Finland), Consul-General, Commercial 
Attache at Paris. 

His Excellency Dr. A. DE VASCONCELLOS (appointed by the Government of Portugal), Em·oy 
Extraordinary and Minister Plenipotentiary, former Permanent Delegate to the League 
of·Nations, former President of the Council and Minister for Foreign Affairs. 

Dr. CHING-CHUN WANG, M.A., Ph.D., LL.D. (appointed by the Government of China), 
Representative of the Ministry of Railways and Director of the Government Purchasing 
Commission in London. 

A member to be appointed by the Council of the League of Nations in agreement with the 
Argentine Government. 
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PERMANENT COMMITTEES 1 

1. Committee for Maritime Ports and Navigation. 

Sir Norman HILL, Bart. (Chairman). 

(a) Committee for Maritime Ports: 
M. Leon DENS, Senator (Belgium). . . . 
Captain M. NoRTON, former Director of the Portuguese Lighthouse Service. 
A British member. -
A French member. 

- (b) Committee for Maritime Navigation: 
M. G. BRETON, Shipowner (France). . , 
M. J. V. VANDER HouvEN VAN OoRDT, former President of the Netherlands Shipowners 

Association. 
M. ITO. . 'A . f 
M. Arthur H. MATHIESEN, former President of the Norwegian Shipow~ers ssocia wn. 
The Hon. W. Leslie RuNCIMAN, of the Shipping Company Walter RunCima~ & Co., Ltd., 

Member of the Council of the Chamber of Shipping of the United Kmgdom. 

II. Committee for Inland Navigation~ 

M. A. DELMER, Secretary-General of the Department for Roads and Bridges at the 
Belgian Ministry of Public Works. 

M. DIETRICH DE SACHSENFELS. 
Mr. KEANE. 
M. KRBEC. . . 
M. F. L. ScHLIN.GEMANN, Chief Engineer, Director of the Rijkswaterstaat (Netherlands). 
A French member. · 
A Yugoslav member. 

III. Committee for Transport by Rail. 

M. M. CASTIAU, Secretary-General of the Belgian Ministry of Transport. . . ! 
M. C. M. GRIMPRET, Vice-President of the General Council of Roads and Bureau. 

Bridges and of the High Council of Public Works of France ... 
Sir Francis DENT, former Chairman of the Railways Committee of the Second General 

Conference on Communications and Transit, ex-Managing Director of the South
Eastern and Chatham Railway. 

Dr. H. GRtiNEBAUM, Ministerial Counsellor at the Federal Ministry of Commerce and 
Communications, Vienna. 

M. KRAHE. 
M. F. MosKWA, former Head of Division at the Polish Ministry of Communications. 
Dr. CHING-CHUN WANG. 
A Soviet member. 
A Swiss member. 
M. Albert REGNOUL, Honorary Deputy-Director of the Paris-Lyons-l\lediterranean 

Railway Company (Technical Adviser assisting the Chairman). 

IV. Committee on Electric Questions. 

M. DE VASCONCELLOS (Chairman). 
A British member. 
A French member. 
A Swedish member. 

The following will be invited to take part in the work of the Committee: 
The Chairman of the International Executive Committee of the World Power Conference· 
A representative of the "Conference internationale des grands reseaux clectriques i 

haute tension "; 
A representative of the " Commission electrotechnique internationale "; 
A representative of the " Union internationale des producteurs et distributeurs d'energie 

electrique ". 

1 At its twenty-first session, the Committee, in view of the imminence of the election of a new Committee by the 
Assembly and the appointment of members by the Council, decided not to arrange for the replacement of members of 
Committees who had died or resigned. However, it instructed its Chairman to make the necessary nominations, in 
agreement with the chairmen of such Committees as might be called upon to meet before the appointment of the members 
o! the new Committee by the Council (see page 27). 



-s-

V. Committee on Road Traffic. 

M. NORDBERG {Chairman). 
Mr. C. A. BrRTCHNELL, Assistant Secretary, Roads Department, Ministry of Transport 

of the United Kingdom. . -
M. Pierre AI. GHIKA, Permanent Delegate of the Royal Ministry for Foreign Affairs of 

Roumania to the Central Council of International Tourist Traffic. 
Dr. Heinrich ROTHMUND, Chief of the Police Division of the Swiss Federal Department 

of Justice and Police. 
M. Vaclav RouBIK, former Minister, engineer, former Director of the Czechoslovak 

Ministry of Public Works. · 
M. Jose N. URGOITI, Civil Engineer (Spain). -
M. P. A. VALSINGER, Head of the Roads Section and Deputy Director-General of the 

Swedish Department of Roads and Bridges. 
M. C. WALCKENAER, former Inspector-General of Mines at the French Ministry of Public 

Works. 

VI. Legal Committee. 

M. G. NAUTA, Barrister at Rotterdam (Vice-Chairman). 
Mr. W. E. BECKETT, Assistant Legal Adviser, Foreign Office. 
M. Jan HosTIE, Barrister at the Brussels Court of Appeal, former Legal Adviser at the 

Belgian Ministry for Foreign Affairs, former Secretary-General of the Central 
Commission for Rhine Navigation. 

M. Rene MAYER, Maitre des requetes honoraire au Conseil d'Etat de France, Professor 
at the Ecole libre des sciences politiques, Paris. 

M. MODEROW. 
His Excellency Dr. Ivan SouBBOTITCH~Permanent Delegate of the Kingdom of Yugoslavia 

to the League of Nations, Privatdozent of the Faculty of Law, University of 
Belgrade. 

VII. Budget Sub-Committee. 

The Chairman-in-office of the Committee for Communications and Transit (Chairman). 
M. DE CASTRO. 
M. HosKI.-ER. 
M. DE RUELLE. 
Three other members, to be appointed. 
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RECORDS OF THE WORK OF THE TWENTY -FIRST SESSION OF 
THE COMMITTEE FOR COMMUNICATIONS AND TRANSIT 

Present: All the members of the Committee with the exception of His Excellency M. de Blanck 
y Menocal, who was replaced by M. C. Blanco, First Secretary of the Cuban Legation in London; 
M. Hoskirer, replaced by M. C. V. Jensen, Director of the State Inspection Service of Private 
Railways_ in Denmark; M. Ito; M. Kirsanoff; M. Krahe; His Excellency Dr. de Vasconcellos; 
Dr. Ching-Chun Wang, replaced by His Excellency Dr. Roo Chi-tsai, Director of the Permanent 
Office of the Chinese Delegation accredited to the League of Nations. M. Blanco, M. Jensen and 
M. Hoo Chi-tsai were nominated by the President of the Council in agreement with the Governments 
concerned. 

The following also attended the Committee's meetings: 

For the International Labour Office (I.L.O.): 
M. H. VON HAAN, replacing the Head of the Labour Conditions Section. 

For the Central Office for International Transport by Rail: 
M. E. RUFFY, Doctor of Law, Secretary of the Office. 

For the International Touring Alliance (I.T.A.):. 
M. P. DucHAINE, Secretary-General. 

. l\I. R. HENDRICKX, Expert, Barrister at the Brussels Court of Appeal. 

For the International Association of Recognised Automobile Clubs (I.A.R.A.C.): 
Colonel G. PERON, Secretary-General. 

For the International Chamber of Commerce: 
M. R. JULLIARD, Representative of the International Chamber of Commerce on the Fiscal 

Committee of the League of Nations. 

For the International Aeronautical Federation (I.A.F.): 
Colonel M. O'GoRMAN, former Vice-Chairman. 

For the International Railway Union (I.R.U.): 
M. G. PADER, Deputy Secretary-General. 

For the International Broadcasting Union: 
Mr. A. R. BuRROWS, Secretary-General. 

The Permanent Secretariat consisted of M. J. L. METTERNICH, Acting Director of the 
Communications and Transit Section, assisted by M. VAN DISSEL, l\1. LUKAC, l\Ir. Tmms 
and Mme. LEHMANN, members of the Section. 

I. OPENING OF THE SESSION 

M. l\IoDEROW, Acting Chairman, welcomed the members of the Committee, in particular 
M. HuNZIKER, who had been nominated by the Council in l\Iay 1938, in agreement \\ith the 
Swiss Government, to replace the late l\I. Herold, and also l\I. LAHAUSSOIS, who had been nominated 
by the President of the Council, in agreement with the French Government, as a member of the 
Committee for its twenty-first session to replace the late l\I. Silvain Dreyfus. 

He further welcomed l\1. BLANCO, His Excellency Dr. Roo Chi-tsai and l\I. JE;:.;sEx, and the 
representatives of the international organisations. 

The Acting Chairman said that Dr. Robert Herold, who had been a member of the Committee 
from the very beginning, had died on April nth, 1938. He had also the sad duty of informing the 
members of the Committee who had not been notified before coming to Geneva that the Committee 
had suffered a further loss in the death of its oldest member, l\I. Silvain Dreyfus. 

He was sure that he was interpreting the feelings of the whole Committee in paying a tribute 
to the memory of l\I. Herold and l\I. Silvain Dreyfus, and in deploring the loss which their deaths 
inflicted on the Committee. 

Dr. Robert Herold, who was one of the highest officials and ablest technicians of his country, 
had from the first given the Communications and Transit Organisation the benefit of his sound 
qualities and clear views, which were imbued with wisdom and based on \'ast experience. 
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M. Herold had represented Switzerland at the second, third and fourth Gene~al Conferences 
of the Organisation, and was appointed by his country as a member of the Committe.e fr.om 1921 
to 1923, from 1928 to 1930 (in which year he was its Chairman) and from 1931 unhl his d~ath. 
He had also been continuously from 1921 until t_he present year a member of the Sub-Committee 
for Transport by Rail, of which he had been Chairman in 1922, 1923 an~ for the past ten year?. 

He had further been, in 1922 and 1923, a member of the Sub-Committee for Hydro-Electnc 
Questions, and a member of the Sub-Committee appointed in 1922 to. give effect to ~he .reco.m
mendation made in the Final Act of the Barcelona Conference concernmg the better distnbutwn 
of electric power. He was Chairman of the Committee of Enquiry into the Saar Railways i~ 19~2, 
and of the Sub-Committee on certain questions raised by the Council of the League durmg Its 
examination of Polish-Lithuanian Relations in 1929 and 1930. . 

Further, in 1931, M. Herold had been nominated by the Chairman of th~ C~mmittee, as. t~e 
result of a request from the Austrian Government, to carry out a special enqmry mto the admmis
tration arid policy of Austrian railways. He had already collaborated in a study relating to those 
railways in 1923. . 

Lastly, he had been a member of the Special Committee of Experts to Study the Reform of 
the Organisation for Communications and Transit from 1935 to 1937, on which, with hi~ know
ledge of the Organisation's activities, needs and procedure, he was able to play an achve and 
useful part in the preparation of its new Statute. 

The members of the Committee needed no reminder of the irreparable nature of the loss 
it had suffered through the death of M. Silvain Dreyfus. M. Silvain Dreyfus had always had a 
scrupulous respect for the standing and traditions of the Communications and Transit Organisation. 
By his perspicacity, clear thinking and true appreciation of the interests at stake, he had been 
able to find equitable solutions for the most delicate problems, and formulas which could be 
accepted by all. He had done much to maintain the complete consistency of the Committee's 
work. 

He had terminated his career in the highest Public Works post in France, where, on reaching 
the age-limit, he was appointed five years ago an Honorary President of the General Council of 
Bridges and Highways and of the Higher Council of Public Works. 

Delegate of France to the third and fourth General Conferences on Communications and 
Transit, and to the Conference on the Measurement of Vessels employed in Inland Navigation, 
he had been a member of the Committee since 1924 and its Chairman in 1931. He had also been 
Chairman of the Permanent Committee in Inland Navigation since 1924. He had been a member 
of the Sub-Committee on the Passport Regime in 1925 and of the Sub-Committee on certain 
questions raised by the Council during its examination of Polish-Lithuanian relations in 1929 
and 1930. He had participated in the work of the Committee of Enquiry on Questions relating to 
Public Works and National Technical Equipment since 1932 as a representative of the Transit 
Committee, and of the Committee of Experts (1936) to consider the documentary material collected 
regarding national public works. He had been a member of the Special Committee of Experts 
for the Study of the Reform of the Communications and Transit Organisation. Lastly, the Acting 
Chairman had recently asked him to represent the Organisation on the International Committee 
on Public Works of the International Labour Office, and M. Moderow had been glad that 
M. Silvain Dreyfus had been able to accept that mission, for which he was so eminently qualified. 

The Acting Chairman added that he had sent telegrams of condolence to the Swiss Federal 
Council and to the French Government on behalf of the members of the Communications and 
Transit Committee and of the Committees to which the deceased members had belonged and also 
on his own behalf. ' 

The Acting Chairman also paid a tribute to the memory of: 

M. Launay, member of the Committee on Electric Questions, and 
M. Bonachi, member of the Committee for the Unification of River Law, 

who had both died since the last session. 

Members rose and observed one minute's silence. 

The Acting Chairman informed the Committee of the resignation of 1\I. Sinigalia and 
M. Speluzzi from membership of the Committee. 

II. ELECTION OF THE OFFICERS OF THE COMMITTEE 

.on the proposal of M. Krbec, the COMMITTEE elected Mr. KEANE as Chairman by accla
matiOn, and on the proposal of M. Nordberg, M. DE RuELLE and M. HUNZIKER as Vice-Chairmen. 

III. PROGRAMME oF WoRK 

T?e COMMITTEE adopted its agenda (Annex 1) to which it decided to add the 
questwn of t~e conseguences of the floods caused by the breaking of the dykes of 
the Yellow River, which had been referred to it by a note dated July 28th, 1938 
from the Secretary-~eneral of. the League, transmitting a letter of July 26th, 193s: 
from the repre.sentahve ?f Chma on the Council of the League (Annex 2). 
. It also dectde~ that, m accordance with the practice hitherto adopted, its discus

swns would be pnvate. 
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IV. REPORT BY M. MODEROW ON THE MISSIONS CARRIED OUT BY Hni AS CHAIR:'.IA:f SIXCE THE 
LAST SESSION OF THE COMMITTEE 

M. MoDEROW supplied the following information on the decisions and appointments he was 
called upon to make in the exercise of the powers vested in him by the Statute and Rules of 
Procedure of the Committee. 

I. Appointments. 

The Chairman had made the following appointments: 

(a) M. DE RUELLE as Chairman of the Special Committee on Signals at Level-crossings, 
following upon the resignation of M. Mellini; 

(b) Mr. BIRTCHNELL as British member of the Permanent Committee on Road Traffic 
and the Special Committee on Signals at Level-crossings, to take the place of Mr. Franklin, 
retired; 

(c) M. V ALSINGER, member of the Committee on Road Traffic, as representative of the 
Committee for Communications and Transit at the eighth International Road Congress, 
held at The Hague in June 1938, in the place of M. Nordberg, who was unable to attend; 

(d) M. Silvain DREYFUS as the Committee's representative on the International Public 
Works Committee of the Labour Organisation. 

M. LUKAC was also, on the Chairman's suggestion, appointed by the Secretary-General 
as his deputy or substitute. 

2. Representation of the Committee at the First Session of the Committee for the Co-ordination of the 
Work of the Economic and Financial Organisation, held at Geneva on July nth and I2th, I9J8. 

The Assembly, at its eighteenth ordinary session in 1937, had adopted a resolution in which 
it invited the Council to set up a Committee to consider the structure and functions of the Economic 
and Financial Organisation of the League, more particularly with a view to extending the basis of 
international co-operation in the economic and financial spheres. The Council had set up this 
Committee on January 28th, 1938, and received a report from it on May 7th, 1938. 

In its report, t~e Committee put forward, inter alia, a number of suggestions, to two of which 
the Council had devoted particular attention at its last (one-hundred-and-first) session in l\Iay 1938. 
These proposals were : 

(a) That a Co-ordinating Committee should be set up, under the presidency of a Chairman 
appointed by the Council, composed of the Rapporteurs to the Council on Economic and 
on Financial Questions, of representatives of the Economic and Financial Committees, of the 
Chairmen of the other permanent committees of the Economic and Financial Organisation 
and of a representative of the Communications and Transit Organisation. In addition, the 
Director of the International Labour Office was to be invited to attend the meetings of the 
Co-ordinating Committee; 

(b) That this Committee should be empowered to co-ordinate the work undertaken 
by the Economic and Financial Organisation, in pursuance of decisions of the last Assembly, 
with particular reference to the problems of quotas, exchange control and raw materials. 

On May 13th, 1938, the Council had approved the Committee's report and adopted the 
following resolution: 

" The Council, 
" Having examined the report of the Committee appointed to consider the structure and 

functions of the Economic and Financial Organisation of the League of Nations: 
" (r) Approves the proposal contained in the report under consideration for the 

appointment of a Co-ordination Committee, and instructs the Secretary-General to send 
out the necessary invitations; 

" (2) Instructs the Secretary-General to invite the Rt. Ron. S. 1\I. Bruce, High 
Commissioner for Australia in London, to serve as Chairman of this Committee and to 
determine what action, if any, should be taken in execution of that report before ~he 
next ordinary session of the Assembly, more particularly for the purpose of carrymg 
out the decisions of the last Assembly; 

" (3) Transmits the report on the structure and functions of the Economic and 
Financial Organisation to the Assembly." 

Mr. Bruce had agreed to act as Chairman of the Co-ordinating Committee, and had summoned 
its first session for July nth, 1938, at Geneva. 

On June r6th, 1938, the Secretary-General had written to the Chairman of the Communications 
and Transit Committee requesting him, in order to give effect to the Council's resolution, to take 
a decision regarding the representation of the Communications and Transit Organisation on the 
Co-ordinating Committee. He had added that that Committee would draw up a memorandum 
dealing with such specific questions as might be submitted for discussion to the forthcoming 
Assembly. . . . . . 

In view of the representative character of the Co-ordmatmg Comnuttee, 1t had appeared 
appropriate that the Communications and Transit Organisation should be represented by the 
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Chairman of the Communications and Transit Committee. Accordingly, M: Mo~erow h?-d atte~ded 
the first session of the Co-ordinating Committee. An account of the Committee s work IS con tamed 
in its report.l · . . . . . 

As that document indicated, the Co-ordinating Committee, _at Its first se~swn, had earned 
out a survey of questions, falling within the economic and fi:'anCial s~here, which app~ar on the 
agenda of the forthcoming Assembly. It had devoted spec~al att~ntion. t? the question ~f the 
standard of living; but the agenda of the Assembly contamed, m ad~1tion, a. whole senes. of 
questions closely linked with that of the standard of living, such ~s housmg, agncultural credits, 
nutrition and the forthcoming European <;:onference on Rural Life. - . 

As the Co-ordinating Committee pointed out in its report to the Assembly, all those Items 
of the agenda represented varying aspects of a single problem-namely, that of the standard 
of living. . . 

In view of the direction taken by the Committee's proceedmgs, as outlme_d above! n<?ne 
of the questions which were of special interest to the Communications and Transit Orgamsahon 
was considered by the Committee at its first session. 

3· Constitution of a Special Committee for the Codification of Road Law. 

Members of the Committee would recall that, in the course of the discussions in the Second 
Committee of the Assembly in 1936, the delegate of Denmark had expressed the hope that the 
Organisation for Communications and Transit would secure a wider degree of uniformity i:' traf!'Jc 
regulations and road signals. He had urged the Organisation to be active in the pursmt of Its 
efforts to achieve an international code in the matter of road traffic and road signals, and to 
consider the desirability of revising the existing Conventions and perhaps rearranging the pro
visions of those Conventions with a view to a more systematic presentation. The Second Committ~e 
had accepted this suggestion, and the Assembly had approved it. The Communications and Transit 
Committee, at its twentieth session, had adopted in this connection a resolution which was 
reproduced on pages 23 and 24 of the records of the work of that session. 2 

In that resolution, the Committee requested the Committee on Road Traffic to study the 
question and submit a report in due course. 

The Committee on Road Traffic, at its twelfth session, held from April 24th to 30th, 1938,3 

had undertaken a preliminary examination of the question, and suggested that it should be studied 
by a small committee, the composition of which would be decided by the Communications and 
Transit Committee in agreement with the Chairman of the Committee on Road Traffic .. 

After discussion with the latter, and taking duly into account the need for representing both 
the various technical aspects of the problem and the several geographical divisions of Europe, the 
Chairman had decided that the Committee in question should be composed of five members, 
and had invited for the purpose M. WALCKENAER, M. BIRTCHNELL and M. ROTHMUND, all three of 
whom were members of the Committee on Road Traffic, M. HosnE, 1\Iember of the Legal Committee, 
and M. Charles DE Sz:ECHY, Doctor of Law, Engineer and Technical Adviser to the Hungarian 
Ministry of Trade and Communications. 

The report of the first session of that Committee was placed on the agenda of the present 
session. 

4· Efject to be given to the Decision taken by the Committee at its Twentieth Session in connection 
with the Civil Liability and Compulsory Insurance of Motorists. 

Members of the Committee would recall that a resolution had been adopted, at the twentieth 
session, con~erning steps to b~ taken to proce_ed with s_tudies relating to the civil liability and 
comp~lsory msurance of motonsts. Th~ Committe~, havmg taken note of the preliminary drafts 
of umform laws prepared by the Committee of Junsts set up by the Rome International Institute 
for t_he_ Unification of Private Law, had authorised its _Chairman to set up a special committee 
cons1stmg of experts on legal matters, road traffic, and msurance, to study the drafts submitted. 
It had further J;>een decided that the Rome_ International Institute should be invited to appoint 
two representatives as members of the committee, and that the latter might invite various interested 
organi_sati~ns, such as th~ ~nternational Chamber of C?mmerce, international organisations of 
motonsts, ms_urance assoc!atwns, etc., to s~nd representati':'es ad audiendum to attend its meetings. 

The Chairman had g~ven close attentiOn to the constitution of this committee. In his view 
the ba~ic notion ought to be that appropr!ate meas?res should be ta~en to give certain important 
countnes, n?t mem~ers. of ~he ~eague-1f they did n~t take p~rt m any subsequent activities 
of the Transit Orgamsatwn m this sphere-an opportumty of takmg part in a conference when its 
agenda included the examination of draft conventions. 

':fhe prospects to-day were a~ittedly less _favourable than a year previously and a satisfactory 
~olutwn w?uld ~robably prove difficult to attam. At the same time, the Chairman had found that, 
m connectiOn with ot~er problems tak~n up by the Transit Organisation, it had proved possible 
to adopt methods wluch successfully circumvented obstacles of a similar nature. The Chairman 
therefore. exl?ressed the hol?e that ~esl?ite the existing sit~ation it would prove possible for the 
Commumcat_wns and T_rans1t. Org~n.Isa~IOI_l_to pursue and brmg to a successful conclusion the work 
undertaken m connectwn with Civil liability and compulsory insurance. _ 

1 Document A.r6.1938.1I. 
2 Document C.3Ro.M.256.1937-VIII. 
3 Document C.203.M.III.I938.VIII. 
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Subject to the above considerations, the Chairman thought that the constitution of a committee 
of seven, to which the two representatives of the Rome Institute should be added, might be 
contemplated. With a total membership of nine, the committee would offer sufficient guarantees 
fo! the effective fulfilment of the task to be entrusted to it. Conversations had already taken place 
With regard to the selection of suitable persons, but the Chairman was not yet in a position to 
submit to the Committee a complete list of the proposed experts. 

Meanwhile, the I.A.R.A.C. and the International Chamber of Commerce had referred the 
preliminary drafts, for study, the first to its Legal Committee and the second to a Committee on 
Motorists' Insurance. The Communications and Transit Committee would no doubt be informed 
in due course of the results of the work of those bodies, and would thus be enabled both to 
undertake an examination of the texts prepared by the legal experts called together by the Rome 
Institute, and to take account of the comments submitted by the interested organisations thereon. 

The CoMMITTEE approved the action taken by its Chairman, and thanked him 
for the manner in which he had carried out his tasks. 

V. COMMUNICATIONS FROM THE SECRETARIAT 

M. METTERNICH submitted to the Committee the following communications: 

(a) Annual Report of the Memel Harbour Board for I937· 

In accordance with Article 7 of Annex II to the Memel Convention of May 8th, 1922, the 
Memel Harbour Board has to submit to the Lithuanian Government an annual report, a copy 
of which has to be sent to the Communications and Transit Committee. The Secretariat has not 
yet received the report for 1937. 

(b) Customs Exemption for Liquid Fuel used in Air Traffic. 

M. METTERNICH referred to a communication dated June 23rd, 1938, in which the Secretariat 
had transmitted to the Committee, for information, the letters from the United Kingdom Govern
ment to the Secretary-General, dated April 26th and June 8th, 1938, concerning the action taken 
by that Government as a result of the Council's decision of January 23rd, 1936, authorising His 
Majesty's Government to make the necessary arrangements to open in London, for signature by 
European Governments, Members and non-members of the League of Nations, an Agreement 1 

concerning the Customs exemption of liquid fuel and lubricants used in air traffic. 
In the first of the above-mentioned letters, the United Kingdom Government explained 

that it had been in communication since the end of 1936 with all European Governments, \vith 
a view to carrying out the mandate entrusted to it. As, however, the correspondence had given 
rise to many different points, _His Majesty's Government had come to the conclusion that a 
conference afforded the best prospect of obtaining international agreement on the matter in 
question, and therefore proposed to take the necessary steps to invite European Governments 
to a Conference in London. The Secretary of State for Foreign Affairs of the United Kingdom 
begged the Secretary-General to inform the Members of the Council of the intentions of His 
Majesty's Government in that connection. 

In a letter dated June 8th, 1938, the United Kingdom Government pointed out that, in the 
course of the diplomatic correspondence, the question had been raised of the desirability of provid
ing for the inclusion of non-European Governments by making provisions in the original draft 
Agreement for the accession of such Governments. In view of the importance of air communica
tions in Africa and Asia, His Majesty's Government was of the opinion that non-European 
Governments should be invited to participate in the forthcoming Conference on the same basis 
as European Governments. As the mandate entrusted to the United Kingdom Government under 
the above-mentioned decision of the Council mentioned only European Governments, the Secretary 
of State for Foreign Affairs of the United Kingdom Government requested the Secretary-General 
to inform the Members of the Council of His Majesty's Government's intention of inviting all 
countries to participate in the forthcoming Conference. The Secretary-General complied \\ith 
this request. 

l\1. l\Ietternich added that the Belgian Government, in a letter dated July 26th, 1938, had 
announced its willingness to support the United Kingdom Government's proposal that the draft 
international agreement for the Customs exemption of liquid fuel and lubricants used in air 
traffic should be open for signature by non-European Governments. 

(c) Transport and Transit of Electric Power and Regime of the International Exchange 
of Electric Power in Europe. 

At the twentieth session of the Committee, the Secretariat sent in a communication on the 
question of the transport and transit of electric power and_ the regim_e of t_he inte~ati?nal ex_change 
of electric power in Europe. It mentioned that the question was shU bemg stud1ed m deta1l. The 

1 See Official journal. February 1936, page III. 
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present political situation in Europe, especially Central Europe. had in some countries entir~ly 
transformed the regime of the international exchange of electnc power. The proces~ ?~ ~voluti~~ 
was far from complete and, at the present moment, future developments and possJbJhties cc;m, 
not be foreseen. The study had therefore had to be broken off, since the data at the Secretanat s 
disposal had largely ceased to be accurate .. Th~ Secretariat wou.ld follo'Y the proble~ closely, 
and would submit a survey of the present s1tuatwn to the Comm1ttee at 1ts next sesswn. 

(d) Reform of the Calendar. 

Members of the Committee were informed of the decision of September 1937, in ~hich the 
Council supported the Committee's conclusions, and accordingly withdrew the question of the 
reform of the calendar from its agenda. · 

The Governments' replies to. the enquiry undertaken with a view to carrying ~ut t?e Coun~il's 
resolution of January 1937, received by the Secretariat after the close of the Committees twentieth 
session, had been summarised and embodied in a document (Annex 3). . . 

Examination of these new replies-fourteen in number-showed that they could be d1stnbuted 
among the different categories established by the Committee at its last session 1 in fundamen!ally 
the same way as the replies already analysed. It therefore seemed unnecessary for the Comm1ttee 
to change the decision taken. 

(e) Budget of the Communications and Transit Organisation for I939· 

The original draft budget approved by the members of the Budget Sub-Committee has been 
adopted by the Supervisory Commission, and will be laid before the Assembly at its next session. 
This draft (Annex 4) is not appreciably different from the 1937 and 1938 budgets. 

(f) Missions carried 01tl by the Representatives of the Organisation and the Secretariat. 

M. MEITERNICH observed that, in its report to the 1937 Assembly, the Second Committee had 
pointed out that one of the most important activities of the Communications and Transit 
Organisation was that of establishing relations with the technical organisations and manifestations, 
which were particularly numerous in the sphere of communications, in order to avoid lacunre 
or overlapping. The Second Committee observed that such relations, ensured by the participation 
of those bodies in the work of the Organisation, and conversely by the Organisation's participation 
in their work, had brought about a direct contact which had given very satisfactory results. 

Annual Meeting of the Permanent International Commission of Navigation Congresses. 

As usual, M. Schlingemann, representing the Committee at the International Navigation 
Congress, attended the meeting of the Permanent International Commission of the Congress, held 
at Brussels in May 1938 (see Annex 5). 

Eighth International Road f;ongress. 

M. Moderow's report on the missions carried out by him as Chairman since the last session 
of the Committee pointed out that M. Valsinger had replaced M. Nordberg as the Committee's 
representative at the eighth International Road Congress, held in June and July 1938 at The 
Hague. M. Valsinger's report is reproduced in Annex 6. In addition, the Netherlands Government 
invited the Secretary-General of the League to send a representative to the Congress, and he 
appointed the Acting Director of the Communications and Transit Section to carry out that mission. 

Finally, the League of Nations took part in the Exhibition "De Weg" arranged by the 
Organisation Committee of the eighth International Road Congress on the occasion of that 
Congress. The various activities of the Organisation for Communications and Transit with regard 
to road traffic were exhibited in the form of pictures and illustrative models. It appears that the 
League of Nat ions stand aroused considerable ·interest among specialists and the general public. 

Further, M. Metternich pointed out to the Committee that the International Road Congress had 
recommended that " the Permanent International Commission and the Executive Bureau of the 
Permanent International Association of Road Congresses should appoint an International 
Committee for the purpose of studying the progress of the unification of road accident statistics. 
The Committee should take ~nto consid~ration as well the principles of the report, dated May 28th, 
1937, of the League of Natwns Comm1ttee,2 as the present conclusions ". The Committee is to 
submit its report by December 31st, 1940 (see also t~e Secretariat's ~ote, reproduced in Annex 7). 
It would ha:re ~een prefe~able to fix the date on wh~ch the In~ernatwn.al CoJ!!mittee to be set up 
was to send m Jts report, m such a way as to enable 1t to take mto consideration any observations 
from Governments on the Committee's recommendations for the unification of statistics relating to 
road a~ci~ents. The Congress ~urthermore expressed the desire that" the Permanent International 
Comm1sswn and the Executive Bureau of the Permanent International Association of Road 

1 See document C.38o.M.2s6.1937·VIII, page 39. 
• Document C.276.M.179.1937·VIII. 
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~ongresses should .appoint an International Committee for the purpose of studying the basis for 
mternational comparability of traffic censuses in relation to road accidents". The Committee 

-was to submit its report by December 31st, 1940. The question was of great importance, and 
deserved to be closely followed by the representative sent by the Committee for Communication 
of Road Congresses. 

. Colonel O'GoRMAN (F.A.I.) noted that recommendation No.4 of the Hague Congress 1 men
honed only two main causes of accidents, the first of which was the " defective construction of 
the road". The Special Committee appointed by the House of Lords in the United Kingdom 
to study the question had observed that some accidents might be attributed to causes not included 
in that category, as for instance the presence on the road at the same time of traffic units moving 
at different speeds, the excessive density of traffic, the impossibility in some cases of indicating the 
direction to be taken, etc. Thus the wording was not sufficiently wide to cover all cases. In the 
United Kingdom, for instance, if it were taken literally, it would account for only r% of accidents, 
whereas from a general standpoint it should cover 77% of accidents. If there were still time, 
therefore, the possibility of widening the scope of the paragraph should be admitted. 

M. METTERNICH explained that the point had also been raised in the Communications and 
Transit Organisation's Committee for the Unification of Statistics relating to Road Accidents. 
Item 8 of the Committee's report 2 to some extent answered Colonel O'Gorman's question. _ 

The CHAIRMAN thought that, in the present circumstances, the Committee could not yet make 
a proposal in the direction indicated by Colonel O'Gorman. It would be better to wait for the 
next meeting of the Committee for the Unification of Statistics relating to Road Accidents. 

Inaugural Meeting of the Permanent International Committee for the London-Istanbul Highway 
(see the Secretariat's note reproduced in Annex 8). 

M. METTERNICH reminded the Committee that M. Valsinger had been appointed in 1935 by 
the Chairman of the Committee to represent the Committee at the International Conference on 
the London-Istanbul Highway, held at Budapest in September 1935, at which Conference it had 
been decided, inter alia, to set up a Permanent Committee. M. Metternich had represented the 
Secretary-Genera1 at the inaugural meeting of the Committee, which took place at Budapest 
on October 27th and 28th,,1937· The chief objects of the meeting were: 

(I) To draw up regulations for the organisation and working of the Committee; 
(2) To study and discuss reports on technical questions and problems of tourist traffic 

and Customs and the organisation of road traffic, referred to in the resolutions of the Budapest 
Conference of September 1935. -

As would be seen from Article 2 of the Regulations adopted at Budapest (Appendix to Annex8), 
the representative of the Communications and Transit Organisation was one of the titular members 
of that Committee, in addition to the delegates of the countries through whose territory the road 
passes, and certain official and private organisations. In accordance with a decision of the 
Committee, the Hungarian Government had officially informed the Secretary-General of the 
constitution of the Committee. 

The CHAIRMAN expressed the Committee's satisfaction at the relations thus established between 
the Permanent International Committee for the London-Istanbul Highway andthe Communications 
and Transit Organisation, and proposed that the Committee should decide that a representative 
of the Organisation should be a titular member of the Permanent Committee. 

·Agreed. 

In addition to the above-mentioned missions, M. l\IETTERNICH referred to the meetings of the 
following organisations in which the Secretariat had taken part: 

International Association of Recognised Automobile Clubs (meetings at Paris, October 
14th-16th, 1937, and Stockholm, June 13th and 14th, 1938); 

International Railway Union (meetings at Naples, November 22nd-24th, 1937, and 
Bucharest, May 12th-24th, 1938); 

International Commission for Air Navigation (meeting at The Hague, May 3oth-June 3rd, 
1938); 

International Air Traffic Association (meeting at Budapest, June 30th-July 2nd, 1938); 
International Broadcasting Union (meetings at Nice, November 29th-December Sth, 

1937, and Ouchy, June 2oth-29th, 1938); 

' See Annex 6, Appendix. 
• Document C.276.l\l.I79.1937-VIII, page .2. 
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present political situation in Europe, ~specially Central Euro:pe, had in some countries entir~ly 
transformed the regime of the internatiOnal exchange of electnc power. The proces? ?f. ~volutwn 
was far from complete and, at the present moment, future developments and possibilities C?ul,d 
not be foreseen. The study had therefore had to be broken off, since the data at the Secretanat s 
disposal had largely ceased to be accurate .. Th~ Secretariat wou.ld folio~ the proble~ closely, 
and would submit a survey of the present situation to the Committee at 1ts next sessiOn. 

(d) Reform of the Calendar. 

Members of the Committee were informed of the decision of September 1937, in which the 
Council supported the Committee's conclusions, and accordingly withdrew the question of the 
reform of the calendar from its agenda. · 

The Governments' replies to the enquiry undertaken with a view to carrying out the Coun~il's 
resolution of January 1937, received by the Secretariat after the close of the Committee's twentieth 
session, had been summarised and embodied in a document (Annex 3). 

Examination of these new replies-fourteen in number-showed that they could be distributed 
among the different categories established by the Committee at its last session 1 in fundamentally 
the same way as the replies already analysed. It therefore seemed unnecessary for the Committee 
to change the decision taken. 

(e) Budget of the Communications and Transit Organisation for I939· 

The original draft budget approved by the members of the Budget Sub-Committee has been 
adopted by the Supervisory Commission, and will be laid before the Assembly at its next session. 
This draft (Annex 4) is not appreciably different from the 1937 and 1938 budgets. 

(f) Missions carried out by the Representatives of the Organisation and the Secretariat. 

M. METTERNICH observed that, in its report to the 1937 Assembly, the Second Committee had 
pointed out that one of the most important activities of the Communications and Transit 
Organisation was that of establishing relations with the technical organisations and manifestations, 
which were particularly numerous in the sphere of communications, in order to avoid lacunre 
or overlapping. The Second Committee observed that such relations, ensured by the participation 
of those bodies in the work of the Organisation, and conversely by the Organisation's participation 
in their work, had brought about a direct contact which had given very satisfactory results. 

Annual Meeting of the Permanent International Commission of Navigation Congresses. 

As usual, M. Schlingemann, representing the Committee at the International Navigation 
Congress, attended the meeting of the Permanent International Commission of the Congress, held 
at Brussels in May 1938 (see Annex 5). 

Eighth International Road Congress. 

M. Moderow's report on the missions carried out by him as Chairman since the last session 
of the Committee pointed out that M. Valsinger had replaced M. Nordberg as the Committee's 
representative at the eighth International Road Congress, held in June and July 1938 at The 
Hague. M. Valsinger's report is reproduced in Annex 6. In addition, the Netherlands Government 
invited the Secretary-General of the League to send a representative to the Congress, and he 
appointed the Acting Director of the Communications and Transit Section to carry out that mission. 

F~nal~y, the Le~gue of Natio~s took part ill: the Exhibition " De Weg" arranged by the 
Orgamsatwn Committee of the eighth Internatwnal Road Congress on the occasion of that 
Congress. The various activities of the Organisation for Communications and Transit with regard 
to road traffic were exhibited in the form of pictures and illustrative models. It appears that the 
League of Nations stand aroused considerable ·interest among specialists and the general public. 

Further, M. Me~~ernich pointed out to the ~ommittee t~a~ the International Road Congress had 
recommended that the Permanent InternatiOnal Comm1sswn and the Executive Bureau of the 
Perma?ent International Association of Road Congresses should appoint an International 
Committee for the purpose of studying the progress of the unification of road accident statistics 
The Committee should take !nto consid~ration as well ,the principles of the report, dated May 2 8th: 
I937 •. o~ the League of Natwns Comm1ttee,2 as the present conclusions". The Committee is to 
submtt Its report by December 31st, 1940 (see also t~e Secretariat's note, reproduced in Annex 

7
). 

It would ha~e ~een prefe:able to fix the date on wh~ch the International Committee to be set up 
was to send m Its report, m such. a w~y as to enable ~t to take into consideration any observations 
from Goyernments on the Committee s recommendatiOns fo~ the unification of statistics relatin to 
road a~c1~ents. The Congress ~urthermore expressed the desire that" the Permanent Internati!nal 
Commtsswn and the Executive Bureau of the Permanent International Association of Road 

1 See document C.38o.M.256.I937·VIII, page 39. 
2 Document C.276.M.I79.1937·VIII. 
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~ongres~es should appo!~t an International Co~itte~ for the purpose of studying the basis for 
mternatwnal comparability of traffic censuses m relatiOn to road accidents". The Committee 
was to submit its report by December 31st, 1940. The question was of great importance, and 
deserved to be closely followed by the representative sent by the Committee for Communication 
of Road Congresses. 

. Colonel O'GoRMAN (F.A.I.) noted that recommendation No.4 of the Hague Congress 1 men
honed only two main causes of accidents, the first of which was the " defective construction of 
the road ". The Special Committee appointed by the House of Lords in the United Kingdom 
to study the question had observed that some accidents might be attributed to causes not included 
in that category, as for instance the presence on the road at the same time of traffic units moving 
at different speeds, the excessive density of traffic, the impossibility in some cases of indicating the 
direction to be taken, etc. Thus the wording was not sufficiently wide to cover all cases. In the 
United Kingdom, for instance, if it were taken literally, it would account for only 1% of accidents, 
whereas from a general standpoint it should cover 77% of accidents. If there were still time, 
therefore, the possibility of widening the scope of the paragraph should be admitted. 

M. METTERNICH explained that the point had also been raised in the Communications and 
Transit Organisation's Committee for the Unification of Statistics relating to Road Accidents. 
Item 8 of the Committee's report 2 to some extent answered Colonel O'Gorman's question .. 

The CHAIRMAN thought that, in the present circumstances, the Committee could not yet make 
a proposal in the direction indicated by Colonel O'Gorman. It would be better to wait for the 
next meeting of the Committee for the Unification of Statistics relating to Road Accidents. 

Inaugural Meeting of the Permanent International Committee for the London-Istanbul Highway 
(see the Secretariat's note reproduced in Annex 8). 

M. METTERNICH reminded the Committee that M. Valsinger had been appointed in 1935 by 
the Chairman of the Committee to represent the Committee at the International Conference on 
the London-Istanbul Highway, held at Budapest in September 1935, at which Conference it had 
been decided, inter alia, to set up a Permanent Committee. M. Metternich had represented the 
Secretary-Genenil at the inaugural meeting of the Committee, which took place at Budapest 
on October 27th and 28th,, 1937. The chief objects of the meeting were: 

(r) To draw up regulations for the organisation and working of the Committee; 
(2) To study and discuss reports on technical questions and problems of tourist traffic 

and Customs and the organisation of road traffic, referred to in the resolutions of the Budapest 
Conference of September 1935. 

As would be seen from Article 2 of the Regulations adopted at Budapest (Appendix to Annex B), 
the representative of the Communications and Transit Organisation was one of the titular members 
of that Committee, in addition to the delegates of the countries through whose territory the road 
passes, and certain official and private organisations. In accordance with a decision of the 
Committee, the Hungarian Government had officially informed the Secretary-General of the 
constitution of the Committee. 

The CHAIRMAN expressed the Committee's satisfaction at the relations thus established between 
the Permanent International Committee for the London-Istanbul Highway and the Communications 
and Transit Organisation, and proposed that the Committee should decide that a representative 
of the Organisation should be a titular member of the Permanent Committee. 

Agreed. 

In addition to the above-mentioned missions, M. 1\IETTERNICH referred to the meetings of the 
following organisations in which the Secretariat had taken part: 

International Association of Recognised Automobile Clubs (meetings at Paris, October 
14th-16th, 1937, and Stockholm, June 13th and 14th, 1938); 

International Railway Union (meetings at Naples, November 22nd-24th, 1937, and 
Bucharest, May 12th-24th, 1938); 

International Commission for Air Navigation (meeting at The Hague, 1\Iay 30th-June 3rd, 
1938); 

International Air Traffic Association (meeting at Budapest, June 30th-July 2nd, 1938); 
International Broadcasting Union (meetings at Nice, November 29th-December 8th, 

1937. and Ouchy, June 2oth-29th, 1938); 

1 See Annex 6, Appendix. 
• Document C.276.M.I79-'937·Vlll, page .2. 
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International Telegraphic, Telephonic and Radio-Communications Conferences (meeting 
at Cairo, February rst-April 12th, 1938); 1 

. . . 
International Chamber of Commerce: Committee on Earners to Commercial Motor 

Transport and Automobile Insurance and the Road Transp~rt CoJ?m~ttee ~meeting at Paris, 
June 7th-roth, 1938) (a report on the work of these Committees IS given m Annex 9); 

International Public Works Committee of the International Labour Office (meetmg at 
Geneva, June 27th-2gth, 1938). 

(g) Request from the Zeltweg-Wolfsberg and Unterdrauburg-WoeUan Railway 
Company, Vienna. 

The Council examined the question at its ninety-ninth session, and, endorsing the opinion 
of the Legal Committee of the Transit Organisation, considered that it had regularly laid bef~re 
it a request submitted by the company in question under Article 320 of the Treaty of St. Germam
en-Laye. It then proceeded, on September 29th, 1937, to the appointment of arbitrators. The 
resolution adopted by the Council on this subject was communicated to the members of the 
Committee on October 2oth, 1937. 

The arbitrators fixed by ordinance the periods within which memoranda and counter
memoranda should be submitted and the amount of the funds necessary to enable the Arbitral 
Tribunal to come into operation. 

The company having withdrawn its request and the Governments of the two States territorially 
concerned having offered no opposition to such·withdrawal, the Arbitral Tribunal, in its award 
of June 2gth, 1938 (Annex ro), gave recognition to this withdrawal, and rejected various pleas 
of intervener lodged on behalf of priority bondholders of the railway company. 

(h) Request from the Noskovci-Slatina-Nasice Local Railway Company, Ltd., 
Belgrade. 

The question relating to the petition from this company had been referred by the Council 
to the Committee for Communications and Transit, which had entrusted it to a Committee of 
three experts. In April 1934, this Committee had expressed the opinion that the dispute could be 
settled by friendly agreement, and, without taking a decision on the question whether Article 304 
of the Treaty of Trianon applied in this case, had requested the parties once more to enter into 
negotiations with a view to arriving at an agreement. 

At its nineteenth session, the Committee was informed that the petitioning company no longer 
believed it possible to arrive at an agreement of this kind. The Committee therefore decided to 
invite the Committee of Experts to resume its examination of the question. Shortly after this 
resolution, and on the very day of the meeting of the Committee of Experts-namely, December 
13th, 1935-the Secretary-General of the League of Nations was informed, by letter of December 
12th, that the Yugoslav Government, acting in agreement with the representative of the petitioning 

· company, wished the Committee to stay its examination of the question, as direct negotiations 
then in progress between that Government and the company were drawing to an end and there 
was every reason to hope that they would result in a friendly settlement. This communication 
was supplemented by a note verbale from the permanent delegate of Yugoslavia dated December 
13th, 1935, announcing that, on December nth, 1935, an agreement had been concluded and 
signed at Belgrade between the Ministry for Communications and the company's representative 
regarding the stay of examination of the company's petition. In those circumstances, the Com
mittee of Expertshad no option but to stay the examination with which it had been entrusted. 

On July 15th, 1938, the Noskovci-Slatina-Nasice Local Railway Company sent the 
Secretary-General of the League a letter informing him that the Yugoslav Government had 
finally settled the matters which it had brought before the League of Nations during the years 
1934 and 1935, and asking him to be so good as to inform the Committee to that effect. In these 
circumstances, the company withdraws its request for the appointment of arbitrators under 
Article 304 of the Treaty of Trianon. 

(i) Report by the Secretary- General on the Measures taken in Execution of the Decisions 
of the Assembly or of Previous General or Limited Conferences. 

Among: the documents which, by the new Statute, have to be submitted triennially to the 
Assembly, 1s. ~ report by the Secretary-Gene:al of the League on the measures taken to give 
effect to decisiOns of the Assembly or of earlier conferences, general or limited. 

This report-the draft of which is now in preparation 2-contains an outline of the necessary 
information relating to the above measure~ takell: by_ the Secretary-General of the League. For 
each step taken by the Secretary-General m application of the various resolutions and decisions 
of ~he Assembly and _conferences, it defines the character and essential contents of the communi
cat~on (generally a circular letter) addressed to the Governments concerned with regard to the 
action m q~es~wn. Then the report st~tes from which session of the Assembly or from what 
general or hJ?Ited co~ference the quest!on treated arose, either directly or indirectly, that is, 
through t~e mterm~d1ary of the Council or of the Committee for Communications and Transit 
or one of 1ts Committees, or of a Government. 

1 See also Chapter IX and Annex 14. 
• After the session of the Committee, this report was published under document A.2 o.IgJ8.VIII. 
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Lastly, the report defines the purpose of each of these communications from the Secretary
General-namely, whether they are simply for the information of Governments, or are communi
cations requiring a reply or detailed information from Governments, or requests for a reply from 
Governments to a questionnaire, or for observations or remarks on a draft agreement or convention, 
communicated by the circular letter in question, or, finally, requests to Governments to state 
their attitude towards some action contemplated (for example, the conclusion of an instrument). 

To the foregoing is added, in respect of each communication by the Secretary-General, 
a brief note of the action, if any, taken by Governments, or of the results to which each step has 
led, or of the sources whence information about such action or results can be obtained. 

When the Secretary-General's report is published, it will naturally be forwarded for information 
to members of the Committee, who will doubtless take note of it with interest. 

(j) Technical Co-operation between the Chinese Government and the Organisation for 
Communications and Transit. 

Detailed information is given in the document which has been circulated to members of the 
. Committee (see Annex rr). 

The CHAIRMAN thanked M. Metternich for these various communications, of which the 
COMMITTEE took note. 

VI. REPORT OF THE Co;-.niiTTEE ON ROAD TRAFFIC ON ITS TWELFTH SESSION, 
HELD AT GENEVA FROM APRIL 25TH-30TH, I938 

The CHAIRMAN asked M. Nordberg, Chairman of the Committee on Road Traffic, to comment 
on the Committee's report.1 · 

Revision of the International Conventions of April24Jh, I926, relative to Motor Traffic and 
Road Traffic, and of the Convention of I93I on the Unification of Road Signalling. 

M. NORDBERG explained that the Committee had begun the revision of the International 
Conventions of rgz6 and I93I relative to motor traffic and road traffic and signalling. The 
Committee's report, it should be noted, merely embodied the results of a preliminary exchange 
of views which was to serve as a starting-point for a more detailed study. The Committee thought 
that the work should be continued by a small committee to be appointed for the purpose by the 
Committee for Communications and Transit. This small committee had already been set up, 
and had held a first session. 

M. LAHAussors thought that it would be useful, nevertheless, for the Commission to exchange 
views on the principles by which the members of the Road Traffic Committee seemed to have 
been guided in their current proceedings. The rgz6 Convention had merely defined the conditions 
to be satisfied by motor-vehicles in order to receive international authorisation to travel on the 
public highway. Those conditions were extremely simple, and could easily be verified by the 
competent officials when motor-vehicles were crossing the frontier. The Committee on Road 
Traffic apparently contemplated superseding the Convention by a kind of Highway Code, the 
provisions of which would have to be complied with by all vehicles and drivers before receiving 
international authorisation to travel. 

Some of the clauses proposed by the Committee gave a clear impression that it would be a 
regular Highway Code; for instance: the paragraph proposed regarding the upkeep of vehicles 
and involving inspection of the steering and braking apparatus, lighting devices, etc., and the 
provision that " every driver of any kind of vehicle must at all times be in a position to control 
its speed". This meant, therefore, the introduction of several changes as compared with the 
rg26 Conventions, and he accordingly felt that the proposals of the Road Traffic Committee 
should be examined forthwith. In his view, it would be better to keep within the framework 
of existing Conventions and not try to enact provisions of a statutory character. If the Committee 
thought certain safety measures indispensable, it would be better to embody them in recom
mendations to States, so that the latter could insert them in their national regulations. 

M. NoRDBERG pointed out that the situation had changed considerably since rg26, in regard 
both to motor-vehicle construction and to the volume of traffic, with the result that accident risks 
had increased. Considerations of safety had led the Committee to recognise the necessity of impos
ing new conditions to be satisfied by motor-vehicles before giving them international authorisation 
to travel on the public highway. At the same time, it had, in view of the increasing importance 
of international traffic, envisaged further facilities for the crossing of frontiers by vehicles and 
drivers. Safety considerations also had led the Committee to consider the possibility of insisting 
on periodical inspection of the parts of the vehicle that were most important from the standpoint 

1 Document C.203.M.III.I938.VIII. 



- r8-

of the safety of human life. Rece_nt statis_tics from the. United St~tes of A~erica showed tJ1at, 
at the annual compulsory inspectwn reqmred by certam States, about 70 Yo of motor-vehicles 
were found to have defective brakes. 

M. LAHAussms replied that, if the main consideration w~s -safety! attention should first be 
directed to the question of compulsory insurance of motor-vehicles, which w_as a first-clas~ .s~fety 
measure. Subject to the general observations already made, he commumcated the cnhcisms 
expressed by the competent French authorities on certain points of detail. 

On page 3 of the report of the Committee on_ Road T~affic, it was prop?s~d in pa~agraph I _(d) 
that heavy vehicles should be compulsorily eqmpped with a sound-ampl!fymg device, enablmg 

~ drivers to hear the warning devices of road-users wishing to overtake them. · 

He did not believe that at the present time any such device existed, sufficiently powerful 
and tested by experience, for its compulsory use to be recommended in a Convention. 

Paragraph I (/) stipula£ed that every motor-vehicle, with the exception of motor-cycles 
(2- or 3-wheeled) should be fitted at the rear with a red- or amber-coloured light, which would 
light up automatically as soon as braking began. The possibility of making such devi~es compulsory 
had been studied in France, but it had not yet been possible to select a system efficient enough to 
justify its being made compulsory. 

In paragraph II (page 3) there was a reference to the registration number being 
"clearly . . . affixed". That expression was not quite correct, seeing that registration 
involved both letters and figures. It was not the number which was clearly affixed, but 
the registration sign. It would be better to say: " The registration sign clearly affixed ". 

Paragraph VI (page 4), reading " If, by rapidly lighting and extinguishing his headlights in 
turn, the driver of a motor-vehicle shows that he is dazzled, the driver of the vehicle 
whose headlights are dazzling him must at once dim them", was strongly objected to by the 
competent authorities in France. At first sight, the provision might seem useful, but on closer 
examination it would be seen that its application might produce lighting effects on roads which 
would be extremely dangerous, not only to the motorist suffering from dazzle, but to all other 
road-users. 

Paragraph VII (page 4) specified that, in the case of a string of vehicles coupled to one another, 
or of a road train, " the foregoing provisions (regarding lighting) shall apply to the first vehicle 
as regards the front lights and to the last vehicle as regards the rear lighting". ·Would it not be 
more expedient to propose that each vehicle should have the lighting devices prescribed for 
vehicles travelling singly, seeing that a road train, for instance, might have large gaps between 
each vehicle, in which case the lighting provided for in this paragraph would seem to be inadequate ? 
The second sub-paragraph of the same paragraph read: "Every motor-vehicle drawing one or 
more trailers must bear a special signal, consisting of a yellow triangle in a blue rectangle. This 
signal must be illuminated at night; it must be clearly visible, and must as far as possible be 
placed symmetrically in relation to the axis of the vehicle." 

Would it not be advisable, he enquired, to define where such a signal should be placed-whether 
at the front or at the back of the tractor vehicle ? He did not wish to go into further details at the 
moment, but would ask merely that these remarks should be recorded in the Minutes, so that the 
competent Committees could bear them in mind, to the extent they considered advisable, when 
continuing their work. 

M. METTERNICH, replying to M. Lahaussois' remarks on the question of compulsory insurance, 
explained that this problem, together with the question of the civil liability of motorists, had been 
fully studied by a special Committee of the Rome International Institute for the Unification of 
Private Law. The Institute had ultimately prepared two preliminary draft Conventions, one 
dealing with each of the two questions. These drafts had been submitted, at its last session, to the 
Committee for Communications and Transit, which had decided to entrust the examination of the 
problem as a whole to a special committee. As indicated by the Chairman at the opening of the 
present session, it had not yet been possible to set up this committee, but steps were being taken 
and it was to be hoped that it would shortly be able to start work. ' 

Referring to M. Lahaussois' remarks on the conclusions of the Committee on Road Traffic 
M. Metternich pointed out that so far that Committee had merely held a preliminary exchange of 
views, and had not adopted any final conclusions. A Committee of Experts had been asked to 
continue _the study of t~e question, and had held a first session from July 25th to 27th, 1938. At 
that sesswn, the Committee had already come to realise that it would be difficult to secure the 
adoption of some of _the prov:isions regarding the equipment_ of vehicles by all the countries parties 
to the rg26 Conventwn_relati_ve to _Mot~r Traffic. In those Circumstances, it would seem premature 
to embark upon a detailed discussion; It would perhaps be better to await the results of the work 
of the Committee of Experts and, if desirable, of the Committee on Road Traffic. The former 
expected, moreover, to hold another session this year. 

M. LAHAussors thought that the best procedure would be, as soon as the work was completed 
and the drafts prepared, to refer them to the various Governments for observations. The text 
could then be re-examined in the light of the replies received. 
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M. METTERNICH pointed out that that was the procedure usually adopted. The Committee, 
however, would have to decide, after examining the drafts prepared, whether and when they 
should be referred to Governments. 

M. LAHAUSSOIS expressed himself fully satisfied with those explanations. 

Colonel PERON (I.A.R.A.C.) said that he could reply to the criticisms expressed by M. 
Lahaussois on certain points of detail, but preferred not to do so, since the proposals of the 
Committee on Road Traffic were not final, but were subject to amendment. 

Action taken on Certain Decisions reached by the Committee on Road Traffic at its Eleventh Session. 

I. Unification of the Direction of Road Traffic. · 

Mme. LEHMANN reminded the Committee that, at its eleventh session, the Committee on 
Road Traffic had recommended that States in whose territory traffic still kept to the left should, 
when renewing transport material, take the necessary preparatory steps in order that the direction 
of traffic might be changed with the minimum of expense when the time came. The Committee had 
approved this recommendation, which should, therefore, have been brought to the knowledge 
of the Governments concerned. The Secretary-General of the League of Nations considered, 
however, that, in view of its financial consequences in particular, this recommendation was too· 
wide in scope to be transmitted to Governments until it had first been approved by the CounciL 
The Committee for Communications and Transit had also instructed the Road Traffic Committee 
to extend its enquiries regarding the unification of the direction of road traffic to non-European 
countries. In the light of this. decision, the Secretariat considered it preferable to postpone the 
transmission of the recommendation concerning the renewal of transport material until the 
general enquiry was more advanced. The Committee on Road Traffic had approved that view, 
and had explained how it thought the enquiry should be conducted in the case of non-European 
countries. The Committee thought that a questionnaire should be sent to those States requesting 
them to indicate (1) the direction of the traffic in their territory; (2) whether that direction had 
been -changed at any time, and if so, for what reasons; and lastly (3) whether they proposed to 
change it. 

The CoMMITTEE for Commun~cations and Transit approved the decision reached 
by the Road Traffic Committee on this subject, and adopted the following resolution: 

" The Committee, 

"Having examined the report of the Committee on Road Traffic on its 
twelfth session: 

"Takes note of that report and approves its conclusions; 
" Requests the Secretary-General of the League of Nations to proceed to 

an enquiry among non-European Governments regarding the direction of road 
traffic, by means of a questionnaire to be sent to those Governments, vvith a 
request for replies to the following questions: 

" (r) What is the direction of road traffic in their territory ? 

" (z) Whether that direction has been changed at any time (state 
where necessary the reasons why it was changed) ; 

" (3) Whether they are now proposing to change it." 

VII. REPORT OF THE COMMITTEE OF .EXPERTS FOR THE CODIFICATION OF ROAD LAW ON ITS 
FIRST SESSION, HELD AT .GENEVA FROM jULY 25TH TO 27TH, 1938 

M. METTERNICH read the report drawn up by the Committee of Experts for the Codification 
of Road Law (Annex 12). 

M. NORDBERG suggested that such proposals as might be put fox;ward by t~e Committee 
of Experts on the termination of its work sh~uld be ex~mined. first ~y the Comm1~tee on Road 
Traffic, as the Committee of Experts was workmg on subJects With which the Committee on Road 
Traffic was permanently concerned. 

The CHAIRMAN suggested that the Committee should take note of the report and invite. the 
Committee of Experts to continue its work, it being understood that the results would be exammed 
in the first place by the Committee on Road Traffic. 

Agreed. 
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VIII. SIGNALS AT LEVEL-CROSSINGS 

M. DE RuELLE, Chairman of the Special Committee for the Study of Signals at Level-crossings, 
gave an account of the studies undertaken by the Transit Organisation, and reminded the Com
mittee that it had set up a Special Committee, consisting of both railway and road experts, to 
examine that question. ·At its last meeting, in April 1938, the Special Committee had drawn ~p 
a preliminary draft Convention on the basis of its previous work and in the light of the replies 
resulting from the consultation of Governments. Draft technical Regulations containing deta!led 
provisions relating to signals at different types of level-crossings were annexed to the Convention. 

He then analysed the report of the Special Committee (Annex 13). 

The CHAIRMAN thought the question at issue was whether the work had advanced sufficiently 
for the Committee to recommend the Council of the League to convene an international conference. 

M. DE RuELLE said that that was the Special Committee's impression. 

The CHAIRMAN stated that the United Kingdom Government had already notified the League 
that it would be unable to accede to the draft Convention; but that should not prevent the Com
mittee from going forward. 

M. LAHAUSSOIS said that the French Administration thought the .studies were sufficiently 
advanced for a conference to be convened. While the French Government accepted the draft 
almost in its entirety, it nevertheless made a reservation with regard to Article 9 of the draft 
Regulations, relating to level-crossings without gates but with automatic signals. That article 
provided that the red light signal should be accompanied by a sound signal. The French Adminis
tration was of opinion that this sound signal would cause complications for motorists; and he 
therefore asked that the provision be deleted. 

M. DE RUELLE said that that o.biection had been raised by the French member of the Special 
Committee, who had observed that motorists would take no notice of the sound signal. It was 
pointed out, however, that it would to a certain extent be useful to pedestrians and cyclists. 

M. LAHAUSSOIS said he would prefer the provision to be deleted altogether. 

M. KRBEC had a few remarks to make. It was said in the observations on Article 2 of the 
draft Regulations that, although uniformity was to be recommended in the matter of colour, it 
should be considered whether red and white, or red and light yellow, were satisfactory in all 
circumstances. The combination of red and white had been abandoned in Czechoslovakia in 
favour of black and white. Black was more visible in snow, and, moreover, red faded in course 
of time. 

M. DE RuELLE said that most of the members of the Special Committee had been of opinion 
that the colours recommended were the most visible, and therefore the most practical. 

M. DE CASTRO supported M. Lahaussois' proposal to delete Article g. 

Colonel PERON (I.A.R.A.C.) asked whether all the Governments would be invited to sign the 
international Convention, or only the Governments of European countries. He asked the question 
because an attempt was being made at the present time in the South-American countries to 
introduce a system of signals known as the Pan-American system, which, unfortunately, would 
place that continent in a special position. He therefore asked that the Convention should be 
submitted to all Governments throughout the world. 

M. DE RuELLE said that the League always tried to make its Conventions universal. He was 
sure it would follow the same method in the present case. He urged the need for speedy action, 
however, because expenditure on signals at level-crossings was under consideration in all countries, 
in view of the growing danger of level-crossings to motor traffic. 

M. LAHAUSSOIS noted that two different terms had been used in Articles ro and rs of the 
draft Regulations to express the same idea. Article ro referred to " a large volume of motor 
traffic ", and Article rs merely to " motor traffic ". The same terms should be used in both cases 
-viz., " a large volume of motor traffic, not exclusively local ". 

It might perhaps be advisable, when dealing with level-crossings without gates and signals 
used by motor traffic, to make an exception in the case of level-crossings used almost exclusively 
by local traffic. There was, for instance, the case of a road including a level-crossing and leading 
only to a factory. Such a level-crossing would always be used by the same vehicles. 

M. DE ~ASTRO, ~eplying to a remark made by Colonel Peron with regard to the American 
system of signals, s~rd that. the Secret~riat had sent him a letter drawing his attention to the 
fact that so~e Latm-Amencan countnes adopted the same system of signals as was used in 
North Amenca. He had forwarded that observation to his Government, and the Automobile 
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Club of Uruguay had informed him that, up to the present, Uruguay had used the signals provided 
for by the. 1926 and 1931 Conventi~ns, t<;> the exclusion of any other system. Consequently, the 
Pan-Amencan system was not officially m force in Uruguay . 

. He suggested .that the I.A:R.A.C. and the I.T.A. should be asked to make enquiries of those 
affiliated or adhenng to them m extra-European countries as to the situation both in law and 
in practic~, in regard to ~he system of road signalling _w~·tich was applied, or whi~h it was proposed 
to apply, m those countnes. The results of such enqumes would be made known to the Committee 
as soon as possible, so that it could take such action as might seem desirable having regard to the 
commitments involved by the 1926 Convention. 

The CHAIRMAN asked the Committee whether the Council should be recommended to convene 
a conference for the adoption of an international convention on signals at level-crossings. 

M. DIETRICH DE SACHSENFELS thought the question had been studied sufficiently to enable 
the Committee to make a recommendation to the Council at once in the sense suggested by the 
Chairman. 

M. HUNZIKER and M. KRBEC supported M. de Castro's suggestion. 

M. KRBEC pointed out that two possible methods might be contemplated, both of which had 
already been employed by the League in the past. Either an international conference could be 
convened, or a protocol of signature could be opened. In the first case, the Governments would 
send delegates, who would have an opportunity of submitting amendments to the draft. In the 
second case, the Governments would have no opportunity of making observations, and hence 
perhaps many representatives would feel that the question was not sufficiently ripe for such a 
procedure. 

M. DE RUELLE, replying to M. Lahaussois' observation with regard to terminology, pointed 
out that two different terms had been deliberately adopted in Articles 10 and 15 of the draft 
Regulations. On a main road, there would have to be a large volume of traffic for the measures to 
be applicable, whereas, on roads used almost exclusively by local traffic, the provisions 
suggested would have to be put into force, however small the volume of motor traffic might be. 

M. LAHAUSSOIS, before replying to the Chairman's question as to the expediency of 
recommending the Council to convene an international conference, asked whether the Committee 
could not agree to delete Article 9 of the draft Regulations. 

The CHAIRMAN thought it was not for the Committee to reach such a decision; the forthcoming 
conference might decide, after discussing the question, whether to maintain the article or not. 

He concluded from the exchange of views that the Committee thought the Council might be 
recommended to convene a conference. He asked whether the Committee was of opinion that not 
only European but also extra-European States should be invited to attend. 

M. METTERNICH drew attention, in this connection, to the report submitted to the Committee 
on July 15th, 1937.1 In 1936, the Committee had requested the Council to enquire of the different 
Governments whether, in their opinion, the programme drawn up might be taken as a basis for the 
conclusion of an international convention, and whether the Governments would, if called upon, 
be prepared to take part in a conference convened for that purpose. Enquiries had been 
made of the Governments, and most of the European countries that had replied to the questionnaire 
had signified their willingness to take part in an intergovernmental conference. In addition, four 
non-European countries had stated that they also were prepared to take part-viz., China, 
Colombia, Egypt and Peru. In those circumstances, he thought the non-European States that 
had replied in the affirmative to the 1936 enquiry should be invited, as well as the European 
States. Moreover, it might be stated in the report to the Council that all States notifying their 
intention of taking part in the conference before a given date-for instance, the date of the opening 
of the conference-might do so. 

M. MoDEROW thought the Committee might very well accept the procedure proposed by 
M. Metternich. 

M. DE RuELLE emphasised that the matter was urgent. He thought the Council should be 
asked to convene the conference as soon as possible, nothing being said, perhaps, with regard to 
the date. 

M. METTERNICH drew the Committee's attention to a report submitted by the Second 
Committee to the Assembly and adopted by the latter in 1937.2 The following passage would be 
found on page 5 : 

" The Second Committee noted with interest the stage which these studies had reached. 
In view of the importance of the problem to the security of road and rail and the safety of 
human life, it expresses the hope that it will be possible to conclude an international convention 
at a Conference to be summoned by the Council in the near future." 

1 See document C.38o.M.2:;6.1937-VIII, page 51. 
_ • Document A.s8.I937-YIII. 
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The Assembly had therefore seen already that the problem was urgent. Th~ Committee could 
consequently recommend the Council, in its report, to convene the Conference m the near future. 

The CoMMITTEE was in favour of this procedure and adopted the following 
resolution: 

" The Committee: 
"Approves and adopts the general report submitted to it by the Special 

Committee for the Study of Signals at Level-crossings and the preliminary 
draft Convention annexed thereto; 

"Transmits this document to the Council and requests it to be good enough 
to convene as soon as possible a conference of the States interested in the con
clusion of a convention on signals at level-crossings, such conference to take the 
above-mentioned preliminary draft Convention as a basis for its discussions. 

"In the Committee's opinion, the States interested which might take part 
in the conference are all the European States and such non-European States 
as have already signified a desire to do so-viz., China, Colombia, Egypt and 
Peru-together with any other State the Government of which may have notified 
the Secretary-General of the League of Nations, before the opening of the 
conference, of its desire to participate therein." 

IX. LEAGUE WIRELESS STATION 

(a) Report on the Operation of the Station in I937· 

At the Chairman's request, M. VAN DrssEL surveyed some points in the report to the Assembly 
on the operation of the station from January rst to December Jist; 1937.1 

Introduction. 
The work mentioned in the reports on the operation of the station in 1935 and 1936 was· 

completed in 1937. The new installations of the Prangins Transmitting Station came into service 
on June 15th, 1937, and have proved entirely satisfactory. The new aerials at Colovrex have 
continued to give excellent results. 

The wave-lengths used by the transmitting station have not been changed; the whole of the 
installations at both the transmitting and receiving stations have worked very satisfactorily 
and without interruption. 

At the Headquarters of the League of Nations, the installation of the new studio was completed 
in August 1937, and the studio was inaugurated on September 13th, 1937. The apparatus for 
recording on pliable discs, forming part of the general recording system, was inaugurated on the 
same day. 

Wireless Telephony. 

The official wireless telephony service has continued, and has been improved by the use of the 
new studio installations and recording apparatus, which have proved of great value, especially 
during sessions of the Assembly, Council and Conferences. 

Mention must be made of the Information Section's wireless bulletin, broadcast three times 
a day throughout the Assembly, in French, English and Spanish. · · 

. Private broadcasting continued to develop successfully in 1937. It is to be feared, however, 
that this traffic will decline appreciably during the year, owing partly to the new situation in 
Austria and partly to the erection of a Federal short-wave broadcasting station at Schwarzenburg, 
near Berne. 

Special Services. 

T.he Inforil!-ation Sect!on continued the transmission by wireless telegraphy of a weekly 
bulletm on m~dmm wave~ m.French, and on short waves inEnglish and Spanish. 

The official commumcatwn by the Secretary-General concerning the Sino-Japanese conflict 
was broadcast on October 9th, 1937, the English text consisting of 1,920 words and the French 
text of 2,036 words. 

Wireless Telegraph Traffic . 

. Pri~ate traffic, as. a whole, increased steadily. Only in December was there an appreciable 
declme I.n t~e m~ommg traff!c, probably due to the fact that, since November 26th, 1937, 
commumcatwn With Shangha1 has become impracticable owing to hostilities in China. 

1 Document A.I4·'9J8.VIII. 
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To summa~ise, the traffic increased by 94,077 words, as compared with 1936, and reached 
447,233 words m 1937. 

Press traffic increased slightly, _Particularly during the Assembly, the total figure being 
20,II5 words .m 1937, ~s compared w1th 7,419 words in 1936 . 

. Th~ otfictal traffic m Government telegrams has declined by 28,365 words since 1936. This 
declme .1s .probably du~, not only to t~e more restricted activity in 1937, but also to the regular 
transm1ss10n of the Wlreless telegraph1c bulletin of the Information Section. 

Financial Results of the Operation of the Station. 

The figures in the report show that the financial results were satisfactory in 1937, as there 
was a surplus of. 21,382.37 Swiss francs, which reduces the total deficit for the period 1932-1937 
to 15.433.93 Sw1ss francs. 

(b) Relations between the Radio-Nations Stat£on and the International Telecommunications Union 
and Other Questions of Interest to the League of Nations, discussed at the International 
Telecommunications Conferences held at Cairo from February rst to April I2th, I9J8. 

M. vAN DISSEL summarised the information to be found in the note by the Secretariat 
(Annex 14). In its report on the work on the Communications and Transit Organisation for the 
year 1936/37, the Second Committee of the Assembly had expressed the opinion that, in regard to 
the necessary contact between the League organ which is responsible for the efficiency and working 
of the station and the various international technical bodies dealing with questions of 
telecommunications, the position needed adjusting; and it drew the Assembly's attention to the 
importance which it attached to the efficient operation of the station, and expressed the hope that 
this might be facilitated by the friendly collaboration of the Governments and organisations 
referred to, particularly at the administrative conferences of the International Telecommunications 
Union, which were to meet at Cairo in February 1938. The Assembly adopted the report and 
conclusions of the Second Committee. 

To give effect to the resolution adopted by the Committee for Communications and Transit 
at its twentieth session, and in accordance with the Assembly's wish, the Secretary-General 
made a study of the question. Being of opinion that the Radio-Nations Station, placed at the 
League's disposal, occupies a special and unique position from the juridical standpoint, and that, 
in accordance with the international acts that have been concluded on this subject, responsibility 
for the efficiency and working of the station had been entrusted to the League, he arrived at certain 
conclusions, and drew up for submission to the Cairo Conference a list of desiderata which, in 
his opinion, were calculated to ensure to the competent body referred to an adequate degree of 
collaboration in the different organisations of the International Telecommunications Union. 

The Secretary-General also decided to instruct the Secretariat's wireless expert, M. van Dissel, 
to represent him- at the Telecommunications Administration Conferences in Cairo, in order to 
obtain a settlement of the question of the future representation of the Radio-Nations Station at 
general telecommunications conferences and meetings of the International Advisory Committees 
set up by them. 

After negotiations that took place at Cairo between M. van Dissel and certain delegations, 
the Secretary-General's desiderata were put forward at the Cairo Conferences as proposals of the 
French Administration, seconded by the Swiss and several other Administrations, and the following 
text was adopted by the Telegraphic and Telephonic Conference and the Wireless Communications 
Conference: 

" Since the Radio-Nations Station placed at the disposal of the League of Nations occupies 
a special position from the juridical point of view, neither the rules of procedure of the 
International Telecommunications Conferences, nor Article 31 of the General 'Wireless 
Communications Regulations nor Article 94 of the General Telegraphic Regulations can 
apply to it. To remedy this situation, it has been decided that the League of Nations 
department responsible for the Station may be represented in an advisory capacity at 
international telecommunications conferences and at meetings of the i~ternational advisory 

· committees set up by them. Invitations for the above department shall be addressed and 
communicated to the Secretary-General of the League of Nations by the Office of the 
International Telecommunications Union. The League of Nations undertakes to contribute 
to the general expenses of meetings of the international advisory committees on the same basis 
as private enterprises and international bodies." 

It was decided that this text should be included in the list of decisions and recommendations 
of the Cairo Conferences, contained in the Berne edition of the Telegraphic and Telephonic and 
\\Tireless Communications Regulations. It thus becomes an official instrument of the Conferences 
and the juridical basis of future collaboration between the competent body of the League of Nations 
and the International Telecommunications Union. 
_ Apart fro,m technical questions connected with the operation of the station, such as monetary 
equivalents, unifica.tion of tariffs a~d the allocation of. wave-!engths, !he Cairo Conference~ dealt 

. with another queshon, not only of mterest to the Radw-Nahons Stahon, but even more d1rectly 
affecting the communications between the League and its Members in times of emergency-viz., the 
question of call-signs for aircraft carrying out tran~port duties _for the Lea~e. The Conf~rences 
accepted certain amendments to the general regulations concermng the call-s1gns for such mrcraft. 
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The CoMMITTEE adopted· the following resolution: 

" The Committee, 

"-Having taken note of the Secretary-General's report on the operation of 
the League wireless station during the year 1937, and the report of the Secretary
General's representative at the International Telecommunications Conferences 
held at Cairo in 1938: 

" Observes with satisfaction that the operation of the station continues 
under very favourable conditions; 

" Has pleasure in noting the decisions taken by the Cairo Conferences, which, 
having regard to the special juridical position of the Radio-Nations Station, 
enable the League body responsible for the efficiency and working of the station to 
co-operate adequately in the work of the various bodies of the International 
Telecommunications Union; 

. " Requests the Assembly to be good enough to approve the decisions of the 
. Cairo Conferences; 

" Deems it desirable that the Secretariat should continue its study of the 
means by which the competent body of the League of Nations could in the 
future be enabled to co-operate in the most suitable way with certain other 

· international technical organisations dealirig with questions of telecommuni
cations." 

X. REDUCED RAILWAY FARES FOR STUDENTS TRAVELLING ALONE 

M. METTERNICH read a note by the Secretariat transmitting a request for reduced railway 
fares for students travelling alone, put forward by the Committee of Representatives of Students' 
International Organisations (see Annex rs). 

M. PADER (I.R.U.) observed that the request submitted to the Committee raised a 
question of principle and a question of procedure. As to the principle, the Committee had 
to decide whether it regarded as desirable the grant of reduced railway fares to students, for 
any single journey and for whatever purpose, on presentation of the student's international 
identity-card. 

As to the question of procedure, if the Committee acknowledged the justice of this request 
and wished to support it, it might contemplate the solution proposed, which was to put the question 
before the I.R.U. It appeared, however, from the report of the International Confederation of 
Students (Annex IS, Appendix) that the Board of Management of the I.R.U. had twice expressed 
the opinion that it was not within its province to deal with travel privileges of this kind, but 
that the question was one solely for national railway administrations. It was to be apprehended 
that if the Union had this question before it a third time, its Board of Management would still 
arrive at the same conclusion. 

The CHAIRMAN, speaking in his capacity of United Kingdom expert, declared that, in his 
country, the question was a purely commercial one, and was within the province of the private 
railway companies. 

M. LAHAussms explained that, in France, it was considered a difficult matter to grant facilities 
to all students merely on presentation of the student's international identity-card. It was felt 
desirable to establish some stricter method of control, which, however, would occasion considerable 
practical difficulties. For that reason the Societe nationale des Chemins de Fer was reluctant to 
take the step proposed. 

M. DIETRICH DE SACHSENFELS considered that from the humanitarian point of view the 
proposal was of interest. But, in practice, it was merely, so to speak, flogging a dead horse: a 
student was not a passenger in transit; he went into a foreign country to study; therefore, to stay 
there for at least a week, and, in that case, he would in most countries obtain a reduction of 
approximately so% of the railway fare. For those reasons, he did not think it possible to give 
effect to the request under consideration. 

M. DE RuELLE acknowledged that the proposal was based on grounds which fully merited 
the Committee's sympathic consideration. But a large proportion of the railway companies' 
customers now travelled, if not gratis, at any rate at reduced rates for reasons of social or tourist 
policy. Moreover, in most countries, the railways were at present working at a loss. He therefore 
supported M. Dietrich de Sachsenfels' proposal not to give effect to the request addressed to the 
Committee. 
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The COMMITTEE adopted the following resolution: 

"The Committee, 

" Having had referred to it by the Executive Committee of the Intellectual 
Co-operation ?rganisation a recommendation adopted on October zgth, 1937, 
by the Committee of Representatives of International Students' Organisations 
regarding reduced railway fares for students travelling alone, 

" Having examined this question, has come to the conclusion that it does 
not entail any action on the Committee's part. 

" It instructs its Secretariat to convey to the Intellectual Co-operation 
Organisation the present resolution and the extract from the records relating 
to this question." 

XI. Co-oRDINATION oF TRANSPORT 

M. METTERNICH reported that, at its twentieth session, the Committee had been informed 
by the Secretariat that the investigation which it had been asked to undertake was based primarily 
on replies received by the Secretariat to a detailed questionnaire sent on September 1st, 1936, 
to the Governments of States Members of the League and non-member States. 

Replies had, so far, been received from the Governments of the following States: Argentine 
Republic, Australia, Austria, Belgium, Brazil, United Kingdom, Bulgaria, Canada, China, Czecho
sl~>Vakia! Ecuador, Estonia, Finland, France, Greece, Hungary, India, Ireland, Japan, Latvia, 
Lrthuama, Luxemburg, Netherlands and Netherlands Indies, New Zealand, Norway, Poland, 
Roumania, Siam, Union of South Africa, Sweden, Turkey, Union of Soviet Socialist Republics, 
United States of America, Yugoslavia. 

Some of these replies were very detailed. S()me, on the other hand, did not cover the three 
methods of transport comprised in the enquiry-viz, railways, roads and inland navigation-or 
suggested that some of the competent administrations had been unable to express an opinion. 

The Secretariat had made the necessary translations and classification of the replies. The 
result of this prefatory work was to be found in a preliminary document, to which M . .l\Iettemich 
drew the Committee's attention. 

At its last session, the Committee had authorised its Chairman to appoint, when circumstances 
were favourable, a committee of experts to follow closely the work of classifying and analysing 
the data obtained and, in co-operation with the Secretariat, to draw up for the Committee a report 
of its findings and of the conclusions it reached as a result of the enquiry. 

Although it was unnecessary for the Committee to reconsider this resolution, it did seem 
desirable to provide for an intermediate stage. The Committee might well recommend that the 
result of the classification of the replies received by the Secretariat should be printed and sent to 
the Governments by January 1st, 1939. The latter should be asked to revise the information 
given and to complete it, if necessary. Further, Governments which had not yet replied should 
be asked to do so without delay. 

This proposed consultation would require six months, so that the second stage of the inves
tigation could begin on July 1st, 1939: the information received would be classified systematically 
and summarised under the guidance of the Committee of Experts mentioned in the 1937 resolution 
already referred to. Moreover, it would be supplemented, particularly in respect of countries 
which had not replied, by various data obtained from the League of Nations Library and the 
Information Centre of the Transit Section (laws, decrees, publications, etc.). The third stage 
would then be reached. This documentation work would serve as a basis for the special committee 
responsible for drawing up conclusions. 

M. BLANCO informed the Committee that a National Transport Committee had been set 
up in Cuba in February 1938 to study methods of co-ordinating different modes of transport. 

M. METTERNICH reported that the Secretariat had just been informed that a National Transport 
Committee had also been set up in Denmark, and that that Committee's work would be finished 
by January 1st, 1939. There was consequently reason to expect that the Danish Government's 
reply to the questionnaire would reach the Secretariat shortly after that date. 

The COMMITTEE approved the procedure outlined above regarding future work 
in this field. 

XII. AGREEMENTS, ·CONVENTIONS, ETC., CONCLUDED UNDER THE AUSPICES OF THE LEAGUE OF 
NATIONS: POSITION AS REGARDS SIGNATURES, RATIFICATIONS OR ACCESSIOXS 

The COMMITTEE took note of the document submitted by the Secretariat.I 

1 Document R.R.C.T.7. 
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XIII. PASSPORT SYSTEMS 

Results of the Enquiry made among Governments regarding the. Application of the Recommendations 
of the I926 Passport Conference. 

At the request of the Chairman, M. METTERNICH explained that the document circulated.1 

contained extracts from the replies by Governments to the enquiries made in 1936 into the appli
cation of the recommendations of the Passport Conference, and received after the close of _the 
Committee's twentieth session. He recalled a resolution adopted by the Committee at that sesston, 
whereby it decided to examine at its next session the replies of Governments as a whole and the 
resulting situation. 

The CHAIRMAN asked members of the Committee whether they had any observations to 
make on this subject. 

The CoMMITTEE decided to confine itself to taking note of the situation resulting 
from the information received . 

. XIV. IDENTITY-PAPERS FOR THE FLYING STAFF OF AIR TRANSPORT UNDERTAKINGS 

M. DE RUELLE mentioned that, in certain quarters concerned with air navigation, his attention 
had been called to the desirability of settling a difficulty of some practical importance. The_ 
Committee appeared to him to be fully competent to deal with the matter. It concerned identity
papers for the flying staff of air transport undertakings. The corresponding staffs engaged in 
maritime and river navigation enjoyed certain special privileges accorded by bilateral or multi
lateral agreements. The circumstances justifying such special privileges-which consisted in the 
acceptance of service papers or certificates of proficiency in lieu of passports-could also be invoked 
on behalf of the crews of aircraft. It was sometimes necessary to replace a member of a crew at 
a moment's notice; and unexpected journeys had also to be made for which those concerned had 
not sufficient time to obtain the necessary passports or visas. The solution adopted in the case 
of maritime and river navigation could, if necessary, be adapted by analogy to the flying staff 
of air transport undertakings. If the Committee accepted his suggestion, it could appoint a 
committee to study the question. 

M. DIETRICH DE SACHSENFELS thought the proposal a very interesting one, but wondered 
whether the constitution of a special committee was the right procedure to adopt. He felt it would 
be more expedient merely to recommend Governments to apply to the flying staff of air transport 
undertakings the same system as was now applicable to staffs engaged in maritime and river 
navigation and in railway transport. 

The CHAIRMAN, speaking in his capacity of United Kingdom expert, also thought M. de 
Ruelle's proposal very interesting, but was reluctant to go further than its author and to support 
M. Dietrich de Sachsenfels' proposal for the adoption, then and there, of a recommendation on 
the subject. In his opinion it would be better to obtain more detailed information regarding current 
practice in different countries and the existing bilateral agreements. He supported the procedure 
advocated by M. de Ruelle. 

M. DE RuELLE added that, from the legal point of view, the question was more complicated 
in the case of air navigation than in that of maritime and river navigation. In maritime navigation, 
and to a certain extent i1;1 river navigation, the priiwiple of freedom of navigation could be invoked. 
But the rules of air navigation, as defined by the Paris Convention of 1919, were less elastic. That 
was sufficient reason for undertaking a study of the question. 

:11_1. ~RBEC supported M. de Ruelle's proposal in regard to both principle and procedure. With 
M. Dretr.rch de Sachsenfels, he acknowledged that the method of appointing a special committee 
to examme the question was a lengthy one, but he was not convinced that that of adopting a 
general recommendation would prove to be any more expeditious, for national authorities did 
not give immediate effect to resolutions and recommendations passed by international organisations. 
On the other hand, if a committee, after careful examination, expressed a reasoned opinion 
results would certainly follow more surely. ' 

M. NoRDBERG associated himself with this view. 

The .CHAI~~IAN summarised the Committee's deliberations by proposing that the study of 
the questiOn rarsed by M. de Ruelle should be entrusted to a committee of experts. This committee 
would collect the necessary information and would be empowered to approach international 
organisations concerned with air navigation. It would submit its report to the Committee in 
due course. 

The COMMITTEE approved the Chairman's proposal. 

1 Document C.356.M.24I.I937·VIII, Addendum. 
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XV. PUBLIC WORKS 

~- LUKA~ reminded th~ Committee t~at the report submitted to it by the Secretariat at its 
twenhe!h sessiOn had explamed why and m what circumstances the examination of the problem 
of public works had been transferred to the new International Public Works Committee set 
up by the International Labour Office. 

The activities in which the Organisation for Communications and Transit had been for some 
years engaged in connection with public works, in close co-operation with the International 
Lab~ur Office, had ~een co~cerned, at the outs~t, with the study of questions relating to large-scale 
public works of an mternatwnal character, whrch was to have been carried further at the Monetary 
and Econ~mic Conference in London; later they took the form of an enquiry into national public 
works, whrch led, in 1936, to a report by the experts appointed to examine the material collected 
in the course of the enquiry. 

Since then, the Governing Body of the International Labour Office, in pursuance of a decision 
adopted by the International Labour Conference at its session in June 1937, had set up the new 
International Public Works Committee, on which, by previous arrangement between the Secretary
General of the League and the Director of the International Labour Office, the Organisation for 
Communications and Transit had the right to be represented. 

This new Committee had met for the first time at the end of June 1938; members of the 
Communications and Transit Committee had been able to gain an idea of the work done at this 
first session from the report submitted to them on the subject (Annex 16) and the documents to 
which it referred (Annexes 17 and 18). 

It would be seen from this documentation that the Committee devoted the greater part of 
this session of drawing up a "uniform plan for the supply of information", on the basis of which 
the Governments would be asked, through the International Labour Office, to furnish it with 
particulars of public works in their respective countries. This " uniform plan " contained all 
necessary details to enable full and mutually comparable particulars for the different countries 
to be collected for the CQmmittee's use. Consequently, the Committee would not be able, until 
its next session, which was to be held in the summer of 1939, to proceed to its real business, which 
was to examine the information received from Governments, to draw the necessary conclusions, 
and to make any recommendations that might seem desirable. 

The COMMITTEE took note of this statement. 

XVI. FACILITIES TO BE GRANTED TO BROADCASTING REPORTERS 

M. METTERNICH read a note by the Secretariat (see Annex 19). He explained that the question 
had not yet been officially laid before the Committee. The effect of the conclusions arrived at 
by the International Committee on Intellectual Co-operation was that the Council should instruct 
the Organisation for Communications and Transit and the Economic and Financial Organisation to 
enquire into the question of special facilities for broadcasting reporters and Customs exemption 
for the exchange of material for sound records. It might, he thought, be advisable to decide 
at once what procedure should be followed if the Council should think fit to refer the question 
to the Organisation for Communications and Transit. 

The CHAIRMAN accordingly proposed that the Committee should authorise its Chairman to 
set up a special committee as soon as the question was referred by the Council or the Assembly 
to the Organisation for Communications and Transit. The special committee might secure the 
co-operation of the international organisations concerned with the question, and would be asked 
to report at the next session of the Committee for Communications and Transit. 

This was agreed to. 

XVII. QuEsTioNs oF INTERNAL ORGANISATION: Co~IPOSITION oF Co)DIITTEEs 

M. METTERNICH announced the changes that had taken place, through death or resignation, 
in the composition of the permanent and temporary Committees. 

The CHAIRMAN expressed the view that, having regard to the impending election of a new 
Committee by the Assembly and the appointment of members of that Committee by the 
Council this was not the moment to appoint successors to committee members who had 
died or' resigned. If, however, certain replacements ~hould p_rove necessary, the established 
procedure might be followed-that was _to say, the_ Chatrman nug~t be empowe:ed to make the 
necessary appointments in agreement wrth the chatrmen of Commt!tees, who mtght be asked to 
meet before the Council appointed the members of the new Comnuttee. 

This was agreed to. 
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XVIII. PROPOSAL BY THE CHINESE GOVERNMENT CONCERNING THE MEASURES TO BE TAKEN 
AS A RESULT OF THE YELLOW RIVER FLOODS 

M. METTERNICH read the letter of July 26th, 1938, sent to the Secretary-General of the League 
by the representative of China on the Council, and also the Secretary-General's note of July 28th, 
1938, communicating the letter to the Committee (Annex 2). 

M. Hoo Chi-tsai took the opportunity of recalling that technical co-operation between the 
League of Nations and China was no new departure. The Chinese Government had frequent~y 
had occasion to appreciate the assistance of experts appointed by the League to execute certam 
major hydraulic works. Two of those experts, in fact, were still in China. . . . 

He then stressed the fact that the task of the Committee for Commumcahons and Transit 
was clearly defined in the last paragraph of the introduction, where it was stated that the Secretary
General would be glad if the Committee would be good enough to give a preliminary opi~io_n. as to 
the technical conditions in which such a task could be undertaken under the responsibility of 
the League of Nations. Thus, it was not this Committee's duty to decide whether the Chi~ese 
Government's application should or should not be accepted; it could only express a tec~mcal 
opinion on the conditions under which such a task could be undertaken. The actual questiOn of 
co-operation between China and the League of Nations came within the purview of another 
Committee, which would also be responsible for deciding whether the request now made by China 
could or could not be accepted. 

M. LAHAUssors wished to have further details as to the scope of the Chinese request. It referred 
in this particular case to a large-scale scheme, for which one expert alone would not be sufficient. 
Was it then proposed to put at the Chinese Government's disposal a number of technical experts 

. who would draw up a scheme ? And when that scheme was prepared, did the Chinese Government 
want the League of Nations to assume responsibility for the execution of the works ? That seemed 
to be a rather serious question. · 

The CHAIRMAN felt that the Committee could discuss the question more effectively if it were 
first examined by a Sub-Committee. 

M. KRBEC realised that the proposal involved works which might assume very large proportions 
and, if he had rightly understood the Chinese Government's letter, the first task would be to draw 
up a scheme, and then to have the work executed under the League's responsibility. That kind of 
procedure seemed to go a little beyond the technical co-operation at present existing between 
China and the League. 

M. Hoo Chi-tsai explained that, in this particular case, the Chinese Government wished the 
experts appointed by the League to be given, not a general mission as usual, but a clearly defined 
task. In other words, they would have to draw up plans and supervise works. 

M. LAHAUSSOIS thought that the problem was a very complex one, as, in all probability, works 
of extensive scope would be involved. It was conceivable, for instance, that the reafforestation 
of huge areas would have to be contemplated. It would be futile, however, for experts appointed 
by the League to carry out very complex investigations if the Chinese Government subsequently 
found that they went beyond the scope of its possibilities, for, clearly, huge expenditure would 
have to be incurred. 

M. DIETRICH DE SACHSENFELS said that the water problem in China was an extremely serious 
one, and could not be compared with the situation in any other country in the world, except 
perhaps in America. The problem, however, had been studied and solved very differently in 
China and in America. In China, dykes had been built to protect the population against floods, 
whereas in America the problem had been tackled from a different angle. In any case, they were 
dealing here, not with questions of detail, but with an immense general problem, which could not 
be solved in part. The waterways system would have to be considered as a whole. Moreover, the 
Chinese Government, in its letter, stated that urgent measures were needed to control the flood, 
to check its extension and prevent its recurrence. There were no limits to the problem stated in 
those terms, and it was made still more difficult by the situation prevailing in the country. 

The reason why M. Dietrich de Sachsenfels referred to this problem was that he came from 
a country which, though on a different scale, had had to contend with similar difficulties. Hungary 
had suffered from very serious floods before the problem was solved by the engineers. 

He then gave certain details of the system applied in Hungary and the neighbouring countries 
as a defence against floods, which system was instituted by the Permanent Technical Hydraulic 
System Commission of the Danube (see the Minutes of that Commission). 

M. Hoo Chi-tsai admitted that the problem was enormous, and that, in present circumstances, 
it was rather difficult to solve. For the time being, the Chinese Government would merely ask 
the experts to cope with urgent requirements-viz., to stop the Yellow River floods, which so 

"far had not fallen, but were continuing to rise, and to prevent their recurrence next year. There 
would thus be no question of reafforestation or other works, but rather of trying to arrest the 

' ' 
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c~tastrophe, thus allevi~ting t~e sufte.rings of large numbers of the population. China, moreover, 
did not overlook the difficulties ansmg from the present situation. 

M. MoDEROW agreed that the Committee should confine itself to expressing a preliminary 
opinion on the technical conditions in which such a task could be undertaken. It had therefore 
a limited task. To express an opinion· on the technical conditions however it was necessary 
to have yery full informa~ion, and that was no~ the cas~ at present. It ~ould the;efore be necessary 
to appomt a Sub-Committee as soon as possible, which would be able to supply the Committee 
with all the requisite data. . 

The CHAIR1';'1AN proposed. that a Sub-Co~mittee be appointed to study the question, and 
suggested that It should consist of the followmg three members: M. DE RuELLE, Jlrl. DIETRICH 
DE SACHSENFELS and M. KRBEC. 

The Chairman's proposal was adopted. 

Report submitted by the Sub-Committee. 

M. DE RUELLE explained that the Sub-Committee had been instructed to examine the problem 
of the Yellow River floods, which were a catastrophe affecting a very large population, distributed 
over vast areas. No one, he felt, could remain indifferent to such a calamity. The note on this 
subject communicated to the Committee by the Secretary~General (Annex 2) limited the 
Committee's task very definitely, seeing that the Secretary-General had asked the Committee in 
what circumstances the League of Nations could assume the technical responsibility of proposing 
works and supervising their execution. The draft report read: "the technical conditions in which 
such a task, if accepted, could be undertaken under the responsibility of the League of Nations". 
The Sub-Committee's duty had merely been to reply to this question, and it had drawn up 
its report. 

He then read the Sub-Committee's draft report.l 
M. de Ruelle added that, during the Sub-Committee's consideration of the problem, the 

question had arisen whether it would not be better to go deeper into the matter and mention, as 
an instance, what had been done in the case of other rivers-more particularly the Danube-whose 
courses offered difficulties similar to those presented by the Yellow River. Ultimately, the 
Sub-Committee felt that it would be better for the time being to confine itself to the general 
aspects of the problem. 

M. LAHAUSSOIS thought that the report submitted was a remarkable document, but observed 
that in discussing the measures to be taken to remedy the present situation it referred only to the 
execution of works. Was that expression wide enough ? After all, it would require rectification 
works of a very protracted character. Would it be possible to wait for their completion before 
giving the population the help it needed ? The measures suggested by M. Dietrich de Sachsenfels 
-the organisation of a service for forecasting and reporting floods-would in no way remedy the 
present situation. It would, however, be much quicker to organise such a service than to execute 
works, and it would have the advantage of keeping the population informed of threats of floods 
and enabling them to take the necessary measures of precaution in good time, thus saving thousands 
of human lives. The report should therefore either expressly refer to such an organisation or use 
more general expressions than the words " execution of works". 

M. DIETRICH DE SACHSENFELS supported M. Lahaussois' proposal, especially as it was stated 
in the Chinese representative's letter that " urgent measures are needed to control the flood, 
check its extension and prevent its recurrence ". 

It was true that the Chinese had been faced with the problem for the past four thousand years 
and knew that no solution could be found in a few days, or even a year. Abstract studies, however, 
would not save human lives. What would be the sole effective method that could be applied, 
either immediately or later, in order to help the victims ? Having had practical experience of the 
question for many years, he thought that there was only one effective way of helping China at 
present-namely, to organise a flood-warning service similar to that which had proved its value 
in connection with the Danube. Although the Danube was only half the length of the Yellow 
River, it too was a river flowing across a plain and carrying down a large quantity of silt and loess, 
and a method that had worked well for fifteen years could usefully be applied in China. 

It would be easy to apply such a system if China were mistress of the whole territory in 
question; but that was not so. That was where the good offices of the League of Nations would 
come in, with a view to facilitating the execution of the works and co-operation between the 
two parties for a common object. . 

He then showed by means of a diagram that the Yellow River was dangerous only in the 
last .part of its course, from the spot where it ce~sed .to flow ~outh and described a. curv~ towa~ds 
the east, on its way to the sea. At that spot, Its size was m.c~eased by three tnbutaries, qmte 
different from it in character, which washed down large quantities of loess and caused the floods. 
The territory to be covered by the proposed flood-warning service was under Chinese con~rol, 
but the floods took place in the plain towards the east. No results could therefore be obtamed 

1 This report with the alterations adopted by the Committee during the discussion, is given in Annex 20. 
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unless the League went a step further and told China that it was prepared to help it with its good 
offices and to undertake to persuade the Japanese Government to co-operate as far as possible 
in work from which it too would benefit. 

All the difficulties arising from the present state of affairs must be eliminated. That was the 
League's task, and it possessed means to accomplish it. . ... 

. It was the Committee's duty to indicate the extent of the problem and the Impossibility of 
doing anything in the immediate future-i.e., in the twelve months before the next floods. The 
latter generally took place from about June to September. By the time the next floods can;te there 
should be a fully-prepared organisation on the spot, complete with proper defence-eqmpment. 
That would all have to be explained to the Council, and stress laid on the fact that advantage should 
be taken of experience in connection with the Danube and a mission sent to China for the purpose, 
consisting of an international Commissioner to negotiate with the parties concerned and a number 
of engineers to take all necessary steps to organise a flood-warning service. 

M. MoDEROW said that he also had some experience of the question, as he was connected 
in his own country with the administration of a large river-the Vistula. He was not sure, however, 
that he quite agreed with M. Dietrich de Sachsenfels. It would be better for the Committee to 
confine itself to its terms of reference; it had only been called on to study the technical conditions 
in which the Chinese Government's request could be granted by the League. The Committee 
had not been instructed to study the question of the measures which should be taken to deal with 
the floods, and it was not competent to discuss them. He was, therefore, very unwilling to assume 
the responsibility of discussing that question at the present time, because if the Committee decided 
to do so it would have to appoint a special committee to examine the whole technical side, and, 
for that reason alone, it would be impossible to come to a decision on that point during the present 
session. In other words, M. Dietrich de Sachsenfels' proposal appeared to be outside the 
Committee's terms of reference. 

In M. Moderow's opinion, the small Sub-Committee instructed to report on the question 
had done its work very well in explaining clearly the technical conditions in which the League of 
Nations could undertake the task required of it. 

He therefore proposed that the Sub-Committee's report should be adopted, as the Committee 
could not assume the responsibility of advocating any measures. 

M. NoRDBERG agreed with M. Moderow. He had been specially struck by one expression 
in the report-namely, the words "under the responsibility of the League of Nations". There 
was no reference to that in the letter from the representative of China. 

The CHAIRMAN pointed out that the words had been taken from the Secretary-General's 
own communication. 

M. KRBEC spoke as a member of the Sub-Committee. First, with regard to the question 
of "responsibility", raised by M. Nordberg, views might differ, but the Sub-Committee had 
taken the following view of the matter: the Secretary-General had sent the Committee a note 
in which he defined its task. He had placed a certain interpretation upon the letter from the 
representative of China, and the Sub-Committee had felt bound to use the same terms as those 
used by the Secretary-General in specifying what the Committee had to do. The adoption of. 
those terms would therefore appear to be most necessary. 

Secondly, the members of the Sub-Committee had all agreed on the report as a whole, except 
for a small difference of opinion between two members and M. Dietrich de Sachsenfels on a single 
point: the flood-warning system and the reference to another river, the Danube, where such a 
system existed. M. de Ruelle and M. Krbec himself had held another view. Personally, he 
had thought that the establishment of a flood-warning service was only one of many methods 
which should be discussed when the League experts ultimately put forward suggestions for solving 
the problem. The report by the Committee of Experts on Hydraulic and Road Questions in 
China 1 to which reference was made in the Sub-Committee's report, advocated a large number 
of other technical methods: raising the dykes, fixing of the mean river-bed, reafforestation, vege
tation, construction of reservoirs, etc. Thus, in Europe at any rate, there were many possible 
technical ways of dealing with such a situation. It would therefore be better to avoid indicating 
one method without mentioning all the others. There was a further reason-namely, that the 
Committee had no information about conditions on the spot. How, then, could they advocate 
one technica~ method in preference to another ? It would be much wiser to keep to generalities 
and say, as m the report, that "the details of the measures proposed could be determined with 
complete satisfaction and with the necessary accuracy only by technical experts sent to the spot ". 

M. LAHAUSSOIS thought it was useless to consider what had been done in the case of other 
rivers. The technical experts' professional training would have supplied them with sufficient 
information to enable them to apply to the Yellow River what had been done elsewhere. With 
regar? to the Committee's report, the expression "execution of the works "seemed too restrictive, 
and It ~ould be preferable to use more general terms. He confessed that " responsibility " 
struck him as both vague and dangerous. The League should not be saddled with too many 
burdens. He preferred the word "authority". 

The CHAIRMAN shared M. Lahaussois' h~sitations with regard to the use of the word 
"r~sponsibility ",but fe<l:red that the Committee might appear not to be replying to the question 
which had been put to It. 

1 Document C.gr.M.34·1936.VIII. 
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M. LAHAUSSOIS presumed that the expression used did not mean that once the League had 
started it would be caught up in the machinery and would have to complete the works, however 
vast the plans put forward by the engineers might be. 

M. DE RuELLE thought that the Committee was not competent to alter the terms of the 
q~estion. If it did so, other changes might be asked for elsewhere, and they might go off the 
rails. The problem was undoubtedly very complicated, but the Committee had to consider 
one point only-namely, whether it would be possible, from the technical point of view, for the 
League to plan certain measures, and what the conditions governing the execution of those 
measures would be. 

The Secretary-General had interpreted the letter from the Chinese Government as he thought 
fit, and M. de Ruelle himself thought that interpretation right. He referred to the second 
paragraph of M. Wellington Koo's letter, and· added that, since the Secretary-General had 
considered that the word " responsibility " should be used, it was not for the Committee to 
discuss that decision. He proposed that the present text be retained. 

M. Hoo Chi-tsai thanked M. de Ruelle for his account of the report and the great sympathy 
he had expressed with the Chinese population. He also wished to pay a tribute to all members 
who had submitted observations with a view to making the document as complete as possible. 
The discussion had opened with some remarks by the French member. There had been talk 
of organising a flood-warning service in China. M. Hoo Chi-tsai agreed with those who had 
been opposed to any mention of such a service in the report, for two reasons: first, the object 
of the report was not to mention all the possible measures; obviously the effective measures 
could only be suggested on the spot. The Committee's task was merely to reply to the question 
which had been put. to it. Secondly, a flood-warning service had been in existence in China 
for a long time, and was very complete. 

With regard to M. Lahaussois' other suggestion, M. Hoo Chi-tsai agreed that it would be 
better to say "execution of the measures", instead of "execution of the works". The letter 
sent to the Secretary-General referred particularly to the execution of measures, and made no 
mention of the execution of works. He thought all members of the Committee were in agreement 
on that point. 

M. Dietrich de Sachsenfels had defined the scope of the problem with his usual competence. 
Personally, M. Hoo Chi-tsai thought that the question raised by the Secretary-General had 
received a wise and elastic answer in the report. The three pages in question paved the way 
for future developments. What China asked the League to do was to help it to take·" urgent 
measures to control the flood, check its extension and prevent its recurrence ". It was not 
necessary to embark immediately on immense works. M. Dietrich de Sachsenfels had also 
mentioned politi.cal difficulties which the Committee of Experts might encounter owing to the 
hostilities. The report had foreseen that possibility and taken it into account. . 

M. Hoo Chi-tsai wished to thank l\1. Moderow, whose expression of views provided an 
. answer to the Secretary-General's question. The Committee could not go further. 

He also found himself in agreement with those members who wished to retain the term 
"responsibility", which was very apposite. Financial responsibility, on the other hand, could 
clearly not come into question; the Chinese Government's letter, in its third paragraph, made 
China's position perfectly clear in that respect, and the Committee need not fear that the 
League would be assuming any responsibility of that kind. 

He understood that the report contemplated the despatch of two expert missions, the first 
of a preparatory character, and the second an expert mission properly so called. 

M. LAHAUSSOIS stated that he noted that part of M. Hoo Chi-tsai's declaration stating that 
no question of financial responsibility was involved. 

The CHAIRMAN said that the League would be free to send out a preparatory mission, the 
membership of which might be increased subsequently, to examine the problem. He found 
that the Committee agreed that the word " responsibility " should be taken in a restrictive sense. 

M. DIETRICH DE SACHSENFELS reminded his colleagues that his first observation had been 
that the essential requirement was to ascertain whether the report was acceptable to China. 
He, for his part, could only concur with China's attitude towards the report, and, that being so, 
declared himself willing to approve of it. With regard to his earlier remarks, he explained that 
he had taken as his basis the standpoint expressed in M. Wellington Koo's letter. He agreed 
that the Committee was not competent to deal with all the technical aspects of the question. 
He had merely offered a few observations prompted by his own personal experience. His 
Czechoslovak colleague would forgive him if he believed that experience gained elsewhere was 
nevertheless applicable to the Yellow River. vVhat the Chinese member called "the organisation 
of a flood-warning service " was, however, entirely different from what was found on the Danube. 

M. DE RUELLE proposed the substitution, in paragraph 4 of page 2, of the words "the existing 
local conditions " for the words "the present situation on the spot ". 

M. LUKAC read the various amendments which had been proposed, and drew attention to 
the proposed substitution of the word "measures " for the word "works ". 

The CHAIRMAN congratulated the Sub-Committee on the manner in which it had carried out 
its task. 

The CoMMITTEE adopted the Sub-Committee's report (Annex zo), with the various 
amendments made therein, and instructed its Chairman to transmit it to the Secre
tary-General. 
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M. Hoo Chi-tsai reminded the Committee that, apart from the question of works o~ the 
Yellow River, which had just been discussed, technical co-operation between the Chmese 
Government and the Transit Organisation was being carried out on the spot (Annex II). He also 
wished, in his personal capacity, to express the Chinese Government's thanks for and keen 
appreciation of the valuable work done by l'vi. Bourdrez and M. Maux, who had been sent out 
as experts, and for the great devotion they had shown. . 

He emphasised the fact that the Chinese Government had asked that the two experts at 
present in China should remain there, and-a clear proof of the Chinese Government's satisfaction 
with the work they had done-that a third expert should be sent out. 

The CHAIR~IAN thanked M. Hoo Chi-tsai for his statement, and suggested, subject to the 
latter's consent, that the statement should be .communicated to these two experts; · 

M. Hoo Chi-tsai having given his consent, the CoMMITTEE decided to transmit his 
tribute to the two experts. 

XIX. AMENDMENT OF THE COMMITTEE'S RULES OF PROCEDURE CONSEQUENT UPON THE 
ADOPTION OF THE NEW STATUTE OF THE ORGANISATION 

M. METTERNICH, at the request of the Chairman, explained that the Council had, on 
January 29th, 1938, approved the new Statute of the Organisation for Communications and Transit, 1 

drawn up by a Special Committee of the Organisation and a small Committee of the Council. 
The new Statute had come into force on the day of its adoption. At the same time, the Council 
had considered it expedient to clarify certain points, in order to facilitate the interpretation of 
the Statute and dispel any possible misunderstanding.2 It was now for the Committee to revise 
the provisions of its Rules of Procedure, in order to bring them into accord with the new Statute,. 
with due regard to the clarifications put forward by the Council. 

The CHAIRMAN thought that the work of revision should be entrusted to a sub-committee, and 
proposed the appointment of a Sub-Committee of three members-namely, M. DE CASTRO, 
M. MODEROW and M. NORDBERG. 

The CoMMITTEE adopted the Chairman's proposal. 

Report of the Sub-Committee. 

The CHAIRMAN asked M. Moderow to submit the report of the Sub-Committee (Annex 21). 

M. MoDEROW explained that the Sub-Committee set up to revise the Rules of Proced~re had 
been asked to adapt those rules to the new Statute, while paying due regard to a number of 
recommendations put forward by the Council in its resolution of January 29th, 1938. 

He proceeded to read the report of the Sub-Committee. 

M. LAHAUSSOIS drew attention to an apparent discrepancy in the terminology of Articles 4 
and 5. He asked whether it had been deliberately intended to mention only " Government 
representatives " in the second paragraph of Article 5, while contemplating two types of 
representative in Article 4-Government representatives and representatives of international or 
national organisations acting in an advisory capacity. 

M. MoDEROW explained that the fields of application of the two articles were quite different. 
Article 4 enabled the Committee to issue an invitation before each session to various representatives 
of States or of organisations. Article 5, on the other hand, was solely concerned with the publicity 
of meetings, and enabled the permanent delegates of Members of the League or other Government 
representatives to be present at the Committee's discussions even though the latter were private. 

M. LAHAUSSOIS said that this ~xplanation fully satisfied him. 

M. KRBEC wondered whether it would not have been better to have left the new 
~ommittee for Communications and Transit, which was shortly to be constituted, free to draw up 
1ts own Rules of Procedure. 

M. MOJ?EROW pointed out that certain amendme?-ts to the Rules of Procedure were urgently 
necessary, smce a number of those rules had to be applied between sessions. The Rules of Procedure 
were therefore likely to be applied before the new committee was constituted. To that practical 
reason for proceedi~g forthwith to the revision of the Rules, legal reasons had to be added. 

- Moreover, the CounCil had made certain recommendations to which effect should be given without 
delay. 

The CHAIRMAN s~i~ he understood that th_e amen~ments suggested by the Sub-Committee 
represented a bare mm1mum of what was reqmred durmg the transitional period until the new 

1 Document C.gs.M.48.rg38.VIII. 
8 Ibid., page 24. 
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·committee was appointed. The latter would be entirely free, under Article 10, to make further 
amendments to its Rules of Procedure. 

M. KRBEC, in view of M. Moderow's explanations, did not press his proposal. 

The COMMITTEE adopted the new text proposed by the Sub-Committee (see 
Annt~ 21, Appendix). 

M. DE RUELLE thought it desirable at that stage to make it clear that the members of the 
Committee were not representatives of Governments, but were appointed in the capacity of experts. 
Their discussions were therefore entirely free, and did not, b.,ind their Governments, from which they 
did not receive instructions. · ·,. 

The CHAIRMAN took note of M. de Ruelle's statement, which would be inserted in the Minutes. 
) 

XX. REPORT .ON THE PRINCIPAL QUESTIONS DEALT WITH BY THE COMMITTEE SINCE ITS LAST 
1 ELECTION IN 1931 (ARTICLE 25 OF THE NEW STATUTE) 

The draft report on the work carried out by the Committee since the last election in 19J1, 
intended for thf:l-forthcoming Assembly and drawn up in pursuance of Article 25 of the new Statute 
of the Organi~~ion for Communications and Transit, was examined by the Committee. 

M. NORDBERG, referring to the chapter entitled "Constitutional Questions", said that the 
Committee should be congratulated on having preserved its character as an expert body-a 
character to which M. de Ruelle had just drawn attention. 

After making a number of changes, mostly in view of decisions taken at the present session, 
the COMMITTEE adopted the draft report, 1 which it will submit to the Assembly. 

XXI. CLOSE OF THE SESSION 

The CHAIRMAN declared the twenty-first session of the Committee closed. 

1 See document A.22.1938.VIII, final edition. 



ANNEX 1 
[C.C.T.674.] 

AGENDA 

r. Opening of the session. · 
2. Election of officers of the Committee.' 
3· Report on the work accomplished by the Committee since th~ last election (I93I) (Article 25(a) 

of the new Statute). 
4· Alteration of the Rules of Procedure of the Committee. as a result of the adoption of the 

new Statute of the Organisation. 
5. Report of the Committee on Road Traffic on its twelfth session, held from April 25th to 

30th, I938. 
6. General report of the Special Committee for the Study of Signals at Level-crossings. 
7· Report of the Committee of Experts for the Codification of Road Law on its first session. 
8. (a) Report on the Operation of the League Wireless Station in I937· · 

(b) Action taken with regard to the Committee's resolution on the subject of the relations 
between-the body responsible for the supervisionof the condition and working of 
the Radio-Nations station and the various organs of the International Telecom
munications Union. 

9· . Reduced railway fares for students travelling alone. . 
IO. Co-ordination of transport: survey of the position of the studies. 
II. Agreements, conventions, etc., concluded· under the auspices of the League of Nations: 

position as regards signatures, ratifications and accessions. 
I2. Passport system. 
I3. Public works. 
I{. Facilities to be granted to broadcasting reporters. · . 

'I5. Proposal by the Chinese Government concerning measures to be taken in consequence of 
the flooding of the Yellow River. 

I6.. Questions of internal organisation: Composition of Committees. 
I7. Report of the Chairman on the missions carried out by him since the last session of the 

Committee. 
IS. Communications by the Secretariat. 

ANNEX 2 
[C.C.T.686.] 

July 29th, I938. 

PROPOSAL BY THE CHINESE GOVERNMENT CONCERNING MEASURES TO BE 
TAKEN IN CONSEQUENCE OF THE FLOODING OF THE YELLOW RIVER 

NOTE BY THE SECRETARY-GENERAL 

July 28th, I938. 

The Secretary-General has received the attached letter sent to him on July 26th, I938, by 
the representative of China on the Council of the League of Nations. 

2. As it appears from this letter, the Chinese Government desires that the work of planning 
necessary conservancy measures for the areas afflicted by floods of the Yellow River and super
vising their execution be undertaken by the League. 

3· The Secretary-General would be glad if the Committee for Communications and Transit 
would be good enough, at the session opening on August Ist next, to give a preliminary opinion 
as to the technical conditions in which such a task, if accepted, could be undertaken under the 
responsibility of the League of Nations. 

LETTER SENT TO THE SECRETARY-GENERAL OF THE LEAGUE OF NATIONS BY THE 

REPRESENTATIVE OF CHINA ON THE COUNCIL OF THE LEAGUE 

Paris, July 26th, I938. 

The Chinese Government is greatly preoccupied by the effects of the flood resulting from 
the rupture of dykes on the Yellow River. The provinces of Anhwei, Honan and Kiangsu have 
suffered most from the inundations, which have caused and are still causing great loss of life 
and property. Extensive relief work is being carried on by the Chinese Government, but the 
fact that various areas along the river are now occupied by Japanese forces adds great difficulties 
to the problem of conservancy as well as of relief. Urgent measures are needed to control the 
flood, check its extension and prevent its recurrence. . 
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In view of the satisfactory results of the co-operation of the League's technical organs in past 
years in conservancy works in China, the Chinese Government desires that the work of planning 
necessary ·conservancy measures for the afflicted areas and supervising their execution be 
-undertaken by the League, whose authority in this technical domain is already so generally 
appreciated. · 

I have the honour, therefore, in accordance with instructions, to request the League to appoint 
and despatch to China an adequate number of hydraulic engineers for the purpose. It need hardly 
be emphasised that the appointment of such experts is within the scope of technical collaboration 
between China and the League. The Chinese Government, however, will be glad to provide a 
part of the expenses to be incurred by the appointment and sending of these experts. As regards 
other expenditures, including the salaries of the requisite Chinese staff to assist the League experts, 
I am authorised to state that the Chinese Government will hold itself responsible for them 
altogether. . 

In view of the urgency of the matter, I shall be grateful to you, Mr. Secretary-General, if 
you will be good enough to take steps as soon as possible to refer this request to the competent 
bodies for early consideration and. action. 

(Signed) Wellington Koo. 

ANNEX 3 
[C.C.T.642(/).] 

CALENDAR REFORM 

RESULTS OF AN ENQUIRY AMONG GOVERNMENTS UNDERTAKEN IN EXECUTION OF THE COUNCIL'S 

DECISION OF jANUARY 25TH, 1937 (NINETY-SIXTH SESSION} 

July rsth, 1938. 

Replies received since September 4th, I937, to Circular Letter No. 42.I937. VIII. 1 

Afghanistan. 
[Translation.] November 22nd, 1937. 

The Afghan Government would be prepared to adopt and to use for external correspondence 
the reformed calendar should it be accepted by the other States Members of the League of Nations, 
while reserving the right to use the solar year of the Hegira as the official year in the interior of 
the country. 

Austria. 
[Translation.] September 4th, 1937. 

In the opinion of the Federal Government of Austria, calendar reform would certainly be 
desirable from the point of view of the interests of commerce, industry and communications. 
However, such a reform and the fixing of religious feasts, such as Easter, are indissolubly linked 
together. The Austrian constitution does not give the Federal Government any power to exert its 
influence on the fixing of the date of religious feasts by the churches. On the contrary, the Federal 
Government has undertaken, by the Concordat, to respect the fixing of the feasts of the Catholic 
Church, and consequently also the subdivision of the year arranged by the Catholic Church. Thus, 
the introduction by the State of a secular calendar differing from the religious calendar as set 

· up by the Catholic Church could not be taken into consideration. 
In these circumstances, the Federal Government would be unable to tackle the problem of the 

reform of the calendar until the Catholic Church had, in its religious domain, found a solution 
for the questions connected therewith. 

China. 
September 13th, 1937. 

The Chinese Government is in favour of the reform of the calendar and agrees in principle to 
the provisions contained in· the draft Convention communicated by the Chilian representative. 

1 The replies received before September 4th, 1937, are reproduced in document C.38o.i\l.2j6.I937·VIII, page 66. 



Ecuador. 
[Translation from the Spanish.] April rsth, 1937. 

The Government of Ecuador will examine the draft Convention relating to calendar reform 
with a view to making what observations it considers pertinent. These observations will be 
communicated to the Secretary-General in due. course. · 

Egypt (continued).1 

[Translation. J November 23rd, 1937. 

The competent authorities to whom the draft Convention was submitted have no observations 
to make·. · · 

Guatemala. 
[Translation from the Spanish.] August 25th, 1937. 

The Government of Guatemala is proceeding with the examination of the draft Convention 
relating to calendar reform communicated to it on March rzth, 1937. 

Haiti. 
[Translation.] September 29th, 1937. 

The Government of Haiti does not wish, so far as it is concerned, to abandon the Gregorian 
calendar. 

Iraq. 
October 19th, 1937. 

The Iraqi Government has no observations to make on the draft Convention. Nevertheless, it 
views the project for the reform of the calendar with much interest, and wishes to be supplied with 
any observations which the other States Members of the League of Nations may make on the 
subject. 

Lithuania. 
[Translation.] September znd, 1938. 

The Lithuanian authorities concerned, to whom the draft Convention relating to calendar 
reform has been referred for examination, have not yet been able to give their opinion on the 
matter. 

As soon as the studies have led to definitive conclusions, the Lithuanian Government will 
bring them to the Secretary-General's notice. 

Monaco. 
[Translation.] September 3rd, 1937. 

The Government of His Highness the Prince, after having carefully examined the draft 
Convention relating to calendar reform communicated to the Council by the Chilian representative, 
is of opinion that no proposal could be made as long as the agreement of all countries on the 
question of the stabilisation of the Easter festival has not been realised. 

New Zealand. 
September 14th, 1937. 

The New Zealand Government concurs in the views expressed by His Majesty's Government· 
in the United Kingdom 1 ·in regard to the draft Convention relating to calendar reform. 

Turkey. 
[Translation.] January 7th, 1938. 

The Government of the Republic considers that all the provisions contained in this draft 
especially those having in view the adoption of the perpetual calendar of twelve months and 
equal quar~ers: are in every way in keeping wi.th the requirements of the century. It therefore 
sees ·no obJeCtiOn to the proposed calendar bemg adopted on January rst, 1939. 

In order to arrive at a general agreement, Turkey is in favour of an international conference 
meeting under the auspices of the League of Nations, which conference would open this year, 

1 See document C.38o.M.256.I937·VIII, page 67. 
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and ~t which the whole question of calendar reform would be discussed, in the light of the results 
obtamed thanks to the remarkable work hitherto carried out and always on the basis of the 
draft Convention put forward by the delegate of Chile. ' 

Uruguay. 
[Translation from the Spanish.] August 9th, 1937. 

The Government of Uruguay informed the Secretary-General that it would give instructions 
to its delegates at the eighteenth ordinary Assembly of the League of Nations to support the 
initiative taken by the Chilian representative. · 

Venezuela. 
[Translation from the Spanish.] August 28th, 1937. 

The Venezuelan Government has no observations to make on the proposed reform. 

ANNEX 4 
[C.C.T.678.] 

July 16th, 1938. 

DRAFT BUDGET OF THE ORGANISATION FOR COMMUNICATIONS AND TRANSIT 

I. 

2. 

3· 

4· 

5· 
6. 
7· 

FOR 1939, ADOPTED BY THE SUPERVISORY COMMISSION 

1939 

Conferences . . . . . . . . . . . . . . . . 
Meetings of the Organisation for Communica-

26,ooo 

tions and Transit (sessions of the Committee, 
other committees, sub-committees), and tech-
nical work of experts . 77,6oo 

Printing of documents: 
(a) For meetings and other work under sub-

head 2. 
(b) Collection and exchange of information 17,500 

regarding communications and transit 
(including miscellaneous expenses) 

Settlement of disputes referred to the Committee 
and examination of similar questions sub-
mitted to the Committee by the Council . . 20,000 

Salaries: perinanen t staff 
Travelling expenses ' 23,534 
Cables, telegrams and long-distance telephone 

communications, and miscellaneous . 3,500 

ANNEX 5 

Estimates Expenditure 
1938 1937 1937 

Swiss francs 

39,000 

77,6oo 

17,500 

20,000 

23,534 

4,280 

23,000 

70,000 30,369 

8,000 7,208 

6,000 5.587 

20,000 

19,450 7,268 

3.500 . 2,130 

[C.C.T.675.] 

July 4th, 1938. 

REPORT ON THE MEETING OF THE PERMANENT INTERNATIONAL COl\Il\IISSION 
OF NAVIGATION CONGRESSES, HELD IN BRUSSELS ON l\IAY 31ST, 1938, PRESENTED 

TO THE COMMITTEE BY ITS REPRESENTATIVE 

The Permanent International Commission of Navigation Congresses held its annual meeting 
in Brussels on May 31st, 1938, under the chairmanship of Viscount Van de Vyvere, Chairman 
of the Permanent International Association of Navigation Congresses. 

Forty-five members, representing fourteen Governments and six groups, took part in the 
meeting. , 

The agenda is appended to the present report. 



· In opening the meeting, the Chairman paid a tribute to the memory of M. Watier, former 
head of the French delegation, who died on August zoth, 1937, and who was for many years one 
of the most active members .of the Commission. . 

The report of the Executive Bureau on the general position of the Association from May 
15th, 1937, to May 15th, 1938, was approved.1 

The report of the Audit Committee, discharging the Executive Bureau from its liabilities, 
on the past year was also approved. The report shows that the financial position of the Association 
remains precarious. · 

The programme of questions and communications for the seventeenth International Congress 
of 1940, prepared by a small committee with the collaboration of the German delegation, was 
adopted. The programme will include three questions and three communications under Section I 
(inland navigation), and three questions and two communications under Section II (maritime 
navigation). . 

The German delegation made a statement regarding the seventeenth Congress, to be held 
in Germany in June 1940. The Congress will sit in Berlin for one week. The closing meeting will 
be in Cologne. During and after the Congress, several excursions will be organised to Baltic and 
North Sea ports, the " Mittellandkanal ", Duisburg-Ruhrort, the navigable waterways under 
construction to connect the Rhine with the Danube, and- Vienna, all within a period of three 
weeks. · 

In order to limit printing expenses as much as possible, it was decided that reports must be 
kept strictly within the set limit of twenty pages, any excess beyond this limit being chargeable 
to the authors. The reports will be printed only in the original language, which must be one of 
the three official languages of the Association, and translations will be confined to extracts. 

With regard to the progress made with the technical dictionary, the Executive Bureau has 
announced that the chapter on ports is in the press, and that the chapter on canals and locks will 
be published this year. . 

The meeting was followed by an excursion organised by the French delegation, in which 
some thirty members took part. On June rst and znd, the Commission visited the works of the 
Rhone dam which is being built at Genissiat, and the Rhone works between Lyons and Aries, 
and on June 3rd the port of Marseilles, where it was warmly welcomed by the Compagnie nationale 
du Rhone and the Marseilles Chamber of Commerce. 

AGENDA 

r. Report of the Executive Bureau on the general position of the Association from May 15th, 
1937, to May 15th, 1938. 

2. Report of the Audit Committee. 
3·· .Changes in the membership of the Permanent Commission. 
4· Programme of questions and communications for the seventeenth International Congress 

(Germany, 1940). 
5. Communications to be made by the German delegation concerning the seventeenth Congress. 
6. Seventeenth Congress: cost of publishing reports. -
7· Progress made with the publication of the technical dictionary. 
8. Miscellaneous. 

ANNEX 6 
[C.C.T.683.] 

July 26th, 1938. 

REPORT ON THE EIGHTH INTERNATIONAL ROAD CONGRESS, HELD AT THE 
HAGUE, JUNE r8TH TO JULY 2ND, 1938, SUBMITTED TO THE COMMITTEE BY 

ITS REPRESENTATIVE 

At the first International Road Congress, held at Paris in 1908 to consider questions connected 
~ith th~ adaptatio~ ~f roads to m~dern traffic, it. was decided, inter alia, to set up a permanent 
mternatwnal assoc1at~on to deal ~~~h such questwns and to convene periodical road congresses 
(Perm~n~nt Internatwnal Assoc1at10n o~ Road Congresses), and a permanent international 
comm1sswn was formed at the same t1me (Permanent International Commission of Road 
Co~gresses), which_ was to be the governin~ body of the Association, and the executive organ of 
wh1ch (the Executive Bureau) was to have 1ts headquarters at' Paris. 

The Asso~i~tion, of which fifty-five Stat~s are now members (December 31st, 1937), also · 
draws up _Provlswns .for the purpose of promotmg progress in road matters and also regarding the 
constructwn and mamtenance of roads and traffic on and the use of roads. It endeavours to attain 

1 This report may be consulted in the archives of the Secretariat. 
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its objects, inter alia, by convening international road congresses at suitable intervals. The first 
of these road congresses was held at Paris in 1908, and the Association also convened congresses at 
~russels in 1910, London in 1913, Seville in 1923, Milan in 1926, Washington in 1930, :\Iunich 
m 1934 and-the latest one-at The Hague (Scheveningen) in 1938. 

Thus, the eighth International Road Congress held under the auspices of the Permanent 
International Association of Road Congresses was held at The Hague (Scheveningen) from 
June 18th to July 2nd, 1938. I venture to refer to the attached List of Members with supplements 
Nos. I and 2,1 from which it will be seen that the number of persons taking part in the Congress 
~vas 2,256, and also to the attached agenda of the Congress,2 which states that the Congress began 
Its work on Saturday, June 18th, 1938, with the openingoftheexhibitionentitled" La Route 1938 ", 
which was organised in connection with the Congress. The Organisation for Communications 
and Transit of the League of Nations was represented among the exhibitors (see official catalogue)1 

at Stand No. 27. The exhibits included eight well-arranged panels giving prominence, in a manner 
easily intelligible to the general public, to the Organisation for Communications and Transit of 
the League and that Organisation's extensive and important activities. 

The formal opening of the Congress took place on Monday, June 2oth, 1938, at 2 p.m., in 
the Great Assembly Hall of the Kurhaus. The order of the proceedings was as follows: . 

I. Speech of welcome by Dr. S. J. R. de Monchy, Burgomaster of The Hague. 
2. Opening speech by His Excellency Dr. J. A. M. van Buuren, Engineer, Minister of 

Public Works. 
3· Speech by Engineer W. G. C. Gelink, President of the eighth International Road 

Congress, former Inspector-General of Bridges and Roads. 
4· Speech by Senator A. Mahieu, President of the Permanent International Association 

of Road Congresses. 
5. Replies by heads of delegations. 

At this formal opening (item 5 of the agenda), the representative of the League of Nations 
delivered in French the following speech, with the appropriate complimentary references (omitted 
here): 

" It is in my capacity of delegate of the League of Nations, and on behalf of its 
Organisation for Communications and Transit, that I have the honour to speak at this formal 
opening. meeting of such a splendid international manifestation as the eighth International 
Road Congress. 

" I have the signal honour, in the first place, of paying my most sincere respects to the 
august Patroness of the Congress, Her Majesty the Queen of the Netherlands, who has 
graciously consented to act in that capacity. 

"This is the eighth Congress organised under the auspices of the Permanent International 
Association of Road Congresses, a body to which I would pay a high tribute, and of which I 
myself have had the honour for many years past to be a life member. 

" The business of the eighth Congress is to examine six items-each of very great 
importance-which have been placed on its agenda and allocated to various sections. 

"In regard to Section I, dealing with' Construction'and Upkeep', it is the appearance 
of the motor-vehicle and the constant expansion of motor traffic which have entirely changed 
-not to say upset-road organisation, as regards both the construction and the upkeep 
of the roads. 

"According to 'World Highway Progress', the total length of roads has risen by 
about so% since 1929, and the number of motor-vehicles has simultaneously increased by 
about 25%· . 

" At the present moment, there are some 40 .million motor-vehicles in the world
motor-cars and lorries- of which about 30 million are to be found in the United States alone, 
or one motor-vehicle for three to four inhabitants; that country, therefore, takes the first 
place. 

" These few figures give an idea of the enormous development, throughout the world, 
of the network of roads and also of motor traffic. 

" Speed being the essential characteristic distinguishing present-day motor traffic from 
other classes of road traffic, it is essential, for the rational utilisation of motor traffic, to be able 
to take the greatest possible advantage of this characteristic. 

" I venture to quote the classic remark of one of our distinguished transatlantic colleagues, 
who is with us at this moment: 'We pay for good roads, whether we ha:ve them or not, but 
we pay less if we have them than if we do not have them.' 

" The main problem in Section I, not only from the technical, but also from the economic 
standpoint, is to be able to construct and maintain modern highways for modern road traffic 
-that is to say, good roads enabling national and international connections to be made both 
speedily and safely. 

" In the second section, which is more particularly concerned with road traffic, the 
principal question which arises is that of safety. This has become a problem of exceptional 
importance and international urgency, seeing that the number of traffic accidents, as sho\\n 

1 These documents may be consulted in the archives of the Secretariat. 
3 See page 40. 
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by existing statistics, is high, and indeed alarmingly high. The annual. statis~ic_al returns 
show that hundreds of thousands of persons are killed or more or less senously mJured, and 
that large quantities of valuable material are destroyed; and hence, in the light of these facts, 
we are led to ask where the sacrifices demanded by modern road traffic will end. . 

" It should be borne in mind that an almost identical subject has already been exhaustively 
studied by the competent organ of the League of Nations, a circumstance that shows clearly 
the great urgency of this problem. . 

" The eighth International Road Congress is about to begin. Like its predecessors, this 
Congress aims at promoting and encouraging progress in road matters·. I am very glad to 
make my modest contribution to this cause. . 

" On behalf of the Organisation for Communications and Transit of the League of N atwns, 
I cordially greet the eighth International Road Congress, and I most sincerely thank the 
Netherlands authorities and our Netherlands colleagues, who have spared no effort to ensure 
the fullest success for this Congress. 

" I am convinced that the work of the eighth Congress will be crowned with outstanding 
success, and I firmly believe that its results will bring us nearer to the aim which, true to 
its fine and eloquent motto, 'Via Vita ', the Permanent International Association of Road 
Congresses has pursued since its foundation-an aim which is shared by all countries and in 
the realisation of which we can count on the co-operation of all countries and all nations." 

The work of the Congress was divided into three sections, the first dealing with the construction 
and maintenance of roads, the second with road traffic and the use and administration of roads, 
and the third with questions common to the first and second sections. The sections met in the 
magnificient premises equipped for the purpose in the Kurhaus. As was the case at the previous 
two congresses, arrangements were made, with the use of the Filene-Finlay system, for the 
translation of the various speeches, not only into Dutch, but also into the three official languages 
of the Congress-English, French and German. , 

The questions on the Congress's agenda, which had been drawn up ~y the Permanent 
International Commission on June 27th, 1936, were as follows: 

Section I.- Construction and Upkeep. 
Item I: 

(a) Progress made since the Munich Congress in the use of cement for .road surfaces. 
(b) Surfaces of brick. 
(c) Surfaces of special materials; such as cast metal, steel, rubber. 

Item 2: 

Progress made since the Munich Congress in the preparation and utilisation for highways of: 
(a) Tar. 
(b) Bitumen (asphalt). 
(c) Emulsions. 

Section II.- Traffic, Operation and Administration. 

Item 3 : Road accidents : 

(a) Bases for and unification of statistics. 
(b) Determination of the causes of accidents and means of attenuating them. 

Item 4: Segregation, on the road, of various types of traffic: 

Highways (single-track or double-track); 
Bicycle tracks; 
Pedestrian tracks; 
Parking tracks and roads connecting with wayside premises; 
Crossings and cross-roqds. 

A. Study of cases in which such arrangements are or are not to be recommended. 
B. Application to motor highways. 

Sections I and II combined. 

Item 5: Study and valuation of the quality of the road surface from the standpoint of: 

(a) Its smoothness or roughness and its powers of resistance to skidding· 
(b) Its lighting or light-absorption capacity (under artificial illumination'). 

Item 6: Study of the subsoil of highways. 

A. Determination of the properties of the subsoil; testing methods, measuring appliances. 
B. Influence of !hese properties on the construction of highways (foundations and surface) 

and their upkeep. · 
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. .The various rapporteurs previously selected from different countries had in due course sent 
Ill mnety-three reports on the above questions for submission to the Congress-namely, twenty 
reports on the first question, twenty-one on the second, twelve on the third, fourteen on the fourth, 
ten on the fifth and sixteen on the sixth. 

These reports had, as usual, been examined and embodied in general reports 1 drawn up by 
the general rapporteurs appointed for the purpose, one for each question. The rapporteurs laid 
before the Congress a summary of the observations and experiences of the rapporteurs on the 
various questions and draft conclusions for adoption by the Congress. The conclusions were then 
discussed at meetings of the various sections. 

As regards these discussions, the speakers at the meetings of sections, the Drafting Committee 
of the Congress and its membership, etc., I venture to refer to the attached daily bulletins Nos. 1, 
2, 3, 4 and 5.1 These bulletins also contain other information and communications circulated 
to members of the Congress. 

As regards the second section, I spoke as follows in my above-mentioned address at the formal 
opening of the Congress: " In the second section, which is more particularly concerned with road 
traffic, the principal question which arises is that of safety"; and agairi: "It should be borne 
in mind that an almost identical subject has already been exhaustively studied by the comgetent 
organ of the League of Nations, a circumstance that shows clearly the great urgency of this 
problem." · 

I was referring, in connection with the third question, to the work which was produced by 
the Committee for the Unification of Statistics of Road Traffic Accidents (document C.2J6.i\I.I79· 
1937.VIII, and Annex), and which was considered by the Advisory and Technical Committee 
for Communications and Transit at its twentieth session (document C.38o.M.2s6.1937.VIII, 
pages 20-22) and also by the Committee on Road Traffic at its twelfth session (document C.203. 
M.II1.1938.VIII, page g); and as regards the fourth question, I was referring to the work which 
was produced by the last-named Committee's rapporteurs (Annexes 5 and 6 to document C.203. 
M.1I1.1938.VIII), and which was also discussed by that Committee at its twelfth session (document 
C.203.M.nr.rg38.VIII, page 2). 

As will be seen from my speech, I considered that I should follow the Congress's work in 
the second section, and particularly the third question, more especially as I had received on 
Friday, June 17th, 1938, at 2 p.m., when the offices of the Congress were opened, a letter dated 
Geneva, June 14th, 1938, from the Section for Communications and Transit of the League, 
containing valuable detailed instructions to that effect. 

On Saturday, June 25th, 1938, at 3.30 p.m., the Congress held a plenary meeting to take 
decisions on and draw up the conclusions which were first drafted in substance at the meetings 
of the section and afterwards given specific form by the Drafting Committee at its meetings 
held throughout Friday, June 24th, 1938. These conclusions dealt with each of the six questions 
submitted to the Congress; they will be found in daily bulletin No. 5.2 

The formal close of the Congress took place on Saturday, July 2nd, 1938, at 3.30 p.m. m 
the Great Assembly Hall of the Kurhaus. The agenda was as follows: 

r. Speech by the General President. 
2. Ratification by the Congress of the resolutions of the Permanent International 

Commission regarding: 

(a) The award of the Prix de Ia Belgique; 
(b) The appointment of the meeting-place of the next Congress. 

3· Speech by the representative of the Permanent International Association of Road 
Congresses: 

4· Replies by the heads of delegations. 
s. Close of the Congress by the General President. 

According to item 2 of this agenda, the Congress had to ratify the resolutions of the Permanent 
International Commission regarding the award of the Prix de Ia Belgique and the appointment 
of the meeting-place of the next Congress. 

·The triennial prize of 4,500 francs (Prix triennal de la Belgique), founded at the Brussels 
Congress in 1910 for the best essay submitted on road questions, was awarded, in accordance 
with the jury's proposal, to an American engineer and was thus won by the United States of 
America. 

The invitation given by M. de Benke, the official Hungarian delegate to the Congress, on 
behalf of the Hungarian Government, to hold the next International Road Congress at Budapest 
was accepted by the Congress by acclamation, and accordingly the ninth International Road 
Congress, which is fixed for 1942, will be held in Hungary. 

As regards the third question-road accidents-the last footnote on page 22 of the general 
reports 1 contains the following passage: " A graph illustrating the data given in the national 
reports will probably be published before the opening of the Congress in one of the issues of monthly 
statistics of traffic and transport published in the Netherlands." These monthly statistics, entitled 
"Maandstatistiek van Verkeeren Vervoer ", were distributed to the members of the Congress 
and are attached to the present report,! 

' These documents may be consulted in the Secretariat's archives. 
a This bulletin may be consulted in the archives of the Secretariat. ~Ioreover, the conclusions contained therein 

with regard to questions .3 and 4 are reproduced in the Appendix to the present document. 
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A publication. entitled Sonderbeilage fiir da~ L_and Oesterreich, die Strasse, die Autobahn 
zum VIII internattonalen Strassenkongress was d1stnbuted to the members of the Congress and 
is attached to the present report.l . 

Two publications entitled VJJio Congresso Internazionale della Strada, L'Ata-Ig]8-XVI, 
Relazio1ti della Delegazione Italiana and Le Strade (Numero speciale per I'VIII° Congresso 
Internazionale della Strada, L'Aja, Giugno 1938-XVI) were distributed to the members of the 
Congress and are attached to the present report.l 0 

0 

At the formal close of the Congress (item A of the agenda), the representative of the League 
of Nations delivered in French the following speech, with the appropriate complimentary references 
(omitted here): 

" I have the signal honour, on behalf of the Organisation for Communications and Transit 
of the League of Nations, of rising to speak now, when the eighth International Road Congress 
comes to a close, after having duly elucidated the important questions laid before it. 

0 "The proceedings of the Congress have been greatly facilitated by the remarkable work 
done in advance by the General Rapporteurs, who were asked before the Congress met to 
summarise the ninety-three national reports and propose conclusions to the Congress, and 
also by the masterly way in which our Netherlands colleagues have organised the Congress. 

" I have the honour to tender my thanks and congratulations more particularly to the 
General President, M. Gelink, and the Secretary-General, M. van de Kasteele, for the skilful 
and admirable way in which they have prepared and conducted th~ work of the eighth 
Congress. 

"I am deeply grateful to the Royal Netherlands Government, the Municipal Council 
of The Hague, the local Organising Committee, and the Netherlands Corporations and other 
bodies, for the very friendly welcome and the generous hospitality extended during these 
few memorable days spent in this noble and delightful country of Holland. 

"I would pay a tribute to M. Mahieu, M. Chaix and M. Le Gavrian, the Chairman, 
Vice-Chairman and Secretary-General respectively of the Executive Bureau of the Pennanent 
International Association of Road Congresses. 

" As regards the results achieved at this eighth Congress, whose purpose was to promote 
progress in road matters, I think it would be difficult to overrate the importance and the 
scope of its work, if we bear in min,d the fact that present-day road traffic, and 
more particularly motor traffic, has become a factor of capital importance in the economic 
life of our age and in its national and international relations. 

"Before I conclude, may I recall the numerous excursions and the fine exhibition, so 
interesting, attractive and instructive, attached to the Congress, at which several foreign 
countries and the Organisation for Communications and Transit of the League of Nations 
displayed exhibits. While the discussions and debates in the Congress dealt, as it were, with 
the theoretical aspect of road problems, the excursions and the exhibition have afforded us 
practical lessons, and have shown us the various processes and scientific researches which 
have a bearing on the construction, upkeep and utilisation of the modern highway. 

" This exhibition has given me an idea of the admirable work done in recent years by the 
Netherlands and the Netherlands Indies in improving their road system, an achievement 
all the more admirable when we realise the difficulties our Netherlands colleagues have very 
often had to encounter owing to the bad subsoil conditions. 

" The eighth International Road Congress is over. May its work of peace and international 
co-operation continue for the greater good of all countries and all nations ! 

" In conclusion, I beg to express my sincerest wishes for the prosperity of Holland and 
for the grandeur and glory of the Dutch nation." 

Stockholm, July uth, 1938. 
(Signed) Axel V ALSINGER. 

Appendix. 

CONCLUSIONS ON THE THIRD QUESTION PRESENTED BY THE COMMISSION OF REDACTION OF THE 
SECOND SECTION 

[Extract from Daily Bulletin No.5.] 

I. It should be defined, what should be understood by a " road accident ". 
2. It is preferable that the reports on road accidents should be made by the local police 

authorities or other expert officials and that each report should be recorded on a separate standard 
form and summarised centrally. 

1 These documents may be consulted in the Secretariat's archives. 
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3· It has been observed that the different views which exist concerning the " cause of the 
road accident " has led to widely divergent lists of causes used for the statistics of the various 
countries, and it is desirable that, as a starting-point, the " causes presumees ou apparentes de 
!'accident " inserted in the document C.z76.M.I79-I937·VIII of the League of Nations Committee 
for the Unification of the Statistics of Road Traffic Accidents should be accepted even in a less 
detailed form. · · 

4· The Congress supports the principles of the League of Nations Committee, mentioned 
under 3, concerning an annual minimum publication-of the results of road accident statistics, taking 
into account that international co-operation in this matter can only be obtained within a measurable 
space of time when the obligatory part is briefly worded. 

5· The Permanent International Commission and the Executive Bureau of the Permanent 
International Association of Road Congresses-should appoint an international Committee for the 
purpose of studying the progress of the unification of road accident statistics. This Committee 
should take into consideration as well the principles of the report, dated l\Iay z8th, 1937, of the 
League of Nations Committee as the present conclusions; and should submit before December 31st, 
1940, the experiences gained, as well as a report of further observations. 

6. The Permanent International Commission and the Executive Bureau of the Permanent. 
International Association of Road Congresses should appoint an international committee for 
the purpose of studying the basis for international comparability of traffic censuses in relation to 
road accidents and the committee should submit a report before December 31st, 1940, on its. 
conclusions. 

7· It is desirable for the various Governments to support the work of the safety organisations 
in the various countries as much as possible and to consider the introduction of compulsory 
safe traffic teaching in elementary and secondary schools. 

8. The Congress, having noted the many measures in the various countries to reduce the 
number and the seriousness of road accidents, expresses the hope that the interchange of ideas in 
the published reports may lead to such an improvement in traffic conditions on the road and in the 
streets, and to such an improvement in education and discipline of the road users, that a considerable 
decrease in the number and seriousness of road accidents may result. Furthermore, all measures 
should be taken to ensure that assistance is given, as soon as possible, to persons who have been 
injured in road accidents. 

9· It is advisable to investigate every road accident and record the sites so as to ascertain 
where they occur most frequently and determine whether road conditions can be improved at these 
sites from a safety point of view and at the earliest possible date. 

CONCLUSIONS ON THE FOURTH QUESTION PRESENTED BY THE CO>DUSSION OF REDACTION OF 

THE SECOND SECTION 

A. General. 

I. Road safety should be the primary consideration in determining the extent to which the 
different classes of .road users and traffic streams should be segregated. 

2. Apart from the requirements of safety, the carrying capacity of the road, the speed of traffic 
and also financial considerations are important factors to be considered in dealing with this 
question. 

3· Before the construction or reconstruction of a road system is undertaken, surveys of 
present and future traffic requirements and general economic considerations should be made, and 
planning should take into accountt he necessity of correlating national road systems at international 
frontiers. 

4· It is necessary that the technical measures adopted with a view to separating the various 
classes of traffic and the opposing streams of traffic in so far as they are not enforced by the lay-out 
of the road should be supplemented by uniform regulations in each country, and so far as possible 
int~rnationally. . 

The occupation of the roads for purposes in themselves important, but not directly related 
to road traffic, should always be subordinated to the requirements of road traffic, which are much 
more important. · 

B. Roads for Mixed Traffic. 

5· Footpaths are necessary at least where buildings adjoin the roads or where considerable 
pedestrian traffic between adjoining communities exists ?r may be expected. 

6. It is always desirable to separate pedal cyclists from motor traffic. This becomes essential 
as soon as traffic has developed to any considerable extent. 
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If possible, this should be effected by providing cycle tracks on either side of the road. 

7· Cycle tracks should be effectively separated from the carriage-way. Iraffic l.anes forming 
part of the carriage-way are considered an undesirable substitute from the pomt of ~Jew o.f safety, 
but sufficient experience has not yet been obtained as to the best methods of dealmg with cycle 
tracks where road junctions and lay-byes are numerous. 

8. In all countries with heavy pedal cycle traffic, particularly in the areas adjoining lar~e 
towns and in picturesque districts, it is desirable, in- addition to th~ cycle tracks along .m~m 
roads mentioned above, to construct a network of special cycle tracks mdependent of the ex1stmg 
road system to serve the need of tourist cycle traffic. 

g. On roads with considerable traffic, the number of access-roads to fields, etc., should be 
reduced to a minimum. In cases where these are numerous or cannot be eliminated, it is advisable 
to provide service roads for agricultural traffic for the purpose of minimising interference with 
the main road. 

10. The provision of service roads for local traffic is necessary in all built-up areas of any 
considerable importance, in order to separate local traffic from through traffic. 

rr. The construction of service roads within the meaning mentioned under 10 should not 
be undertaken unless the provision of them has proved unavoidable, since they tend to encourage 
ribbon development, which is considered objectionable from the standpoint of road administration 
·as well as from an resthetic point of view. 

12. Ribbon development should be restricted as much as possible on or near main trunk 
roads and prohibited in case of new roads and new road sections (by-passes). 

13. . Road safety is considerably increased by a physical division of opposing traffic streams, 
but this remedy is only possible if the road has at least four traffic lanes. 

However, a road with a single carriage-way divided into four traffic lanes has a greater traffic
carrying capacity during rush hours than one having dual carriage-ways with a central reservation. 
The increased capacity is achieved at the sacrifice of safety, and this type of lay-out accordingly 
should only be taken into consideration under special local and financial conditions. 

14. Continuous accommodation for use of temporary stationary vehicles on the outer verges 
of roads is very desirable for traffic and safety reasons, especially on roads carrying high-speed 
motor traffic. If it is not possible to provide this accommodation, then the need is indicated for 
parking-places, capable of accommodating at least one lorry and trailer, at regular intervals. 

15. Parking-sites of a larger size should be available wherever the need arises for allowing 
large numbers of vehicles to stop, so that the main road may be clear for through traffic. 

16. It is advisable to avoid the use of crossings on the level in cases where the costs are 
not prohibitive. 

17. Traffic " circuses " with adequate dimensions where the " roundabout " system is in 
·force are to be recommended on crossings of important roads, in particular in cases where more 

than four streams of traffic converge. Pedal cyclists and pedestrians should not cross on the 
same plane as high-speed motor traffic if this can possibly be avoided. 

18. Pedal cycle traffic crossing motor traffic (as in the case where a cycle track crosses from 
one side of the road to the other) presents a special cause of danger. If this cannot be avoided 
by the use of subways or bridges, both motor and cyclist traffic should be warned well in advance 
by a clear system of signals or signs. The beginning and the end of cycle tracks must be specially 
indicated. -

19. Apart from the above, it is not possible to lay down guiding principles with regard to 
crossings, in view of the fact that the most likely solution in each particular case is chiefly dependent 
on local conditions. 

C. Motor-ways. 

20. The question whether-apart from the ordinary road system available for all sections 
of road users-special roads should be constructed for the exclusive use of high-speed motor 
~ra.ffic, d~p~nds on the demographi.c, topographic and economic conditions in each country, and 
Is m addition closely connected with the volume, character and condition of the existing road 
system in that country. -

2r. Motor-ways-i.e., roads reserved exclusively for motor traffic-present the most satis
factory solution for lo~g-distanc.e traffic, both from the point of view of safety and as regards 
speed and traffic-carrymg ·capacity. 

. 22. On motor-:ways, the divis~on of traffic into two· streams by means of a central reservation 
Is. absolutely essential.. Each carnage-way should be provided with two traffic lanes of ample 
width, one of these bemg reserved for overtaking vehicles. 

_23· If planted with sh~bs, the ~entral re~ervation not only provides a very effective division, 
but IS also a safeguard agamst dazzlmg headlights, at any rate on level road sections. 
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24. Ribbon development requiring access should be prohibited from motor-ways. 
25. Footpaths should not be provided along these roads. For cycle traffic, a separate location 

is the most suitable. If cycle tracks are provided along the motor-roads, they should be kept 
entirely separate from these. 

26. No roads should be allowed to cross motor-ways on the same plane. At points where 
motor-ways join a system of town roads and at crossings of two motor-ways of equal status near 
a built-up area, the provision of traffic " circuses " where the " roundabout " system is in force 
may prove a satisfactory solution. 

D. Town Roads and Streets. 

27. Apart from pavements for pedestrians, the streets in towns and built-up areas cannot 
generally be divided for the use of the different classes of road users. 

28. On the main arteries in suburban ·areas-especially on those that link up with trunk 
roads-it is advisable to segregate through traffic from local traffic by providing, on either side, 
service roads for slow-moving traffic (including pedal cyclists). 

29. In countries with a considerable cycle traffic, it is desirable also, on other through traffic 
roads in suburban areas, to construct separate cycle tracks alongside or on pavements. Wherever 
this is possible, different quarters of a town should be linked up by cycle tracks running through 
parks or public gardens. ' 

30. In broad streets, traffic streams coming in opposite directions should be segregated by 
refuges, which are much appreciated by pedestrians crossing the road. 

31. Regulations restricting or forbidding parking, and one-way traffic regulations, are in 
many cases unavoidable to increase road safety and the traffic-carrying capacity of narrow but 
busy streets. 

32. In towns, provisions should be made for the crossing of carriage-ways by pedestrians 
at defined points. Guard rails should be erected to prevent crossing elsewhere. 

33· Riding-tracks should be provided as far as possible in the neighbourhood of large towns 
and military establishments, the particular circumstances in each case being taken into account. 

34· It is desirable that, at the next (ninth) International Road Congress, special consideration 
should be given to the question of town streets (cross section, crossings, etc.). 

ANNEX 7· 
[C.C.T.688.] 

July 30th, 1938. · 

UNIFICATION OF STATISTICS RELATING TO ROAD TRAFFIC ACCIDENTS: ACTIO~ 
TAKEN ON THE RESOLUTION ADOPTED BY THE COMMITTEE AT ITS 

TWENTIETH SESSION 

NOTE BY THE SECRETARIAT 

In pursuance of the resolution adopted by the Committee at its last session, the Council decided, 
in September 1937, to communicate the report of the Committee for the Unification of Statistics 
relating to Road Traffic Accidents 1 to Governments, asking them to draw up their statistics as far 
as possible in accordance with the recommendations contained in the report and the tables annexed 
thereto. 

In giving effect to this decision, the Secretary-General of the League of Nations asked the 
Governments to be good enough to inform him before December Jist, 1940, of any experience they 
had gained and any observations they might see fit to make. 

Up to the present, five replies have reached the Secretariat.2 

The Committee also decided that a communication should be sent to the Bureau of the 
Permanent International Association of Road Congresses in order that the attention of the 
Government delegations to the _eighth Congress; to be held at The Hague in June 1938, might be 
drawn to the necessity of avoiding duplication of the work of the Road Congresses and that of the 
Committee for the Unification of Statistics relating to Road Traffic Accidents. The question of road 

1 Document C.276.M.I]9.1937·VIII, and Annex I. 
• Document C.20J.M.Il I.I9J8.VIII, page 37· 



accidents was the third question on the agenda of the Congress, and the first point for consideration 
was "Bases for and Unification of Statistics". 

In reply to the communication addressed to him on the Committee's instructions, the 
Secretary-General of the Permanent International Association of Road Congresses asked that the 
report of the Committee for the Unification of Statistics relating to Road Traffic Accidents be sent 
to Dr. J. J. Hanrath, General Rapporteur, who was responsible for summarising the various 
reports on the matter and proposing conclusions to the Congress. In his general report, Dr. Hanrath 
took the Committee's recommendations into account, and they were also referred to in several 
of the reports placed before the Congress by Governments, without, however, being fully accepted. 
The General Rapporteur's conclusions were taken up by the Committee with very few changes, 
after they had been discussed by the Second Section of the Congress and by its Drafting Committee. 

M. Valsinger, representative of the Committee for Communications and Transit, and 
Mr. Kirkus, Member of the Committee for the Unification of Statistics relating to Road Traffic 
Accidents, spoke in the discussion in support of the recommendations of the Committee set up by 
the Organisation for Communications and Transit. 

It will be seen from the points relating to statistics in the Congress's conclusions 1 on the 
third question," Road Accidents", that most of the principles laid down by the Committee for the 
Unification of Statistics relating to Road Traffic Accidents were taken up by the Congress. Thus 
the Congress recommends : 

(1) That each report on road accidents" should be recorded on a separate standard form 
and summarised centrally" (see No.4 of the Committee's recommendations); 

(2) That the presumed or apparent causes of the accident as indicated in the Committee's 
_report should be accepted as a starting-point, even in a less detailed form (see pages 4-6 of the 
Committee's recommendations); 

(3) The annual minimum publication of statistics of the first kind recommended by the 
Committee, provided that for purposes of international co-operation the obligatory part is 
briefly worded (see No. 6 of the Committee's recommendations); 

(4) That every road accident should be investigated to ascertain whether it was due 
mainly to the defective state of the road or to some other cause, and that the sites of accidents 
should })e recorded so as to enable the necessary improvements to be made as soon as possible · · 
at. points where accidents are particularly frequent (see Nos·. 5 and 6 of the Committee's 
recommendations). 

On the other hand, the Congress did not adopt the definition of traffic accidents adopted by 
the Committee; it merely expressed the opinion that it was desirable to define exactly what 
was to be understood by a traffic accident. 

It also recommended that the Permanent International Commission and the Executive 
Bureau of the Permanent International Association of Road Congresses should appoint an 
international committee for the purpose of studying the progress of the unification of road accident 
statistics. This committee should take into consideration both the principles of the report dated 
May 28th, 1937, of the League of Nations Committee and the present conclusions .. The committee 
is to sub;mit its report by December 31st, 1940. · 

It would have been better to select a date for the submission of the report of the international 
committee which would enable it to take into account the Governments' observations on the 
recommendations of the Committee for the Unification of Statistics relating to Road Traffic 
Accidents. 

The Congress further expressed the desire that the Permanent International Commission 
and the Executive Bureau of the Permanent International Association of Road Congresses should 
appoint an international committee for the purpose of studying the basis for international 
comparability of traffic censuses in relation to road accidents. The committee will submit its 
report by December 31st, 1940. 

This is a very important question, and one which might with advantage be closely followed 
by the representative of the Committee for Communications and Transit appointed to the 
Permanent International Association of Road Congresses. 

ANNEX 8 
[C.(.T.682.] 

July 25th, 1938. 

INAUGURAL MEETING OF THE PERMANENT INTERNATIONAL COMMITTEE 
FOR THE LONDON-ISTANBUL HIGHWAY, HELD AT BUDAPEST, 

OCTOBER 27TH AND 28TH, 1937 

NOTE BY THE. SECRETARIAT 

At its ~ineteent~1 session (November 1935), the Co~mittee was informed that M. Valsinger, 
member of Its Committee on Road Traffic, had been appomted by the Chairman of the Committee 
for Communications and Transit to represent the latter at the International Conference on the 

1 See Annex 6, Appendix. 
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London~Istanbul Trans-European Highway held at Budapest from September roth to 14th, 1935. 
M. Valsmger submitted a detailed report on his mission. He pointed out, inter alia, in his report, 
that the Conference had made a recommendation, which was adopted by the Governments of 
the countries concerned, for the constitution of a permanent committee to follow up, promote to 
the extent of its resources, and expedite where necessary, the execution of the conclusions and 
recommendations of the Conference and any subsequent proposals adopted by the permanent 
committee for the construction and organisation of the said highway and of traffic thereon. 

In a letter of September 4th, 1937, the Hungarian Government informed the Secretary-General 
of the League of Nations that the Hungarian Ministry of Trade and Communications had convened 
for October 27th and 28th, 1937, a meeting for the constitution of this international committee, 
which was to be attended by the delegates of the Governments concerned and by representatives 
of the International Touring Alliance. The agenda of this meeting included the following items: 

(r) Framing of the Statute for the organisation and work of the committee; 
(2) Study and discussion of reports on the technical, touring and Customs questions 

and the organisation of traffic· referred to in the resolutions of the Budapest Conference of 
September 1935; 

(3) Discussion of any other proposals and suggestions. 

In this same letter, the Hungarian Government invited the Secretary-General to send a 
representative to the meeting at which the Committee was constituted. 

In response to this invitation, the Secretary-General instructed the Acting Director of the 
Communications and Transit Section to attend the session, the opening meeting of which was 
presided over by Dr. Hubert, Under-Secretary of State at the Hungarian Ministry of Trade and 
Communications. In his opening speech, Dr. Hubert referred to the decisions taken at the Budapest 
Conference of 1935 regarding the constitution of a Permanent Committee. 

The delegates of the Governments of the countries traversed by the London-Istanbul highway, 
viz., the United Kingdom, Belgium, Germany, Austria, Yugoslavia, Roumania, Bulgaria and 
Turkey, successively thanked the Hungarian Government for its initiative and assured it of their 
Governments' desire to give every assistance in achieving the aim in view. 

After the speeches of Government representatives, the Acting Director of the Transit Section 
explained that the Organisation for Communications and Transit-and, in particular, its Committee 
on Road Traffic-was examining a number of questions which seemed to be of real importance 
for the accomplishment of the task that would devolve on the International Committee. The 
Transit Organisation would be glad to have the International Committee's suggestions and to 
profit by the practical experience gained by that Committee in studying the results of the appli
cation, over the long and important London-Istanbul highway, of the provisions of the Conventions 
and the recommendations of the Conferences or Committees of the Transit Organisation. The 
Acting Director of the Transit Section pointed out that the 1937 Assembly of the League of Nations 
had just stressed the importance of direct contact between the Transit Organisation and the 
appropriate technical organisations of an international character dealing with communication 
questions, and had been gratified to note the very satisfactory results of that collaboration. In 
conclusion, he expressed the hope that similar results would soon be apparent in consequence 
of the relations between the International Committee and the Transit Organisation, both of those 
bodies having a keen desire for friendly co-operation. 

After speeches from the representatives of the International Touring Alliance and the 
International League of Red Cross Societies, the Committee opened its proceedings by unanimously 
electing as its Chairman Mr. Lyddon (United Kingdom), the Government delegate of Belgium 
being elected Vice-Chairman. It was agreed that next year Belgium should supply the Chairman 
and Germany the Vice-Chairman, and similarly in the future. 

The delegates of all the Governments concei·ned gave detailed information regarding the 
construction and equipment of the highway. Though it was not designed, for the time being, 
to serve as a motor highway (i.e., to be exclusively reserved for motor-vehicles) throughout, it 
would be specially adapted so as to enable motor-vehicles to travel very fast under the best 
conditions of safety and comfort. In Belgium and Germany, it would be a regular motor highway. 

Further, questions concerning the crossing of frontiers, and, in particular, the Customs 
. clearance of motor-vehicles, were examined on the basis of a report drawn up by the Vice-President 
of the Touring Club of Belgium dealing with the application, by the respective Governments, of 
certain recommendations made by the Budapest Conference of 1935. The details of this technical 
discussion will be found in the Minutes of the meeting, which can be consulted in the Secretariat 
archives. 

It is noteworthy that this is the first occasion in Europe, and probably in the whole world, 
on which a Governmental body has been set up to supervise the creation of a land highway crossing 
a large number of countries and conceived on international lines. 

It is therefore important that the Transit Organisation has been able to get into touch with 
this new body and that it has been admitted as a substantive member thereof, as it incidentally 
is of other international organisations dealing with communication questions. No financial 
obligations (subscriptions, etc.) will at~ach to this membership, but it w~l confer, inter alia, the 
right to receive all the documents, Mmutes, reports, etc., of the Committee. 



Listly, the Belgian delegate proposed that the .legal constitution of the Committee should 
be officially notified to the League of Nations, as the latter comprised all the international organs 
and was represented on the Committee. This suggestion, which, according to the Belgian de!egate,
was intended as an act of deference towards the League, was unanimously adopted. Consequerrtly,.___ 
the Hungarian Government, by letter of l\'Iay 6th, 1938, officially Llformed the Secretary-General 
of the League of Nations "of the constitution of the Committee, and communicated to him the 
Minutes of the meeting at which it was constituted, attaching thereto the Committee's Statute. 

The Committee is thus governed by a Statute, the text of which is annexed (see Appendix). 
Under this Statute, the Permanent Committee, which has its secretariat at Budapest, has to follow 
up, promote and expedite the execution of the conclusions and recommendations of the 1~35 
International Conference as contained in Annexes A, B and C to its Minutes, and the executwn 
of any subsequent proposals adopted by _the Permanent Committee for the constr~ction and 
organisation of the London-Istanbul highway and traffic thereon. Thus, the Committee must 
forthwith take up questions connected with the construction and equipment of the highway 
(lay-out, camber, section, engineering work, etc.), Customs questions (Customs offices, facilities 
for Customs clearance, etc., of vehicles passing in transit), questions concerning a uniform road-sign 
system based on the Geneva system, touring questions, co-ordination of road, rail, water and 
air services, and road safety in accordance with the recommendations of the various Red Cross 
Conferences (Brussels, 1930; Tokio, 1934; and Budapest, 1935). 

This list, which is not a complete one, shows· that there is an immense programme of work 
to be done, which will call for the concerted efforts of the countries concerned for a long period. 

Appendix. 

STATUTE OF THE PERMANENT INTERNATIONAL COMMITTEE FOR THE 

LONDON-ISTANBUL HIGHWAY 

Chapter I. - Constitution anrl Powers of the Permanent Committee. 

Article I.- In accordance with the recommendation made on September 14th, 1935, by the 
International Conference on· the London-Istanbul Highway, held at Budapest, which recom
mendation was adopted by the Governments of the countries concerned, a Permanent Committee 
shall be set up for the purpose of following up, promoting to the extent of its resources and, where 
necessary, expediting: 

(a) The execution of the conclusions and recommendations of the' aforesaid Conference: 
as contained in Annexes A, B and C to its Minutes; 

(b) The execution of any subsequent proposals adopted by the Permanent Committee 
for the creation and organisation of the said highway and the traffic thereon. 

Chapter II. - Composition anrl Organisation of the Permanent Committee. 

Article 2. -The following shall be members of the Permanent Committee: one delegate of 
each of the countries whose territory is traversed by the highway. The following shall also be 
members as of right: a representative of the Communications and Transit Organisation of the 
League of Nations, a representative of the International Red Cross, a representative of the Inter-
national Touring Alliance, and the Secretary-General of the Permanent Committee. . 

Art£cle 3- - The Permanent ·committee shall be presided over by a Chairman or Vice
Chairman, selected annually by the Permanent Committee from the Government delegates. The 
Chairman and Vice-Chairman may not belong to the same nation, or be re-eligible for the same 
office (Chapter IV). 

Article 4- -- The Permanent Committee shall set up a Permanent Bureau, consisting of the 
Chairman and Vice-Chairman, the representative of the International Touring Alliance, the 
Secretary-General of the Permanent Committee and two Government delegates, one representing 
the country in which the Permanent Committee is meeting and the other the country in which 
it held its last meeting. · 

Article 5- - In addition to the members of the Permanent Committee the Committee's 
meetings may be attended by the experts (on road, Customs, touring, etc., questions) accom
panying them whose names have been communicated beforehand to the Secretary-General. 

Article 6. -The-Chairman may appoint from among the members of the Committee or the 
experts, ~uri1_1g the sess_ions or i_n the int~rvals between sessions, one or more rapporteurs for 
the exammatwn of. special questwns. Their reports shall be lodged with the Secretary-General, 
who shall commumcate them to the members of the Permanent Committee. 

Chapter III. -:- Working of the Permanent Committee. 

Art~cle 7-- The Permanent Committee must be convened at least once a year. It may meet 
oftener If necessary. 
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Article 8. -The permanent headquarters of the Committee shall be at Budapest (Article rs)._ 

Article 9· - By de_cision of the Permanent Committee, or on the invitation of the Govern
ments represented thereon, the Committee may be convened to meet in any other city. 

Article IO. -The meetings of the Committee shall be convened by the Chairman. 
The notices shall state the place, date and hour of the meeting, and the provisional agenda . 

. They shall be sent by the Secretary-General one month in advance. The final agenda shall be 
determined by the Committee. . 

Article II. - The Committee shall draw up its Rules of Procedure. 

Article I2. -The only languages which may be used at meetings shall be French, German 
·and English. Speeches shall appear in the Minutes in the language in which they were delivered, 
but a translation may be appended. 

Article IJ. -The Committee's Minutes shall not be final until they have been communicated 
to the various members and approved and initialled by them (Article 21). 

Chapter IV. -Duties of the Chairman. 

Articie I4. - The Chairman (and, in his absence, the Vice-Chairman) shall control the 
activities of the Permanent Committee. He shall preside over all the discussions. He shall keep 
in permanent touch with the Secretary-General, and, through him, with the members of the 
Committee. He shall appoint the rapporteurs referred to in Article 6. 

The Chairman shall preside over the Bureau. The latter shall meet on the summons of the 
Chairman, and, as of right, on the day before the Committee's plenary sessions to make a 
preliminary study of the items on the agenda and make arrangements for their discussion. 

Chapter V. - Organisation of the General Secretariat. 

Article IS. - The headquarters of the General Secretariat shall be at Budapest (Article 7). 

Article I6. -The Secretary-General shall be appointed by the Royal Hungarian Government 
on the proposal of the Permanent Committee. 

Article IJ.- The cost of maintaining the General Secretariat shall be defrayed by the Royal 
Hungarian Government. 

Article I8. -The auxiliary staff necessary for the working of the Secretariat shall be placed 
at the latter's disposal by the Royal Hungarian Government. 

Article I9. - The Secretary-General shall be the permanent administrative representative 
of the Committee. As such, he must keep in constant contact, not only with the Chairman, but 
also with the members of the Permanent Committee and the representatives-of the International 
Touring Alliance. 

-Article 20. - Through the intermediary of these persons, he shall collect and organise 
comprehensive information on all points bearing on the construction and organisation of the 
highway. 

He shall arrange for the analysis and classification of the said documents, and shall communi
cate them, if necessary, to the various members of the Committee; he may attach to them 
observations, reports, suggestions and questionnaires. 

He shall correspond directly with the members of the Permanent Committee. 

Article 2I. -The Secretary-General shall be responsible for drafting and editing the Minutes 
of the meetings of the Permanent Committee and the Bureau, and for their printing and distri
bution (Article 13). 

Article 22. - The Secretary-General may be instructed by the Chairman to study such 
questions as the Chairman considers necessary (Article 6). 

Article 23. -All communications to members of the Permanent Committee shall be sent 
simultaneously to the Secretary-General of the International Touring Alliance. 

Article 24. -The Secretary-General shall submit an annual general report on the proceedings 
of the Permanent Committee, on the progress of the work on the highway, and on all questions 
affecting the creation, maintenance, organisation, equipment and utilisation of the highway. The 
report must be communicated to the persons concerned not later than one month before the date 
of the meeting (Article 7). 

This Statute was drawn up and adopted on October 28th, 1937, at Budapest. 

Co-ordinated by: 

M. METTERNICH, League of Nations, and 
M. DucHAINE, International Touring Alliance. 
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ANNEX 9 

[C.C.T.69z.j 
[C.C.T.jC.R./r4o.] 

August 4th, 1938. 

REPORT ON THE MEETINGS OF THE FOLLOWING COMMITTEES OF 
THE INTERNATIONAL CHAMBER OF COMMERCE: COMMITTEE: ON BARRIERS 
TO INTERNATIONAL COMMERCIAL MOTOR TRANSPORT (JUNE 7TH, 1938) ; 
COMMITTEE ON AUTOMOBILE INSURANCE (JUNE 8TH, 1938), AND COMMITTEE ON 

HIGHWAY TRANSPORT (JUNE gTH AND roTH, 1938) 

The Secretary-General of the League of Nations, having noted that the questions to be 
considered by the above-mentioned Committees had a bearing on the work of the Transit 
Organisation, decided to accept the invitation of the International Chamber of Commerce, and 
instructed Mme. Lehmann to represent him at the meetings of those Committees. Mme. Lehmann 
was present at all the meetings, with the exception of the last one held by the Road Transport 
Commission. 

I. COMMITTEE ONBARRIERS TO INTERNATIONAL COMMERCIAL MOTOR TRANSPORT 

The International Chamber of Commerce has been studying this question for some years 
past; it took as its starting-point the work of the European Conference on Road Traffic held in 1931. 
The Chamber on several occasions expressed the hope that . the Communications and Transit 
Committee would again take up the question. The Committee on Road Traffic, within whose 
province it mainly falls, examined it at its eleventh session (July 1937). It considered that, at the 
present stage, barriers to commercial motor transport could more easily be removed by bilateral 
agreements. The International Chamber of Commerce, for its part, has continued to pursue its 
aim-namely, the conclusion of a multilateral convention. At its Congress held at Berlin in 1937, 
it considered the possibility of framing such a convention. An enquiry was undertaken among 
carriers with a view to ascertaining what hindrances they encountered in international transport, 
and the replies received were analysed by the Rapporteur, Dr. H. 0. Wesemann (German 
Association of Commercial Motor Goods Transport). 

The Rapporteur observed that, although it was incomplete, the documentary material 
collected showed that there was a total lack of uniformity in the technical conditions for the 
admission of vehicles in the administrative provisions, in the Customs and fiscal regime, and in 
Customs clearance operations, and that that lack of uniformity was seriously hampering the 
development of international commercial motor transport. · 

He concluded that the question was not yet ripe for general uniform regulation, but that States 
should be induced to remove the most irksome of the existing barriers-of which there were a very 
large number-by means of direct bilateral negotiations. 

The Committee on Barriers to International Commercial Motor Transport, after a lengthy 
discussion, which brought out the very complex nature of the problem, agreed with this view, and 
decided to confine itself for the time being to framing a draft model bilateral convention. This 
draft will later be sent to the carriers' organisations in the various· countries for their 
observations. 

The technical conditions for the admission of vehicles were also dealt with in a special report by 
M. R. de Nercy (Secretary-General of the Permanent International Bureau of Automobile 
Manufacturers), who reached the conclusion that in order to arrive at a practical solution only 
good roads should be taken into consideration in determining the limits to the size and weight of vehicles. 
(It would be useless to take into consideration the whole of the road system of every country, as 
this would mean that standardisation would be based on the limits suitable for bad roads in those 
countries which were most backward in the matter of road traffic.) 

The Rapporteur considered it possible to "grant international roads and main roads a special 
status ". This regime might be extended, as the public authorities of each country thought fit, 
to any road the technical conditions of which were subsequently regarded as adequate. The 
Permanent International Bureau of Automobile Manufacturers was continuing to study the 
question with a view to the submission of a rational proposal at the earliest possible date. It had 
already collected the data necessary for the study of the problem from an international standpoint. 
The Bureau intended to submit its proposals to the Permanent International Association of Road 
Congresses, so that they might be studied by roadbuilders. · 

The Com~ittee took note of M. de Nercy's observations, and expressed the hope that it 
would be possrble to standardise on an international basis the maximum size of vehicles allowed 
to trav~l on certain roads, and that it would be kept informed of such further action as might be 
taken m consequence of the Bureau's work. · 
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Conclusions. 

The questions studied by the Committee on Barriers to International Commercial ~Iotor 
Transport are of the greatest interest to the Organisation for Communications and Transit, and 
particularly to its Committee on Road Traffic. The progress of the work that is being done by 
the International Chamber of Commerce and the Permanent International Bureau of Automobile 
Manufacturers should be closely followed. The drafts which are to be drawn up-namely, the 
draft model bilateral convention relating to commercial motor transport, and the proposal for the 
international standardisation of the maximum size of vehicles allowed to travel on certain roads
might possibly serve as a basis for work to be undertaken later by the Committee on Road Traffic. 

II. CoMMITTEE ·oN AuT01IOBILE INSURANCE 

This Committee met on June 8th, 1938, under the chairmanship of Mr. Wallace B. Phillips 
(United States). · 

The Chairman described the progress of the work in the matter of compulsory insurance and 
the civil liability of motorists undertaken both by the Rome Institute and by the Communications 

·and Transit Committee, and mentioned the results of an enquiry he had himself carried out with 
a view to ascertaining the attitude of the various countries and the different branches of economic 
activity concerned towards compulsory insurance. In the United States, only the State of 
Massachusetts had adopted that form of insurance, and, generally speaking, public opinion was not 
in favour of it. The tendency was rather to introduce legislation based on the principle of the 
financial liability of motorists. As regarded Great Britain, the country which was the first 
to introduce compulsory insurance for all motor transport, the Chairman had the impression that 
the big insurance companies were not altogether satisfied with the system; on the one hand, they 
had to wade through a mass of regulations, which entailed additional expenditure, and, on the 
other, they were sometimes obliged to cover bad risks. In any case, those companies were not, he 
thought, inclined to encourage any international effort to make compulsory insurance more 
general. On the other hand, automobile manufacturers in Great Britain were in favour of 
the system in question, which, they thought, had successfully overcome the initial difficulties. 
In France and Italy, insurance companies and automobile manufacturers were, for the most part, 
opposed to compulsory insurance, or at any rate to insurance based on the objective liability of 
motorists. It seemed probable that compulsory insurance would eventually be adopted in Germany, 
where the necessity of international co-operation in the matters of insurance and reinsurance 
appeared to be recognised. 

Dr. Ulrich (Germany) explained the situation in his country, and said that in Germany " a form 
of objective liability "was recognised at the present time. Various organisations, mainly motorists' 
organisations, were at present taking steps for the replacement of this form of liability by that 
based on the concept of the "fault". Others were endeavouring to secure the relaxation of the 
principle of objective liability. Neither of these conflicting aims had as yet been achieved, but, 
for social reasons, the legal provisions governing the matter ought to be improved in future. 
The question of compulsory insurance had been studied for some years past. Insurance had 
been made compulsory in turn for several categories of motor transport, such as omnibuses, 
hackney carriages, taxis, public passenger transport vehicles and long-distance goods transport 
vehicles. Further, in 1936, an indirect obligation to take out an insurance had been imposed in 
Germany by the promulgation of an ordinance which provided that the driving-licences of uninsured 
drivers who caused damage and were unable to make it good would be withdrawn. It was as yet 
too soon to judge of the results of that ordinance. The Academy of German Law had prepared a 
short bill on compulsory insurance, its aim being to provide the simplest possible solution. 

Compulsory insurance had been introduced in Austria in 1929. The incorporation of Austria 
in the Reich had raised the question of the system to be adopted for the whole Reich. A Committee 
would meet at the end of August 1938 to study the matter. Account would be taken of the 
experience acquired in Austria during the last nine years. It was quite possible that the system 
of compulsory insurance would be extended to the whole of German territory. 

Two reports had been submitted to the Committee, one by Dr. Zandli, Director-General 
of the Royal Automobile Club of Italy, on the civil liability of motorists, and the other by 
M. Redenti (Italy), Vice-Chairman of the Committee, on Compulsory Insurance. Both severely 
criticised the proposals drawn up by the Rome Institute and specified the means by which, in 
the authors' opinion, the social aim in view-namely, the compensation of the victim of the 
accident, could be achieved without having recourse to compulsory insurance. 

M. Redenti, who also submitted M. Zanelli's report in the latter's absence, pointed out that 
in Italy, as in Germany and France, it was considered necessary to modify the principle of the 
reversal of the onus of proof. He explained that he had himself taken part in the work of the 
Rome Institute, but had disagreed with the proposal of the jurists to adopt the principle of ciYil 
liability and compulsory insurance. As regarded the results of this latter system, it had been 
found that, in Czechoslovakia, the number of accidents had increased by 30% during the first 
six months after the introduction of compulsory insurance, which had, in fact, weakened the 
drivers' sense of responsibility. Compulsory insurance increased the cost of motor traffic, because 
it called for very strict control, and that was expensive. Lastly, it was not always possible to get 
hold of the guilty party, as, for instance, when the motorist responsible for the accident failed to 
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stop. He though~, however, th<l;t the a~range_ments for mc;>toris~s passing from one country to 
another might be Improved. An mternatwnal msurance policy might be drawn up by agreement 
between the automobile clubs and the insurance companies. 

M. Matteucci and M. Josserand (Rome Institute) described the Institute's work in that 
connection. The former admitted that the maximum programme drawn up at Rome " was 
possibly too Utopia~ at the pr~sent time, in view of the ~iversity of national legal ~ystems ". :rhe 
.Institute had done Its work With an eye to the future; It had prepared drafts which the vanous 
countries might study, and which could be adapted to their special circumstances. For instance, 
they might provide material that would be useful in framing an international insurance policy. 

M. Josserand pointed out that, apart from two or three jurists, the Committee of Experts 
consisted of men with a practical knowledge of motoring. As for the principle of objective liability, 
it was recognised everywhere except in Great Britain and Belgium; the United States were 
also moving in that direction. 

Mme. Lehmann gave a brief account of the work done by the Organisation for Communi
cations and Transit and of its co-operation with the Rome Institute, M. Redenti's observations 
(subsequently withdrawn) having shown that he had a wrong impression of it. 

Viscount de Rohan (Chairman of the International Association of Recognised Automobile 
Clubs) suggested the establishment of a guarantee fund to compensate victims who were unable 
to obtain compensation by legal process. As regarded facilities for motorists proceeding from one 
country to another, he wondered whether it would not be possible for the International Association 
of Recognised Automobile Clubs to take the same action as it had already taken in the matter 

. of the Customs guarantee. After examining the insurance policy, a national automobile club 
might issue, to such of its members as applied for it, an international card to serve as a guarantee 
in other countries. 

M. Hermant (France) endorsed the views expressed by M. Redenti and M. de Rohan. Auto
mobile clubs ought to enquire into the shortcomings of the present situation and get into touch 
with insurance companies with a view to remedying them; there was no need of international 
legislation for that purpose. 

M. Voigt-Hansen (a Norwegian insurer) and M. Acutis (Italy) said that the questions of civil 
liability and compulsory insurance ought to be settled on a national basis; they were opposed 
to compulsory insurance, which, they feared, would create--as had been the case with insurance 
·against industrial accidents-a monopoly, the effect of which had been to treble the premiums. 
The International Chamber of Commerce should, they thought, stress once again the fact that it 
was in favour of freedom in economic activity and· insurance. 

The resolution adopted reflected the views expressed during the discussion. 

The Committee: 

(r) Emphasised the fact that, as the problem was mainly a national one, there was no 
need for the International Chamber of Commerce to pronounce upon it; 

(2) Took note of the action already taken by private organisations to lessen the inter
national difficulties encountered by motorists passing from one country to another; 

(3) Disapproved of any monopoly in the matter o£ insurance; 

(4) Decided to follow the development of these questions both in the national and 
in the international spheres, and to help to remove existing obstacles to international motor 
traffic. 

* * * 

The work of the Committee on Compulsory Insurance has been described in some detail, 
because it is important that the Communications and Transit Committee, and the Special Com
mittee which is to study the drafts drawn up by the Rome Institute, should know what is the 
attitude of the circles represented in the International Chamber of Commerce towards the principle 
of compulsory insurance in general and the Rome Institute's drafts in particular. 

Ill. COMMITTEE ON HIGHWAY TRANSPORT 

This Comi?i~tee ~arried out a ?rief survey of seven questions, some of them extremely 
complex-admmistrahon and financmg of roads, road safety, future organisation and duties of 
undertakings for public transport by road, future of road transport rates. 

As t~e guestions on t~e agenda of the _Committee do not all concern the Organisation for 
Commumcatwns and Transit, only those pomts of direct or indirect relevance to the work of the 
Organisation are here reported upon. 

Administration and Financing of Roads. 

After an exchange of views, a resolution was adopted which covers three main points: 
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The International Chamber of Commerce recommends: 

(I) That, before the construction or reconstruction of a system of roads is undertaken, 
a thorough study shoul~ be made of the actual and potential circumstances in regard both 
to traffic and to econom1c development, and that the plans adopted should provide for links 
with foreign road systems at the frontiers; 

(2) Tha.t existing main roads should be improved as to safety and provided with 
separate carnage-ways adequate to meet the traffic requirements of the district concerned; 

(3) That roads open to motor traffic exclusively should be built, in view of their 
advantages from the standpoints of safety, swifter flow of traffic, and reduction of traffic 
congestion, and in view of the services they render to economic development generally. 

Road Safety. 

After examining a very detailed report covering all aspects of the problem, prepared by 
M .. Delru;ney, the Committee, supplementing the resolution adopted by the Berlin Congress on 
th1s subject, adopted a series of general recommendations. These urge a number of investi
gations, legislative measures, action to be taken in pursuance of regulations, and educational 
or technical action. 

Mme. Lehmann wished to draw the attention of the Committee to the fact that some of the 
points covered had been, or were being studied by the Transit Organisation. 

Organisation and Duties of Public Motor Transport Undertakings. 

A. report on this question had been drawn up by the members of the French National 
Comm1ttee. 

The main conclusions reached by the Committee on Highway Transport were the following: 

I. Public motor transport undertakings should, as a general rule, discharge all liabilities 
necessary in the public interest, particularly those relating to safety and punctual transport 
facilities. · 

2. Public motor transport should not be simply made subordinate to the circumstances 
at present governing the conduct of some other means of transport. 

3· Where a uniform scale of rates fot motor transport is considered desirable, such 
a scale should be based on factors appertaining to the conduct of motor transport itself 
and to the character of the traffic. 

4· A distinction should be made, as regards the strictness of the regulations and 
obligations imposed, between different categories of public motor transport, and particularly 
between undertakings operating under an exclusive concession and those operating under 
a mere licence. 

5· An over-narrow limitation of the number or capacity of the vehicles which public 
motor transport undertakings are authorised to operate is a measure of an uneconomic 
character. Motor transport must be left free to adapt itself to requirements, as and when 
traffic develops and evolves. 

6. Licences and concessions should invariably be granted for relatively long periods, 
and prior option of renewal should be granted to undertakings whose management has 
conformed to their obligations. Licences granted for short periods only prohibit any initiative 
or improvement and make it impossible for undertakings to establish their business on sound 
financial bases. · 

7· Professional organisation of the public transport industry appears desirable· 
Nevertheless, it would seem preferable to allow such organisation to be carried out voluntarily 
on corporate lines, rather than as an obligatory measure. 

8. (Reproduced from a resolution adopted by the eighth Congress of the International 
Chamber of Commerce, Paris, 1935): In the matter of special taxation, public road transport 
undertakings should pay no more than their proportionate share of the costs of upkeep, 
repair, policing, improvement and construction of roads. Similarly, the State should refund 
the cost of the services it requires of such undertakings. 

The Private Transport System. 
An exchange of views took place on the meaning to be given to the expression " private 

transport". It was agreed that a person selling goods at a fixed price which includes cost of 
delivery remains a private carrier, whereas in the case of sale "ex works", with delivery for 
which a transport charge is made, he ceases to be a private carrier. 

The Committee considered that the right of undertakings to convey their own goods in their 
own vehicles was an absolutely essential prerequisite for safeguarding their interests. Moreover, 
in the Committee's view, that right conforms to the public interest, since it encourages professional 
or public carriers to preserve a high standard in their own services, in order that transport may 
not be diverted to private carriers. The Committee confirmed the resolution adopted by the 
Paris Congress in 1935, which read as follows: 

. " Motor traffic of a purely private character must be left free. Private carriers should 
only be authorised to take paying loads if they fulfil the conditions imposed upon public 
motor transport undertakings. " 
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The Future of Road Transport Rates. 

Dr. Wesemann (Germany), Rapporteur, concluded that it was practically impossible at t~e 
present time to forecast with any accuracy the future course of road transport rates. He laid 
stress on the need for pursuing investigations of the subject without delay. Although the task 
was complex, ·partial solutions had already b~en reached. In the case of cert~in classes. of goods, 
more or less specialised transport undertakmgs had reached agreements With the railways. 

The Committee decided accordingly to pursue its investigations into the question. 

ANNEX 10 
[C.246.1938.VIII.] 

[C.C.T.681.] 

July 23rd, 1938. 

REQUEST SUBMITTED UNDER ARTICLE 320 OF THE TREATY OF 
ST. GERMAIN-EN-LAYE BY THE ZELTWEG-WOLFSBERG AND UNTERDRAUBURG

WOELLAN RAILWAY COMPANY, VIENNA 

· ·The Secretary-General has the honour to communicate herewith to the Council the award 
given at The Hague on June 29th, 1938, by the arbitrators upon whom the Council by its resolution 
of September 29th, 1937, decided to call once more to give an award on all matters still in dispute 
between the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, Vienna, of the 
one part, and the States territorially concerned of the other part. 

[Translation.] 
AWARD 

We, the undersigned, 

J. G. GuERRERO, former Minister for Foreign Affairs of Salvador, former Vice-Chairman 
of the Committee for Communications and Transit of the League of Nations, President 
of the Permanent Court of International Justice; 

Rene MAYER, honorary "Maitre des Requetes" to the Conseil d'Etat of France, member 
of the Permanent Legal Committee of the Committee for Communications and Transit; 

A. PoLITIS, former Manager of the Greek Railways, former Vice-Chairman of the Committee 
for Communications and Transit, Technical Adviser to the Greek Legation, Paris; 

Appointed by a resolution of the Council of the League of Nations dated September 29th, 1937, 
as arbitrators for the purpose of giving an award " on all the matters which are still in dispute " 
between the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, Vienna, and the 
States territorially concerned, and more particularly to give, if necessary and to the extent desirable, 
an authentic interpretation of our award of May 12th, 1934, or to supplement it, or adapt it to the 
new circumstances having arisen since the award; 

In view of our previous award of May 12th, 1934; 
In view of the memoranda and counter-memoranda submitted by the Zeltweg-Wolfsberg and 

Unterdrauburg-Woellan Railway Company, the Federal Government of Austria and the Royal 
Government of Yugoslavia; · 

In view of the petitions made as intervener (requetes en intervention) by the trustees appointed 
by decision of the Commercial Tribunal of Vienna to represent the priority bondholders of the 
Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, by the Syndicate of Priority 
Bondholders of the same company at Ljubljana, by the Mortgage Bank of the Yugoslav Savings 
Funds, and by the trustee appointed by decision of the Provincial Tribunal of Ljubljana to 
represent the Yugoslav holders of the above-mentioned bonds; 

In view of the letter from Dr. Arnold Fried to the SecretaryoGeneral of the League of Nations, 
dated December 9th, 1937, and the letter from the Board of Directors of the Zeltweg-Wolfsberg 
and Unterdrauburg-Woellan Railway Company to the Arbitral Tribunal, dated June 15th, 1938; 

In view of the other documents produced and filed in the case; 

In view of the decision taken by the President of the Council of the League of Nations on 
November 16th, 1937, fixing, after consultation of the parties, the amount of the arbitrators' 
emoluments; . 

In vi~w of_ our previous decision ?f. November 18th, 1937, dealing specially with the evaluation 
of the arbitratiOn costs and the proVIsiOnal allocation of the necessary advances of funds; 

Having heard the observations of the representatives of the Royal Government of Yugoslavia 
the other parties having been duly summoned; ' 
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Having heard the observations of the trustee of the Yugoslav bondholders of the 
Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, the other trustees not having 
appeared; 

And after due consideration thereof: 

As regards the request of the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company: 

Whereas by its resolution of September 29th, 1937, the Council of the League of Nations, at 
the request of the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, represented 
by the Committee of three delegates appointed for that purpose by the general meetings of 
shareholders, has appointed the undersigned arbitrators to give awards on the matters in dispute 
between that company and the States territorially concerned under Article 320 of the Treaty of 
St. Germain, by interpretation or adaptation of the award given by the same arbitrators 
on May 12th, 1934, in respect of the same dispute; 

Whereas on December 9th, 1937, Dr. Arnold Fried, on behalf of the" Committee of Three", 
informed the Secretary-General of the League of Nations that the said Committee withdrew the 
request which it had submitted to the Council for the appointment of arbitrators, abandoning all 
the requests contained in its memoranda of July 8th, 1935, and September 14th, 1936, and also 
gave notice of the dissolution of the said "Committee of Three"; whereas this withdrawal was 

.confirmed, in so far as was necessary, by the Board of Directors of the Zeltweg-Wolfsberg and 
Unterdrauburg-Woellan Railway Company, in a letter to the Arbitral Tribunal dated June 15th, 
1938; 

Whereas this withdrawal has been explicitly or implicitly accepted by the two States 
territorially concerned; whereas although; in a memorandum registered with the Secretariat 
of the Arbitral Tribunal on December 2oth, 1937, the Austrian Federal Government drew 
attention to a number of points of a doubtful or litigious nature which remained unsettled in its 
relations with the bondholders, and which would have to be settled by the arbitrators in the 
course of the new procedure instituted as a result of the resolution adopted by the Council of the 
League of Nations on September 29th, 1937, it had not brought before the arbitrators requests 
or conclusions on which they could give an award, in the absence of any outstanding dispute 
between the company making the request and the States territorially concerned; 

As regards the petitions made as intervener with the authorisation of the trustee authorities, 
on behalf of the bondholders: 

Whereas the various shareholders of the two priority loans issued by the Zeltweg-Wolfsberg 
and Unterdrauburg-Woellan Railway Company, among whom, under the arbitral award of l\Iay 12th, 
1934, those sums have to be divided which the States territorially concerned have to pay under the 
same award as compensation and for repurchase of railway lines have a legal interest distinct from 
that of the company making the request and the two States territorially concerned; whereas this 
separate interest entitles them to intervene in the settlement of disputes arising out of the execution 
of the above award as between the company making the request and the States, which are the sole 
parties to the case under Article 320 of the Treaty of St. Germain; 

Whereas, since the withdrawal of its request by the company and the absence of any dispute 
between the company and the States territorially concerned has terminated the principal 
proceedings, the petitions as intervener entered in the name of the bondholders cannot be allowed; 

As regards arbitration costs: 

Whereas it has been found on examination that the company's request arose from opposition 
to the execution of the award of May 12th, 1934, on the part of the Austrian Federal Government; 
whereas, in the circumstances of the case, the withdrawal of the case by the company cannot 
prevent the placing of the whole of the arbitration costs as stated in the Appendix to the charge 
of the State territorially concerned in the Zeltweg-Wolfsberg line, with a deduction of the sum of 
1,896.85Swiss francs chargeable to the company making the request; whereas the Royal Yugoslav 
Government will be repaid the amount advanced by it when the amount of such costs shall have 
been paid in full to the Treasurer of the League of Nations; 

For these reasons, give the following award: 

Article I. 

The withdrawal of the request of the Zeltweg-Wolfsberg and Unterdrauburg-Woellan 
Railway Company is hereby placed on record. 

Article II. 

The petitions as intervener submitted on behalf of the bondholders are disallowed. 

Article III. 

Arbitration costs as stated in the Appendix shall be borne by the State territorially 
concerned in the Zeltweg-Wolfsberg line, with a deduction of the sum of 1,896.85 Swiss francs 
chargeable to the company maki!lg the request. The Royal Yugoslav Gove~~ent shall be 
repaid the amount advanced by It when the above costs shall have been paid m full to the 
Treasurer of the League of Nations. 
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Article IV. 
The present arbitral award sha1l be notified by 'the Secretary. of the Arbitral Tribunal 

to the States territorially concerned, to the company making the request, and to the trustees 
who have submitted the petitions as intervener. The original shall be transmitted to the 
Secretary-General of the League of Nations, to be retained by him. 

Done at The Hague on June the twenty-ninth, (Signed) 
one thousand nine hundred and thirty-eight. 

Appendix. 

J. G. GUERRERO, 
MAYER, 
A. POLITIS. 

The costs of the arbitral award given on June 29th, 1938, shall be fixed at twenty-two 
thousand six hundred and six Swiss francs, fifty centimes (22,6o6.5o francs). This amount shall 
include the emoluments of the arbitrators, which have been fixed at twenty thousand Swiss francs 
(2o,ooo francs). · · 

The said costs· shall be borne as to twenty thousand seven hundred and nine Swiss francs, 
sixty-five centimes (20,709.65 francs), by the State territorially concerned in the Zeltweg-Wolfsberg 
line, and as to one thousand eight hundred and ninety-six Swiss francs, eighty-five centimes 
(1,896.85 francs), by the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, 
as provided in Article III of the terms of the above-mentione9. award. 

The Royal Yugoslav Government shall be repaid the amount advanced by it, as prescribed 
by our decision of November 18th, 1937, namely ten thousand Swiss francs (10,000 francs), when 
·the above costs have been paid in full to the Treasurer of the League of Nations. 

Done at The Hague on June the twenty-ninth, (Signed) J. G. GuERRERO, 
one thousand nine hundred and thirty-eight. MAYER, 

A. POLITIS. 

ANNEX 11 
[C.C.T.68o.] 

July 22nd, 1938. 

TECHNICAL CO-OPERATION BETWEEN THE CHINESE GOVERNMENT AND THE 
COMMUNICATIONS AND TRANSIT ORGANISATION 

NOTE BY THE SECRETARIAT 

Since the Committee's last session, there have been important changes, due to existing cir
cumstances in China, in the technical co-operation between the Chinese Government and the 
Communications and Transit Organisation. · 

This co-operation had, at the Chinese Government's suggestion, been extended at the beginning 
of 1937, mainly by the creation at Nanking of a Chinese Study Bureau to which the League of 
Nations had attached three foreign engineers as advisers. One of these was to be in charge of 
the Bureau. The Chinese Government, for its part, had placed a number of Chinese engineers 
at the Bureau's disposal, and had also supplied the material and subordinate staff necessary 
for its operation. 

This Bureau had only just begun to function when hostilities broke out, whereupon the 
Chinese Government withdrew the staff which it had attached to the Bureau. The latter, accord
ingly, ceased to have any actual existence. 

In these circumstances, and as one of the League of Nations experts, M. Coursin (sent to 
- China to organise the Bureau and direct it at the outset) had, in any case, to return to Europe 

early in the autumn of 1937, no steps were taken to appoint a new Director, particularly as the 
eighteenth Assembly had meanwhile decided (September 1937), on the Chinese Government's 
proposal, to devote all resources available for technical co-operation in China to assisting the 
Chi~ese authorities to organise the campaign against epidemics. On the other hand, the two 
engmeers who were already on the spot, M. Bourdrez and M. Maux, having agreed to continue 
in the new circumstances to lend their assistance to the Chinese Government, are still on mission 
in China, subject t? any decisions which may be taken by the next Assembly in September 1938. 
As regards the duties of these two experts at the present time, the Chinese Government is using 
their s.e~vices_in various matters with which they are qualified to deal, as and when momentary 
necessities anse. 
. This, then, is th~ only kind of technical co-operation-one which is undoubtedly of great 
Importance to the Chmese Government-that is at present in being between the Chinese Govern
ment and the Communications and Transit Organisation. 
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ANNEX 12 
[C.C.T.jC.D.R.3.] 

July 29th, 1938. 

COMMITTEE OF EXPERTS FOR THE CODIFICATION OF ROAD LAW 

REPORT ON THE FIRST SESSION OF THE COMMITTEE HELD AT GENEVA 
FROM jULY 25TH TO 27TH, 1938 

The Committee, the creation of which was recommended by the Committee on Road Traffic 
(twelfth session) ,I was set up by the Chairman of the Committee for Communications and Transit, 

. under the title "Committee of Experts for the Codification of Road Law". Its members are 
the following: 

M. WALCKENAER (Chairman), Member of the Committee on Road Traffic; 
Mr. BrRTCHNELL, Member of the Committee on Road Traffic; 
M. HosTIE, Member of the Legal Committee; 
M. RoTHMUND, Member of the Committee on Road Traffic; 
M. DE SzECHY, Doctor of Laws, Engineer, Technical Adviser to the Royal Hungarian 

Ministry of Trade and Communications. 

The Committee met at Geneva on July 25th, 26th and 27th, 1938. 
After a preliminary exchange of observations on the order in which the work should be 

carried out in pursuance of the programme outlined by the Committee for Communications and 
Transit (twentieth session) 2 and the Committee on Road Traffic (twelfth session) 1 , the Committee 
decided first to complete and supplement the preliminary work done by the Committee on Road 
Traffic. · 

This study was taken up at once, and led to important exchanges of observations during the 
three days of the session. Up to the present, however, it has been possible to deal only with the 
revision of the 1926 Convention relating to motor traffic. Furthermore, so far as this first subject 
is concerned, it was clear, in view of the complexity of the questions raised, that, in both the 
technical and the legal and administrative aspects, certain preliminary studies were necessary, 
more particularly in regard to the new facilities contemplated in the matter of traffic documents. 

For these reasons, the Committee decided to adjourn to a further session, to be held after 
its members had had an opportunity, each for his own part, to amplify the documentary material. 

The Committee also reserves the right to ask, at the proper time, for the co-operation of a 
few international organisations, the representatives of which would be invited to attend that 
session for the purpose of giving explanations or advice on specific questions. It is considered 
that the second session should be held in November next. While the Committee's studies will 
be pursued as actively as possible, there is no doubt that the work will take some time. 

ANNEX 13 
[C.C.T.jP.N.7.] 

May 24th, 1938. 

REPORT OF THE SPECIAL COMMITTEE FOR THE STUDY OF SIGNALS 
AT LEVEL-CROSSINGS ON ITS THIRD SESSION, HELD AT GENEVA 

FROM APRIL 20TH TO 23RD, 1938 

The interest taken by the Committee for Communications and Transit in safety measures 
for road traffic is well known. During the last few years, it has more particularly examined the 
question of railway level-crossings. 

The international Conventions of April 24th, 1926, and March 30th, 1931, relating to motor 
traffic and road signals, provide that road users shall be warned at a distance of the approach 
of level-crossings by triangular signals bearing a picture Of a gate or an engine as the case may 
be .. Apart, however, from the fact that these signals may not always attract sufficient attention 
during the night, unless some additional measures are adopted, they are not adequate in them
selves. A further warning should be given to the motorist or carter in the immediate vicinity 
of the level-crossing. . 

At a meeting held at Seville in May 1926, the International Railway Union decided that 
unguarded level-crossings should be provided for this purpose with fixed signals in the form of 
the St. Andrew's Cross. This signal is now widely used, though there is not complete uniformity 

1 Document C.203.M.III.I938.VIII. 
2 Document C.38o.M.256.1937·VIII. 
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Article IV. 
The present arbitral award shaH be notified by 'the _Secretary. of the Arbitral Tribunal 

to the States territorially concerned, to the company maki~~ the request, and to ~he trustees 
who have submitted the petitions as intervener. The ongtnal shall be transmitted to the 
Secretary-General of the League of Nations, to be retained by him. 

Done at The Hague on June the twenty-ninth, (Signed) J. G. GUERRERO, 
one thousand nine hundred and thirty-eight. MAYER, 

A. PoLITIS. 

Appendix. 

The costs of the arbitral award given on June 29th, 1938, shall be fixed at twenty-two 
thousand six hundred and six Swiss francs, fifty centimes (22,6o6.so francs). This amount shall 
include the emoluments of the arbitrators, which have been fixed at twenty thousand Swiss francs 
(zo,ooo francs). · · . . 

The said costs· shall be borne as to twenty thousand seven hundred and mne Swiss francs, 
sixty-five centimes (20,709.65 fra?-cs), by the State ter~itoria~y con~erned in the_ Zeltweg-Wolfs~erg 
line and as to one thousand eight hundred and nmety-six SWiss francs, eighty-five centimes 
(1,8g6.85 francs), by the Zeltweg-Wolfsberg and Unterdrauburg-Woellan Railway Company, 
as provided in Article III of the terms of the above-mentione9. award. 

The Royal Yugoslav Government shall be repaid the amount advanced by it, as prescribed 
by our decision of November 18th, 1937, namely ten thousand Swiss francs (1o,ooo francs), when 
·the above costs have been paid in full to the Treasurer of the League of Nations. 

Done at The Hague on June the twenty-ninth, (Signed) J. G. GuERRERO, 
one thousand nine hundred and thirty-eight. MAYER, 

A. POLITIS. 

ANNEX 11 
[C.C.T.68o.] 

July 22nd, 1938. 

TECHNICAL CO-OPERATION BETWEEN THE CHINESE GOVERNMENT AND THE 
COMMUNICATIONS AND TRANSIT ORGANISATION 

NOTE BY THE SECRETARIAT 

Since the Committee's last session, there have been important changes, due to existing cir
cumstances in China, in the technical co-operation between the Chinese Government and the 
Communications and Transit Organisation. 

This co-operation had, at the Chinese Government's suggestion, been extended at the beginning 
of 1937, mainly by the creation at Nanking of a Chinese Study Bureau to which the League of 
Nations had attached three foreign engineers as advisers. One of these was to be in charge of 
the Bureau. The Chinese Government, for its part, had placed a number of Chinese engineers 
at the Bureau's disposal, and had also supplied the material and subordinate staff necessary 
for its operation. 

This Bureau had only just begun to function when hostilities broke out, whereupon the 
Chinese Government withdrew the staff which it had attached to the Bureau. The latter, accord
ingly, ceased to have any actual existence. 

In these circumstances, and as one of the League of Nations experts, M. Coursin (sent to 
- China to organise the Bureau and direct it at the outset) had, in any case, to return to Europe 

early in the autumn of 1937, no steps were taken to appoint a new Director, particularly as the 
eighteenth Assembly had meanwhile decided (September 1937), on the Chinese Government's 
proposal, to devote all resources available for technical co-operation in China to assisting the 
Chinese authorities to organise the campaign against epidemics. On the other hand, the two 
engineers who were already on the spot, M. Bourdrez and M. Maux, having agreed to continue 
in the new circumstances to lend their assistance to the Chinese Government, are still on mission 
in China, subject t<;> any decisions which may be taken by the next Assembly in September 1938. 
As regards the duties of these two experts at the present time, the Chinese Government is using 
their s_e~vices_in various matters with which they are qualified to deal, as and when momentary 
necessities anse. 
. This, then, is th~ only kind of technical co-operation-one which is undoubtedly of great 
Importance to the Chmese Government-that is at present in being between the Chinese Govern
ment and the Communications and Transit Organisation. 
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ANNEX 12 
[C.C.T./C.D.R.3.] 

July 29th, 1938. 

COMMITTEE OF EXPERTS FOR THE CODIFICATION OF ROAD LAW 

REPORT ON THE FIRST SESSION OF THE COMMITTEE HELD AT GENEVA 
FROM jULY 25TH TO 2JTH, 1938 

The CoJ'!lffiittee, the creation of which was recommended by the Committee on Road Traffic 
(twelfth sesswn),l was set up by the Chairman of the Committee for Communications and Transit 

-under the title "Committee of Experts for the Codification of Road Law". Its members ar~ 
the following: 

M. WALCKENAER (Chairman), Member of the Committee on Road Traffic; 
Mr. BIRTCHNELL, Member of the Committee on Road Traffic· 
M. HoSTIE, Member of the Legal Committee; ' 
M. RoTHMUND, Member of the Committee on Road Traffic; 
M. DE SzECHY, Doctor of Laws, Engineer, Technical Adviser to the Royal Hungarian 

Ministry of Trade and Communications. 

The Committee met at Geneva on July 25th, 26th and 27th, 1938. 
After a preliminary exchange of observations on the order in which the work should be 

carried out in pursuance of the programme outlined by the Committee for Communications and 
Tra?sit (twentieth session) 2 and the Committee on Road Traffic (twelfth session) 1 , the Committee 
decided first to complete and supplement the preliminary work done by the Committee on Road 
Traffic. -

This study was taken up at once, and led to important exchanges of observations during the 
three days of the session. Up to the present, however, it has been possible to deal only with the 
revision of the 1926 Convention relating to motor traffic. Furthermore, so far as this first subject 
is concerned, it was clear, in view of the complexity of the questions raised, that, in both the 
technical and the legal and administrative aspects, certain preliminary studies were necessary, 
more particularly in regard to the new facilities contemplated in the matter of traffic documents. 

For these reasons, the Committee decided to adjourn to a further session, to be held after 
its members had had an opportunity, each for his own part, to amplify the documentary material. 

The Committee also reserves the right to ask, at the proper time, for the co-operation of a 
few international organisations, the representatives of which would be invited to attend that 
session for the purpose of giving explanations or advice on specific questions. It is considered 
that the second session should be held in November next. While the Committee's studies will 
be pursued as actively as possible, there is no doubt that the work will take some time. 

ANNEX 13 
[C.C.T.;P.N.7.] 

May 24tli, 1938. 

REPORT OF THE SPECIAL COMMITTEE FOR THE STUDY OF SIGNALS 
AT LEVEL-CROSSINGS ON ITS THIRD SESSION, HELD AT GENEVA 

FROM APRIL 20TH TO 23RD, 1938 

The interest taken by the Committee for Communications and Transit in safety measures 
for road traffic is well known. During the last few years, it has more particularly examined the 
question of railway level-crossings. 

The international Conventions of April 24th, 1926, and March 30th, 1931, relating to motor 
traffic and road signals, provide that road users shall be warned at a distance of the approach 
of level-crossings hy triangular signals bearing a picture of a gate or an engine as the case may 
be. Apart, however, from the fac~ !hat these signals may not always attract sufficient ~ttention 
during .the night, unless some addition~! measures are ad?pted, they ~re not _adequ~te m .t~e!ll
selves. A further warning should be g1ven to the motonst or carter m the 1mmed1ate VICmity 
of the level-crossing. · . . . . 

At a meeting held at Seville in Ma~ 1926, the_ Internatwn~ Rallwa~ Umo~ decided that 
unguarded level-crossings should be provided for this purpose With fi:<ed s1gnals m the _form. of 
the St. Andrew's Cross. This signal is now widely used, though there IS not complete umform1ty 

1 Document C.203.M.III.I938.VIII. 
2 Document C.38o.M.zs6.I937·VIII. 
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in its use. It should not be forgotten that its use is not the result of a convention between 
States, but only of an agreement between the members of the International Railway Union. 

At its twelfth session, held at Cairo in January r933, the International Associati<_m of 
Railway Congresses prefaced its conclusions by an invitation to all countries to adopt umform 
legislation and regulations on the protection of level-crossings and types of signals, on the ground 
that road traffic formerly local was to a great extent becoming high-speed traffic, and to an 

· increasing extent international traffic. 

Level-crossings may in ·fact be divided into three categories: level-crossings with gates, 
level-crossings without gates but with automatic signals indicating the approach of trains and 
level-crossings without gates and without automatic signals. If uniform signals are to be adopted 
for each of these three categories, an international agreement is indispensable. It should be 
noted that the provisions laid down in the agreement must be compulsory, differing in this respect 
from those of the rgz6 and I93I Conventions, which dealt with road signals only. Those 
Conventions, as everyone is aware, did not impose on States any obligation to place the road 
signals agreed upon in any particular spot, but only to see that such signals as were provided 
were of the types specified. In the case of level-crossings, however, it is in the nature of things, 
and is essential to safety, not only that the signals at level-crossings of each of the three categories 
should be those specified and no others, but also that such signals should actually be provided. 

It becomes more important and urgent every year to conclude such an agreement. On the 
roads, there is a steady increase in the speed of motor-vehicles of all kinds, in the size of some 
of them (motor-coaches, lorries), and in the amount of traffic; on the railways, main-line trains 
are becoming faster and the use of autorail trains is introducing high speeds hitherto unknown 
on subsidiary lines. It is of very great importance, for these various reasons, that safety measures 
should be taken at level-crossings. The introduction of a uniform system of signals for each 
of the three categories of level-crossing is the necessary complement of the unification of road 
signals on which so satisfactory a beginning was made by the rgz6 and I93I Conventions. 

There is no time to lose; for it is important not to wait until different systems, difficult to 
unify later on, have been introduced and become familiar in the different countries. 

The Committee for Communications and Transit therefore decided to have this question 
studied, and, as the measures to be studied should be of interest to both highway departments 
and railway administrations, it entrusted this work to a special Committee consisting of experts 
in both fields. 

The special Committee of Experts had not quite finished its work, but had already prepared 
draft'regulations on signals at level-crossings, when the seventh International Road Congress 
met at Munich in September I934· The text of the draft was communicated to the Congress, 
which took note of it and expressed the hope that the question would be studied as soon as 
possible by an international conference. 

The report of the special Committee of Experts, together with the draft regulations, was 
presented on May I4th, !935.1 At its nineteenth session, held at Geneva from November sth 
to gth, r935, the Committee for Communications and Transit approved the conclusions of the 
report, and decided to submit it to the Council with the request that the Governments be consulted 
as to whether those conclusions could be taken as a basis for an international convention.2 

At its twentieth session, held from August 3rst to September 4th, r937, the Committee 
reverted to the matter in. order to examine the replies received from Governments as a result 
of the above consultation 3 and adopted the following resolution: 

" The Advisory and Technical Committee, having examined the replies received by the 
Secretariat as a result of the consultation of Governments in regard to the programme drawn up 
by the Committee at its nineteenth session regarding signals at level-crossings, requests the 
Special Committee that drew up the documents in question to prepare, in the light of the 
replies already received from Governments or of those that may still be received by the 
Secretariat, a draft convention which the Committee will examine at its next session." 

In pursuance of this resolution, the special Committee of Experts appointed to examine 
the problem of signals at level-crossings met at Geneva on April zoth, rg38, and the following 
days.4 Its main task was to embody its former conclusions, approved in principle by the 

1 Document C.458.M.240.I935·VIII, page 77· 
• Ibid.; page 22. 
3 Document C.38o.M.256.I937·VIII, page 30. 
' The Committee was composed as follows: 

M. J. DE RuELLE, Legal Adviser to the Belgian Ministry for Foreign Affairs;' Member of the Committee 
for Communications and Transit {Chairman); 

Mr. C. ~· BIRTCHNELL, Assistant-Secretary of the Roads Department, Ministry of Transport of the United 
Kmgdom; 

M. Ch. H. J. DRIESSEN, Chief Engineer, Head of the Permanent Way and Works Department of the 
Netherlands Railways;' · 

M. H. HUNZIKER, Director-General of the Swiss Federal Department of Posts and Telegraphs; 
M.P. A. VALSINGER, Head of the Roads Section of the Swedish Department of Roads and Bridges; 
M. C. WALCKENAER, former Inspector-General of Mmes at the French Ministry of Public Works. 
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~omm~ttee· for_ Communications <l:nd Transit, by the Assembly 1 and by many Governments, 
m an mternatwnal draft conventiOn. It had also to examine a number of observations made 
in this connection by some of the Governments which had been consulted. 

The Spec~al ~o~mittee ~~de only slight alterations and rectifications in its previous work. 
The _d~aft which It Is s_ubmittmg to the Committee therefore reproduces, in the form of the 
provlSlons of a ConventiOn, the measures which it had recommended for adoption. Below will 
b~ found the few amen~ments which were made, together with an account of the exchanges of 
VIews that took place m connection with the above-mentioned observations made by certain 

, Governments. 
. . It appeared desirable, in accordance with certain precedents well known in Geneva, to 

divid~ the draft Convention into two parts. The first part, constituting the Convention proper, 
contams a general undertaking, the details of which are given in Regulations, annexed to the 
C~n;tvention, which constitute the second part. The first part also includes all the formal pro
VIsiOns, such as those affecting signature, ratification, accession, entry into force, revision, 
denunciation and undertakings in connection with colonies and other territories, as distinct 
from territories .of the mother country. 

Such subdivision has the advantage of giving more elasticity to the undertakings assumed, 
so that they may always meet the requirements of the moment and allow progress to be made. 
In fact, the measures which Governments undertake to adopt, and which are mentioned in the 
annexed Regulations, may be amended at the proposal of any contracting party, after written 
consultation of the States concerned, and without the necessity of summoning a revising Conference. 
This was an important point, as the growth of motor traffic constantly entails new measures. 
Railway traffic, too, has developed in a parallel way to road traffic. 

The groundwork of the system submitted by the Special Committee to the Committee for 
Communications and Transit at its nineteenth session will be remembered. The Committee 
considered that level-crossings could be divided into three categories: 

A. Level-crossings with gates; 
B. Level-crossings without gates but with automatic signals;. 
C. Level-crossings without gates and without automatic signals. 

For each of these three categories, the Special Committee was of the opmwn that the 
regulations to be laid down should be different, so that the special dangers of each of the three 
cases could be averted. 

A. Level-crossings with Gates. 

The following is a summary of the measures recommended for such crossings m 1935: 

r. The placing of triangular advance signals bearing a picture of a gate; the post to 
be painted in alternate red and white or red and light yellow transverse stripes. In addition, 
where there is a large volume of motor traffic during the night, the rim of the triangle must 
be provided with white or yellow reflectors, unless the neighbourhood of the level-crossing 
is shown either by posts indicating distances or by palings painted red and white or red and 
light yellow. 

2. The gates must be painted red and white or red and light yellow, and must be 
provided during the night with red reflectors, or with a red light, or with a floodlight, 
illuminating the gate whenever it is not fully open. 

3- Signals in the form of a St. Andrew's cross to be prohibited, these being reserved 
for level-crossings without gates. 

4· Gates operated from a distance must be provided with sound or light signals, to 
warn users of the road. 

When it re-examined these proposals at its meeting in April 1938, the Special Committee had 
before it an observation from the French Government, stating that the reflectors with which 
triangular signals must be provided by_night ~eed not necessarily be on the rim o~ the triangle, b_ut 
could be placed at its ai?ex or on t~e picture, m what~ver way was most appropnate;, The Special 
Committee acted on this observatiOn by recommendmg that the text should read the, tnangle 
must be provided with white or yello~ reflectors ". . . . . 

. The question also arose whether It should be compulsory to place posts mdicatmg distances 
(which must be used when the triangle is ~ot provided with reflectors) on the :ight or le_ft si~e of the 
road according as the traffic ke~p~ to t~e nght or left, as proposed by the Special C?mmi~tee m 19,35· 
It was recognised that the admmistratwns concerned should be left free to determme this according 
to the nature of the locality and its configuration. ' 

Finally, in response to. an obse~vation lll:ade by the Government of the Union of Soviet 
Socialist Republics, the Special Commi~tee considered the colours to be adopted for the p~sts of_ the 
triangular signals, and whether the choice of colours should be left to the competent admmistrahons 

1 See documents A.78.I9J6.VIII and A.s8.I937·VIII. 
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with the proviso that the colours should be alternate and contrasting. The Commi~tee agreed to 
recommend uniformity in this matter and the general use of alternate red and white or red and 
yellow stripes as having, among other advantages, that of giving the greatest contrast. 

The Special Committee also considered whether, in connection with the regulations govern~ng 
the.use of advance triangular signals, it should not take into account the fact that the Convenhon 
of April 24th, rgz6, relative to Motor Traffic permits the use of the hollow triangle--i.e., without a 
picture, whether of a gate or locomotive-in the case of countries where, owing to special weather 
conditions-snow, ice, etc.-the picture might become invisible. It would seem that, with the 
exception of the United Kingdom, the European countries-e.g., Sweden and Switzerland in 
particular-which might have found this exception useful have abandoned its use. Though signals 
may be only imperfectly visible over varying periods of time on account of the above-mentioned. 
weather conditions, it is none the less true that they retain their usefulness for the greater part 
of the time. Moreover, this question might form the subject of a reservation when the signature 
of the Convention is contemplated. The same consideration recurs below in connection with signals 
for the other two categories of level-crossing. 

With regard to the prohibition of signals in the form of a St. Andrew's cross in the case of 
level-crossings with gates, it was recognised that some signals which are frequently used in certain 
European countries and which consist of two diverging arms e?'tending upwar~s o.nly, and formin?, 
as it were, half of a St. Andrew's cross, must not be considered as constltutmg St. Andrews. 
crosses. 

B. Level-crossings without Gates but with Automatic Signals. 

The measures recommended for this category of level-crossing in the 1935 draft were the 
following: · 

r. The erection of advance triangular signals bearing the picture of a locomotive. 

2. The placing in the immediate vicinity of the railway of a signal in the form of a 
single· or double St. Andrew's cross, according as the line is single or double. 

3· The placing, also in the immediate vicinity of the railway, of an automatic signal 
giving warning of the approach of trains and consisting of red flashing lights indicating 
that road traffic must stop. 

4· The light signal to be accompanied by a sound signal. 

s. The further compulsory use, on roads with a considerable volume of motor traffic, of 
at least one of the following four devices: 

(a) A flashing white light appearing at periods other than those at which the red 
flashing light is shown; 

(b) A number of posts indicating the distance between the triangular advance 
sign and the level-crossing; 

(c) Palings painted red and white or red and light yellow in the immediate 
neighbourhood of level-crossings; 

(d) Reflectors on the triangular advance signal. 

Few changes were made in these proposals. In connection with the St. Andrew's cross to be 
placed in the immediate neighbourhood of the railway line, the French Government had proposed 
the replacement of the words " single or double " by the words " with single arms or with single 
upper arms and double lower arms". The Special Committee took note of this proposal in the 
draft text which it adopted. · 

The rule that an automatic signal giving warning of the approach of trains should also be 
placed in the immediate vicinity of the railway gave rise to an interesting exchange of views. 
The French Government had announced that it was in favour of having one or more white flashing 
lights which should be visible when there was no need to stop, that is, when the line was clear, in 
addition to the red flashing light indicating that road traffic must stop. The Special Committee 
considered that such an increase in signalling arrangements was not absolutely necessary and would 
prove too costly. Not only would the light-signal device have to be more complicated, but the 
consumption of electric current or acetylene would be very greatly increased, and whereas red 
flashing lights are working for only a relatively short time, the white lights would have to work for 
most of the day. 

The Special Committee was, however, able to take into account the reasons actuating the 
French proposal, one of which is that the showing of the white light serves as evidence that the 
flashing light device is not out of order. A provision was inserted in the draft recommending 
appropr~ate measures to guar? against an accidental failure in the automatic signalling apparatus. 
The choice of such measures Is, moreover, left to the competent administrative authorities. This 
solution is ~alculated to. give .satisfaction .also to the Netherlands Government, which regards. 
an automatic control of light s1gnals as desirable, though not indispensable. Furthermore it was 
pointed out that t~e Conv~ntion will impose only a minimum number of precautionary m~asures 
~pon the contractmg parties, and that nothing but satisfaction will be felt if a country deems 
It necessary to go further and take even greater precautions. 
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. The Special C<_>mmittee also dwelt on_ the obligation of adding a sound signal to the red light 
SI~nal. It was _pom_ted o~t that sound signals add to the intricacy of the signalling mechanism 
V:Ithout rendenn!? hght Slf?nals more effective. The argument was also advanced that sound 
Signals may constitute a ~msance for the inhabitants of the neighbourhood, and that, furthermore, 
they affect not t~e motonst ~ut the pedestrian or cyclist. Against these objections, it was pointed 
out that pede~tn~ns and ~ychsts must also be protected, that the cost of sound signals is negligible, 
a~d that their mstallati~n can be extremely simple. After weighing these advantages and 
disadvantages, the Committee ultimately decided to retain sound signals . 

. Fii_1ally, the Fr~~ch Government had proposed the addition to the contracting parties' 
o~hgatlons of a provision to the effect that the visibility of the railway line should be such that, 
With due <~;llowance for t~e maximum speed of the trains, the driver of a vehicle approaching a 
le':'el-crossm~ may ha:'e time to clear it if no train is in sight. The Committee readily admitted that 
this was a h1ghly desirable precaution, but considered that it need not be formulated, as States 
would certainly observe it; the releasing device setting the automatic mechanism in motion will 
naturally be placed on the line at the point where it can produce the m~ximum useful effect. 

C. Level-crossings without Gates and without Automatic Signals. 

The measures contained in the 1935 draft under this heading were the following: 

r. The railway lines should be clearly visible to road users, this being an absolutely 
essential condition. , _ -

2. An advance triangular signal bearing the picture of a locomotive should be erected. 

3. A signal in the form of a single or double St. Andrew's cross should be placed in the 
immediate vicinity of the railway. 

4· In addition, one of the four following devices should be used in the case of level
crossings used by a considerable volume of motor traffic: 

(a) Posts, indicating distances, placed between the triangular signal and the 
level-crossing; · 

(b) Red and white or red and light yellow palings in the immediate vicinity of 
the level-crossing; 

(c) A flashing amber-coloured light working during the whole period when the 
train service in the immediate neighbourhood of the level-crossing is in operation; 

(d) White or yellow reflectors suitably placed on the triangular advance signal. 

In connection with the level-crossings of this third category, the Special Committee noted 
a proposal made by the Estonian and Latvian Governments to the effect that specially-shaped 
signals should be installed at level-crossings with imperfect visibility, which, owing to the absence 
of a large volume of traffic, were not to be provided with gates or automatic signals. The Special 
Committee was unable to accept this proposal, on the grounds that safety signals could not be 
arbitrarily increased in number, as to do so could only lead to dangerous confusion, and that the 
essential guarantee which level-crossings without gates and without automatic signals must 
provide is perfect visibility. The lack of visibility cannot be remedied by the erection of a signal 
of any special form. On this point, the opinion of the members of the Committee was most cate
gorical. If it is impossible to have perfect visibility at such level-crossings, then it is essential -
that they should be equipped as indicated for level-crossings of categories A and B above. 

The provisions relating to level-crossings without gates or automatic signals included, in 
their earlier form, certain additional precautionary measures to be taken where level-crossings 
are used by motor traffic. The French Government had wondered whether it would not be 
advisable to limit the obligation to cases where there was a fair volume of such traffic, and where 
it was not exclusively local. The Committee was of the opinion that the system of safeguards 
should not be weakened without good reason. It pointed out, furthermore, that the authorities 
concerned could choose between four measures: the erection either of posts indicating distances, 
or of red and white, or red and light yellow, palings, or of a flashing amber-coloured light, or of a 
triangular advance signal fitted with reflectors. The choice would necessarily depend on the 
amount of traffic, and on local conditions, so that the most costly measures need not be adopted 
where they were not essential. 

Exceptions and Special Cases. 

The Special Committee's work, in its 1935 form, co':'ered cert~in provisions relating to lo~al 
railways and tramways. In the case of these two categon~s, there IS ~o need whatever ~o provide 
for a different signalling system from that used for roam railway lmes. The Committee had, 
however, contemplated the possibility of introducing siinplifications in connection with the use 
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of such signals, the nature of such simplifications to be left to the discretion. of the ~ifferent 
Governments according to the circumstances in each case. At its present sess~o!l. (~ pnl r 93_8), 
the Special Committee maintained this view, but also examined some ot~er possibihties to _which 
its attention had been drawn by several members. The case had to be considered of parts of railways 
on which there was a certain amount of traffic, but where special precautions were taken which 
removed any risk of accident. Such were, for instance, connecting-lines to factory sidings, railway 
lines along the quays of certain harbours, and, particularly in the Netherlands, certain lines 
discarded for passenger traffic but still used for a few goods wagons, drawn by low-powered 
and slow locomotives, which stop before clearing a level-crossing and give appropriate signals 
warning road-users of their presence. 

The text recommended by the Committee in this connection takes aU such particular cases 
into account and admits of reasonable compromises, as to the desirability of which the authorities 
of the contracting countries must decide. The Netherlands Government had enquired whether 
the case of tramways should not be considered at greater length, but the Committee was of the 
opinion that the draft it recommended also met that Government's difficulties . 

. Miscellaneous. 

The Special Committee's attention was drawn to the fears expressed in certain competent 
quarters in the United Kingdom as to the consequences of the acceptance by the United Kingdom 
Government of a Convention which, in several of its clauses, treats a red light as an unconditional 
order to drivers to stop. Red has not always such a categorical significance in England. Thus, 
the United Kingdom, which was a party to the 1926 Convention, considered that it was entitled 
to provide the triangular danger signals (which are warning signals and not signals calling upon 
the driver to stop) with red reflectors. It is argued in England that red is the most recommendable 
colour, as it is the most clearly visible in fog; to prohibit its use would therefore cause real incon
venience when its sole object is to warn drivers of vehicles to be careful. Further, there are at 
present no provisions in any Convention condemning this practice. The Special Committee could 
only take note of this view. It did not consider itself authorised to adopt a position in the matter 
which might prove at variance with the view of the Communications and Transit Organisation 
of the League, and, in particular, of the Committee on Road Traffic; nor could it disregard an 
acceptation of the significance of red in the signalling system which is gaining an ever-increasing 
hold on the Continent. 

The proposals made in 1935 contained certain provisions lying outside the scope of signalling, 
drawn up for the benefit of road-users to whom it was intended to recommend caution. These 
provisions have been omitted, not because they were useless or out of place, but because they 
may more appropriately be embodied in an international highway code. Furthermore, there is 
no doubt that, in the various countries, the regulations governing traffic already contain the 
requisite provisions. 

* * * 

In accordance with the mandate it received from the Committee for Communications and 
Transit, the results of the Special Committee's discussions have been embodied in a draft Con
vention, unanimously adopted by its members, which it has the honour to submit to the Committee 
for Communications and Transit. As stated at the beginning of this report, the Convention is 
in two parts, the first of which constitutes the Convention proper, while the second consists of 
the appropriate technical regulations. The draft Convention is followed by various recommenda
tions, some of which even go beyond the scope of the Convention, as for instance those that 
refer to the construction of new lines, the plans of which will ensure a fuller measure of traffic 
safety than any attempt is made to provide to-day. 

The exchanges of views which took place only served to strengthen the conviction that the 
conclusion of an international convention on this subject is not only feasible but desirable. Such 
a convention should be concluded as soon as possible. Delay can only serve to increase the diffi
culties, since it would cause States to adopt unco-ordinated measures which, on account of the 
expenditure involved, they could hardly be asked to amend later. 

* * * 

PRELIMINARY DRAFT CONVENTION RELATING TO SIGNALS AT LEVEL-CROSSINGS 

The Heads of States (list) . . . . .· . . . 

recognising the desirability of taking concerted action for the drawing-up and adoption of a 
uniform system of appropriate signals at level-crossings, 

Have resolved to conclude a Convention for that purpose, and have· appointed as their 
Plenipotentiaries . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 

who, having communicated to each other their full powers, found in good and due form, have 
agreed as follows: . 



Article I. 

The High ContractiJ?-g Parties ~mde~take that, with regard to signals at level-crossings, all 
measures taken shall J:>e m conformity With t~e Regulations annexed to the present Convention. 
~uch measures shall, m th~ case of ea~h terntory concerned, be taken as soon as possible, and 
m any case before the expiry of a penod of . . . . years from the entry into force of the 
present Convention, in conformity with Articles 4, 5 and g. 

Article 2. 

I. The present Convention, of which the English and French texts are equally authentic, 
shall bear to-day's date. It shall remain open until . . . for signature on behalf of any 
Member of the League of Nations and of any non-member State which has been represented 
at the Conference or to which the Council of the League of Nations has communicated a copy 
of the Convention for that purpose. 

2. The present Convention shall be ratified, and the instruments of ratification shall be 
deposited with the Secretary-General of the League of Nations, who shall notify receipt thereof 
to all Members of the League of Nations and to all the non-member States referred to in the 
preceding paragraph. 

Article J. 

I. As from the . . .. day of . . . (i.e., the closing date for signature under 
Article 2, I), the present Convention may be acceded to on behalf of any Member of the League 
of Nations and of any non-member State referred to in Article 2. 

2. The instruments of accession shall be transmitted to the Secretary-General of the League 
of Nations, who shall notify their receipt to all Members of the League of Nations and to the 
non-member States referred to in Article 2. 

Article4. 

I. Any ratification of or accession to the present Convention may be expressed to be 
conditional on the ratification or accession of one or more other Members of the League of Nations 
or non-member States. 

2. Ratifications or accessions which are made conditional under the preceding paragraph 
shall be deemed to be received on the day on which this condition is fulfilled. 

3· The present Convention shall come into force on the ninetieth day following that on 
which the Secretary-General of the League of Nations receives the instruments of ratification 
or acts of accession on behalf of Members of the League of Nations or non-member 
States. · 

Article 5· 

Ratifications or accessions received after the entry into force of the Convention under 
Article 4, 3, shall take effect as from the ninetieth day after the receipt thereof by the Secretary
General of the League of Nations, or as from the date on which the condition referred to in 
Article 4, I, is fulfilled. 

Article 6. 

Any High Contracting Party may at any time propose that such amendments or additions 
as it may deem expedient be made to the Regulations annexed to the present Convention. The 
proposal shall be forwarded to the Secretary-General of the League ~f Nations, who shall com
municate it to all the other Parties. Should the proposal be unammously adopted by those 
Parties (including those whose ratificati~ms or accessions have not :y:et taken effect), the Regu
lations annexed to the present ConventiOn shall be amended accordmgly. 

Article 7· 

r. At any time after the expiry of . . . years from the entry into force of this Con
vention, a request for its revision may be submitted by not less than three High Contracting 
Parties. 

:2. The request referred to in the preceding paragraph shall be addressed to the Secretary
General of the League of _Nations, who shall notify the other parties and inform the Council of 
the League of Nations accordingly. 

Article 8. 

r. After the expiry of . . . years from its entry into force, the present Convention 
may be denounced by any of the High. Contracting Parties. 

2. The denunciation shall take the form of a notification in writing addressed to the 
Secretary-General of the League of Nations, who shall inf?rm t~ereof all the Members of the League 
of Nations and all the non-member States referred to m Article 2, I. 

. 3· The denunciation shall take effect . . . years after the date on which it has been 
received by the Secretary-General, and shall be operative only in respect of the Members of the 
League or non-member States on whose behalf it has been deposited. 



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

Article 9· 

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

2. Any High Contracting Party may give notice to the Secretary-General of the League 
of Nations at any time subsequently that he desires that the Convention shall be applicable to 
all or any of the territories which have been made the subject of a declaration under the prec"eding 
paragraph, and, in such case, the Convention shall apply to all the territories named in such 
notice years after receipt thereof by the Secretary-General. 

3· In the same way, any High Contracting Party may declare at any time after the e~iry 
of the period of years specified in Article 8, I, that he desires that the present Con
vention shall cease to apply to all or any of his colonies, protectorates, oversea territories or terri
tories under suzerainty or mandate, and, in such case, the Convention shall cease to apply to the 
territories named in· such declaration years after receipt thereof by the Secretary
General. 

4· The Secretary-General shall communicate to all the Members of the League of Nations 
and to the non-member States referred to in Article 2, I, any declarations or notifications received 
under the present article. 

Article IO. 

If there should arise between two or more of the High Contracting Parties a dispute relating 
to the interpretation or application of the provisions of the present Convention, and if such dispute 
cannot be settled directly between the Parties themselves, it may be referred, for purposes of 
conciliation or for an opinion, to the Committee for Communications and Transit of the League 
of Nations. -

IN FAITH WHEREOF, the above-mentioned Plenipotentiaries have signed the present 
Convention. 

DONE at . . . . this . . . in a single copy, which shall remain deposited in the 
archives of the" Secretariat of the League of Nations, and certified true copies of which shall be 
delivered to all Members of the League of Nations and to the non-member States referred to 
in Article 2, r. 

* * * 

REGULATIONS ANNEXED TO THE CONVENTION OF 
SIGNALS AT LEVEL-CROSSINGS 

PRELIMINARY DEFINITION 

RELATING TO 

For the purposes of the present Act, level-crossings shall be deemed to be places where a 
railway line is crossed at the same level by a public highway. 

CHAPTER I. -- LEVEL-CROSSINGS WITH GATES 

Article I. 

r. Warning of level-crossings with gates must be given on the public highway by means 
of triangular advance signals bearing the picture of a gate; in conformity with Article 9 and 
Annex F of the I~tern~tional Convention relati~g to-Motor Tra.ffic of April 24th, Ig26. The signal 
post must be pamted m alternate red and white or red and hght yellow transverse stripes. 

2. On public highways with a large volume of motor traffic during the night the triangle 
must be provided with a number of red or yellow reflectors. Such reflectors 'shall not be 
compuls?ry if, between the advance ~ig~al ~nd t~e gate, the neighbo~rhood of a level-crossing is 
shown either by a number. of posts mdicat~ng dJsta.nces, o: by placmg in the immediate neigh
bourhood of the level-crossmg, to left and nght, palmgs pamted red and white, or red and light 
yellow, and so arranged as to attract the notice of motor-drivers. 

Article 2. 

I. Gates must be painted red and white, or red and light yellow. 
2. In ord~r to mak.e gates more visible by night, they must be provided either with red 

reflectors, or With a red hght, or with a flood-light illuminating the gate whenever it is not fully 
open. 
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Article J. 

In or~er to ~void any confusion with the level-crossings referred to in Chapters II and III, 
level-crossmgs w1~h gates must not be provided with the signals in the form of a St. Andrew's 
cross referred to m those chapters. 

Article 4· 

. Gates open~. ted f~om a di~t~nce (whether by hand or by an automatic device) must be provided 
with ~ound or sight signals g1vmg users of the public highway warning in sufficient time that the 
g~te IS about to be closed. Gates must be closed slowly enough to enable users of the public 
.highway who have already entered the level-crossing to clear it. · 

Article 5-

. At al! level-c:ossings ~ith gates, the gates must be guarded during the whole period when 
~ram services are m operatiOn. Should a level-crossing be transferred from the category specified 
m the present chapter to the category of Chapter II or Chapter III, the gates must be removed 
in order to avoid any misunderstanding on the part of the users of the public highway. 

CHAPTER II.- LEVEL-CROSSINGS WITHOUT GATES BUT WITH AUTOMATIC SIGNALS 

Article 6. 

Warning of level-crossings without gates but with automatic signals must be given on the 
public highway by means of an advance triangular ·signal bearing the picture of a locomotive, 
in accordance with Article g and Annex F of the above-mentioned Convention of April 24th, Ig26. 
The posts must be painted as provided in Article I, paragraph I, in the case of level-crossings 
with gates. 

Article 7-

In the immediate vicinity of the railway, a signal must be placed in the form of a St. Andrew's 
cross. The cross, or in any case its lower arms, must be double if there are two or more tracks. 
The St. Andrew's crosses must be painted in two colours, red and white or red and light yellow; 
the signal posts must be painted in alternate stripes of the same two colours. 

Article 8. 

In the immediate vicinity of the railway, there must also be placed an automatic signal 
giving warning of the approach of trains. This signal must consist, both by day and by night, 
of one or more flashing red lights indicating that traffic on the public highway must stop. 
Appropriate measures must be taken to preclude both an accidental defect in the working of the 
automatic signal and any possibility of misinterpreting the signal. 

Article 9· 

The above-mentioned red light signal must be accompanied by a sound signal. 

Article IO. 

On public highways with a large volume of motor traffic during the night, one at least of the 
following four devices must also be used: 

(a) A flashing white light appearing at periods other than those at which the red 
flashing light is shown; 

(b) A number of posts indicating distances, placed between the triangular advance 
sign and the level-crossing; 

(c) In the immediate ~eighbourhood of level-crossings, to right and left, pa~ngs painted 
red and white, or red and light yellow, and so arranged as to demand the notice of motor
drivers; 

(d) Reflectors placed on the triangular advance signal, white or yellow in colour. 

Article II. 

Signals of the same kind, but _opera_ted by hand instead of bei~g automa~ic, shall be regarded 
as equivalent to the automatic Signallmg of the approach of trams prescnbed above. . 

CHAPTER III. - LEVEL-CROSSINGS WITHOUT GATES AND WITHOUT AUTOi\IATIC SIGNALS 

Article IZ. 

In the case of level-crossings without gates and without automatic signals, it is essential 
that the railway lines should be cle~rly visible to users _of the public _highway, wit~ due allO\~·ance 
for the maximum speed of the trams, so that the dnver of a vehicle approachmg the railway 
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from either side may have time to stop before entering the crossing when a train is in sight, and 
a driver who has entered the crossing when a train appears has time to clear the crossing. 

Article IJ. 

In all cases where the level-crossings referred to in Article 12 are used by motor traffic, they 
must be marked by the advance triangular sign bearing the picture of a locomotive as provided 
in Article 6 above. 

Article I4. 

In the immediate vicinity of the railway, on all the level-crossings referred to in Article 12, 
a signal must be placed in the form of a St. Andrew's cross, in accordance with the distinctions 
and in the colours laid down in Article 7· 

Article IS. 

Furthermore, for level-crossings used by motor traffic, one at least of the following four 
devices must be used: 

(a) A number of posts indicating distances, placed between the triangular advance sign 
and the level-crossing; 

(b) In the immediate neighbourhood of level-crossings, on both the right and left side 
of the road, palings painted red and white, or red and light yellow, and so arranged as to 
demand the attention of motor-drivers; 

(c) A flashing amber-coloured light working during the whole period when the train 
service in the immediate neighbourhood of the level-crossing is in operation; 

(d) Reflectors placed on the triangular advance signal and white or yellow in colour. 

CHAPTER IV. - EXCEPTIONS AND SPECIAL CASES 

Article I6. 

The present regulations are intended for main railway lines. In the case of local lines and 
tramways, the characteristics; shapes and meanings of warning signals must be the same as in 
the case of level-crossings on main lines. As regards their use, certain simplifications may be 
allowed in particular places by the Government of each country. 

Article I7. 

In the case of the parts of local railways or tramways in built-up areas, and also of connecting
lines to factory sidings or other parts of railway lines assimilable to connecting lines, the system 
to be appli,ed shall be left to the competent authorities of the respective countries. 

PROVISIONS TO BE INSERTED IN THE FINAL AcT OF THE CONFERENCE ON SIGNALS 

AT LEVEL-CROSSINGS 

(The Conference) makes the following recommendations: 

The High Contracting Parties to the Convention relating to Signals at Level-crossings: 

r. Should take ali necessary steps to abolish as many level-crossings as possible in their 
territory, mainly through replacement by underground or overhead crossings. 

2. Should, in principle, make no level-crossings when new lines are constructed, and even 
in the case of secondary lines should reduce the number of level-crossings to a strict minimum; 
and should also, ii:J. any event, ensure the most favourable conditions possible as regards the 
visibility and course of both railway and road. 

3. Should take all necessary steps to see that employees responsible for operating 
level-crossing gates are warned of the arrival of trains, so as to ensure both that the gates are closed 
in sufficient time and that delays to traffic are reduced to a minimum. 

4· Should make the regulations governing level-crossings and the signalling of such 
crossings, on points of detail not prescribed by the provisions of the said Convention, as uniform as 
possible in their territory. · 



5. Should, in their territory, take additional safety measures in the event of fog or any other 
circumstances abnormally reducing safety. 

_6. Should ~ndeavour to remedy the situation created by the existence in certain countries 
of side-gates ~hich may be used at will by pedestrians, and which, in practice, cause a large 
number of acCidents. 

IN FAITH WHEREOF, the delegates to the Conference have signed the present Act. 

DoNE at . on 

ANNEX 14 
[C.C.T.676.] 

July 12th, 1938. 

RELATIONS BETWEEN THE RADIO-NATIONS STATION AND THE INTERNATIONAL 
TELECOMMUNICATIONS UNION, AND OTHER QUESTIONS OF INTEREST TO THE 

LEAGUE OF NATIONS, DISCUSSED AT THE INTERNATIONAL 
TELECOMMUNICATIONS CONFERENCES HELD AT CAIRO FROM FEBRUARY 1sT 

TO APRIL 12TH, 1938 

NOTE BY THE .SECRETARIAT 

Members of the Committee for Communications and Transit will recall that the Committee, 
during its twentieth session, held from August 31st to September 4th, 1937, adopted, on the question 
of relations between the League and the competent international telecommunications organisations, 
a resolution which states, inter alia: 

"The Advisory and Technical Committee, 
" Whereas the wireless station is mainly intended to meet the needs of the League of 

Nations in normal times and to ensure independent communications for the League in time 
of emergency, considers it necessary that the competent body of the League of Nations should 
be in a position to have its interests stated by its own representative in the international 
technical organisations whose work might directly or indirectly affect the wireless station; 

" Referring to the negotiations that have already taken place for adequate representation 
of the competent body of the League of Nations in those international organisations, notes 
that, as regards the International Telegraphic Advisory Committee and the International 
Advisory Committee on Wireless Communications, it has already been possible to establish 
direct collaboration; 

" Considering, in particular, the question is on the agenda of the forthcoming 
Administrative Conference on Wireless Communications to be held at Cairo in February 1938, 
requests the Secretariat to ascertain whether the conditions on which it has been possible 
. to establish the said collaboration take sufficient account of the special position of the wireless 
station as an official international body and to consider, if necessary, by what means the 
competent body of the League of Nations might, in the most appropriate way, be given an 
opportunity of collaborating with the various international technical organisations that deal 
with wireless communications." 

In its report on the work of the Communications and Transit Organisation during the 
year 1936/37,1 the Second Committee of the Assembly also expressed the opinion that, as regards 
the necessary contact between the League organ which is responsible for the efficiency and working 
of the station and the various international technical bodies dealing with questions of wireless 
communications, the position needs adjusting; and it drew the Assembly's attention to the 
importance which it at.tached to the ~fficient operatiol:l of the station, and expressed t~e J:ope 
that this might be facilitated by t~e _fnen~ly collaboration of the Gove~ments and organ~sat~ons 
referred to particularly at the admmistrative conferences of the InternatiOnal Telecommumcations 
Union whi~h were to meet at Cairo in February 1938. 

The Assembly adopted its Second Committee's report and conclusions on September 30th, 
1937· · f h C . f C . t. d T . d. To give effect to the resolution o t e ommittee or ommumca IOns ~ ra1:1sit an ~a:ry 
out the Assembly's wish, the. Secretary-General made ~ st':ldy of the questiOn. B~mg of op~wn 
that the Radio-Nations station placed at the Leagues disposal occupies a special and umque 
position from the juridical point <;>f view, and .t~<~;t, in accordanc~ with the inter?ational ~cts t~at 
have been concluded on this subJect, responsibility for the efficiency and workmg of this statiOn 

1 Document A.s8.I937·VIII. 



-68-

had been entrusted to the League, he arrived at certain conclusions, and drew up for submission 
to the Cairo Conferences a list of desiderata which; in his opinion, were calculated to ensure to the 
competent body referred to an adequate degree of co-operation in the different organisations of the 
International Telecommunications Union. 

The Secretary-General also decided to instruct the Secretariat's wireless expert, M. van Dissel, 
to represent him at the Telecommunications Administrative Conferences in Cairo in order to obtain 
there, if possible, a settlement of the question of the future representation of the Radio-Nations 
station at general Telecommunications Conferences and meetings of the international advisory 
committees set up by them. Since the representative .of the Radio-Nations station was not 
empowered to put forward formal proposals at these Conferences, he was instructed to get into 
touch with certain Government delegations with a view to their submitting the League's desiderata 
to the Conference as their own proposals. 

These desiderata may be briefly stated as follows: 

(a) The League of Nations department responsible for the efficiency and working of the 
Radio-Nations station is authorised to be represented at general telecommunications 
conferences and at meetings of the international advisory committees set up by them. 

(b) To this end, the representative of the said department may tah part in the 
discussions and work of the conferences and their committees and advisory committees, 
but without the right to vote. In particular, he may state the point of view of the 
Radio-Nations station, and may, before or during the conferences and committee meetings, 
put forward suggestions in accordance with the procedure laid down by the rules in force. 

(c) The League undertakes to contribute to the common expenses of meetings of the 
advisory committees in which the department mentioned in paragraph (a) above states its 
desire to take part, in the same manner as is provided for private undertakings and 
international bodies interested in wireless studies. 

After negotiations with certain delegations, the Secretary-General's desiderata were put 
forward at the Cairo Conference as proposals of the French Administration, seconded by the Swiss 
and several other administrations. These proposals were referred by the plenary assemblies to 
the different commissions and committees concerned, and, after amendments of form and in some 
points of detail, were debated by the committees. The delegations of the administrations of the 
following countries took a leading part in the discussion: Argentine Republic, Belgium, United 
Kingdom, Czechoslovakia, France, Germany, Italy, Norway, Roumania, Switzerland and the 
Vatican City. 

The result of their examination by the ~uccessive commissions and committees was presented 
at the joint session of the plenary assemblies of the Telegraphic and Telephonic Conference and the 
Wireless Communications Conference on Tuesday, March 22nd, 1938. The following text was 
adopted: 

" Since the Radio-Nat ions station placed at the disposal of the League of Nat ions occupies 
a special position from the juridical point of view, neither the rules of procedure of 
the International Telecommunications Conferences, nor Article 31 of the General Wireless 
Communications Regulations, nor Article 94 of the General Telegraphic Regulations can 
apply to it. To remedy this situation, it has been decided that the League of Nations 
department responsible for the station may be represented in an advisory capacity at 
international telecommunications conferences and at meetings of the international advisory 
committees set up by them. Invitations for the above department shall be addressed and 
communicated to the Secretary-General of the League of Nations by the Office of the 
International Telecommunications Union. The League of Nations undertakes to contribute 
to the general expenses of meetings of the international advisory committees on the same 
basis as private enterprises and international bodies." 

It was decided that this text should be included in the list of decisions and recommendations 
of the Cairo Conferences contained in the Berne edition of the Telegraphic, Telephonic and 
Wireless Communications Regulations. It thus becomes an official instrument for conferences 
and the legal basis of future co-operation between the competent body of the League of Nations 
and the International Telecommunications Union. 

Apart from this important question, the Cairo Conferences dealt with a large number of 
problems closely affecting the operation of the station. It will be enough to mention here the 
following points: 

r. Monetary equivalents: At the Madrid Conference, certain important countries, as is 
kn?wn, made reservations regar~ing. the application within their territory of the basic monetary 
umt fixed by the 1932 Conventwn m gold francs. From those reservations arose great incon
veniences, which led to a considerable diversion of telegraphic traffic in favour of countries acting 
on. those reserv~tions. To mee.t this situation, several countries submitted proposals at the 
Cairo Telegraphic and Telephomc Conference for the establishment of a basic level for all tele
graphic rates, which. should be acceptable to all countries. But, despite long discussion and 
the. efforts of both si~es, ~he Conference was unable to find a satisfactory solution, so that the 
de JUre and de facto situation as established by the decisions of the Madrid Conference and the 
reservations there made still continues for the present. . 
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. :2. Unificati~n of rates: At the Madrid Conference of 1932, changes of some importance 
m rates were <l:eClded upon; but these changes have not subsequently given entire satisfaction 
to all the p~rtles concerned. Conse9uent_ly, the Cairo Telegraphic and Telephonic Conference 
had be~ore It several pr?posals. Wide differences of opinion were revealed, and, despite the 
good-will of the delegatwns, no adequate solution could be found for a regime applicable to 
Europe. As regards the extra-European regime, the status quo will be maintained until the next 
Conference. · 

. 3. A special asp_ect of the questiol? of rates is that of multiple-destination rates. On this 
subject, Cable and Wireless, Ltd., submitted a proposal for the maintenance of the fundamental 
p:inciple th~t every _tele~raph _tariff must b~ e~tab_lished on the basis of the word pure and simple. 
Smce multlple-destmatlon Wireless commumcahons are only sent unilaterally-i.e., withou~ 
acknowledgment of receipt or possibility of repetition-and are liable to interference in the nature 
of _vis major (atmospheric conditions, fading, etc.), and hence cannot be guaranteed to be as 
rehable as other methods of telecommunication, the Telegraphic and Telephonic Conference 
was of opinion that the establishment of rates on the basis of the " word pure and simple " could 
not be accepted for such telegrams. It therefore decided that rates for such communications 
should be specially fixed and left to the administrations concerned, as already provided in the 
Madrid Convention of 1932. . 

4· .Utilisation for broadcasting of wavelengths which, in the publications of the Bureau 
of the International Telecommunications Union, are allocated to established services: A proposal 
on this subject by the Belgian delegation gave rise to long discussions, in the course of which 
it was acknowledged that the problem was not yet ripe for international regulation. In these 
circumstances, the Wireless Communications Conference decided to put forward at the next 
World Short-wavelength Conference a recommendation stating the conditions to be applicable 
to such broadcasts. 

5. Allocation of times for frequencies used in common by different world stations: This 
question was discussed at length, but in view of the wide differences of opinion, both on the 
fundamental questions involved and on technical questions, it was decided to recommend the 
maintenance of the status quo. However, the Wireless Communications Conference asked the 
International Broadcasting Union to submit a detailed report on the question to the next World 
Short-wavelength Conference. 

6. During the Wireless Communications Conference, a Special Committee examined the 
possibility of summoning a World Conference on Short-wavelength Broadcasting. This Committee 
submitted a number of con~iderations on the subject, which were accepted by the Conference, 
which made the following recommendation: 

" (i) That the International Broadcasting Union publish as soon as possible a report 
on the possibility of providing additional facilities for broadcasting on the short-wavelength 
band, together with useful information on various technical points; 

" (ii) That the Administrations examine forthwith the application to their own 
stations of the technical principles laid down during the Cairo Wireless Communications 
Conference, and tarry out practical experiments to test their validity; 

" (iii) That when the results of these examinations can be considered sufficiently 
conclusive, they be communicated to all Administrations, through the intermediary of the 
Office of the Union. These Administrations shall, at the same time, be consulted as to the 
expediency of summoning a world conference, and they shall be asked whether they themselves 
desire to take the initiative in this respect." . 

The work of this world conference will obviously be of vital interest to the Radio-Nations 
station, whose activities might be considerably affected by its decisions. 

* * *· 

Finally, another question dealt with by the Cairo Confere!lces-:namely;that of the call-signs 
for aircraft carrying out transport duties f~r the League-Is of I~po:tance, not only to ~he 
Radio-Nations station but also, and more directly, to the commumcatwns of the League With 
its Members in time ~f emergency. As is. kn_own, t~is question ha~ been examined at le_ngth 
by the Communic~tions _an<l: Tr~nsit Orgamsah_on, which had the assistance ~f t~e Intern~twnal 
Commission for Air Navigahon m matters relatmg to the problem of commumcatwns by aucraft. 
This Commission, in agreement with the Secretary-~eneral of. the. League, h~d ~uggested the 
introduction of an amendment to the General Regul~hons. on \\ Ireless C~m~umcatwns (anne~ed 
to the International Telecommunications Conve~twn, _signed at Madnd, m !932), concernmg 
the call-sign for aircraft carrying out transport duhes <;>f Impor~ance ~o the workmg of the League. 
This amendment was accepted by the Conferences without discusswn. 
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ANNEX 15 
[C.C.T.666.] 

February 4th, rg38. 

REDUCED RAILWAY FARES FOR STUDENTS TRAVELLING ALONE 
' 

At the last session held in Paris, from December 2rst-23rd, I937, the Executive Committee 
of the Intellectual Co-operation Organisation decided to transmit to the Committee for Commu
nications and Transit, with its approval, the recommendation contained in the following resolution 
adopted on October -2gth, I937, during the twelfth session of the Committee of Representatives 
of Students' International Organisations. 

Resolution. 

" The Committee, 

" Having regard to the steps taken by the I.C.S.,1 and the national unions of students 
affiliated thereto, in approaching the railway companies with a view to obtaining reductions 
of railway fares for students travelling alone: 

"Takes note of the results already achieved; 
"Supports the activities of the I.C.S., and requests the International Intellectual 

Co-operation Organisation to ask the Committee for Communications and Transit, on behalf 
of the Committee, to recommend the International Railway Union to bear in mind, when 
making the projected study on the fixing of international rates, the desire of the students' 
organisations that reduced fares should be offered to students travelling alone." 

The report presented to the Committee of Representatives of Students' International 
Organisations by the I.C.S., on which the above resolution was based, is appended hereto . 

. Appendix 

INTERNATIONAL CONFEDERATION OF STUDENTS 

Committee on International Relations and Travel: Report on Reduced Railway 
Fares for Students. 

October 25th, I937· 

Since its foundation in I924, the Travel Committee of the I.C.S. has made very serious attempts 
to arrange facilities of all kinds for students travelling, and especially to obtain for them reduced 
railway fares. The first steps related mainly to facilities for students travelling in groups. 
With a view to a standardised reduction for collective tours in all countries, the Committee first 
approached the Transit Committee of the League of Nations. Thanks to the Intellectual 
Co-operation Committee, an invitation was received to attend a meeting of a sub-committee of 
the Transit Committee (held in London in November rg26), and to place before it a memorandum 
on this question. The Sub-Committee decided to refer the matter to the International Railway 
Union; and the latter in turn referred it subsequently to the national railway administrations. 
Little by little, therefore, reductions of from 25% to so% were obtained in nearly all countries 
in Europe for students travelling in groups. Generally speaking, there must be a minimum 
of ten persons travelling, although, in a few countries, six is the minimum. 

The question of reductions for collective tours being settled so satisfactorily, attention was 
turned to reductions for students travelling alone. In I933, with the assistance of the general 
secretariat of the I.C.S., the Committee placed a new proposal before the International Railway 
Union. The object of the new proposal, which was first suggested by the Belgian National Union 
of Students, was to enable holders of the international students' identity card to obtain a so% 
reduction in railway fares on all the railways of Europe during long vacations. After considering 
this request carefully, however, the Management Committee of the International Union decided 
that i_t was not within its competence to consider travelling facilities of this kind, but that the 
questiOn was one which concerned only the national railway administrations. 

A second and less far-reaching demand met with no more success. It seemed, therefore, 
that the national unions of students must consider taking further steps. They were therefore 

1 International Confederation of Students. 
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in.struct~d by a con~ress reso~ution to approach the railway administrations in their own countries 
Wit~ a VIew .to a 50 Yo reduction for students travelling alone. In spite of the negotiations of the 
national umons,. how~ver, ver:y: little progress. was ~ade. At the present time, it is only in a 
very few co~ntnes (viz:, E~toma, Hungary, Lithuama, Poland, Roumania and Czechoslovakia) 

. th~t th~ desired re~uchon IS more <?r.less gene;al. In Austria, students travelling between their 
umversity and. the~r ~lac.e of domicile and vtce-versa are entitled to a reduction, in whatever 
country the umver~Ity IS Sl~uated. In other countries, particularly the larger countries, reductions 
are only allowed m ~ertam cases to students studying in the country itself (Germany, Italy), 
or to students tra':'ellmg to the country to take a vacation course arranged by a university of the 
same (France, Switzerland). · 

. As it is of the greatest importance that students should visit the larger countries to learn 
their language~ or to pursue other special studies, the Committee was instructed by the Paris 
Congre.ss held I~ August last to make a new attempt to obtain a so% reduction for students 
travellmg alone .m Germany, the United Kingdom, France, Italy and Switzerland. The various 
methods by wh1ch effect might be given to this resolution are now under consideration. As 
soon as they have been approved by the Council of the I.C.S. in January, further steps will be 
taken. 

ANNEX 16 

[C.C.T.677.] 

July 8th, 1938. 

REPORT ON THE FIRST SESSION OF THE INTERNATIONAL PUBLIC WORKS 
COMMITTEE OF THE INTERNATIONAL LABOUR OFFICE 

This Committee, which was set up by the Governing Body of the International Labour Office 
in pursuance of a recommendation adopted by the International Labour Conference as its twenty
third session (June 1937), held its first session in Geneva, June 27th-29th, 1938. 

The Statute of this Committee (An~ex 17) provides that a representative of the Organisation 
for Communications and Transit shall be entitled to sit as an advisory member of the Committee. 
M. Silvain Dreyfus, representative of the Communications and Transit Committee on the 
Committee of Enquiry on questions relating to Public Works and National Technical Equipment, 
who had been nominated for this purpose by the Chairman of the Communications and Transit 
Committee, in agreement with the Secretary-General of the League of Nations, was unable to be 
present at the session, and accordingly M. B. Lukac, Member of the Communications and Transit 
Section, was requested to represent the Organisation as a substitute. 

The Committee's report (Annex 18) contains detailed information on the progress of the work 
and the results achieved. The following are the principal points: 

As may be seen from the list of delegations (Annex 18, Appendix I), twenty-five countries 
were represented at this first meeting of the Committee. The Committee elected its officers
that is to say, the four Vice-Chairmen-the Chairman, M. Necas, Minister of Labour of Czecho
slovakia, having been already appointed by the Governing Body of the International Labour 
Office. As, however, the Chairman was unable to attend this session, the first Vice-Chairman, 
Mr. Goodrich, representative of the United States of America, was asked to take the chair. 

The Committee adopted its Standing Orders (Annex 18, Appendix II) and chose as its 
Rapporteur M. Delmer, Secretary-General at the Ministry of Public Works of Belgium. 

The general discussion then opened with a statement by the Director of the International 
Labour Office on the work of the Committee and its present and future aims. . 

The various delegations were then given an opportunity of explaining the position of the 
public works problem in their respective countries and to inform th.e Committee whether and .to 
what extent the Governments possessed or would be able to obtam the documentary matenal 
which States would be asked to provide on the strength of the uniform plan for the supply of 
information to be prepared by the Committee. 

The definition of the term" public works", w~ich wast? serve as a basis for the Commit~~e's 
future work, was then discussed. In particular, 1t was des1red to know whether tha~ d~fi~1hon 
should apply to work carried out by public bo~i~s only or .also to that undertaken by I~dividuals 
in receipt of subsidies or loans from such authonhes; to cap1tal account only or also to mamtenance 
work; to special emergency work or work undertaken to comb~t unemployment o.nly-or generally 
to all work carried out on the basis of a programme prepared m advanc~r agam to n?rmal work 
executed each year; and, finally, to productive work only or work producmg fresh capital, or also 
to work not fulfilling this condition. 



-72-

The Committee finally adopted a definition of public works, which was included in its report. 
The draft uniform plan for the supply of information, which was prepared by the lnternat~onal 

Labour Office, and on the basis of which the Governments were to be asked to commumcate 
information in regard to their public works, was discussed and a number of amendments were 
submitted by the different delegations. 

During the discussion of the uniform plan, the representative of the Organisation for 
Communications and Transit drew the Committee's attention to various observations contained 
in the report of the experts entrusted by the Committee for Communications and Transit (nineteenth 
session), in pursuan<;e of a decision of the Assembly of the League of Nations _(sixteenth session), 
with the examination of the documentary material collected on national public works.1 These 
observations had been made indeed with a view to possible future action such as that undertaken 
by the new Committee, and some of them were taken into account in the preparation of the 
uniform plan, while others were incorporated in the Committee's report. 

After adopting the uniform plan, the Committee communicated it by means of a resolution 
to the Governing Body of the International Labour Office for suitable action (this resolution 
and the final text of the uniform plan are inserted in Annex 18 under: "III. Conclusions"). 

With the exception of a few minor amendments by the Committee, the various categories of 
public works enumerated in this uniform plan for the supply of information are substantially 
those contained in the International Labour Office's draft submitted to the International Labour 
Conference in June 1937 and communicated to the Transit Organisation.2 This applies especially 
to the categories of public works classified in the uniform plan, which more particularly concern 
communications and transit. In the circumstances, the representative of the Organisation for 
Communications and Transit stated that he had no observations to make on the subject. 

· Finally, at the close of the session, the Committee adopted a report (Annex 18). 

ANNEX 17 

STATUTE OF THE INTERNATIONAL PUBLIC WORKS COMMITTEE OF THE 
INTERNATIONAL LABOUR OFFICE 

Whereas the Public Works (International Co-operation) Recommendation, 1937, contemplates 
the establishment by the Governing Body of the International Labour Office of an international 
public works committee, and . 

Whereas, by a resolution unanimously adopted on June 22nd, 1937, the International Labour 
Conference has invited the Governing Body to appoint such a committee without delay: 

The Governing Body, having met at Geneva in its eighty-second session on February 3rd, 
1938, hereby establishes a committee which shall be known as the International Public Works 
Committee and which shall operate iri accordance with the terms of the present Statute: 

. Article I. - Composition of the Committee. 

r. The International Public Works Committee consists of ordinary members, advisory 
members and assessors. 

2. The following shall be ordinary members of the Committee: 

(a) One representative of each Member which, when informing the Secretary-General 
in accordance with Article 19 (6) of the Constitution of the Organisation of the action taken 
upon the Public Works (International Co-operation) Recommendation, 1937, has indicated 
its willingness to give effect to the said recommendation; 

. (b) Three persons nominated by the members of the Governing Body representing the 
employers and three persons nominated by the members of the Governing Body representing 
the workers; and 

(c) One representative of any State which is not a Member of the Organisation the 
Government of which has notified the Director that it is prepared to give effect to the Public 
Works (International Co-operation) Recommendation, 1937, and desires to participate in the 
work of the Committee. · 

1 See document C.276.M.r66.1936.VIII. 
• See the report on the twentieth session of the Transit Committee, document C.38o.M.256.I937·VIII, pages 33-34, 

and Annex 12, pages 56-6o. · 
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3· One represent~tive of each of the following bodies shall be entitled to sit as an advisory 
member of the Committee: 

(a) The Economic Committee of the League of Nations; 
(b) The Financial Committee of the League of Nations; 
(c) The Organisation for Communications and Transit of the League of Nations. 

4· The following may participate_ in the work of the Committee as assessors: 

(a) A re~resentative of any international body which the Committee, with the approval 
of the Govermng Body, has invited to be represented; 

(b) Any 12erson whom th~ Chairman of the Committee, with the approval of the officers 
of the Governmg Body, has mvited to attend the Committee on account of his special 
knowledge of the questions under consideration. · 

Article 2. -Rights of Ordinary Members, Advisory Members and 
Assessors respectively. 

I. Ordinary members have the full rights of members of the Committee. 

2. A~visory .memJ:ers are entitled to be present at all meetings of the Committee and to 
take part m all discusswns but are not entitled to vote. 

3· Assessors may take part in the discussions of the Committee when invited to do so by 
the Chairman. · 

. 4· Ordinary and advisory members of the Committee may be assisted by advisers and an 
ordmary or advisory member may, when absent, nominate his adviser to act as his substitute. 

Article J. -Duties of the Committee. 

The duties of the International Public Works Committee shall be: 

(a) To prepare the uniform plan referred to in paragraph 2 of the Public Works (Inter
national Co-operation) Recommendation, I937, and to revise the said plan as occasion may 
require; 

(b) To study every year the information gathered by the International Labour Office 
either as a result of the said Recommendation or in any other way; 

(c) To make reports to the Governing Body of the International Labour Office with 
a view to their transmission to the Members of the Organisation, and 

(d) To undertake any other duties relating to public works which may be entrusted 
to it by the Governing Body either upon its own initiative or at the request of any States 
or organisations concerned . 

. Article 4· - Periodicity of Meetings. 

I. The International Public Works Committee shall meet at least once each year on a date 
or dates approved by the Governing Body of the International Labour Office. 

2. An emergency meeting of the Committee may be held at any time with the approval 
of the officers of the Governing Body if such a meeting is requested by at least one-fifth of the 
ordinary members of the Committee on the ground that changes in the economic situation make 
it desirable for the Committee to report thereon as a matter of urgency. 

Article s. - Secretariat of the Committee. 

r. "The Secretary and staff of the International Public Works Committee shall be appointed 
by the Director of the International Labour Office. 

2. Subject to obtaining the approval of t.he Governi~g ~ody for an;r prop~sal involv~ng 
expenditure, the Committee may request the Director to giVe It any techmcal assistance which 
it regards as necessary for the proper discharge of its duties. 

Article 6. - Rules of Procedure. 

Subject to the provisions of the present Statute, the Committee may adopt its own Rules 
of Procedure. 

Article 7. - Amendment of Statute. 

I. The provisions of the present Statute may be amended at any time by the Governing 
Body of the Int~rnational Labour Office. . 

2. The International Public Works Committee may, at any time after the expiration of 
two years from the adoption of this Statute by the Governing Body, submit to the Governing Body 
proposals for the amendment of the Statute. - . 
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Transitory Provision. 

Until July rst, 1939, any Member which has not informed the Secretary-General in accordance 
with Article rg (6) of the Constitution of the Organisation of the action taken upon the Public 
Works (International Co-operation) Recommendation, 1937, may appoint an ordinary member 
of the Committee on notifying the Director that it desires so to do. 

ANNEX 18 

[C.I.T.P./I+I938.] 

REPORT ADOPTED BY THE INTERNATIONAL PUBLIC WORKS COMMITTEE OF 
THE INTERNATIONAL LABOUR OFFICE AT ITS FIRST (PREPARATORY) 

SESSION (GENEVA, JUNE 27TH-29TH, 1938) 

I. OPENING OF THE SESSION: ELECTION OF OFFICERS; ADOPTION OF STANDING ORDERS 

The International Public Works Committee held its first session in the International Labour 
Office from June 27th to 29th, 1938. 

The following twenty-five countries were represented: Belgium, Brazil, Canada, China, 
Czechoslovakia, Egypt, Estonia, Finland, France, Great Britain, Greece, Hungary, Luxemburg, 
Mexico, Netherlands, New Zealand, Norway, Panama, Poland, the Union of South Africa, Spain, 
Sweden, Switzerland, the United States of America and Yugoslavia. In addition, three represen
tatives of the employers and three representatives of the workers elected by the employers' and 
workers' members of the Governing Body respectively were present as ordinary members of the 
Committee. The meeting was also attended by officials of the Secretariat of the League of Nations 
representing the Economic Committee, the Financial Committee and the Communications and_ 
Transit Organisation; they acted in an advisory capacity. 

The complete list of members appointed to attend the session is given in Appendix I to this 
report. 

The session was opened by the.Director of the International Labour Office who informed the 
Committee that M. Necas, Minister of Labour and Social Welfare of Czechoslovakia, had been 
appointed by the Governing Body as Chairman of the Committee, but that M. Necas, while 
accepting the appointment, regretted that he was prevented by circumstances beyond his control 
from attending this session. M. Brablec, Czechoslovak Government representative, conveyed to 
the Committee the best wishes of M. Necas for the success of its deliberations. 

After adopting Article r of its Standing Orders concerning the Officers of the Committee, the 
Committee proceeded to elect four Vice-Chairmen in the following order: 

Mr. Carter GooDRICH, United States Government representative; 
M. Wincenty JASTRZEBSKI, Polish Government representative; 
M. H. C. OERSTED, employers' member; and 
M. Leon JouHAUX, workers' member. 

The Director then invited Mr. Carter Goodrich, the first of the Vice-Chairmen to be elected, 
to take the Chair at this session in place of M. Necas. The Committee then proceeded with the 
consideration and approval of its Standing Orders, the text of which is given in Appendix II. 

M. A. Delmer, Belgian Government representative, was appointed Rapporteur. 

II. PREPARATION OF A UNIFORM PLAN FOR THE SUPPLY OF INFORMATION 

The Committee went on to consider the principal item on the agenda, which was the prepara
tion of a uniform plan for the supply of information in accordance with paragraph 2 of the recom
mendation concerning international co-operation in respect of public works adopted by the 
International Labour Conference in 1937. This recommendation invites all States Members to 
communicate annually to th~ Inte_rna~ioJ?-al Labour Offi~e inforl?ation concerning public works 
undertaken or planned on their temtoncs m accordance with a umform plan relating more particu
larly to the expenditure involved, the method of financing the works and the number of workers 
engaged. When it adopted that recommendation, the Conference had before it a draft uniform 
plan prepared by the Office, but it decided not to engage in a discussion of the draft which was 
left to the I~ternational Pu~lic Works Committee, the creation of which was prop'osed in the 
recommendatiOn. The questwn was therefore before the Committee, which had to consider the 
draft prepared by the Office. In the interval, the draft had been submitted for observations 
to all the _Govern~ents and the comments and proposals sent to the Office were reproduced and 
analysed m a special report prepared for the guidance of the Committee. 
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.As the ~reparation of a uniform plan necessarily involved the question of the use to which 
the mformahon subse<;~uently collected w~s. to be J?Ut, it was thought desirable to begin with a 
general exchange ~f vie:-vs as to t~e conditions which should be satisfied by the plan if it were 
to help the Committee m the achievement of its aims. 

In introdu~in&' the d~scussion, the Director of the International Labour Office pointed out 
that the first pnnciple which was at the basis of the work of the Committee was that the advance 
plannin~ of public work.s was a useful method of counteracting in some measure economic 
flu.ctuahons an~ prev~ntmg unem_Ployment. The second principle was that effective action in 
this field .was Impossi?le unless It was based on adequate information and on international 
collaboratiOn. The pnmary task of the Committee must therefore be to collect all the available 
inform~tion on national experience in this matter, compare the results and draw the necessary 
conclusiOns .. The se~ond and later task might be to utilise this information so as to achieve, 
by means of International collaboration, a certain synchronisation of the national plan, in such 
a way that every c.ountry would know that by adopting a certain policy it would not create an 
undue pressure on _Its balance of payments. At a still later date, one might contemplate a third 
stage of the Co~f!uttee's work in which it would study the possibility of establishing international 
plans financed JOintly by the stronger " creditor " countries within the territories of the weaker 
" debtor " ones, with the object of diffusing over a wider area the direct stimulus afforded to the 
full utilisation of the world's idle resources of plant and labour. The Director urged the 
Committee to keep in mind those possibilities of future action when considering the draft now 
before it. 

r. General Discussion. 

During the general discussion which followed, practically all the speakers referred to the 
progress made in their countries by the idea of using the advance planning of public works as a 
means of regulating the volume of employment. Although the experiments made during the recent 
depression had not all proved favourable, or at least as favourable as had been hoped, that might 
be attributed to the fact that they were often improvised. Efforts were now being made in several 
countries to draw up programmes for a long period; these programmes were well thought out 
and could be put into effect at the appropriate moment. The information which would be collected 
by the Committee would undoubtedly be of great value for the preparation of such plans. Two 
separate lines of thought were revealed in the opinions expressed on the draft plan submitted 
by the Office. Several speakers expressed the fear that it went into too great detail. Apart 
from the fact that they did not consider all the information requested as being indispensable 
for the purpose in view, they pointed out that the authorities in many countries were not at present 
in a position to furnish the data in question. It was of course pointed out that one of the 
objects was to encourage countries, in their own interest, to develop their co-ordinating- bodies 
and their agencies for the collection of information, and that until such time as they were able 
to give all the required information they could, as was laid down in the recoinmendation, supply 
it "as far as possible" in accordance with the proposed plan. Those who favoured a simpler plan 
replied that if the divergence between the requirements of the plan and the present possibilities 
of Governments was too great, States might be discouraged from accepting the recommendation, 
and this would endanger the success of the action undertaken. 

It was, however, pointed out that this consideration should not lead the Committee to simplify 
the plan to such an extent as to destroy its utility, and that Governments which accepted the 
recommendation before being able to supply information on all the points might very well give 
such information as they had in their possession, in the hope of being able to supply complete 
information later. -

Some speakers suggested that, in certain respects, the plan was not sufficiently complete. The 
Polish representative, for instance, whose point of view was supported by other members, made 
reference to the Committee's possibilities of future action and stated that international financial 
collaboration in the field of public works could not be contemplated unless these works led to the 
establishment of undertakings, plant and institutions working on commercial lines. · If the Com
mittee was to be in a position to study or to indicate the possibi~it.ies of international c?llaborat~on 
on public works it was essential that the plan should make proviSion for the supply of mformahon 
as to whether the proposed works would be self-liquidating or not. 

The great majority of the speakers expressed the view that if Go.vernments were to have 
a· clear idea of the scope of the information they were asked to supply It would be well to place 
at the becrinning of the plan a definition of what was meant by "public works". It was also 
suggestel' that the plan should be preced~d by a preamble which wo~ld mention among ot~er 
things that the information collected was mtended t? help each ?tate m the advance pl~n~ng 
of public works and that the purpose of such a policy of _Plannmg was to re~late the hmmg 
of public works and ensure their execution in ac~ordance :OVIth a _Plan dra~ up m advance so as 
to reduce economic fluctuations as much as possible and, m particular, to mcrease the volume of 
employment in periods of depression. 

2. Definition of Public Works. 

In accordance with the desire expressed during the general discussion, the Chairman invited 
the Committee, before proceeding to a detailed dis<:ussion of the draft pla~ prepared by the Office 
to consider what definition of " public works " might be f!-dopted .. Dunng a len~thy _exchan~e 
of views on this subject, it was agreed (r) that although the mformatwn requested might m certam 
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cases be of special interest if it referred to work undertaken to increase the volume of employment, 
the plan should not be restricted to this type of work but should also request information on 
normal public works; (2) that the definition should include, not only public works the timing 
of which could be regulated, but all public works; (3) that it should extend not only to work 
undertaken by the public authorities but also to work supervised by them; (4) that, although 
it should not include unemployment benefits or relief, it should not exclude private work which 
the authorities decide to encourage by subsidies and loans in the public interest-that is, with a 
view to increasing the volume of employment; (5) that it should not exclude maintenance work. 

The Committee eventually adopted the following definition which is based directly on the 
terms of paragraph 2 of the recommendation concerning the national planning of public works: 

"For the purpose of this plan, 'public works ' should be understood as meaning all 
works undertaken by central, regional or local authorities or with the aid of subsidies or loans 
from such authorities or supervised by them." · 

It was decided that this definition should precede the uniform plan. In order, however, 
to make allowance for the difficulty which some States would have if required to provide information 
concerning maintenance work, and to avoid the difficulties of comparison which might result, 
it was agreed to supplement the definition by the following sentence: 

" In giving information under this plan, Governments should indicate whether the 
information relates only to capital account or whether it also includes maintenance work 
and other kinds of work." 

3· Detailed Examination of the Plan. 

The Committee then undertook an examination of the various points of the uniform plan 
of information. · 

On the proposal of the Netherlands Government delegate,- the Committee first decided to add 
to the footnote the following words: " and should as far as possible make a distinction between 
new works and maintenance work" .. 

(i) Classification of the Works according to the Kinds of Works. 

Point I. - With regard to the classification of the works according to the kinds of works, 
the following changes were made in the draft plan. 

Clause (a): The Office had proposed the following text: 

" (a) Roads and bridges." 

On the proposal of the Egyptian Government representative and of M. Schiirch, workers' 
member, the Committee decided to add the words "and tunnels". 

Clause (b): The text proposed by the Office was as follows, and was adopted without change: 

'' (b) Railway lines, including tramways, local railways, etc. (if possible mention the 
more important construction works separately)." 

Clause (c) was also adopted in the form proposed by the Office, which was as follows: . 
" (c) Agricultural land reclamation (including drainage, irrigation, constructiQn of 

dwelling-houses and other new buildings, establishment of entirely new settlements, 
construction of country roads and other works connected with land settlement)." 

Between clauses (c) and (d) of the draft plan, the Committee decided, on the proposal of the 
Egyptian Government delegate, to add the following new clause: -

" Agricultural land irrigation (including dams, regulators, siphons, canal digging, 
canal clearances, etc.)." . 

Iri. supporf of this amendment, it was said that work undertaken for the irrigation of land 
already under cultivation was a particularly important form of public works in certain countries, 
and these works did not appear to be included in clause (c). 

Clause (d): The text proposed by the Office was as follows: 

" (d) Canals and other inland waterways (including improvement work on rivers, 
defensive work against floods, etc.)." 

This text was adopted without change. 

Clause (e): The text proposed by the Office was as follows: 

" (e) Land improvement work, bringing of new land under cultivation, reafforestation, 
etc." 

On the proposal of the Swiss Government delegate, this clause was redrafted as follows: 

" (e) Forestry works (clearing the land: reafforestation, construction of roads, etc.)." 



-77-

. In agreement with the author of this amendment, the Committee considered that the land 
Irni?rovernent work r_eferred to in the original text of the Office was already included in clause (c), 
which relates to agncultural land reclamation. 

Clause (/) : The text proposed by the Office was as follows: 
" (/) Provision of drinking-water supplies and sewage disposal." 

On the proposal of the Belgian Government delegate, this clause was redrafted as follows: 

" (/) Co~struction ?f darns for, and provision of, drinking and industrial water supplies, 
sewage collection and disposal and water purification plant." -

Clause (g) : The text proposed by the Office was as follows: 

" (g) Work carried out in maritime and river ports, including the mechanical equipment 
of such ports." 

On. this point, the Committee adopted the following text which had been proposed by the 
Norwegian Government delegate: 

;, Work for construction of maritime and river ports and other work in such ports, 
including the mechanical equipment." . 

Between clauses (g) and (h), the following new clause was added on the proposal of the Belgian 
Government delegate: 

"Works for the protection of the coast." 

In support of this amendment, it was said that work for the protection of the coast constituted 
in many countries a particularly important category of work. 

Clause (h): The text proposed by the Office was as follows: 
" (h) Shipbuilding undertaken with the financial assistance of the public authorities." 

This was adopted without change. 
In the course of the discussion on this clause, it was stated that Governments were not being 

asked to give information concerning warships. 

Clause (i): The text proposed by the Office was as follows: 

"(i) Work for the construction of airports." 

On the proposal of the Norwegian Government delegate, the Committee decided to redraft 
this clause as follows: 

"Work for the construction and equipment of airports." 

Clause (i) : The text proposed by the Office was as follows: 

" (i) Building and construction work forming part of a general plan and carried out 
with the financial assistance of public authorities, such work to be classified according to 
category (administrative buildings, dwelling-houses, etc.)." 

Amendments were proposed to this text by the Belgian and Spanish Government delegates 
and also by M. Schiirch, workers' member, with a view to supplementing the enumeration contained 
between brackets. 

Finally, the text between brackets was drafted as follows: 

" Administrative buildings, dwelling-houses, educational establishments, hospitals, 
sanatoria, museums, etc:" 

The Committee had before it an amendment proposed by M. Van Achterbergh, workers' 
member, the object of which was to insert after clause (i) a new clause as follows: 

"Buildings and machinery for the use of public services and undertakings." 

In support of this amendment, its author said that it was desirable to distinguish, in the 
replies furnished by the Govern.J?ents, ?etween works undertaken by the State as su~h and \~orks 
undertaken by the State as an mdustnal employer. ~everal members of the Corn:rnttee pomted 
out that the information desired by the author of this arn~ndment was already mcluded under 
other headings of the plan, and this amendment was then _reJected. 

For paragraph (k) the Office had proposed the following text: 
" (k) Generating stations and installations for the transmission of power." 

At the suggestion of M. Tzaut, employers' me~ber, and _of. the Belgian Govern~ent 
representative, the Committee decided, in order to avoid any omission from the enumeratiOn, 
to draft the text as follows: 

_ · " (k) Generating stations, including barrages and subsidiary works, and installations for 
the transmission of power." · 



Paragraphs (l) and (m) were adopted in the form proposed by the Office: 

" (l) Gas works and installations for long-distance gas-supply; 
" (m) :relecommunication installations." 

At the suggestion of the representativ~s of the Spanish and United States Governments; the 
Committee inserted the following new paragraph between paragraphs (m) and (n): 

" Recreational buildings and facilities, playgrounds and parks." 

The Office text of paragraph (n) was adopted: 

" (n) Any other works, or orders for plant, equipment and supplies, not included in 
the above enumeration." 

Point" 2. - Classification according to the body responsible for carrying out thd work. -::- The 
Office had proposed the following text for this point: 

" 2. According to the body responsible for carrying out the work: 

"(a) Work carried out by central authorities; 
"(b) Work carried out by regional and local authorities; 
"(c) Work carried out by colonial authorities; 
" (d) Work carried out by public utility undertakings; 
"(e) Work carried out by bodies or individuals in receipt of a subsidy or a loan." 

Several members of the Committee, including the British Government representative and 
M. Oersted, employers' member, suggested that, as a definition had been adopted for inclusion as a 
preamble to the plan and as that definition defined the scope of the plan, there was no necessity 
for retaining the classification of work according to the body responsible for carrying it out. In 
this connection, several speakers mentioned that, if the plan were too detailed, it might discourage 
Governments from replying. Other meJ?l-bers of the Committee, however, and in particular the 
representatives of the Belgian and United States Governments, emphasised the value of such a 
classification. The Committee decided by sixteen votes to eight to retain this point. 

At the suggestion of the British Government representative, however, the Committee decid~d 
to delete paragraph (c) of this point, concerning work carried out by colonial authorities. 

In support of this amendment, the author pointed out that, in the British Empire, the colonial 
Governments were in effect autonomous in the matter of public works and that consequently 
the supply of international information would be considerably delayed if it were necessary to 
consult all the colonial Governments. He added that the deletion of this paragraph did not 
necessarily imply that no information would be forthcoming in respect of colonies, but simply 
that it would not be necessary to ask colonial authorities to supply systematic information 
independently of that supplied by other authorities. 

An amendment to paragaph (d) of the Office text proposed by the United States representative 
and worded as follows: 

"Work carried out by publicly owned utility undertakings." 

was rejected, several members of the Committee having pointed out that according to the definition 
of public works with which the plan opened, undertakings not belonging to the public authorities 
but supervised by them were also covered by the plan. 

The United States Government representative also submitted an amendment to paragraph (e), 
to the following effect : 

"Work carried out by non-governmental bodies or individuals in receipt of a subsidy 
or a loan." 

This was withdrawn by the author because the opinion was expressed that there were mixed 
bodies which were partly governmental and partly private. 

The Committee also had before it an amendment to the same paragraph, submitted by the 
Government representatives of Finland, Norway and Sweden, to add the words 

"Granted on particularly favourable conditions." 

The authors explained that the purpose of this amendment was to make it clear that the 
Governments would not be required to give information with regard to loans in cases in which 
the State was merely acting as a banker. 

Various objections were made to the words "particularly favourable conditions ",the definition 
of ~hich might give rise to various difficulties. The Committee recognised, however, that it was 
d~strable_ to ex~lude work ~ith regard _to which the State was acting merely as a financial institution, 
wtth no mtentwn of grantmg a substdy or other assistance. 
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Finally, on th~ su~gestion of the Belgian Government representative, the following text was 
accepted by the Fmmsh Government representative and was adopted by the Committee: 

"Granted with a view to increasing the volume of employment." 

(ii) Kind of Information to be supplied. 

Point I. -The text proposed by the Office was as follows: 

·: I. Info~mation on ~he ~eneral ?rga~isation of public works and in particular on the 
workmg of national co-ordmatmg or drrectmg bodies." 

. The r~presentative of the Organisation for Communications and Transit of the League of 
~ahons s~rd that _the Com~ittee of Experts of the League of Nations which had, in I936, studied 
the questiOn of mformahon on public works drew attention to differences in the methods 
followed in this connection by various departments dealing with· public works within each 
country. He thought it was desirable that steps should be taken to overcome that difficulty in 
the future, and he suggested adding something to point I with that object in view. 

On the other hand, it was pointed out that it would be difficult to include a recommendation 
in a plan for the supply of information, and it was consequently decided that the question should 
be mentioned in the report. 

Point I was then adopted. 

Point 2. -c- The text proposed by the Office was as follows: 

"2. General information on the·policy adopted concerning the advancing or retarding 
of public works: 

" (a) Summarised survey of the facts (work completed, work in progress, work 
planned); 

"(b) Grounds for the policy pursued." 

This was adopted. 

Point J.- The text proposed by the Office was as follows: 

" 3· For the works carried out during the period elapsed, summarised information: 

" (a) On the total cost of the work carried out- showing separately the share 
attributable to: 

(i) Wages and salaries; 
" (ii) Plant imd materials; 
" (iii) Other expenses (overhead expenses, housing and transport of workers, 

social insurance, etc.); 

"(b) On the methods of .financing the ·works, including amortisation (showing in 
particular whether the expenses were met from the budgets of the State, regional and 
local authorities, public bodies, etc., or by means of internal or external loans, or in some 
other way); 

" (c) On the number of man-days of direct employment on the works, distinguishing 
if possible between labourers, skilled workers and salaried employees." 

The Government delegates of Finland, Norway and Sweden proposed to delete clause (a) 
and substitute " on the total cost of the work carried out, showing separately the share attributable 
to wages and salaries". 

The Government delegate of the United States of America proposed to redraft clause (a) (ii), 
"plant, equipment and materials", and to add a new item between items (ii) and (iii), "Land 
acquisition ". 

The Finnish Government delegate said the object of his amendment was to simplify the plan 
to some extent, and he thought that only two items of information-namely, total costs on _the 
one hand, and wages and salaries on the other-~ere necessary. The delegate of the Umted 
States, on the other hand, pointed out that the Umted States Go_vernment was prepared to go 
into greater detail in some respects than even the draft of the umform plan. 

In the course of the discussion, the British Government delega~e proposed to delete all the 
words in clause (a) except "on the total cost of the work". Thrs amendment was adopted. 
Subsequently, the Committee decided to add a footnote, worded as follows: 

" It would be useful if the Governments would give particulars as to the various elements 
in the cost of the works on which they give information and, in particular, on the total cost 
of wages and salaries." 
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With regard to point 3 (b), an amendment was proposed by the Polish Government delegate 
to add, after the word " methods ", the words " and conditions". This was accepted. 

The Government delegates of Finland, Norway and Sweden proposed, after the words 
" financing the works ", to add the words " undertaken to combat unemployment ". They 
agreed to redraft this so as to read " undertaken to increase the volume of employment ". In 
this form, the amendment was adopted. 

An amendment was proposed by the Polish Government delegate to add to the words in 
brackets the following: " If the works are financed by loan, the conditions of the loan, rate of 
interest, security, etc." The author of the amendment said that, in connection with budgets, 
no further details were required as to how those budgets are raised, but, in connection with internal 
or external loans, it is desirable to ask what security there is and what is the rate of interest. The 
amendment was adopted. 

The r.epresentative of the Communications and Transit Organisation of the League of Nations 
drew attention to a passage in the report of the Committee of Experts of the League of Nations 
already referred to, in which reference is made to various methods for financing public works, 
including the use of the reserves of social insurance funds. 

On the other hand, it was pointed out by an Assistant Director of the International Labour 
Office that the utilisation of the reserves of social insurance funds for the financing of public works 
was a highly controversial point, and he suggested that no reference should be made in the plan 
for the supply of information, but that the matter should be mentioned in the report. 

A further amendment was proposed by the Polish Government delegate to add, after clause (b), 
the following two new clauses: 

" (b 1) On the cost of works which are dir~ctly self-liquidating and enumeration of the 
more important of these works; 

" (b 2) Detailed data concerning the estimated revenue from the more important works 
referred to in the preceding clause in relation to the cost of carrying them out." 

The author of the amendment said that one object of the Committee's work was to prep;tre 
the way for financial collaboration and that could be most easily secured if the works in question 
were direcly self-liquidating. The amendment was seconded by the Hungarian Government 
delegate. The author of the amendment agreed to delete the word " detailed " in the second part 
of his amendment, and the amendment was then adopted. 

On clause (c), ?-n amendment ~as proposed by the British Government representative to delete 
the paragraph entirely, and an amendment was also proposed by the Government delegates of 
Finland, Norway and Sweden to substitute the following text: "The estimated number .of man
days of direct employment on the works ". 

The proposal to delete the clause was rejected, and the amendment proposed by the Govern-
ment delegates of Finland, Norway and Sweden was then adopted. · 

The representative of the United States proposed to add a new clause (d) as follows: " On 
the number of man-days of indirect or secondary employment provided by the work carried 
out ". He said the United States Government was making a series of studies of indirectly 
provided employment •. and they would be glad to know what information other Governments 
had on the subject. With the addition of the word " estimated " before the word " number ", 
the amendment was adopted. 

The representative of the United States proposed to add the following note: 

" Where possible, the replies to the foregoing should be divided into those pertaining 
to (r) contract procedure and (z) force-account procedure. Also, where possible, records 
should be kept and forwarded to the International Labour Office upon a quarter-year basis." 

The amendment was rejected. 

Point 4· - The text proposed by the Office was as follows: 

"4· For works planned for the forthcoming period, summarised information on: 

"(a) The cost of the works; 

"(b) The financial resources already available and the methods by which it is 
proposed to finance the remainder of the cost; 

" (c) The estimated number of man-days of direct employ~ent on the works." 

An amendment was proposed by the Polish representative to add, at the end of clause (a), -
the words " showing in particular the cost of the works which are directly self-liquidating ". 
With the addition of the word " estimated ", this amendment was adopted. 

The British Government representative had proposed to delete clause (c), but withdrew 
his amendment, in view of the decision on point 3 (c). 
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. The representative of the U~ite~ States proposed to add a new clause as follows: "the 
estimated number of man-days of mdrrect or secondarily provided employment". This amend
ment was adopted. 

~he representatiye of the United States moved a further amendment to add, at the end 
of pomt 4, the fol.lowmg s!atement: "Where works are planned for an advance period of several 
years, the above mformahon should be reported and summarised by years". This amendment 
was adopted. 

Point 5. - The text proposed by the Office was as follows: 

"s. Information on the conditions of recruitment and employment and on other 
provisions relating to labour (such information to be given separately for normal public 
works and relief works): 

" (a) Methods of recruitment; 
" (b) Conditions of employment (hours of work and wages or salaries); 
"(c) Provisions relating to the transport and housing of the workers; 
" (d) Any provisions which may be in force concerning the use of mechanical 

appliances." 

This point was adopted without discussion. 

III. -CONCLUSIONS 

In conclusion, the Committee adopted the following resolution, transmitting to the Governing 
Body the text of the uniform plan of information to which it had agreed: 

"Whereas the International Labour -Conference adopted a Recommendation No. sr 
in 1937 inviting_ each Member to adopt a policy of advance planning of public works-that 
is to say, a policy of timing, and of ensuring the execution of public works in accordance 
with a pre-established plan with a view to reducing economic fluctuations as far as possible 
and in particular to increasing the volume of employment in periods of depression; 

" Whereas the Conference recognised at the same time that any effective action in 
this field is possible only if it is based on adequate information and international co-operation; 

"Whereas, for these reasons, the Conference adopted a second Recommendation No. so, 
which, in particular, invites the Members to communicate regularly to the International 
Labour Office information on public works undertaken or planned on their territories, and 
to supply this information as far as possible in accordance with a uniform plan; 

" Considering that the present session of the International Public Works Committee 
was convened for the precise purpose of drawing up the uniform plan in question: 

" The International Public Works Committee, 
" After having considered the purposes which the information it is proposed to collect 

would serve; _ · 
" After having, on the other hand, noted that many Governments will no doubt be unable 

at the outset to supply information on all the points mentioned, but that it would be of 
great interest that they should start by furnishing information on the largest possible number 
of points until the development of their co-ordination and information services makes it 
possible for them to communicate more complete information: 

" Asks the Governing Body to invite the Members which have approved the Recommen
dation No. so concerning international co-operation in respect of public works to communicate 
to the International Labour Office the information referred to in this recommendation in 
accordance, as far as possible, with the following plan: 

"Uniform Plan for the Supply of Information concerning Public Works. 1 

"For the purpose of this plan 'public works' should be understood as meaning 
all works undertaken by central, regional or local authorities or with the aid of subsidies 
or loans from such authorities or supervised by them. 

" In giving information und~r this plan, Governments_ should. indicate wh.ether the. 
information relates only to caprtal account or whether rt also mcludes mamtenance 
work and other kinds of work. 

"I. Classification of the Works. 

" r. According to the kinds of works: 

" (a) Roads, bri.dges ~nd t~nnels; . 
" (b) Railway hnes, mcludmg tr~ways, local railways, etc. (if possible, 

mention the more important constructiOn works separately); 

1 It is understood that the information supplied should include information relating to relief work and should, 
as far as possible, make a distinction between new works and mamtenance works. 
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" (c) Agricultural land reclamation (including drainage, irrigation, construc
tion of dwelling-houses and other new buildings, establishment of entirely new 
settlements, construction of country roads and other works connected with land 
settlement); 

" (d) Agricultural land irrigation (including dams, regulators, siphons, 
canal digging, canal clearances, etc.); 

" (e) Canals and other inland waterways (including improvement work on 
rivers, defensive work against floods, etc.); 

" (/) Forestry work (clearing the land, re-afforestation, construction of 
roads, etc.); 

" (g) Construction of dams for, and provision of, drinking and industrial 
water supplies, sewage collection and disposal and water purification plant; 

"·(h) Work for construction of maritime and river ports and other work in 
such ports, including the mechanical equipment; 

" (i) Works for the protection of the coast; · 
" (j) Shipbuilding undertaken with the financial assistance of the public 

authorities; · 

" (k) Work for the construction and equipment of airports; 
" (l) Building and construction work forming part of a general plan and 

carried out with the financial assistance of public authorities, such work to be 
classified according to category (administrative buildings, dwelling-houses, 
educational establishments, museums, hospitals, sanatoria, etc.); 

" (m) Generating stations (including dams and accessory works) and 
installations for the transmission of power; 

" (n) Gasworks and installations for long-distance gas-supply; 
" (o) Telecommunication installations; 
"(p) Recreational buildings and facilities, playgrounds and parks; 
" (q) Any other works, or orders for plant, equipment and supplies, not 

included in the above enumeration. 

" 2. According to the body responsible for carrying out the work: 

"(a) Work carried out by central authorities; 
"(b) Work carried out by regional and local authorities; 
" (c) Work carried out by public utility undertakings; 

. " (d) Work carried out by bodies or individuals in receipt of a subsidy or a 
loan granted with a view to increasing the volume of employment. 

"II. Kind of Information to be supplied. 

"I. Information on the general organisation of public works and, in particular, 
on the working of national co-ordinating or directing bodies.! 

" 2. General information on the policy adopted concerning the advancing or 
retarding of public works: 

" (a) Summarised survey of the facts (work completed, work in progress, 
work planned) ; 

" (b) Grounds for the policy pursued. 

"3- For the works carried out during the period elapsed, summarised information: 

" (a) On the total cost of the work; 2 

"(b) On the methods and conditions of financing the works, including 
amortisation, particularly in respect of works undertaken to increase the volume 
of employment (showing, in particular, (i) whether the expenses were met from the 
budgets of the State, regional and local authorities, public bodies, etc., or by means of 
internal or external loans, or in some other way; (ii) if the works are financed by 
loan, the conditions of the loan; rate of interest, security, etc.); 

" (c) On the cost of works which are directly self-liquidating and enumeration 
of the more important of these works; 

" (d) On the estimated revenue from the more important works referred 
to in the preceding clause; 

1 It would be useful if the Governments could supply such information as they have as to the regional distribution 
of the work in proportion to the incidence of unemployment in different parts of the country. 

2 It would be useful if the Governments would give particulars as to the various elements in the cost of the works 
on which they give information and, in particular, on the total cost of wages and salaries. 



" (e) On the estimated number of man-days of d" t I t th works; tree emp oymen on e 

" (/) On th~ estimated number of man-days of indirect or secondary 
employment provtded by the work carried out. 

" 4· For works planned for the forthcoming period, summarised information on: 1 

" (a) . The est!mated cost of the works, showing, in particular, the cost of the 
works whtc~ are dtrectly self-liquidating; 

" (b) The financial resources already available, showing their conditions and 
the sources from which they are derived· 

" (c) The methods by which it is ;roposed to finance the remainder of the 
cost; 

:· (~) ~he estimated revenue likely to be obtained from work of a directly 
self-bqmdatmg character; 

" (e) The estimated number of man-days of direct employment on the 
works; 

" (f) The estimated number of man-days of indirect or secondarily provided 
employment . 

. " .5· Infor~ation on the conditions of recruitment and employment and on other 
provrswns relatmg to labour (such information to be given separately for normal public 
works and relief works): 

" (a) 
" (b) 

Methods of recruitment; 
Conditions of employment (hours of work and wages or salaries); 

" (c) Provisions relating to the transport and housing of the workers; 
" (d) Any provisions which may be in force concerning the use of mechanical 

appliances." 
(Signed) A. DELMER, 

Rapporteur. 
Geneva, June zgth, 1938. 

* * * 

Appendix I. 

LIST OF DELEGATES 

I. Regular Members. 

~- Government Representatives: · 

Belgium: M. DELMER, Secretary-General of the Ministry of Public Works and of the 
Reabsorption of the Unemployed. 

Bra.~il: M. OLINTO DE OLIVEIRA, First Secretary of Legation, temporarily Consul-General of 
Brazil at Geneva. 

Great Britain: Mr. Harold Corti E~IMERSON, Assistant Secretary, Ministry of Labour, 
Canada: Mr. HUME WRONG, Permanent Delegate of Canada to the League of Nations; 

Member of the Governing Body of the International Labour Office; Mr. P. E. RENAUD, 
Secretary of Legation, Permanent Delegation· of Canada to the League of Nations, 
Geneva. 

China: M. Stonelake Y. P. YouNG, Technical Adviser, Chinese Delegation to the League of 
Nations. · 

Czechoslovakia: Dr. Jan BRABLEC, Chief of Division in the Ministry of Social Welfare, Prague. 
Egypt: M. Hussein Mohamed AsFAHANY, Chief !~spector, Labour _Departn:ent, Minist:y. of 

Commerce and Industry, Cairo; M. Abdel Gabl EL EMARY, Assrstant Drrector, Statistics 
Service, Ministry of Commerce and Industry, Cairo. 

Estonia: M. Johannes K6DAR, Counsellor, Permanent Delegation of Estonia to ·the League 
of Nations. 

Finland: 1\'I. Nilo A, MANNIO, Secretary-Gene~al, Ministry of Social Affairs_; Der;uty l\Iem~er 
of the Governing Body of the Internat.wnal Labour Office; M. El]as h.AHRA, Chref 
Unemployment Inspector. 

1 Where works ~re planned for an advance period of several years, the above information should be reported and 

;un1marised by years. 



France: 1\I. PERRIN, Deputy Director of Labour, Ministry of Labour. 
Greece: 1\I. Panos PAVLAKIS, Director-General of Labour; lVI. Jean lARRAS, Doctor of Law, 

Director at the Ministry of Labour. 
Hungary: l\L L. BART6K, Counsellor of Legation, Permanent Delegation of Hungary to the 

League of Nations; M. L. BLATNICZKY, Assistant Secretary, Royal Ministry of Industry. 
Luxemburg: M. Hubert LAPLANCHE, Chief of Section at the Ministry of Public Works. 
Mexico: His Excellency M. Primo VILLA-MICHEL, Envoy Extraordinary and Minister Pleni

potentiary. 
Netherlands: M. R. A. VERWEY, Civil Engineer, Director of the Department of Unemployment 

Insurance and Employment Exchanges. 
New Zealand: Mr. Henry E. MosToN, Assistant Secretary of Labour and Chief Inspector of 

Factories. 
Norway: M. J ohan H VIDSTEN, Director, Department of Public Labour Exchanges and 

Unemployment Insurance. 
Panama: Dr. Ernesto HoFFMAN, Consul-General, Permanent Delegate of Panama accredited 

to the League of Nations. 
Poland: His Excellency M. Wincenty JASTRZEBSKI, Under-Secretary of State, Ministry of Social 

Welfare; M. Mieczyslaw BIESIEKIERSKI, Chief of the Employment and Migration Section, 
Ministry of Social Welfare, Vice-Chairman of the Governing Body of the Emigration 
Syndicate; M. J6zef ZAGRODZKI, Chief of the Labour Protection Section, Ministry of 
Social Welfare. 

Union of South Africa: Mr. Harry Thomson ANDREWS, Accredited Representative of the 
Union of South Africa to the League of Nations. 

Spain: Don Manuel Altimiras MEZQUITA, Chief of the International Labour Service. 
Sweden: Dr. Wilhelm BJORCK, Under-Secretary of State, Ministry of Social Affairs; Senator; 

Deputy ·Member of the Governing Body of the International Labour Office; 
M. A. JoHANSSON, Assistant Professor (Stockholm University). 

Switzerland: M. M. LussER, Civil Engineer; Deputy Chief of the Federal Office for the 
Promotion of Employment. 

United States of America: Mr. RANDALL, Consultant to National Resources Committee, and 
Liaison between Committee and Works Progress Administration; Consultant to 
Tennessee Valley Authority; Mr. Carter GooDRICH, United States Labour Commissioner, 
Geneva; Member of the Governing Body of the International Labour Office. 

Yugoslavia: Dr. Mario KRMPOTIC, Director of the Central Employment Office. 

B. Employers' Members: 

Dr. H. C. OERSTED, Director, Bureau of Employers' Federations of the Four Northern 
Countries, Brussels; Vice-Chairman of the Governing Body of the International Labour 
Office. 

M. Charles TZAUT, Civil Engineer, Vice-President, Central· Union of Swiss Employers' 
Associations; Deputy Member of the Governing Body of the ·International Labour 
·~~ . 

M. Jules LECOCQ, Secretary-General of the International Organisation of Industrial Employers 
(Substitute Deputy Member of the Governing Body of the International Labour Office). 

C. Workers' Members: 

M. ·Jacob Willem VAN AcHTERBERGH, Secretary of the International Federation of Building 
·and Wood-workers. 

1\f. F. Largo CABALLERO, Member of Parliament. 
M. Charles ScHURCH, Secretary, Swiss Federation of Trade Unions; Deputy Member of the 

Governing Body of the International Labour Office. 

II. Advisory Members. 

Economic Committee of the League of Nations: M. Eugene DEROBERT; 
Financial Committee of the League of Nations: M. John LINDBERG. 
Communications and Transit Organisation of the League of Nations: M. Branko LuKAC. 

Officers of the Committee. 
Chairman: l\1. ]. NECAS. 
Vice-Chairmen: Mr. Carter GooDRICH, M. Wincenty JASTRZEBSKI, M. H. C. OERSTED, M. Leon 

JoUHAUX. 
Rapporteur: M. A. DELMER. 
Representative of the Director: M. A. TIXIER, Assistant Director. 
Secretary: M. P. WAELBROECK, Chief of Section. 
Assistant Secretaries: M. G. S. RABINOVITCH and Mr. D. C. TAIT, Members of Section. 

* * * 
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Appendix II. 

STANDING ORDERS 

Article I. - Ofjicers. 

I. The officers of the International Public Works Committee shall consist of a Chairman 
and four Vice-.Chairmen, two of whom shall be chosen from among the Government representatives 
on the Co~mittee, the. other two being elected by the employers' and the workers' members of 
the Committee respectively. Only regular members of the Committee may be elected officers. 

2 .. The officers shall be elected for a period of three years and shall be eligible for immediate 
re-election. 

3· A member elected to fill a vacancy caused by the decease or resignation of an officer 
shall sit for the"unexpired portion of the term of office of his predecessor. 

Article 2. -Duties of the Chairman. 

I. The Chairman shall declare the opening and close of the sittings. Before proceeding 
with the agenda, he shall bring before the Committee any communications which may concern it. 
He shall direct the debates, maintain order, ensure observance of the Standing Orders, accord or 
withdraw the right to address the Committee, put questions to the vote and announce the result 
of the vote.· 

2. He shall have the right to take part in the discussions and to vote, but shall not have a 
casting vote. 

3. In the absence of the Chairman, the four Vice-Chairmen shall preside in turn at sessions 
or sittings. 

Article J. - Functions of the Of}icers. 

Subject to the powers of the Governing Body of the International Labour Office, the officers 
of the Committee shall be invested with such functions as the Committee may delegate to them. 

Article 4· - Advisers. 

The advisers who may accompany ordinary or advisory members of the Committee, in accor
dance with Article 2, paragraph 4, of the Statute of the Committee, shall be entitled to speak at 
meetings of the Committee with the permission of the Chairman. Nevertheless, no adviser may 
take part in the voting unless he has been duly appointed by the regular member of the Committee 
who is absent to act as his substitute. · 

Article 5. - Admission to Meetings. 

As a general rule, the sittings shall be public. Nevertheless, at the request of one ordinary 
member, the Committee will sit in private. 

Article 6. - Reports and Minutes. 

A stenographic record on Minutes of the sittings of the Committee shall be kept and shall be 
distributed to all members, but shall not be published. 

Article 7· --:- Resolutions and Amendments. 

r. Any regular member of the Committee, any. substitute occupyin~ the seat of a ~egular 
member, or any advisory member may move resolutions or amendments m accordance with the 
following rules. 

2. The text of any resolution or amendm.ent shall .be ~ubmitted in wr!ting and handed to 
the Chairman. This text shall, whenever possible, be distnbuted before bemg put to the vote. 

3. If there are several amendments to a resolution, ~he Chairman sh~ll deter~i!le the order 
in which they shall be discussed and put to the vote, subject to the followmg provisiOns: 

(a) Every motion and resolution shall be put to the vote; 
(b) Amendments may be vo~ed on ·either individua!ly .or ag.ainst other amendments 

according as the Chairman may decide, .but, before a resolutiOn Itsel~ IS ~eemed to be amended, 
it shall be directly tested by vote agamst the amendment amendmg It; 

(c) If a resolution is amended as the .result of a vote, that resolution as amended shall 
be put to the meeting for a final vote. 
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4· A member may withdraw an amendment which he has moved, unless an amendment to 
it is under discussion or has been adopted. - -

An amendment withdrawn by its author may be moved again by any other member who is 
entitled to move an amendment. -

5. No resolution or amendment shall be discussed unless and until it ~1as been seconded. 

Article 8. - Voting. 

I. The decisions of the Committee shall be taken by a majority vote. Voting shall normally 
be by a show of hands. 

2. A record vote shall be taken at the request of not less than one-fifth of the members 
present. 

Article g. - Qnomm. 

No vote shall be valid unless at least half the ordinary members of the Committee attending 
the session are present at the meeting. 

Article IO. - Place of Meeting. 

The meetings of the Committee shall be held at the International Labour Office unless the 
Governing Body decides otherwise. 

ANNEX 19 

[C.C.T.679.] 

July 21St, 1938. 

FACILITIES TO BE GRANTED TO BROADCASTING REPORTERS. 

NOTE BY THE SECRETARIAT 

At its eighteenth ordinary session, held in September 1937, the Assembly approved the 
conclusions of its Sixth Committee, which, on examining the proposals of the Advisory Committee 
for the teaching of the principles and facts of international co-operation with regard to the use of 
modern means of disseminating information to promote mutual understanding between the nations, 
felt that some of these suggestions were worthy of fuller consideration. The Assembly therefore 
instructed the International Committee on Intellectual Co-operation to appoint a committee of 
experts and outlined the work of this committee. The Assembly also stated as follows: 

" The conclusions of the Committee of Experts will be communicated, together with the 
_ observations of the International Committee on Intellectual Co-operation, to the Assembly 
at its next session, in order to enable it to establish, in the light of more detailed information, 
a definite programme of technical collaboration with national and international broadcasting 
organisations." 

The Committee of Experts was convened for June 17th and 18th, 1938, to carry out the duties 
entrusted to it by the Intellectual Co-operation Organisation, and drew up a report.l 

This document was studied by the International Committee on Intellectual Co-operation, 
which met at Geneva from July nth to 16th, 1938, and was approved and transmitted to the 
Council and Assembly by a resolution, the main passages of which read as follows: 

"The International Committee on Intellectual Co-operation, 
"Having taken note of the proposals drawn up by the Committee of Experts which it was 

instructed by the Assembly of the League of Nations to appoint: 
" Approves these proposals, and transmits them to the Council and Assembly of the 

League of Nations; 
" Requests the Council to authorise the transmission to National Committees on 

Intellectual Co-operation of such of these proposals as provide for action by those Committees. 
" In regard to the views expressed by the experts on special facilities for broadcasting 

reporters and Customs exemption for the exchange of material for sound records, the 
Committee requests the Council to refer the views expressed for study to the Communications 
and Transit Organisation and to the Economic Organisation of the League of Nations. " 

As will be seen from the report of the Committee of Experts, views were exchanged in particular 
on the subject of information on the work of the League and the main international institutions 

' Document A.xg.xgJ8.XII, page 2. 



connecte~ with it .. After ~earin~ the representatives of the national broadcasting organisations on 
how the mformatron serv1ces mtght be developed, it expressed a number of views, one of which 
reads as follows: · · 

" The Committe~ for Communications and Transit should study the facilities to be 
granted to broadcastmg reporters wishing to use the broadcasting equipment of the League 
of Nations." 

T~ere is an?ther point of interest to the Communications and Transit Organisation. The 
Comm1t~ee studted .the possibility of framing either bilateral agreements or an international 
convention to provide for the granting of special facilities to enable accredited broadcasting 
reporters to enter foreign countries for professional purposes, and adopted the following resolution: 

" The Committee, 
" Having proceeded to an exchange of views on the considerations adduced on this 

subject in 1937 by the Advisory Committee for the Teaching of the Principles and Facts of 
International Co-operation: 

" Recognises how important it is that facilities should be granted to reporters in the 
exercise of their profession abroad, particularly when the object of their journeys is to promote 
mutual understanding among the nations; 

" Expresses the following recommendation: 
" That, in the granting of personal travelling facilities to such reporters (journeys, 

visas, etc.), the privileges of this kind granted to journalists should be taken as a basis; 
"That, as regards the professional material of such reporters (lorries, microphones, 

amplifiers, recording apparatus), a liberal regime as regards transport and Customs formalities 
should be established, preferably on a basis of reciprocity." 

As stated above, the report of the Committee of Experts approved by the International 
Committee on Intellectual Co-operation has been addressed to the Council and Assembly, which will 
have to decide what action shall be taken thereon. 

If the Council accepts the suggestion of the International Committee on Intellectual 
Co-operation to refer questions within the competence of the Communications and Transit 
Organisation to the Committee for Communications and Transit, that body would hardly be in a 
position to express any opinion on the problem without studying it fully. As, however, 
the Committee will probably not meet before the spring of 1939, and as the question is of present 
interest, the Committee may perhaps think fit to consider the possibility of such a study and 
to prepare the procedure therefor at once. 

ANNEX 20 

. [C.C.T.689.] 

PROPOSAL BY THE CHINESE GOVERNMENT CONCERNING THE MEASURES 
TO BE TAKEN IN CONSEQUENCE OF THE YELLOW RIVER FLOODS 

REPORT OF THE SuB-COMMITTEE, ADOPTED BY THE COMMITTEE ON AUGUST 2ND, 1938 1 

The Secretary-General of the League of N~tions communicated to the C?mmittee for 
Communications and Transit a letter sent to h1m on July 26th, 1938, by H1s Excellency 
M. vVellington Koo, in which the representativ~ of China on the Councilrof .the League of Nations 
informs him of the Chinese Government's desire that the League of Natwns should undertake 
to take urgent measures to control the _Ye~low River ~oods, check their extension, ~n~ prevent 
their recurrence, such measures to consist m the frammg of schemes and the supervismg of the 
execution of the necessary conservancy measures for the .areas affecte~ by the floods. . . 

The Secretary-General added that he would ?e .glad If ~h~ Comm1ttee for C~mmumc~t~ons 
and Transit would be good enough to give a prelimmary opmwn as to the_ t~~hmcal conditions 
in which such a task, if accepted, could be undertaken under the resp<msibility of the League 

of Nations. . . · d 1 · · ·t t 
These are the circumstances in which the Committee examme t 1IS questwn at 1 s wenty-

first session, which opened at Geneva on August rst, 1938. 

"The Committee, . . 
" Recognising the great importance, for the flood~d areas of the l: ell ow River .. of the 

execution of the measures contemplated by the Chmese Government as appropnate to 
remedy the present state of affairs; 

1 The present text embodies the amendments introduced by the Committee. 
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" Recognising, further, the difference between the present needs and those whic~ g~ve 
rise to the technical co-operation which has for several years existed between the Orgamsatwn 
for Communications and Transit and the Chinese Government; 

"Noting, in particular, that this co-operation has consisted only in the despatch of 
experts instructed to give the Chinese Government, on their own professional responsibility, 
technical advice and opinions, or to assist the Government in the organisation of the works 
to be undertaken, whereas the proposal is now that the League of Nations should be directly 
responsible for the preparation of schemes and the supervision of the execution of the 
measures in question, with all the consequences which would follow from its action; 

" Assuming that, in the existing local conditions, it would be posc;ible to obtain, on the 
one hand, for the execution of the works, the agreement of the authorities in administrative 
control of the areas in question, and, on the other hand, a guarantee that loyal support 
would be given on the spot by the local authorities-support which is essential for the general 
organisation of the works, the journeys of technical officials, the recruiting of labour, the 
supply of materials, the pun:hase of land, the transport of plant, etc.; 

" Considering that such a guarantee could probably not be secured without conducting 
negotiations, preferably on the spot, which would be of more than a merely technical 
character; 

" On the understanding that the financing of the operations, for which the Chinese 
Government promises to be responsible, and that Government's contribution to the cost of 
sending foreign experts, can be provided locally: 

" Considers that, in the event of the Chinese Government's proposal's being accepted, 
it would be necessary, more particularly in view of the scale of the measures proposed, to 
have every guarantee that the maximum opportunity will be afforded for the success of 
such works. 

"The Committee accordingly considers that, in such an eventuality, it would be 
indispensable to satisfy the following preliminary technical conditions; it is, of course, 
understood that, in this hypothesis, the details of the measures proposed could be determined 
with complete satisfaction and with the necessa_ry accuracy only by technical experts sent 
to the spot: 

" (1) It would be necessary to have adequate technical documentation regarding the 
Yellow River, its regime, the situation of its outflow basin and the topographical situation 
of the flooded areas. The various reports of experts sent to China by the League of Nations 
to study hydraulic questions have always emphasised the fundamental importance of observa
tions, studies and investigations. This is particularly noticeable in the report of the Com
mittee of Experts sent to China in 1935,1 in the preamble to which it is stated that such 
information forms the essential preliminary step in the study of the technical problems, 
and that, in matters of waterway hydraulics in particular, the only basis that can be taken 
as at all reliable consists in observations systematically conducted, carefully checked and 
spread over a very large number of years. · 

" (z) To carry out the task contemplated on the responsibility of the League of Nations, 
the latter would have to send to China a sufficient number of foreign experts-the exact 
number cannot be determined until the details are known-to draw up schemes, organise 
services and works and supervise their execution on the spot. 

" (3) The Chinese Government, for its part, would have to supply for the execution 
of such measures the necessary number of Chinese engineers and the requisite subordinate 
technical staff." · 

The Committee for Communications and Transit considers that, if the above conditions 
cannot be guaranteed, it would be difficult for the League of Nations to assume responsibility 
for the measures in question. 

ANNEX 21 

[C.C.T.691.] 

RULES OF PROCEDURE OF THE COMMITTEE 

REPORT OF THE SUB-CO~L\IITIEE, ADOPTED BY THE COMliUTIEE ON AUGUST 3RD, 1938 

The Sub-Committee set up by a decision taken on August 1st, 1938, by the Committee for 
Communications and Transit, with a view to bringing the provisions of the Committee's Rules 
of Procedure into line with the Council's resolution of January 29th, 1938, deciding, on behalf 
of the Assembly, to put into force the new Statute of the Communications and Transit Organisation, 
has the honour to submit the following report to the Committee. 

1 Document C.9I.M.J4.I9J6.VIII. 
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. In the above-ment.ioned res?lution, the Council stated, inter alia, that Article 7(g) of the 
Statute should be applied .only 1~ the case of general consultations of an exclusively technical 
character, and that ot.herwise Article 5, paragraph 3, of the General Regulations on Committees, 
adopted by the Councrl on January 24th, 1936, should be followed. That article reads as follows: 

" Committees may not proceed to a general consultation of Governments without the 
Council's approval." 

The Sub-Committee, considering such a step advisable, suggests to the Committee that the 
Rules of Procedure should contain a special provision, which might be worded as follows: 

" Ip the cases. r~ferred to in Article 7(g) of the Statute, the Secretary-General of the League 
shall give to .decrsrons of the Committee relating to general consultation of Governments 
the effect .whrch the:y require. If the proposed consultation concerns questions which are 
not exclusively techmcal in character, the Council must be informed and its approval obtained." 

Further, the Council expressed the desire tnat the Committee for Communications and Transit 
should r.eproduce, when drawing up its Rules of Procedure, the provisions of Article 6, paragraph 2, 
and Art~cle 8 of the General Regulations on Committees. 

Article 6, paragraph 2, of the General Regulations deals with the methods of electing the 
Chairman, and is worded as follows: 

" The Committee shall fix the Chairman's term of office, while bearing in mind the 
necessity of making possible reasonably frequent changes. The term of office shall not be 
less than one year." 

. The Rules of Procedure of the Committee, adopted by it on March 15th, 1930, and still in 
force, contain the following (Article 1): 

" The Committee shall elect from among its members a Chairman and two Vice-Chairmen, 
who shall take office on the date of their appointment, and remain in office until the beginning 
of the first session of the calendar year following that of their election. They shall not be 
immediately re-eligible." . 

The Sub-Committee was of opinion that the regulations on this point were no longer of current 
interest. The question might therefore be reserved for study and for a decision by the Committee 
to be appointed by the Council as a result of the 1938 Assembly elections. 

Article 8 of the General Regulations on Committees deals with the publicity of meetings, and 
reads as follows: · 

" I. Committees shall decide whether their meetings are to be public. 
"2. If a meeting is private, Committees may decide to admit permanent delegates or 

other representatives of Members of the League, duly authorised by their Governments, to 
attend the proceedings. 

" 3· Such delegates or representatives shall be required to observe the discretion which 
in any case is incumbent upon the members of the Committee." 

The Sub-Committee observed that, up-to the present, there had been no special provision on 
the publicity of meetings either in the Statute or in the Rules of Procedure. The Committee's 
Rules of Procedure should therefore be brought into line with Article 8 of the General Regulations. 
At the same time, paragraph 2 of that article should be reworded so as to apply to a larger circle 
of persons, and to cover all cases that might arise. The Sub-Committee therefore proposes to the 
Committee the adoption of the following text: 

" I. The Committee shall decide whether its meetings are to be public. 
" 2. If the meetings are private, the Committee may decide to admit permanent delegates 

of the Members of the League or other Government representatives, duly authorised by their 
Governments, to attend the proceedings. 

" 3. Such delegates or representatives shall be requir~d to observe the discretion which 
in any case is incumbent upon the members of the Committee." 

* * * 
The Sub-Committee also proposes that a number of ch~nges. shou!d be made .i.J?- the 1930 

Rules of Procedure, with the object of bringi!lg th?~e Rules mto lme wrth the provisiOns of the 
new Statute and the above-mentioned Council decrswn of January zgth, 1938 . 

. Article 2 , paragraph 4, st!~ulat~s th~t the Chairman .of the Committee shall take into 
consideration the financial position havmg regard to Article ~9 of the Regulations for the 
Financial Administration of the League". · 

Those Regulations, however, have since ?een changed, and Article 29 in its present form deals 
"th t" other than those referred to m the 1930 Rules of Procedure. It would therefore 

WI ques lOllS · " h · d t th .. 
seem advisable not to quote a specific artic.le! but ~ere?' ~o sly: ~vmg regar o e provisiOns 
of the Regulations for the Financial Admnustratwn o t e eague . 
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This wording would be striCtly in accordance with the Council's de~ision of January 29th, 
1938, which states that " the Regulations concerning the Financial Administration of the League 
of Nations would he fully applicable to the Statute". 

Article 4, paragaph I, should be amended to read: " With a view to the application of 
paragraph I of Article 6 of the Statute ". 

Article 5: paragraphs I and 2 might be deleted, since the new Statute contains, in Article IO, 
paragraphs I and 2, full. details of the permanent Committees. 

In that case, the beginning of paragaph 3, which would become paragraph I, would ueed to be 
slightly revised: "The Committees referred to in Article IO, paragraph 2, of the Statute shall hold 
office for the same term as the Cmunittee ". 

Paragraph 4: the words " in Article IS " should be replaced by " in Article I5 ". 

Article 6: the first sentence might be deleted, in view of the fact that Article ro, paragraph 3, 
arid Article II of the new Statute contain the necessary provisions. 

Article 8 has become pointless, in view of the provisions of Article 4, paragraph g, and 
Article g, paragraph 2, of the Statute. 

* * * 
Lastly, the Sub-Committee proposes that the words" the Secretary-General of the Committee ", 

which occurred in Articles 2, 3 and 7 of the I930 Rules of Procedure, shonld be replaced by 
" permanent Secretariat ", which expression is to be found in Article 3(c) of the Statute. 

Having regard to these points, the Sub-Committee has drawn up a new text for the Rules of 
Procedure, which it herewith submits to the Committee (Appendix). 

The Rules of Procedure may, of course, be amended at any time, as has been done in the past, 
by a majority of votes of the members present; it is also understood that the Committee, whose 
members are to be appointed by the Council as a result of the I938 Assembly elections, will 
remain entirely free to draw up such Rules of Procedure as it may deem appropriate. 

* * * 

Appendix. 

RULES OF PROCEDURE OF THE COMMITTEE FOR COMMUNICATIONS 
AND TRANSIT 

Article I. 

The Committee shall elect a Chairman and two Vice-Chairmen, who shall take office on the 
date of their appointment and remain in office until the beginning of the first session of the calendar 
year following that of their election. They shall not be immediately re-eligible. 

Article 2 . • 

The Committee shall hold at least one session annually. Except in special circumstances, it 
shall meet at the seat of the League. 

The Committee shall be convened on the Chairman's initiative. Notices of meeting shall be 
sent out by its permanent Secretariat, acting on the Chairman's instructions. Except in urgent 
cases, they shall be sent to members at least one month before the opening of each session. 

The Chairman shall order the Committee to be convened either upon the decision of the Council 
of the League of Nations or, if requested to do so, by one-third of the members, such request 
to be addressed to the permanent Secretariat. 

In exercising the powers defined in the present article, the Chairman of the Committee shall 
take into consideration the financial position, having regard to the provisions of the Regulations 
for the Financial Administration of the League. The financial position shall be submitted for the 
Chairman's consideration by the permanent Secretariat. · 

Article 3· 

The Chairman shall draw up a draft agenda for each session, which shall accompany the notices 
convening the session. · 

Any member may, at least fifteen days before the opening of the session, make application 
to the permanent Secretariat for a specific question to be placed on the agenda of the session. 
In such case, the permanent Secretariat shall prepare a supplementary agenda and communicate 
it to members without delay. , 

At the beginning of each session, the Committee shall decide upon its final agenda. It may, 
in the course of a session, decide by a majority of two-thirds of the votes of the members present 
to add a question to its agenda. 

The Committee's agenda shall be communicated to the Council of the League of Nations, in 
conformity with the Assembly resolution of December 8th, I920. 
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Article 4· 

· With a v~ew to the applicatio_n o! A~ticle 6, paragraph r, of the Statute, which confers powers 
on the Comm1ttee. as regards t~e mv1tahon of_temporary members, these powers may, in cases of 
urgency or necess1ty, be exerosed by the Cha1rman before the Committee meets when the draft 
agenda submitted to the Committee appears to him clearly to require such invit~tion. 

The same procedure s~all _be followed as regards the invitation of representatives of States 
not members of the orgamsatwn, and of representatives of qualified international or national 
organisations in an advisory capacity. 

Decisions taken by the Chairman in virtue of this article shall be made known to members 
without delay. 

Article s. 
The Committee shall decide whether its meetings are to be public or not. 
If the meetings are private, it can decide to allow the permanent delegates of Members of the 

League or other Government representatives, duly authorised by their Governments, to attend 
the meeting. . 

Such delegates or representatives are bound to observe the discretion incumbent at all times 
on members. 

Article 6. 

In the cases referred to in Article 7(g) of the Statute, the Secretary-General of the League 
shall give to decisions of the Committee relating to general consultation of Governments the effect 
which they require. If the proposed consultation concerns questions which are not exclusively 
technical in character, the Council must be informed and its approval obtained. 

Article 7· 

The Committees referred to in Article ro, paragraph 2, of the Statute shall hold office for the 
same term as the Communications and Transit Committee; they shall enjoy complete freedom in_ 
their discussions. All resolutions of these Committees involving recommendations to Governments 
or proposals to the Council or the Assembly shall be forwarded to those authorities by the 
Committee in its own name as soon as they have received the approval of the Committee in plenary 
session. As an exception, in cases which must be justified by reasons of urgency or necessity, this 
approval may be given on behalf of the Committee by its Chairman, who, if in doubt, may consult 
his colleagues by correspondence, and, in any event, shall report his decision to the next plenary 
session. 

The present provisions shall not apply to cases in which the Committee is called upon to 
discuss a question in dispute between States under the conditions laid down in Article rs of the 
Statute. The Committee in plenary session shall alone be competent to express an advisory 
opinion in such a case. 

Article 8. · 

In cases of urgency or necessity, the Chairman may appoint experts in the intervals between 
sessions, or, subject to the Committee's subsequent approval, set up temporary committees of 
experts, when such measures seem to him to be necessary for the preparation of the Transit 
Committee's work. 

Decisions taken by the Chairman in virtue of this article shall be made known to members 
without delay. 

Article g. 

The present rules shall be applicable to com_mittees and sub-comJ?ittees; but the chai~en, 
and (if appointed) the vice-ch~irmen, of comm1t_tees and sub-committees, shall be appm_nted, 
in the case of temporary committees or sub-committees, f?r the term of office ?f such committees 
and sub-committees, and, in the case of permanent committees and sub-comm1ttees, for the term 
of office of the Communications and Transit Committee. 

The term of office of these chairmen or vice-chairmen shall be renewable. 
. The meeting-places of committees and sub-commi~tees shall be de~ermined by their respec~ive 
chairmen in agreement with the permanent Secretanat, account bemg taken both of prachcal 
needs and of financial considerations. 

Article zo. 

The present Rules of Procedure may at any time be altered by a majority of the votes of the 
members present. 
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LEAGUE OF NATIONS 

SUlNALS AT LEVEL-CROSSINGS (i-ci) 
REPORT OF THE SPECIAL COMMITTEE OF EXPE~"··"'"'</ 

PRESENTED TO THE COUNCIL BY THE COMMITTEE FOR 
COMMUNICATIONS AND TRANSIT 

The interest hken by the Committee for Communications and Transit in safety measures 
for road traffic is well known. During tbe last few years, it has more particularly examined the 
question of railway level-crossings. . 

The international Conventions of April 24th, 1926, and March 30th, 1931, relating to motor 
traffic and road signals, provide that road users shall be warned at a distance of the approach 
of level-crossings by triangular signals bearing a picture of a .gate or an engine as the case may 
be. Apart, however, from the fact that these signals may not always attract sufficient attention 
during the night, unless some additional measures are adopted, they are not adequate in them
selves. A further warning should be given to the motorist or carter in the immediate vicinity 
of the level-crossing. · 

At a meeting held at Seville in May 1926, the International Railway Union decided that 
unguarded level-crossings should be provided for this purpose with fixed signals in the form of 
the St. Andrew's Cross. This signal is now widely used, though there is not complete uniformity 
in its use. It should not be forgotten that its use is not the result of a convention between 
States, but only of an agreement between the members of the International Railway Union. 

At its twelfth session, held at Cairo in January 1933, the International Association of 
Railway Congresses prefaced its conclusions by an invitation to all countries to adopt uniform 
legislation and regulations on the protection of level-crossings and types of signals, on the ground 
that road traffic formerly local was to a great extent becoming high-speed traffic, and to an 
increasing extent international traffic. 

Level-crossings may iri fact be divided into three categories: level-crossings with gates, 
level-crossings without gates but with automatic signals indicating the approach of trains and 
level-crossings without gates and without automatic signals. If uniform signals are to be adopted 
for each of these three categories, an international agreement is indispensable. It should be 
noted that the provisions laid down in the agreement must be compulsory, differing in this respect 
from those of the 1926 and 1931 Conventions, which dealt with road signals only. Those 
Conventions, as everyone is aware, did not impose on States any obligation to place the road 
signals agreed upon in any particular spot, but only .to see that su~h. si(5Ilals as were prov.ided 
were of the types specified. In the case of level-crossmgs, however, 1t 1s m the nature of thmgs, 
and is essential to safety, not only that the signals at level-crossings of each of the three categories 
should be those specified and no others, but also that such signals should actually be provided. 

It becomes more important and urgent every year to c~mclude sue~ an a~eeme~t. On the 
roads, there is a steady increase in the speed of motor-veh1cles of all kmds, m the s1ze of some 
of them (motor-coaches, lorries), and in th.e am~mn~ ~f traffic~ on t.he railways,.main-line trains 
are becoming faster and the use of au~ora1l trams IS mtroduCl~g lugh speeds hitherto unknown 
on subsidiary lines. It is of very great Imp_ortance, f.or these var~ous reasons, that ~afety measures 
should be taken at level-crossings. The mtroductwn of a umform system of .sign~s for each 
of the three categories of level-crossin_g i~ the necessary complement of the umficaho~ of road 
signals on which so satisfactory a begmmng was made by the rgz6 and 1931 ConventiOns. 

There is no time to lose; for it is important not t.o. wa~t until ~ifferent systel_lls, difficult to 
unify later on, have been introduced and become famihar m the different countnes. 

The Committee for Communications and Transit th~refore decided to. have this question 
studied, and, as the measures to be studied. should be of mt~rest to b?th high,~a>: depart~ents 
and railway administrations, it entrusted this work to a special Committee consisting of experts 
in both fielj:ls. 

3810 - S.d.N. uzo (F.) 815 (A.). 10/38. Imp. Kundig. 
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The special Committee of Experts had not quite finished its work, but had already prepared 
draft regulations on signals at level-crossings, when the seventh International Road Congress 
met at Munich in September 1934. The text of the draft was communicated to the Congress, 
which took note of it and expressed the hope that the question would be studied as soon as 
possible by an international conference. 

The report of the special Committee of Experts, together with the draft regulations, was 
presented on May 14th, 1935.1 At its nineteenth session, held at Geneva from November 5th 
to gth, 1935, the Committee for Communications and Transit approved the conclusions of the 
report, and decided to submit it to the Council with the request that the Governments be consulted 
as to whether those conclusions could be taken as a basis for an international convention.2 

At its twentieth session, held from August 31st to September 4th, 1937, the Committee 
reverted to the matter in order to examine the replies received from Governments as a result 
of the above consultation 3 and adopted the following resolution: 

" The Advisory and Technical Committee, having examined the replies received by the 
Secretariat as a result of the consultation of Governments in regard to the programme drawn up 
by the Committee at its nineteenth session regarding sigiials at level-crossings, requests the 
Special Committee that drew up the documents in question to prepare, in the light of the 
replies already received from Governments or of those that may still be received by the 
Secretariat, a draft convention which the Committee will examine at its next session." 

In pursuance of this resolution, the special Committee of Experts appointed to examine 
the problem of signals at level-crossings met at Geneva on April 2oth; 1938, and the following 
days.4 Ijs main task was to embody its former conclusions, approved in principle by· the 
Committee for Communications and Transit, by the Assembly 5 and by many Governments, 
in an international draft convention. It had also to examine a number of observations made 
in this connection by some of the Governments which had been consulted. 

The Special Committee made only slight alterations and rectifications in its previous work. 
The draft which it is submitting to the Committee therefore reproduces, in the form of the 
provisions of a Convention, the measures which it had recommended for adoption. Below will 
be found the few amendments which were made, together with an account of the exchanges of 
views that took place in connection with the above-mentioned observations made by certain 
Governments. 

It appeared desirable, in accordance with certain precedents well known in Geneva, to 
divide the draft Convention into two parts. The first part, constituting the Convention proper, 
contains a general undertaking, the details of which are given in Regulations, annexed to the 
Convention, which constitute the second part. The first part also includes all the formal pro
visions, such as those affecting signature, ratification, accession, entry into force, revision, 
denunciation and undertakings in connection with colonies and other territories, as distinct 
from territories of the mother country. 

Such subdivision has the advantage of giving more elasticity to the undertakings assumed, 
so that they may always meet the requirements of the moment and allow progress to be made. 
In fact, the measures which Governments undertake to adopt, and which are mentioned in the 
annexed Regulations, may be amended at the proposal of any contracting party, after written 
consultation of the States concerned, and without the necessity of summoning a revising Conference. 
This was an important point, as the growth of motor traffic constantly entails new measures. 
Railway traffic, too, has developed in a parallel way to road traffic. - . 

The groundwork of the system submitted by the Special Committee to the Committee for 
Communications and Transit at its nineteenth session will be remembered. The Committee 
considered that level-crossings could be divided into three categories: 

A. Level-crossings with gates; 
B. Level-crossings without gates-but with automatic signals; 
C. Level-crossings without gates and without automatic signals. 

For each of these three categories, the Special Committee was of the opinion that the 
regulations to be laid down should be different, so that the special dangers of each of the three 
cases could be averted. 

1 Document C.458.M.240.I935-VIII, page 77· 
• Ibid., page 22. 
3 Document C.38o.M.zs6.I937.VIII, page 30. 
• The Committee was composed as follows: 

M. J. DE RuELLE, Legal Adviser to the Belgian Ministry for Foreign Affairs; Member of the Committee 
for Communications and Transit (Chairman); 

Mr. C. A. BIRTCHNELL, Assistant-Secretary of the Roads Department, Ministry of Transport of the United 
Kingdom; 

M. Ch. H. J. DRIESSEN, Chief Engineer, Head of the Permanent Way and Works Department of the 
Netherlands Railways; . 

M. H. HUNZIKER, Director-General of the Swiss Federal Department of Posts and Telegraphs; 
M.P. A. VALSINGER, Head of the Roads Section of the Swedish Department of Roads and Bridges; 
M. C. WALCKENAER, former Inspector-General of Mines at the French Ministry of Public Works. 

• See documents A.78.I936.VIII and A.s8.I937·VIII. 



A. Level-crossings with Gates. 

The following is a summary of the measures recommended for such crossings in 1935: 

r_. Th_e placing of triangular advance signals bearing a picture of a gate; the post to 
be pamted 111; alternate red and white or red and light yellow transverse stripes. In addition, 

· where t~ere IS ~ large_ volume of motor traffic during the 11ight, the rim of the triangle must 
?e provtde_d With white or yellow reflectors, unless the neighbourhood of the. level-crossing 
~~ shown either by posts indicating distances or by palings painted red and white or red and 
light yellow. 

~· The gates must be painted red and white or red and light yellow, and must be 
provided during the night with red reflectors, or with a red light, or with a floodlight, 
illuminating the gate whenever it is not fully open. . 

3· Signals in the form of a St. Andrew's cross to be prohibited, these being reserved 
for level-crossings without gates. 

4· Gates operated from a distance must be provided with sound or light signals, to" 
warn users of the road. 

When it re-examined these proposals at its meeting in April 1938, the Special Committee had 
before it an observation from the French Government, stating that the reflectors with which 
triangular signals must be provided by night need not necessarily be on the rim of the triangle, but 
could be placed at its apex or on the picture, in whatever way was most appropriate. The Special 
Committee acted on this observation by recommending that the text should read " the triangle 
must be provided with white or yellow reflectors". 

The question also arose whether it should be compulsory to place posts indicating distances 
(which must be used when the triangle is not provided with reflectors) on the right or left side of the 
road according as the traffic keeps to the right or left, as proposed by the Special Committee in 1935. 
It was recognised that the administrations concerned should be left free to determine this according 
to the nature of the locality and its configuration. 

Finally, in response to an observation made by· the Government of the Union of Soviet 
. Socialist Republics, the Special Committee considered the colours to be adopted for the posts of the 

triangular signals, and whether the choice of colours should he left to the competent administrations 
with the proviso that the colours should be alternate and contrasting. The Committee agreed to 
recommend uniformity in this matter and the general use of alternate red and white or red and 
yellow stripes as having, among other advantages, that of giving the greatest contrast. 

The Special Committee also considered whether, in connection with the regulations governing 
the use of advance triangular signals, it should not take into account the fact that the Convention 
of April 24th, 1926, relative to Motor Traffic permits the use of the hollow triangle-i.e., without a 
picture, whether of a gate or locomotive-in the case of countries where, owing to special weather 
conditions-snow, ice, etc.-the picture might become invisible. It would seem that, with the 
exception of the United. Kingdom, the European countries-e.g., Sweden and Switzerland in 
particular-which might have found this exception useful have abandoned its use. Though signals 
may be only imperfectly visible over varying periods of time on account of the above-mentioned 
weather conditions, it is none the less true that they retain their usefulness for the greater part 
of the time. Moreover, this question might form the subject of a reservation when the signature 
of the Convention is contemplated. The same consideration recurs below in connection with signals 
for the other two categories of level-crossing. 

With regard to the prohibition of ?ignals in the f~rm of a ~t. Andrew's cross in t~e case ?f 
level-crossings with gates, it was re~ogmsed th~t so~e stgnals wh1c~ are frequently used m cer~am 
European countries and which constst of two dtvergmg arms extendmg upwards only, and formmg, 
as it were, half of a St. Andrew's cross, must not be considered as constituting St. Andrew's 
crosses. 

B. Level-crossings without Gates but with Automatic Signals. 

The measures recommended for this category of level-crossing in the 1935 draft were the 
following: 

I. The erection of advance triangular signals bearing the picture of a locomotive. 

2. The placing in the immediate vicinity of the ~aih~ay _of a signal in the form of a 
single or double St. Andrew's cross, according as the lme IS smgle or double. 

3. The placing, also in the immediate vicinity _of. the railway, of _an a_utom~tic_ sig~al 
giving warning of the approach of trains and conststmg of red flashmg lights mdtcatmg 
that road traffic must stop. 

4· The light signal to be accompanied by a sound signal. 



5. The further compulsory use, on roads with a considerable volume of motor traffic, of 
at least one of the following-four devices: 

(a) A flashing white light appearing at periods other than those at which the red 
flashing light is shown; 

(b) A number of posts indicating the distance between the triangular advance 
sign and the level-crossing; 

(c) Palings painted red and white or red and light yellow in the immediate 
neighbourhood of level-crossings; 

(d) Reflectors on the triangular advance signal. 

Few changes were made in these proposals. In connection with the St. Andrew's cross to be 
placed in the immediate neighbourhood of the railway line, the French Government had proposed 
the replacement of the words " single or double " by the words " with single arms or with single 
upper arms and double lower arms". The Special Committee took note of this proposal in the 
draft text which it adopted. 

The rule that an automatic signal giving warning of the approach of trains should also be 
placed in the immediate vicinity of the railway gave rise to an interesting exchange of views. 
The French Government had announced that it was in favour of having one or more white flashing 
lights which should be visible when there was no need to stop, that is, when the line was clear, in 
addition to the red flashing light indicating that road traffic must stop. The Special Committee 
considered that such an increase in signalling arrangements was not absolutely necessary and would 
prove too costly. Not only would the light-signal device have to be more complicated, but the 

· consumption of electric current or acetylene would be very greatly increased, and whereas red 
flashing lights are working for only a relatively short time, the white lights would have to work for 
most of the day. 

The Special Committee was, however, able to take into account the reasons actuating the 
French proposal, one of which is that the showing of the white light serves as evidence that the 
flashing light device is not out of order. A provision was inserted in the draft recommending 
appropriate measures to guard against an accidental failure in the automatic signalling apparatus. 
The choice of such measures is, moreover, left to the competent administrative authorities. This 
solution is calculated to give satisfaction also to the Netherlands Government, which regards 
an automatic control of light signals as desirable, though not indispensable. Furthermore, it was 
pointed out that the Convention will impose only a minimum number of precautionary measures 
upon the contracting parties, and that nothing but satisfaction will be felt if a country deems 
it necessary togo further and take even greater precautions. 

The Special Committee also dwelt on the obligation of adding a sound signal to the red light 
signal. It was pointed out that sound signals add to the intricacy of the signalling mechanism 
without rendering light signals more effective. The argument was also advanced that sound 
signals may constitute a nuisance for the inhabitants of the neighbourhood, and that, furthermore, 
they affect not the motorist but the pedestrian or cyclist. Against these objections, it was pointed 
out that pedestrians and cyclists must also be protected, that the cost of sound signals is negligible, 
and that their installation can be extremely simple. After weighing these advantages and 
disadvantages, the Committee ultimately decided to retain sound signals. 

Finally, the French Government had proposed the addition to the contracting parties' 
obligations of a provision to the effect that the visibility of the railway line should be such that, 
with due allowance for the maximum speed of the trains, the driver of a vehicle approaching a 
level-crossing may have time to clear it if no train is in sight. The Committee readily admitted that 
this was a highly desirable precaution, but considered that it need not be formulated, as States 
would certainly observe it; the releasing deviee setting the automatic mechanism in motion will 

. naturally be placed on the line at the point where it can produce the maximum useful effect. 

C. Level-crossings without Gates and without Automatic Signals. 

The measures contained in the 1935 draft under this heading were the following: 

I. The railway lines should be clearly visible to road users, this being an absolutely 
essential condition. 

2. An advance triangular signal bearing the picture of a locomotive should be erected. 

3. A signal in the form of a single or double St. Andrew's cross should be placed in the 
immediate vicinity of the railway. 

4· In addition, one of the four following devices should be used in the case of level
crossings used by a considerable volume of motor traffic: 

(a) Posts, indicating distances, placed between the triangular signal and the 
level-crossing; 
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(b) Red ?-nd white or red and light yellow palings in the immediate vicinity of 
the level-crossmg; · 

. (c) ~ fl:'lshing. ambe~-colou~ed light working during the whole period when the 
tram service m the Immediate neighbourhood of the level-crossing is in operation; 

(d) White or yellow reflectors suitably placed on the triangular advance signal. 

In connection with the level-crossings of this third category, the Special Committee noted 
a. proposal made _by the Estonian and Latvian Governments to the effect that specially-shaped 
signals should be mstalled at level-crossings with imperfect visibility, which, owing to the absence 
of a la:ge volume of traffic, were not to be provided with gates or automatic signals. The Special 
Co~mit~ee .was unab~e to accept this proposal, on the grounds that safety signals could not be 
arbitr~nly mcreased m ~umber, as to do so could only lead to dangerous confusion, and that the 
essel!hal. guarantee which level-crossings without gates and without automatic signals must 
provide IS :Rerfect visibility. The lack of visibility cannot be remedied by the erection of a signal 
of any special form. On this point, the opinion of the members of the Committee was most cate
gorical. If it is impossible to have perfect visibility at such level-crossings, then it is essential 
that they should be equipped as indicated for level-crossings of categories A and B above . 

. The provisions relating to level-crossings without gates or automatic signals included, in 
their earlier form, certain additional precautionary measures to be taken where level-crossings 
are used by motor traffic. The French Government had wondered whether it would not be 
?-dvisable to limit the obligation to cases where there was a fair volume of such traffic, and where 
It was not exclusively local. The Committee was of the opinion that the system of safeguards 
should not be weakened without good reason. It pointed out, furthermore, that the authorities 
concerned could choose between four measures: the erection either of posts indicating distances, 
or. of red and white, or red and light yellow, palings, or of a flashing amber-coloured light, or of a 
tnangular advance signal fitted with reflectors. The choice would necessarily depend on the 
amount of traffic, and on local conditions, so that the most costly measures need not be adopted 
where they were. not essential. . 

Exceptions and Special Cases. 

The Special Committee's work, in its 1935 form, covered certain provisions relating to local 
railways and tramways. In the case of these two categories, there is no need whatever to provide 
for a different signalling system from that used for main railway lines. The Committee had, 
however, contemplated the possibility of introducing simplifications in connection with the use 
of such signals, the nature of such simplifications to be left to the discretion of the different 
Governments according to the circumstances in each case. At its present session (April 1938), 
the Special Committee maintained this view, but also examined some other possibilities to which 
its attention had been drawn by several members. The case had to be considered of parts of railways 
on which there was a certain amount of traffic, but where special precautions were taken which 
removed any risk of accident. Such were, for instance, connecting-lines to factory sidings, railway 
lines along the quays of certain harbours, and, particularly in the Netherlands, certain lines 
discarded for passenger traffic but still used for a few goods wagons, drawn by low-powered 
and slow locomotives, which stop before clearing a level-crossing and give appropriate signals 
warning road-users of their presence. 

The text recommended by the Committee in this connection takes all such particular cases 
into account and admits of reasonable compromises, as to the desirability of which the authorities 
of the contracting countries must decide. The Netherlands Government had enquired whether 
the case of tramways should not be considered at greater length, but the Committee was of the 
opinion that the draft it recommended also met that Government's difficulties. 

Miscellaneous. 

The Special Committee's attention was drawn to the fears expressed in cert~in co~petent 
quarters in the United Kingdom as t<;> the conseq~ences of the acceptance _by the Umted KIJ.l&dom 
Government of a Convention which, m several of Its clauses, treats a red light as an unconditional 
order to drivers to stop. Red has not always such a categor~cal signi~cance in Et;gland. ~hus, 
the United Kingdom, which was a party to t~e 1926 Con~enti?n, considered t~at It was. entitled 
to provide the triangular danger signal~ (which a~e warnmg signals a~d not signals callmg upon 
the driver to stop) with red reflecto~s. I~ IS argued m ~n~l~nd that red IS the most recommel!dable 
colour, as it is the most clearly visible m fog; to prohibit Its use would therefore cause real mcon
venience \\jlen its sole object is to warn drivers ~f veh~cles to .be careful. F.urther, t~ere are at 
present no provisions in any Coll;vention co~dert;mng this pr.actice. The Spec1a~ ~ort;mittee could 
only take note of this view. It d1d. not cons.Ider Itself authonse~ to .adopt a posiho~ m the ~at.ter 
which might prove at variance with the view o~ the Commumcahons and Trans~t O~gan1sahon 
of the League, and, in particular, of .the Co~m1tt~e on Road T~affi~; n~r .could It d1s~egard .an 
acceptation of the significance of red m the s1gnallmg system which IS gammg an ever-mcreasmg 
hold on the Continent. 
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The proposals made in 1935 contained certain provisions lying ·outside the scope of signalling, 
drawn up for the benefit of road-users to whom it was intended to recommend caution. These 
provisions have been omitted, not because they were useless or out of place, but because they 
may more appropriately be embodied in an international highway code. Furthermore, there is 
no doubt that, in the various countries, the regulations governing traffic. already contain the 
requisite provisions. 

* * * 
In accordance with the mandate it received from the Committee for Communications and 

Transit, the results of the Special Committee's discussions have been embodied in a draft Con
vention, unanimously adopted by its members, which it has the honour to submit to the Committee 
for Communications and Transit. As stated at the beginning of this report, the Convention is 
in two parts, the first of which constitutes the Convention proper, while the second consists of 
the appropriate technical regulations. The draft Convention is followed by various recommenda
tions, some of which· even go beyond the scope of the Convention, as for instance those that 
refer to the construction of new lines, the plans of which will ensure a fuller measure of traffic 
safety than any attempt is made to provide to-day. 

The exchanges of views which took place only served to strengthen the conviction that the 
conclusion of an international convention on this subject is not only feasible but desirable. Such 
a convention should be concluded as soon as possible. Delay can only serve to increase the diffi
culties, since it would cause States to adopt unco-ordinated measures which, on account of the 
expenditure involved, they could hardly be asked to amend later. 

* * * 
PRELIMINARY DRAFT CONVENTION RELATING TO SIGNALS AT LEVEL-CROSSINGS 

The Heads of States (list) . . . . . . . . 

recognising the desirability of taking concerted action for the drawing-up and adoption of a 
uniform system of appropriate signals at level-crossings, 

Have resolved to conclude a Convention for that purpose, and have appointed as their 
Pleni pot en tiaries . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 

who, having communicated to each other their full powers, found in good and due form, have 
agreed as follows: 

Article I. 

The High Contracting Parties undertake that, with regard to signals at level-crossings, all 
measures taken shall be in conformity with the Regulations annexed to the present Convention. 
Such measures shall, in the case of each territory concerned, be taken as soon as possible, and 
in any case before the expiry of a period of . . years from the entry into force of the 
present Convention, in conformity with Articles 4, 5 and g. 

Article 2. 

r. The present Convention, of which the English and French texts are equally .authentic, 
shall bear to-day's date. It shall remain open until . . . for signature on behalf of any 
Member of the League of Nations and of any non-member State which· has been represented 
at the Conference or to which the Council of the League of Nations has communicated a copy 
of the Convention for that purpose: 

2. The present Convention shall be ratified, and the instruments of ratification shall be 
deposited with the Secretary-General of the League of Nations, who shall notify receipt thereof 
to all Members of the League of Nations and to all the non-member States referred to in the 
preceding paragraph. · 

Article 3· 

r. As from the . . . day of . . (i.e., the closing date for signature under 
Article 2, r), the present Convention may be acceded to on behalf of any Member of the League 
of Nations and of any non-member State referred to in Article 2. 

2. The instruments of accession shall be transmitted to the Secretary-General of the League 
of Nations, who shall notify their receipt to all Members of the League of Nations and to the 
non-member States referred to in Article 2. 

Article 4· 

r. Any ratification of or accession to the present Convention may be expressed to. be 
conditional on the ratification or accession of one or more other Members of the League of Natwns 
or non-member States. 

2. Ratifications or accessions which are made conditional under the preceding paragraph 
shall be deemed to be received on the day on which this condition is fulfilled. · 
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. 3· The present Convention shall come into force on the ninetieth day following that on 
which the Secre~ary-General of the League of Nations receives the instruments of ratification 
or acts of accesswn on behalf of Members of the League of Nations or non-member 
States. 

Article s . 
. Ratifications or accessions received after the entry into force of the Convention under 

Article 4, 3, shall take effect as. from the ninetieth day after the receipt thereof by the Secretary
Ge~eral of t~e League of Nations, or as from the date on which the condition referred to in 
Article 4, I, IS fulfilled. 

Article 6 . 

. Any High Contra~ting Party may at any time propose that su~h amendments or additions 
as It may deem expedient be made to the Regulations annexed to the present Convention. The 
prop?sal s~all be forwarded to th~ Secretary-General of the League of Nations, who shall com
mun~cat~ It to. all the other Parties. Should the proposal be unanimously adopted by those 
Pa:ties (mcludmg those whose ratifications or accessions have not yet taken effect), the Regu
latwns annexed to the present Convention shall be amended accordingly. 

Article 7· 

!· At any time af.ter th~ ~xpiry of . . : years from the entry into force of this Con
vent~on, a request for Its revisiOn may be submitted by not less than three High Contracting 
Parties. 

2. The request referred ~o in the preceding paragraph shall be addressed to the Secretary
General of the League of Natwns, who shall notify the other parties and inform the Council of 
the League of Nations accordingly. 

Article 8. 

I. After the expiry of . . . years from its entry into force, the present Convention 
may be denounced by any of the High Contracting Parties. 

2. The denunciation shall take the form of a notification iri writing addressed to the 
Secretary-General of the League of Nations, who shall inform thereof all the Members of the League 
of Nations and all the non-member States referred to in Article 2, I. 

3· The denunciation shall take effect . . . years after the date on which it has been 
received by the Secretary-General, and shall be operative only in respect of the Members of the 
League or non-member States on whose behalf it has been deposited. 

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

Article 9· 

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

2. Any High Contracting Party may give notice to the Secretary-General of the League 
of Nations at any time subsequently that he desires that the Convention shall be applicable to 
all or any of the territories which have been made the subject of a declaration under the preceding 
paragraph, ana, in such case, the Convention shall apply to all the territories named in such 
notice . . . years after receipt thereof by the Secretary-General. 

3· In the same way, any High C?ntra~ting ~arty may declare at_ any time after the expiry 
of the period of . . . years specified 1~ Arhcl~ 8, I, that he desires that th~ p~esent Co~
vention shall cease to apply to all or any of his colomes, protectorates, oversea terr1tones or tern
tories under sazerainty or mandate, and, in such case, the Convent!on shall cease to apply to the 
territories named in such declaration . . . years after receipt thereof by the Secretary
General. 

4· The Secretary-General shall communic~te to all the Membe:s of the I:eagu~ of Nat!ons 
and to the non-member States referred to in Article 2, I, any declarations or notificatiOns received 
under the present article. 

Article IO. 

If there should arise between two or more of the High Contracting Pa:ties a d~spute re!ating 
to the interpretation or application of the pro':'isions of the pre?ent Convention, and If such dispute 
cannot be settled directly between the Par!Ies themselves, 1~ m~y be referred,. for purposes of 
conciliation or for an opinion, to the Committee for Commumcatwns and Transit of the League 
of Nations. 
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IN FAITH WHEREOF, the above-mentioned Plenipotentiaries have signed the present 
Convention. 

DoNE at . . . this . . . in a single copy, which shall remain deposited in the 
archives of the Secretariat of the League of Nations, and certified true copies of which shall be 
delivered to all Members of the League of Nations and to the non-member States referred to 
in Article 2, r. 

* * * 

REGULATIONS ANNEXED TO THE CONVENTION OF 
SIGNALS AT LEVEL-CROSSINGS 

PRELIMINARY DEFINITION 

RELATING TO 

For the purposes of the present Act, level-crossings shall be deemed to be places where a 
railway line is crossed at the sam~ level by a public highway. 

CHAPTER I.·~ LEVEL-CROSSINGS WITH GATES 

Article I. 

r. Warning of level-crossings with gates must be given on the public highway by means 
- of triangular advance signals bearing the picture of a gate, in conformity with Article 9 and 

Annex F of the International Convention relating to Motor Traffic of April 24th, I926. The signal 
post must be painted in alternate red and white or red and light yellow transverse stripes. 

2. On public highways with a large volume of motor traffic during the night, the triangle 
_ must be provided with a number of red or yellow reflectors. Such reflectors shall not be 

compulsory if, between the advance signal and the gate, the neighbourhood of a level-crossing is 
shown either by a number· of posts indicating distances, or by placing in the immediate neigh
bourhood of the level-crossing, to left and right, palings painted red and white, or red and light 
yellow, and so arranged as to attract the notice of motor-drivers. 

Article 2. 

r. Gates must be painted red and white, or red and light yellow. 
2. In order to make gates more visible by night, they must be provided either with red 

reflectors, or with a red light, or with a flood-light illuminating the gate whenever it is not fully 
open. 

Article 3. 

In order to avoid any confusion with the level-crossings referred to in Chapters II and III, 
level-crossings with gates must not be provided with the signals in the form of a St. Andrew's 
cross referred to in those chapters. 

Article 4· 

. Gates operated from a distance (whether by hand or by an automatic device) must be provided 
With sound or sight signals giving users of the public highway warning in sufficient time that the 
g~te is about to be closed. Gates must be closed slowly enough to enable users of the public 
highway who have already entered the level-crossing to clear it. 

Article 5. 

At all level-crossings with gates, the gates must be guarded during the whole period when 
~rain services are in operation. Should a level-crossing be transferred from the category specified 
~n the present chapter to the category of Chapter II or Chapter III, the gates must be removed 
m order to avoid any misunderstanding on the part of the users of the public highway. 

CHAPTER II. -LEVEL-CROSSINGS WITHOUT GATES BUT WITH AUTOMATIC SIGNALS 

Article 6. 

~a~ning of level-crossings without gates but with automatic signals must be given on the 
public highway _by me:'Lns of an advance triangular signal bearing the picture of a locomotive, 
In accordance with Art_Icle 9 and Annex F of the above-mentioned Convention of April 24th, I926. 
T~e posts must be pamted as provided in Article I, paragraph I, in the case of level-crossings 
with gates. 
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Article 7-

In the immediat~ vicinityof!he railway, a signal must be placed in the form of a St. Andrew's 
cross. The cross, or m any case 1ts lower arms, must be double if there are two or more tracks. 
The ~t. Andrew's crosses must be painted in two colours, red and white or red and light yellow; 
the signal posts must be painted in alternate stripes of the same two colours. 

Article 8 . 

. . In the ~mmediate vicinity of the. railway, t~ere must also be placed an automatic signal 
giVmg warmng of the approach of trams. This signal must consist, both by day and by night, 
of one o~ more flashing red lights indicating that traffic on the public highway must stop. 
Appropnate measures must be taken to preclude both an accidental defect in the working of the 
automatic signal and any possibility of misinterpreting the signal. 

Article 9· 

The above-mentioned red light signal must be accompanied by a sound signal. 

Article IO. 

On public highways with a large volume of motor traffic during the night, one at least of the 
following four devices must also be used: 

(a) A flashing white light appearing at periods other than those at which the red 
. flashing light is shown; 

(b) A number of posts indicating distances, placed between the triangular advance 
sign and the level-crossing; 

· (c) In the immediate neighbourhood of level-crossings, to right and left, palings painted 
red and white, or red and light yellow, and so arranged as to demand the notice of motor
drivers; 

(d) Reflectors placed on the triangular advance signal, white or yellow in colour. 

Article n. 

Signals of the same kind, but operated by hand instead of being automatic, shall be regarded 
as equivalent to the automatic signalling of the approach of trains prescribed above. 

CHAPTER III. -LEVEL-CROSSINGS WITHOUT GATES AND WITHOUT AUTOMATIC SIGNALS 

Article I2. 

In the case of level-crossings without gates and without automatic signals, it is essential 
that the railway lines should be clearly visible to users of the public highway, with due allowance 
for the maximum speed of the trains, so that the driver of a vehicle approaching the railway 
from either side may have time to stop before entering the crossing when a train is in sight, and 
a driver ":ho has entered the crossing when a train appears has time to clear the crossing. 

Article IJ. 

In all cases where the level-crossings referred to in Article 12 are used by motor traffic, they 
must be marked by the advance triangular sign bearing the picture of a locomotive as provided 
in Article 6 above. 

Article I4. 

In the immediate vicinity of the railway, on all the level-crossings referred to in Article 12, 
a signal must be placed in the form of a St. Andrew's cross, in accordance with the distinctions 
and in the colours laid down in Article 7· 

Article I5. 

Furthermore, for level-crossings used by motor traffic, one at least of the following four 
devices must be used: 

(a) A number of posts indicating distances, placed between the triangular advance sign 
and the level-crossing; 

(b) In the immediate neighbourhoo? of level-crossiJ?-gs, on both the right and left side 
of the road, palings painted red and white, or red and light yellow, and so arranged as to 
demand the attention of motor-drivers; 

(c) A flashing amber-coloured light working during. the. w_hole peri?d when the train 
service in the immediate neighbourhood of the level-crossmg 1s m operation; 

(d) Reflectors placed on the triangular advance signal and white or yellow in colour. 
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CHAPTER IV. - EXCEPTIONS AND SPECIAL CASES 
' 

Article I6. 

The present regulations are intended for main railway lines. In the case of local lines and 
tramways, the characteristics, shapes and meanings of warning signals must be the same as in 
the case of level-crossings on main lines. As regards their use, certain simplifications may be 
allowed in particular places by the Government of each country. 

Article I7. 

In the case of the parts of local railways or tramways in built-up areas, and also of connecting
lines to factory sidings or other parts of railway lines assimilable to connecting lines, the system 
to be applied shall be left to the competent authorities of the respective countries. 

PROVISIONS TO BE INSERTED IN THE FINAL AcT OF THE CONFERENCE ON SIGNALS 
AT LEVEL-CROSSINGS 

(The Conference) makes the following recommendations: 

The High Contracting Parties to the Convention relating to Signals at Level-crossings: 

r. Should take all necessary steps to abolish as many level-crossings as possible in their 
territory, mainly through replacement by underground or overhead cro~sings. 

2. Should, in principle, make no level-crossings when new lines are constructed, and even 
in the case of secondary lines should reduce the number of level-crossings to a strict minimum; 
and should also, in any event, ensure the most favourable conditions possible as regards the 
visibility and course of both railway and road. 

3· Should take all necessary steps to see that employees responsible for operating 
level-crossing gates are warned of the arrival of trains, so as to ensure both that the gates are closed 
in sufficient time and that delays to traffic are reduced to a minimum. 

4· Should make the regulations governing level-crossings and the signalling of such 
crossings, on points of detail not prescribed by the provisions of the said Convention, as uniform as 
possible in their territory. 

s. Should, in their territory,.take additional safety measures in the event of fog or any other 
circumstances abnormally reducing safety. · 

6. Should endeavour to remedy the situation created by the existence in certain countries 
of side-gates which may be used at will by pedestrians, and which, in practice, cause a large 
number of accidents. 

IN FAITH WHEREOF, the delegates to the Conference have signed the present Act. 

DONE at . on 
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INTRODUCTION 

On September 1st, 1936, the Secretary-General of the League of Nations sent a circular 
letter and questionnaire to Governments, the text of which is reproduced below : 

C.L.l46.1936.VIII. 

In a resolution adopted at its sixteenth ordinary session (September 1935), the 
Assembly of the League of Nations requested the Communications and Transit 
Organisation to study the situation and the measures taken to co-ordinate transport 
in the principal countries concerned, on the understanding that the problem of 
transport co-ordination should be viewed in its widest aspect - technical, economic 
and financial. 

In pursuance of the Assembly's resolution, the Advisory and Technical 
Committee for Communications and Transit decided at its nineteenth session 
(November 1935) to instruct the Secretariat, with a view to collecting the requisite 
documentary material, to approach the Governments and, if necessary, the 
organisations with special competence in the matter, limiting its enquiry for the 
moment to transport by rail and road and to inland navigation. 

The Advisory and Technical Committee reserved the right to take any 
subsequent decision on the matter after the Secretariat had submitted the result of 
its enquiry. 

With a view to facilitating this enquiry and collecting the necessary documentary 
material, the Secretariat, with the assistance of specially qualified experts, defined 
and classified the various questions connecte.d with the problem ; the result of this 
work is embodied in the questionnaire attached hereto.1 This questionnaire might 
serve as a guide in framing the replies, which should, as far as possible, cover the 
various aspects of the problem. 

The Secretary-General of the League of Nations accordingly has the honour to 
request the Government of to be good enough to forward to him the 
desired information, if possible before March 1st, 1937 . 

• • • 

The Governments of the following States have replied to the questionnaire :the Union of 
South Africa, the Argentine Republic, Australia, Austria, Belgium, Brazil, the United 
Kingdom, Bulgaria, Canada, China, Czechoslovakia, Ecuador, Estonia, Finland, France, 
Greece, Hungary, Iceland, India, Ireland, Japan, Latvia, Liechtenstein, Lithuania, 
Luxemburg, Monaco, the Netherlands and the Netherlands Indies, New Zealand, Norway, 
Poland, Roumania, Siam, Sweden, Turkey, the Union of Soviet Socialist Republics, the 
United States of America, Yugoslavia. · 

The result of the examination of these replies is set out in the present document. The 
replies from the States are given after the statement of each of the questions to which they 
refer. 

1 The text of this questionnaire is reproduced in the following inset so as to enable the reader to refer to it while 
studying the document. 

3790.- S.d.N. 1.050 (F.], 950 (A.), 12/38. Imp. Granchti.mp, Annema.se. 



QUESTIONNAIRE AND INDEX 



C.L.146.1936.VIII. 
Annex. 

QUESTIONNAIRE RELATING TO THE SITUATION AND THE MEASURES TAKEN TO CO-ORDINATE TRANSPORT 
BY RAIL, ROAD AND INLAND WATERWAYS 1 

1. 

A. - REGIME APPLICABLE TO THE THREE :\lEA:."'S OF TRA:'\'SPORT UNDER 

CO='lSIDERATIOi"i 

Administrative Regime. 

For there
plies to these 

questions 
see pages: 

2. 

Is transport subject to any of the following requirements or conditions : 
. (a) A'_l authorisation (either as the result of public lender or without J 

this formality); . . . . . . . . . . . . . . . . . . . . . . . . . ( 
(b) A licence or concession; . . . . . . . . . . . . . . . .. \ 
(c) The obligation to run a regular service, whether to a fixe•! 

schedule or not, and supervision of that service; . . . . . 
(d) The obligation to carry passenger!' or goods and within what 

limits; . . . . . . . . . . . . . . . . . . . . . 
(e) Supervision of the material; . . . . . . . 
(/) A monopoly by the Slate or a concessionary company; . 
(g) A right or priority granted to one means of tran"port (fur 

instance, tu the railways for the running uf motor-transport services) ; . 
(h) An obligation on the part of the transport undertaking to 

organise a joint service for some parlkular means or transport (for 
instance, in the form of a pool, etc.) ? . . . . . . . . . . . . . 

Tarilfs. 

7-33 

:ll-4-1 

-la-56 
57-68 
6!J-77 

78-83 

8-1-!JO 

(a) .Are there any li'""'· tariff• and, if ~o, by whom arc they drawn ~· 
up and, If necessary, authonsed ? . . . . . . . . . . . . . . . . . 

(b) Is any supervision exercised over tariiTs an<l, if so, under what !Jl-121 

3. 

conditions 'I . . . . . . . . . . . . . . . . . . . . 
(c) Is the puhlkation of tariiTs compulsory '! . 

Fiscal fleyime - Taxes (Dues, etc.). 
(a) \Vlmt are the ordinary taxes lPvied on transport undertakings 

(direct taxes, indirect taxes, social chargPs, etc.) ? . . . . . . . . 

(b) A1·e there any special taxi's on puhlic transport sc1·vices 'I If 
so, wha l are these taxes '/ . . . . . . . . . . . . . . . . . . . 

(c) Arc any speeial taxes lt•,·ied un a given means of transport ifur 
instanccJ road rnuintenanec ehar·~cs, and charac:tcristics of those charges) 'l 

(d) Are there any spedal dues for the benefit of a given means of 
transport (fur instance, on behalf of the r:lilways) 'I • . . . . . . . . . 1'2·2-178 

4. 

(e) \Vhal budgetary charges, expressed in percenlag-Ps, are imposed 
(hv the Stale, provinces, communt•s, etc.), includinl{ capital charg-es, in 
I't•spect of the establishment and upl<eep of means of communication, 
laking them in relation to Pach ollll'r and to lh<' general hudg-et, and what 
J'Pvenue, expressed in JH'rccnla~P:-o, aceruPs \to the SLate, provinces, 
etHnmuHcs, etc.) from tr·all!"JWI'L undt•r·taking-s using- l.hcse rncans of 
communi<:ation (A.3 (a) to (c)), taliing these amounts in rt'lation lo each 
other and to the gPneral budget 'I . . . . . . . . . . . . . . . . . 

Liability and Insurance. 

to passengers or damage to goods during- transport fixed ? . . . . . . . 
179

_
205 

(a) llow is the civil liability of the carrier in the event of an accident ( 

&. 

case 

. (b) Is the carrier required to lake out an insurance policy and, if so, 
m what form ? . . . . . . . . . . . . . . . . . . . . . . . . . 

.Social 1/egime. 
\Vha t is the social legisla lion rela ling 

of transport undertakings ? . . 
to the regulation of labour in the 

n. - PosSIBLE VAniATIONS OF THE REGIME DESCRIBED UNDEH A 

1. Dot•s this regime depend on the leng-th of the route and, if so, under what 
eondil.ions 1 Docs it apply solely to transport as from a certain distance 
ami, if so, what distance 'I . . . . . . . . . . . . . . . . . . . . 

2. Dol's it depend on the geog-mphical situation of the route as compared with 
the existing lines of other means of transport (routes competing with 
existing lines, routes feeding existing lines, etc.) ? . . . . . . . . . . 

'206-'231 

3. Docs it depend on the category or quantity of the goods carried by a given 232-'25G 
means of transport and, if so, what is this category or quantity ? Are 
certain goods reserved for a given means of transport ? . . . . 

4. Does the regime also apply to transport for account of industrial or other 
undertakings eiTt'cled by their own vehicles or boats ? . . . . 

&. A1·o there any other special conditions relative to the application of this 
regime? . . . . . . . . . .......... . 

C.- .MEASURES TAKE:"J TO CO-OHDINATE THE\' ARIOUS ~IEA~S OF TRA:"SPORT For the rt.."
plies to tht>se 

questions 
see p:1~es : 

1. Ha,·e the public authorities taken any action with a view to the rational 
eo-ordination of tran>porl 1 If su, on what principles arc these measures 
based ? . . . . . . . . . . . . • . . . . . . . . ...•... 

2. Have any attempts bePn made to distribute lrallic apart from the measures 
adupled to ensure "afely and smooth operation ? . . . . . . . • . . . 

3. Have any allempls been made, prior to adminblralive action, to promote 
ag-reements bclW<"('U the \·arious n1eans of transport, or has the adtninistra
tion taken direct action? . . . . . . . . . . . . . . . . . . . . . 

4. \Vhat results have been obtained up to the Jll'l'senl ? . . . . . . . . . . 
5. Are there any spf'eial n1easures for· faeililat.ing transport co-ordination, 

such as : 256-291 
(a) Throug-h rates for combine<! transport by the various means of 

transport unt!Pr cun"iderl'tion and, if so, what arc they ? . . . . . . . 
(b) Through ticket< anti waybills fur these various nwans of 

transport 'I . . . . . . . . . . . . . . . . . . . . . . . . . . 
(c) Speeial rates on certain routes covered by one means of trans

purl. with a view lu procuring trallic fur another means of transport (for 
instance, special railway rates to river ports, etc.) 'I . . . . . . . . . 

(d) Ag-reemt:"ttl.!l in ot.her forms belwM~n lhtt- Ynrious- m("an!4 nf 
transport and, if f<o, on what bases ? • . . . . . . . . . . . . . • • 

D. - ::\IEASt.;HES FOil PROTECTI:"'G, SAFEGl;ARDI:"iG AND ADAPTING MEANl" OF 

TRANSPORT 

1. Arc any special Inca~urcs, other than, for iusl;uwP, those rnenlioll('li 
under A.l (/) and (g) anti 3 (d) above, taken on bt'half of a given means 

2. 
of transport ? . . . . . . . . . . . . . . . . . . . . . . . . . . 

Are there any measures (La rifT,;, fur instance) promoted by general cunsitlt•ra
tiuns whieh are prejudidal loa g-iven means of transport 'I In such cast's, 
is compensation givt•n by the Slate and, if so, what 'I . . . . . . . . . 

3. Are any measun•s takt•n hy a means uf transport (for instancl', railways) 
with a view to adapting- it to the situation created hy the development of 
other n1cans of lranspm·l (such as LPchnit:al rcorg-anbalion, ralionalisalion 
of scrviecs, spPcdinJ!-UP of transport., additional faeililics for users, etc.) '? 

1. 

2. 

E. - UAsis OF TilE Poucv ADOPTED 

Is this governed primarily by national economic policy, or by the desire to 
protect and ohlain a return on the capital invested in the underlaliings, 
or by the desii·p to make those investments indireclly productive ? . . . 

IC the policy adopletl in regard to the diiTerent means of transport or ono or 
other of them is determined by reasons other than those set forth under 
E.! above, do these relate to considerations : 

(a) Of a social order- the desire to combat unemployment on the 
one hand and lu avoid dismissing slat! on the other ? . . 

(b) Of national defence and security? ..... 
(c) Of public Ulility in general -and, if SO, What ? . 1 

F. - DIFFEHE:'iCE OF TREATMENT AS BETWEE:'i ~lEANS OF NATIONAL AND 
FoREIGN TnANSPORT 

Does such a diiTerence exist in the case of any of the three means of 

2\!2-321 

322-336 

transport under consideration and, if so, in what form ? . . . . . . . . 337-342 

G. - OBSERVATIONS ON THE POINTS RAISED BY THE QUESTIONNAIIlE 

Any special aspects of the problem . . . . . . . . . . . . . . . . . . 343-348 

1 ll is uude1·slood lhat, where appropriate, llw replh~~ should deal with each or the lhree means or transporl undcl' r,onsitll'ration. 
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REPLIES TO THE QUESTIONNAIRE RELATING TO THE SITUATION AND THE MEASURES TAKEN TO 
CO-ORDINATE TRANSPORT BY RAIL, ROAD AND lNLAND WATERWAYS 

A.l (a) An authorisation (either as the result of public lender or without this formality); 
(b) . Licence or concession. 

Union of South 
Africa 

Argentine 
Republic 

Railway 

(a) A statutory obligation to obtain the 
approval of Parliament to the construction of 
railway lines is embodied in Section 130 of the 
South Africa Act, 1909. 

Prior to the submission of the proposal to 
Parliament, it must be considered by the Rail
way Board, which reports upon it and advises 
whether the line should be constructed or not. 

(b) No licence or concession. 

(a) and (b) Railway Law No. 2873. - For 
the purpose or this law, the railways are divided 
into national and provincial. The first group 
comprises : (1) Railways belonging to the 

. State; (2) those which have been guaranteed, 
subsidised or authorised by the State ; (3) those 
which link up the capital or Federal territory 
with one or more provinces, and those which 
connect one province with another, or any part 
of the territory of the nation with a foreign 
State. 

Provincial railways are those built or author
ised by: the provineos within their respective 
territories (Articles 2, 3 and 4). 

Road 

(a) Vehicles engaged in motor transport, 
within a declared area or along any portion of a 
declared transport route, are subject to the 
provisions of the Motor-carrier Transportation 
Act (No. 39 of 1930), as amended by Act No. 31 
of 1932, which makes it obligatory for any person 
engaging in motor transport to obtain from the 
Board or local board, as the case may be, a 
certificate authorising such transport. 

(b) The certificate delivered to the motor
carrier stipulates the area or the itinerary for 
which he may effect or cause to effect transport, 
and under what conditions. Should the carrier 
fail to observe these conditions, he is guilty of 
an offence. 

(a) and (b) General regulations governing 
traffic on natipnal roads.- Vehicles intended for 
public transport services of passengers and goods 
may operate only with special permission given 
by the National Directorate of Road Services or 
by the competent l.ocal authorities. . 

The National Directorate of Road Services 
will not give permits without having previously 
consulted the provincial authorities, and, where 
possible, preference will be given to regular 
services which already exist with permits issued 
by the competent service, and which run 
satisfactorily (Articles 94 and 95). 

Law N u. 12346 on transport co-ordination. -
The operation of public motor-transport services 

A.l (a) and (b). 

Inland navigation 

The topography of the country does not lend 
itself to the establishment of inland waterways, 
the rivers not being navigable. 

(a) and (b) N.B. - Article 101 of Railway 
Law No. 2873 reads : " Until a special law on 
water transport has been passed, such transport 
shall be regulated according to those provisions 
of this law which are applicable to it " . 



Argentine 
Republic 
(continued) 

,SaUway Road 

by any person or company which proposes to 
carry out for remuneration the transport of 
passengers, parcels or goods on behalf of third 
parties in or between national territories, or 
between the latter and the provinces, or 
between provinces, or between the latter and 
the Federal capital, must obtain in advance 
the permission of the National Commission on 
Transport Co-ordination. 

The provinces and municipalities may regulate 
passengers, parcels and goods traffic on local 
services the terminal points of which are in their 
territory, irrespective of the roads used, but 
this cannot affect inter-provincial transport 
which is governed by the present law and its 
regulations. 

In no case shall road transport undertakings 
he subjected to more than one jurisdiction, save 
for the right of municipalities to fix itineraries 
and to regulate traffic within their urban areas 
(Articles 2 and 3). 

Province of Buenos Aires: Transit Law 
No. 4375. - Concessions for the transport of 
passengers shall be granted to individuals or to 
legally constituted companies, preference being 
given to co-operative societies, other conditions 
being equal. 

The duration of the concessions shall be five 
years, renewable for a further five years for 
which the holder must send in a written request 
180 days before the expiry of the first period. 

In addition to the requirements of Article 46 
of Law 4247, before the consent of the executive 
authority is asked for, it will be necessary to 
obtain the agreement of the cities or towns at 
the terminal points of the line (Articles 2, 3 
and 4). 

A.l (a) and (b). oo 

Inland navigation 



Australia: 
Common

wealth 

Western 
Australia 

South 
Australia 

(a) and (b) The Commonwealth Railways 
are managed and controlled by the Railways 
Commissioner of the Commonwealth, appointed 
by the Governor-General. The lines belonging to 
the Commonwealth, the rolling-stock, wharves, 
stations, warehouses, buildings, property, etc., 
are entirely within the jurisdiction of the 
Commissioner. The latter authorises transport 
against payment of tolls, dues and other 
charges the amount of which is approved by the 
Minister in charge of the application of the law 
.on railways, and within the conditions approved 
by him. 

(a) and (b) The railways are operated by 
the Government, subject to authorisation by 
Statute. One line only is operated by a private 
company, but it is also subject to statutory 
authorisation. 

The Railways are all Government owned, 
managed by the Railways Commissioner under 
the authority of several Acts of Parliament 
which were consolidated in 1936. 

"1 

Transit Law No. 4247, Article 46. -Vehicles, 
such as omnibuses, used for the transport of 
persons, and those used for the regular carriage 
of goods, may pursue their business, firstly of 
picking up and setting down passengers, and 
secondly of goods, on the highways the subject 
of this law, with the previous authority of the 
executive authority. 

* * * 
(a) and (b) Road-transport vehicles must be 

licensed ; tenders are invited in special cases 
only, and the successful tenderer must license 
his vehicles. 

• • • 

The traffic on controlled routes in country 
districts is regulated by the Transport Control 
Board under the Road and Railway Co-ordina
tion Acts of 1930 and 1931. All main roads 
leading from the country to Adelaide are 
controlled, but local traffic in country districts, 
which is not competitive with the railways, is 
to a large extent unrestricted. In the metropol
itan area, passenger traffic is controlled by the 
Municipal Tramways Trust, and in all districts 

There are no navigable waterways. 

Steamer traffic on the River Murray is subject 
to regulation with respect to wharfage charges, 
etc., by the South Australian Harbours Board. 



Australia 
(continued) 
South · 

Australia 
(continued) 

New South 
Wales 

Railway 

(a) and (b) Railways are constructed and 
worked under the authority of Parliament. 
There is one private isolated railway on Eyre 
Peninsula which works under a private Act of 
Parliament. 

(a) Management and operation of the New 
South Wales Government railway system is by 
the Commissioner for Railways, who derives his 
authority from the Government Railways Act, 
1912-1934. 

The Act provides that the Railway Com
missioner for New South Wales shall he a body 
corporate with perpetual succession and . a 
common seal. 

It might he mentioned that there is .a small 
mileage of private railways, the construction 
and operation of which are vested in the 
controlling company by Act of Parliament, hut 
the mileage is so small that it can he ignored so 
far as this questionnaire is concerned. 

(b) Having invested in him the authority 
mentioned in paragraph (a), the Commissioner 
for Railways is not required to obtain a licence 
or concession to operate. 

Road 

both passenger and goods vehicles are, to some 
extent, under the jurisdiction of municipal 
corporations and district councils. 

(a) and (b) Transport of goods and pas
sengers for hire by road is authorised by the 
Transport Control Board, and in other cases by 
licences either from the local governing bodies 
or the municipal corporation. In the metropol
itan area, passenger buses are specially licensed 
and run by the Municipal Tramways Trust, who 
can thus prevent competition with the tram
ways. 

* * * 

(a) and (b) Every motor vehicle used for the 
carriage of goods or fand passengers for hire or 
reward or in the course of trade or business 
must he licensed by the Commissioner for Road 
Transport and Tramways as a public motor 
vehicle. 

Every motor-omnibus used in the Sydney or 
Newcastle metropolitan areas may he operated 
only in accordance with a service licence issued 
by the Commissioner (in addition to being 
licensed as provided in the paragraph above). 

Motor-omnibuses operating outside the Syd
ney and Newcastle areas must he licensed by the 
appropriate local authority, in addition to being 
licensed as mentioned above. 

A taxi-cab plying for hire in the Sydney and 
Newcastle areas must he licensed as such by 
the Commissioner for Road Transport and 
Tramways. Outside the Sydney and Newcastle 
areas, in addition to being licensed as mentioned 
in the first paragraph above, a taxi-cab plying 
for hire must he licensed by the appropriate 
local authority. 

A.l (a) and (b). 

Inland navigation 

(a) and (b) Steamers trading on the River 
Murray must be registered under the Common
wealth Navigation Act and pay wharfage rates, 
hut otherwise there is no regulation of their 
time-table or their charges. 

" Transport ", unless otherwise stated, refers 
only to the conveyance by water of passengers 
or goods for payment. 

(a) Transport of passengers is subject to the 
vessel having a certificate of survey and the 
master and engineer having certificates of 
competency. 

(b) Transport of goods is subject to the 
master and engineer of the vessel having 
certificates of competency. 



Queensland 

' Tramways. - (a) and (b) Tramways in 
Sydney and Newcastle (capital and next largest 
city in the State respectively) are State owned 
and operated by a State authority pursuant to 
the Transport Act 1930, which confers an 
exclusive right of operation. Outside Sydney 
and Newcastle, tramways may be operated by 
private companies under statutory authority, 
but none is operated at present. The admin
istrative authority is the Commissioner for Road 
Transport and Tramways. 

There is no statutory obligation upon the 
Commissioner to run a specific or regular service, 
but, once having published passenger service 
time-tables, the Commissioner regards himself 
as being bound to ensure that, as far as lies 
within his power, trams shall run at times and 
on the days prescribed. 

(a) and (b) The Railways of Queensland are 
owned by the State ; they are operated by the 
Queensland Government and controlled by the 
Commissioner for Railways, who is responsible 
to the Minister for Transport. The traffic is 
mostly low-grade, and upwards of 80% com
prises coal, coke, minerals, timber, firewood, 
wheat, agricultural products, fruit, sugar-cane 
and raw sugar. 

Goods vehicles operating for hire in the 
Sydney and Newcastle areas must be licensed 
as motor-vans (in addition to being licensed as 
mentioned above). 

$ 

* .. 

(a) and (b) Motor transport is privately 
owned and operated. In June 1936, the motor 
vehicle registration in Queensland amounted to 
approximately 100,000. Of these, over 30,000 
were commercial vehicles, of which 292 
passenger and 215 goods vehicles were subject to 
special licence on account of competition with 
the railways or municipal tramways, or in 
respect of passenger services and operating 
within traffic districts. 

It is necessary for goods vehicles operating 
for distances in excess of 15 miles in competition 
with the railways, and carrying other than 
exempt products, to obtain a licence from the 
State Transport Board. 

There is no inland navigation. 

--



Australia 
(continued) : 
Queensland 

(continued) 

RaUway Road 

Exemptions for goods motor transport are 
granted either by legislation or by the Board. 

Exemptions granted by legislation. - Crown 
and local authority vehicles. 

Vehicles used solely for the carriage of 
perishable products such as milk, cream, fresh 
meat, fresh fish, fruit and vegetables. 

Vehicles used solely for the conveyance of 
goods for the use of the owner of the vehicle and 
which are not intended for sale and for the 
carriage of which no consideration is given or 
received. 

Vehicles exempted on the forward journey 
which do not carry goods on the return journey 
which are intended for sale and for which hire 

· or reward is given or received. 

N ole. - The carriage of passengers on the 
return journey cancels the exemption granted in 
respect of the forward journey. 

Vehicles used solely on services not in com
petition with railways or other existing trans
port facilities. 

Vehicles used for the conveyance of goods to 
the nearest railway or tramway loading-point 
with suitable facilities. 

Motor-cabs, taxis, etc., which are used for an 
occasional trip upon a traffic route. 

Vehicles used for the carriage of persons for 
family or charitable purposes, or, if permitted 
by the Registrar, for public or like purposes, 
provided that the persons are carried without 
hire or reward, and provided that the carriage 
of a sporting body shall not be regarded as a 
public purpose. 

Vehicles used for the conveyance of persons in 
districts where there is neither suitable 

A.l (a) and (b). 

Inland navigation 



~ ~ 

train service p.or registered heavy vehicl~ 
available. 

Exemptions granted by the Board. -Vehicles 
used for the carriage of firewood or fertilisers. 

Bakers' vehicles delivering bread to customers 
direct. 

Vehicles conveying pigs, calves, poultry and 
Iambs up to 25 miles. 

Vehicles engaged in bottle collection. 

Vehicles used for the delivery of newspapers, 
when suitable train services are no available. 

Vehicles which do not carry goods for a 
greater distance than 15 miles on a traffic route. 

Note. - A vehicle may convey passengers 
or goods for any distance in the direction of a 
railway line without fee, and for 15 miles along 
a traffic route without fee, but should the 
distance along the traffic route exceed 15 miles, 
fees would become payable. 

Limbless and tuberculous soldiers and drivers 
of ambulance vehicles are exempt from motor
vehicle operator's fees. 

Where there is no suitable train service and 
where co-ordinated rail and motor services exist, 
each case is considered on its merits. 

All private motor-cars are exempt. 

Vehicles used for the carriage on the Ipswich 
road of bricks and pipes up to 25 miles. 

Vehicles carrying lambs from Brookstead, 
Pittsworth and Cecil Plains to Brisbane markets. -w 



Australia 
(continued): 
Queensland 

(continued) 

Ran way Road 

Vehicles carrying pigs and calves from Ather
ton Tableland to Cairns via Gillies Highway 
until December 31st, 1936. 

Concessions .granted by the Board. 

Vehicles carrying pigs and calves from areas 
adjacent to Pacific Highway over 25 miles but 
not more than 40 miles from Brisbane are 
assessed at one-third old heavy vehicle power
weight-load rates. 

Vehicles used by hawkers, and vehicles used 
by manufacturers to deliver their own manu
factures to customers direct within a radius of 
30 miles from their premises are assessed at a 
rate of ·either 50% or 20% of the heavy 
vehicles power-weight-load fees, together with 
an amount of £5. 

Vehicles which are used for less than 500 miles 
a week are assessed at a reduced fee. 

Vehicles owned by oil companies and used 
as tank wagons are assessed at a reduced rate, 
and the tonnage carried from the " A " installa
tion back in the direction from which it has been 
brought by rail is allowed as a set off against the 
tonnage carried forward. 

The carriage of furniture is permitted for 
distances up to 70 miles without heavy-vehicle 
registration on payment of a permit fee pf 2d. 
per ton-mile. · 

Passenger vehicles in traffic districts, which 
comprise the main centres of the population of 
the State, must also obtain a licence from the State 

A.l (a) and (b). 

Inland.:: navigation 



Tasmania (a) and (b) Railways are authorised by Act 
of Parliament. 

Transport Board, irrespective of the distance ~k 
the route. Licences are issued for twelve 
months and are renewable and may be trans
ferred with the authority of the State Transport 
Board. 

.. • • 

(a) and (b) The Transport Committee con
trols the licensing of public vehicles. This 
Committee considers and determines all licences 
for public vehicles (vehicles used for the carry
ing of persons or goods against reward of any 
kind). 

The Committee is composed of the Com
missioner of Railways, Commissioner of Police, 
Director of Public Works, a representative of the 
Municipal Association and a person nominated 
by organisations representative of the users of 
motor vehicles. 

In examining requests for licence for public 
vehicles, the Committee : 

Determines, in respect of any particular 
licence or group of licences, what special 
conditions, if any, shall be imposed; 

Recommends the traffic areas to be pre
scribed for the purposes of the Act ; 

Determines, where the Committee thinks 
it desirable to do so, the maximum or 
minimum fares, freights or charges to be 
allowed in respect of any service to be pro
vided under any particular licence or group of 
licences; 

Advises the Governor on all matters 
relating to the internal transport of the State, 
and to traffic generally. 

In the exercise of its functions under the Act, 
the statute provides that the Committee shall 

(a) and (b) Inland navigation service is not 
subject to any control. 

-01 



Australia 
(continued) : 
Tasmania 

(continued) 

Victoria 

RaUway 

(a) and (b) The Railways of Victoria are State 
owned ; they are constructed under authority 
of Acts of Parliament and their management is 
vested in a Board of Commissioners appointed 
by the Government. 

Road 

consider all such matters that it may think 
necessary or desirable for giving effect to the 
provisions of the Act, and in particular shall 
have regard to : 

The suitability of the routes on which a 
service may be provided under the licence ; 

The extent, if any, to which the needs of 
the proposed routes, traffic areas or district, 
or any of them, are already adequately 
served; 

The extel\t to which the proposed service 
is necessary or desirable in the public interest; 

The needs ·of the district, traffic area, or 
locality as a whole in relation to traffic 
(including provision of adequate, suitable and 
efficient services ; the elimination of un
necessary services and the provision of un
remunerative services) and the co-ordination 
of all forms of transport, including transport 
by rail; · 

The condition of the roads to be traversed 
with regard to their capacity to carry proposed 
public vehicular traffic without unreasonable 
damage to such roads ; 

The suitability and fitness of the applicant 
to hold licence applied for. · 

* .. . 
(a) and (b) Privately owned commercial 

motor vehicles for the carriage of passengers : 

For reward at separate and distinct fares 
for each passenger, or 

For the carriage of goods for hire or reward 
or in the course of trade, 

are controlled under a ·licensing system pre
scribed by Statute (Transport Regulation Acts). 

' 

A.l (a) and (b). 

Inland navigation 

Inland navigation is of a relatively negligible 
importance, and need scarcely be taken into 
consideration in any study of the available 
facilities. 



In so far as the carriage of passengers ~s 
concerned, the granting of a licence is subject to . 
considerations of necessity or convenience ; as 
regards the transport of goods, vehicles operat
ing within certain limits are licensed auto
matically, so long as their operations are con
fined to such limits. The most important of 
these limits are the following : 

Solely within a radius of 25 miles from the 
chief post offices at Melbourne, Ballarat, 
Bendigo or Geelong - i.e., the main urban 
centres in the State ; 

Within a radius of 20 miles of the place of 
business of the owner of the vehicle in other 
parts of the State ; 

Carrying solely the goods of the owner in 
the course of trade. (Nole. - A vehicle 
owned by any person engaged in business 
and used by such person solely for carrying 
the goods of such owner in the course of trade 
may so carry anywhere in the State without 
restriction as to routes or area. All of the 
conditions requiring conformity with the 
industrial code, hours of driving, speed-limits, 
load-limits, etc., must of course be complied 
with); 

Used solely to carry certain prescribed 
commodities - e.g., berries and other soft 
fruits, market-garden and orchard produce, 
ice, ice-cream, milk, cream, eggs, meat, fish, 
flowers, household furniture, live-stock, sam
ples of goods for exhibition and not for sale. 

Before a carrier of goods can engage in 
operations beyond the " exempted " spheres 
defined above, a licence of necessity or con
venience must he obtained. --..) 



Australia 
(continued) : 
Victoria 

(continued) 

Austria 

Belgium1 

Railway 

(a) and (b) The construction and operation 
of a public railway, 

Road 

In determining applications for " discretion
ary " licences, whether for passenger or goods 
services, the Statute requires, inter alia, that 
the following considerations will be taken into 
account : 

The existing transport service upon the 
routes or within the area proposed to be 
served in relation to -

its present adequacy and probabilities of 
improvement to meet all reasonable public 
demands; 

the effect upon such existing service of 
the service proposed to be provided. 

The Board appointed. to administer the 
provisions of the law regulating transport has 
quasi-judicial powers to grant or refuse applica
tions for licences. It is obliged to take evidence 
in public and to hear interested persons who 
object to the granting of any application. 

motor services for the transport of passengers 
or goods, and commercial motor-transport under
takings not serving a regular route (but, for 
example, in the case of passenger transport, 
hiring out vehicles by separate seats or plying 
for hire in public places), 

A.l (a) and (b). 

Inland navigation 

and commercial steam or motor navigation, 

are subject to an authorisation described, in the relevant laws, as a "concession " or "licence " (" Genehmigung "), according to the strictne~s of 
the administrative procedure to which the grant of such authorisation is subject, and the obligations imposed upon the respective undertakmgs. 
An authorisation is never granted as the result of public tender. 

(a} and (b) All rail transport (main railways, 
local railways and tramways), as well as trolley
buses, are subject to a concession. 

(a) and ( b} For the transport of goods by 
road by means of motor vehicles, a simple 
authorisation is sufficient. 

For the transport of persons by road by means 

' The reply from Belgium covers only services under the jurisdiction of the Ministry of Transports. 
:. ·!, 

(a) and (b) No information. 
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Brazil 

of public autobus or autocar services, l'n 
authorisation is granted subject to preliminary 
public tender, except in certain cases defined in 
the law. . 

The Constitution of the Republic stipulates that : " It is the exclusive right of the Union : 
"To ope~ate or to g~ant a conc~ssion for . . . . the operation of railways directly connecting 

seaports w1th the natwnal frontiers and crossmg the boundaries of a State · 
"To draw up a national plan for a system of railways and highways, and to 'regulate inter-State 

road traffic." 
In accordance with this last provision : 

The plan for a railway system has been drawn up and approved and regulations for 
inter-State road traffic are now under consideration. ' 
(a) and (b) The ~razilian ~ailways are (a) and (b) The highways of Brazil, 

operated under three different regimes : constructed by the public authorities (Federal, 
Direct administration by the Federal Gov- State or municipal), are freely open to traffic, 

ernment or by the State Governments; and road transport is not subject to any of the 
Lease; restrictions listed under this heading (A.l (a) 
Concession. . to (h)). However, the State of Sao Paulo has 

In the first case, the public authorities regulated i.nter-urban traffic, but only as regards 
(Federal or State) directly administer the rail- the collec~Ive trans_port ~f passengers by ~o.tor
ways belonging to them. bu~. Th1s regulati?n stipu~ates the conditions 

In the second case (lease), railways belonging wh1~h a? und~rtalnng w1shmg to operate such 
to the Union or to the States are operated by serviCe IS reqmred to fulfil. 
private concerns under conditions fixed by 
contract. 

In the case of concession, private organisations 
are granted, by a contract with the Union or 
with the States, the right of constructing and 
operating railway lines of public utility. 

In many cases, companies holding con
cessions obtained from the public authorities 
from the start, under the terms of their con
cessions, certain financial advantages - i.e., 
a guarantee of profit, limited, however, as to 
duration and as to the amount of the annual 
profits, and a kilometric subsidy whose 
maximum rate is fixed in the contract. 

There exists another form of administrative 
regime for the Brazilian railways : railways 
belonging to the Union Government are leased 
to State Governments by means of contracts 
authorised by the National Congress. 

(a) and (b) Some inland navigation concerns 
affiliated to the Contadoria Central Ferroviaria 
(Central Railway Accounting Office) are subject 
to its statutes, which have been approved by 
the Federal Government and contain provisions 
governing reciprocal traffic between the trans
port concerns affiliated to the Office. 

There are other inland navigation services 
operating private lines which are not subject to 
a concession or contract or to supervision. 
Finally, there are those which are operated 
under contracts concluded with the Govern
ments of the Union or the States; the .under
takings concerned are required to run a regular 
service, and must divide the available space so 
as to provide goods and passenger transport 
according to the size of each vessel ; in addition, 
the Government supervises the equipment. 



Brazil 
(continued) 

United 
Kingdom 

Railway 

At the present time, there is· a marked 
tendency for railway services to be operated by 
the public authorities, as is clearly shown in the 
following statistics expressed in terms of kilo
metres : 

Railways worked 
by the Federal 
Government 
and by State 1920 % 1935 % 
Governments . 9,708 34 21,197 63.6 

Railways leased 
to private con-

8,284 29 2,493 7.5 cerns 

Railways under 
concession to 
private con-
cerns 10,564 37 9,621 28.9 

Total 28,556 100 33,311 100 

Road 

Note.- Commercial road vehicles are divided 
into different categories to which different 
conditions apply. 

Public passenger vehicles (public service 
vehicles) are divided into stage, express and 
contract carriages. The first two are those 
which carry passengers at separate fares (the 
dividing-line between them is the minimum fare 
charged), while a contract carriage is one which 
is hired as a whole. 

Goods vehicles are also divided into three 
classes according as they are operated under 
"A. ", "B " or "C " carrier's licences. An 

A.1 (a) and (b). 

Inland navigation 



(a) and (b) Authorisation to construct and 
operate a railway must be obtained by special 
Act of Parliament or by Orders made by the 
Minister of Transport under the Railways Act, 
1921, or the Light Railways Acts, which have 
the effect of an Act of Parliament. 

Authorisation to construct and operate tram
way and trolley Jines must be obtained by special 
Act of Parliament or by a Provisional Order 
made by the Minister of Transport and con
firmed by Parliament. 

... 
"A ", or public carrier's, licence authorises the 
vehicles specified on it to be used for carrying 
goods for hire or reward {or in connection with 
the owner's business as a carrier) but for no 
other purpose. A "B ", or limited carrier's, 
licence enables the vehicle to be used both to 
carry goods for hire or reward and in connection 
with the owner's business whatever that may be. 
A "C ", or private carrier's, licence only allows 
the vehicle to be used in connection with the 
owner's business, and not to carry goods for 
hire or reward. 

A special position as to passenger vehicles 
exists in London, owing to the setting-up of the 
London Passenger Transport Board. Taxi-cabs 
and small private hire cars are licensed by local 
authorities. 

(a) An authorisation is not necessary, 
except that a local authority requires a special 
authorisation from Parliament to carry on any 
undertaking which is outside the general powers 
and duties of such a body. A number of local 
authorities have been given special powers to 
operate road passenger services. 

(b) Passenger services. -Both the vehicles 
and the services on which they are operated have 
to be licensed by the Traffic Commissioners set 
up under Part IV of the Road Traffic Act, 1930. 

Goods services. - Goods vehicles have to be 
licensed by the Traffic Area Licensing Authori
ties under the Road and Rail Traffic Act, 1933. 
The licensing authority in each area is the 
Chairman of the Traffic Commissioners for that 
area. 

{a) and (b) For the construction of canals, 
authorisation must be obtained by special Act 
of Parliament. 



Bulgaria 

Canada 

China 

Ecuador 

Estonia 

United States of 
America 

Railway 

(a) Railways are constructed and operated 
by the State. 

(b) No licence or concession. 

(a) An authorisation from the. Boar~ of 
Railway Commissioners for Canada IS reqmred ; 
it is drawn up in the form of a charter. 

(a) All railways in China are under the 
supervision of the Ministry of Railways. Plans 
for the construction of State railways are drawn 
up by this Ministr~. The eonstruc~io':l ?f. o~her 
lines, either by private or b~ pub.h~ Initiative, 
must be authorised by this Mmistry. The 
system of public tenders does not exist. 

(b) A licence must be obtained from the 
Ministry of Railways for the operation of private 
railways. 

(a) Public tender for railways and electric 
tramways.· 

(b) Licences or concessions are granted for a 
limited period, which may be extended in the 
public interest. 

(a) and (b) No authorisation. 

(a) and (b) Generally, authority to perform 
transport services by railroad has been obtained 
by common carriers in the past, in each instance, 
from the particular State under which the carrier 
was incorporated, although a few Federal 
\ 

Road 

(a) and (b) Simple authorisation. 

(a) and (b) An authorisation from the 
Minister of Highways of the various provinces is 
required ; it is given in the form of a licence. 

(a) Road transport is subject to an authorisa
tion as a result of public tender, except in the 
case of Government enterprises. 

(b) Concession is more common. 

(a) Simple authorisatio,n for road vehicles. 

(b) Licences or concessions are granted for 
a limited period, which may be extended in the 
public interest. 

(a) and (b) An authorisation is necessary for 
the carriage of passengers and goods by motor 
vehicles for commercial purposes. 

(a) and (b) The transport by motor vehicles 
in either inter-State or foreign commerce, where 
the operation includes transport from one State 
to another, cannot be engaged in except where 
the Commission either issues a certificate to 

1-t 

A.l (a) and (b). 

Inland navigation 

(a) and (b) No information available. 

(a) and (b) No authorisation is necessary. 
Nevertheless, it is subject to the recording,· 
registering or licensing of vessels under the 
provisions of the Canada Shipping Act, Part I. 

(a) All shipping \lndertakings must be 
authorised under the Regulations for the 
Registration of Shipping Undertakings. An 
undertaking must apply for registration to the 
Shipping Department, which transmits the 
application to the Ministry of Communications. 
The latter grants its authorisation by issuing a 
shipping licence without the formality of public 
tender. 

(b) A licence and not a concession. 

(a) Simple authorisation for 'river craft. 

(b) Licences or concessions are granted for 
a limited period, which may be extended in the 
public interest. 

(a) and (b) Simple authorisation. 

(a) and (b) However, the Commission does 
not possess similar authority in connection with 
transport by water. 



Finland 

France 

charters pertaining to transport by rail are in 
existence ; but, at the present time, common 
carriers by railroad, in inter-State commerce, 
cannot either increase or diminish their lines, 
or-operation thereof, unless authorised to do so 
by the Inter-State Commerce Commission. 

(a) No authorisation. 

(b) Private railways have a licence. 

(a) The establishment of a railway requires 
a declaration of its public utility, which is 
preceded by an enquiry. In the case of a main 
railway, the declaration of public utility takes 
the form of a law if the length of the railway is 
more than 20 kilometres, and otherwise of a 
decree of the Council of State, provided the State 
is not financially committed. In the case of 
local lines and tramways, the declaration is 
made by a decree of the Council of State if the 
undertaking is not subsidised by the State. In 
all cases, the State can only be financially 
committed by a law. 

(b) The most common regime in the case of 
railways is that of a concession, granted by the 
State for main lines, and by the departments and 
communes for local lines and tramways. Each 
concession is governed by provisions contained 
in an agreement concluded between the grantor 
and the grantee of the concession, including, in 

'A 
a common carrier by motor vehicle or a permit to 
a contract carrier by motor vehicle. 

(a) No authorisation. 

(b) Regular motor vehicle services running 
to a time-table, including both town motor-bus 
services and services between different localities, 
are carried on under licences or concessions. The 
authorities may refuse these licences if the 
contemplated service is unnecessary because of 
existing communications. On the other hand, 
road licences for vehicles plying for hire belong 
by their nature to the category of licences issued 
in the ordinary way, which the authorities must 
grant whenever the necessary formalities are 
complied with. 

(a) Public and private road transport were 
free until April 1.9th, 1934, when a legislative 
decree prohibited the introduction of new public 
services pending the preparation, and approval 
by the Minister of Public Works, of depart
mental and regional agreements co-ordinating 
the various existing forms of transport. After 

· such approval has been given, no new public 
service may be set up without the authority of 
the Minister of Public Works, to be granted 
after investigation by the Co-ordinating Com
mittee. All existing services must be reported 
henceforward. 

(b) The above-mentioned Decree of April 
19th, 1934, provides for a licence regime (in the 
case of passengers, a ministerial decree approving 
the plan for transport ; in the case of goods, a 
public transport card defining the conditions of 
transport). · 

(a) and (b) The exercise of navigation is an 
open occupation, which every citizen of Finland 
has the right to follow without special per
mission, provided that he has informed the 
competent authorities of his intention of follow
ing this trade (Law of September 27th, 1919, 
on the exercise of trades). The law prescribes 
that the partners personally responsible in a 
limited partnership must be Finnish citizens 
domiciled in Finland, and for a joint-stock 
company, that its seat must be in the country 
and that the management must be in the hands 
of Finnish citizens. 

(a) and (b) In principle, inland water trans
port is free, subject to the regulations and co
ordinating agreements governing such traffic. 
An exception is made in the case of " regular 
navigation ", which is subject to an authorisa
tion (Articles 13 and 14 of the Decree of 
February 6th, 1932, as amended by the Decree 
of March 31st, 1934). " Regular navigation " 
is deemed to he such navigation as provides a 
regular goods transport service available to the 
public. Authorisation is given by a decree of 
the Council of State after investigation, subject 
to the conditions stated under (c) and (d) (see 
pages 39 and 51). 

(' 



France 
(continued) 

RaUway 

particular, financial clauses and a contract 
(" cahier des charges ") containing clauses deal
ing with construction, upkeep, tariffs, termina
tion of contract, etc. 

In addition to systems operated under con
cession, there are also systems managed by the 
State or other public bodies. Thus, among the 
main railways, two important systems have not 
been conceded - viz., the State (" Etat ") 
railway (including the old system purchased 
from the Ouest Company) and the Alsace and 
Lorraine system. They are now financially 
independent, however, and are contracting 
parties to the Convention of June 28th, 1921 
(approved by the Law of October 29th, 1921), 
and the Agreement of July 6th, 1933 (approved 
by the Law of July 8th, 1933), which determined 
the present regime of the seven important main 
railways. The cost of their administration, 
which was, until 1921, defrayed out of the State 
budget, is now entirely met out of the common. 
fund for the main lines which was set up under 
the 1921 Convention. 

There are, in addition, a certain number of 
lines operated directly by public bodies under 
State supervision (main line from St. Georges
de-Commiers to La Mure, and numerous local 
lines and tramways). 

At present, the main instruments governing 
concessions are : 

In the case of the main railways systems, 
as stated above, the Convention of June 28th, 
1921, approved by the Law of October 29th, 
1921, and the Agreement of July 6th, 1933, 
approved by the Law of July 8th, 1933; 

In the case of local lines, the Law of 
July 31st, 1913. 

Road 

A certain number of services are subsidised 
by public bodies interested in their running. 

A.1 (a) and (b). ~ 

Inland navigation 

----------~----------------------~--------------------------------y--------------------~ 



Greece 

Hungary 

India 

Ireland 

' (a) There are three railway systems : the 
State Railway (C.E.H.), which is a special form 
of undertaking described . as " an autonomous 
body corporate in public law ", and two other 
systems belonging to independent companies. 
The State has ceded its operating rights to these 
companies for a limited period, while reserving 
its right to inspect material, authorise tariffs, etc. 

(b) In the case of the C.E.H., a licence as 
stated above ; in the case of the other railways, 
a concession. 

(a) and (b) In Hungary, railways may not 
be constructed without a concession. In the 
case of the principal railways, the concession is 
granted by means of a law; in the case of local 
railways, usually by an authorisation from the 
head of the State (the Ministry) ; and in the 
case of railways of secondary importance, as a 
rule by the Minister for Commerce and Corn~ 
rnunications. 

(a) and (b) Railways, whether State or 
otherwise, are constructed under the authority 
of the State and their operation is governed by 
various statutes. 

(a) and (b) The construction of any line 
of railway for public transport requires the prior 
authorisation of Parliament. The existing main 
lines of railway and the greater number of 

-branch lines were constructed under authority 
of private Acts of Parliament - i.e., Acts 
promoted by the private interests concerned. 
Some light railways of relatively short distance 

(a) A simple authorisation in the case of 
motor vehicles. 

· (b) A concession in the case of motor 
vehicles. 

(a) and (b) As regards motor transport 
carried on as a trade for remuneration - i.e., 
public transport - the licence is granted by the 
Minister for Commerce and Communications. 

(a) and (b) Road transport (by which is 
presumably meant mechanical road transport 
for hire or reward) is governed by a licence 
granted by provincial or State Governments. 
Private transport of goods by road in motor 
vehicles is generally covered only to the extent 
of the registration of the vehicle. Proposals are 
under consideration to render more effective the 
control of mechanical transport for hire and 
reward and the use of such transport for the 
private carriage of goods. 

(a) and (b) Under the Road Transport Acts, 
1932/33, road transport either for passengers or 
goods may be operated only under licences 
granted by the Minister for Industry and 
Commerce. 

Greece has no inland navigation. 

(a) and (b) A licence is also required for 
transport by. inland waterways. This licence 
may be granted by the Minister for Commerce 
and Communications. 

(a) and (b) Ferry services are usually let by 
public auction and motor-boats and steam
vessels are licensed. There is generally no 
restriction on the use of private boats for the 
carriage of goods. 

(a) and (b) Canals have been constructed 
under authority of private Acts of Parliament, 
and, apart from a somewhat similar obligation 
to that of railway companies as regards carriage, 
canal companies are not subject, on the adminis
trative side, to any special obligations. 



Ireland 
(continued) 

Iceland 

Japan 

Latvia 

Railway 

and a few local branches of existing lines were 
constructed under a general Parliamentary 
authorisation, and in most of these cases 
financial assistance towards the railway develop
ment was given by the State andfor local 
authority, subject usually to the obligation to 
run a certain service of trains. 

Road 

A.l (a) and (b). ~ 

Inland navigation 

The only question that arises is that of transport by ·road with motor-cars, as there exist neither railways nor rivers suited for sailing nor ship
canals. 

(a) In general, the railways are nationalised 
and the department concerned builds railways 
and runs them ; but local railways, which serve 
only small districts, are sometimes built and 
run by local public bodies, or by companies. 

(b) As regards the latter class. of railways, 
the public bodies or companies concerned must 
apply for a licence to the Minister of Railways, 
who exercises a control over them. 

Tramways.- See under "Road ". 

(a) and (b) There is a special law governing 
public transport by rail. A special law is also 
necessary for the construction of State Railways, 
and legislation is required for the. granting of 
concessions for the construction of private 
railways. 

(a) and (b) There are no restrictions on the 
transport of goods. 

(a) and (b) Any person wishing to build and 
run a tramway or to establish a regular bus 
service on a certain road must obtain the 
requi'site licences from the Minister of Home 
Affairs and the Minister of Railways. 

(a) and (b) No authorisation or concession 
is necessary for occasional transports by road. 
Regular motor-omnibus services, however, 
require a concession or authorisation from the 
Minister for Communications, such concessions 
and authorisations being issued for six years 
and one year respectively. 

(a) and (b) There are no unified regulations 
laid down by the Government. Transport by 
inland navigation, therefore, is controlled by the 
regulations of the prefectures concerned ; apart 
from certain exceptional cases, authorisation is 
required for this form of transport. 

(a) and (b) No special authorisation or con
cession is necessary for transport by boats or 
barges or for the floating of timber on inland 
waterways in Latvia. All that is required is 
that the Maritime Department of the Ministry 
of Finance should be notified. 



Liechtenstein 

Lithuania 

Luxemburg 

Monaco 

For the territory of the Principality of Liechtenstein, only road transport comes under consideradon. The railway which runs through the country
the Austrian Federal Railway is- governed by Austrian regulations. No inland navigation exists (Letter from the Goyernment of Liechtenstein, 
dated March 11th, 1937.) 

(a) and (b) No information. 

General remarks. - The following informa
tion relates to transport by normal-gauge 
railways. Apart from these, there also exists 
a metre-gauge system operated by the State, 
but this is of purely domestic interest, and can 
be disregarded for the purposes of this enquiry. 

(a) Under the terms of the constitution, the 
creation of a railway profiting the State cannot 
be decreed except by means of legislation ad hoc. 
A special law is required to authorise the 

· Government either to build a railway which is 
to benefit the State, or to arrange with private 
persons to grant them the working of a railway 
for a specified period. 

(b) The normal-gauge railways are subject to 
the concessionary regime. · 

The Guillaume-Luxemburg system is not 
operated by the company holding the con
cession, but by a lessee - the board of directors 
of the Alsace-Lorraine Railways - approved 
by the company and the Government under the 
terms of a special agreement. The Prince
Henri system is operated by the company 
holding the concession - viz., the Societe 
Anonyme des Chemins de Fer Prince-Henri. 

(a) and (b) Goods transport.- This is subject to a system of licences. 

Passenger transport. - Internal communications are regulated by the highways authority 
under a system of licences or concessions. 

(a) The transport of goods is not subject to 
an authorisation, but a concession is granted by 
the Government for the operation of motor
omnibus services for the public transport of 
passengers and postal packets. 

(b) Concessions are granted by the Govern
ment to transport undertakings, either by 
private contract or as the result of public 
tender. 

Very little use is made of this means of 
transport, and that in the form of rowing-boats 
on the Sure, which is navigable for a distance of 
60 kilometres. There is more traffic on the 
Moselle, on which rowing-boats and pleasure
boats are to be seen, and also, during six months 
of the year, barges up to 60 tons. 

Transport is not subject to any special rules, except that transport undertakings are required to optain a licence. Railway transport, however, 
which is in the hands of the French P.-L.-M. Company, is subjeqt to the French regulations. 



RaUway 

(a) Public. railways cannot be opened to 
traffic without the previous authorisation of the 
authority appointed by the Crown. 

(b) Public railways which are not to be 
operated by the State cannot be opened to 
traffic unless a concession has been granted for 
the purpose. Such a concession is granted by 
the Crown. -

Road 

(a) and (b) For the commercial transport of 
passengers or goods by motor vehicles providing 
regular services, or running with a regularity 
equivalent to a regular service, on specified 
routes, Article 21 of the Law of February 20th, 
1926, on Motor Vehicles, with subsequent 
amendments, prescribes an authorisation from 
the Ministry of Labour if the journeys take 
place between two or more provinces or in 
competition with other public transport services, 
and in other cases an authorisation from the 
Provincial Directorate of Roads (which consists 
of the Governor of the province and of the 
Presidents of two cantons of the province 
appointed by the Provincial Assembly). For 
the commercial transport of passengers or goods 
without regular services, the Ministry of Labour 
may enact whatever restrictions and regulations 
it considers necessary, and may also decide that 
such transport should be oubject to authorisa
tion. These restrictions may not be established 
for the country as a whole, however ; they may 
be imposed only where they are judged necessary 
- for example, on a specified road or within a 
specified district. In towns, the municipality 
may decide that persons wishing to carry on the 
commercial transport of passengers or goods 
must obtain a police authorisation. In the case 
of vehicles whose owners wish to ply for hire 
from a given spot to markets, squares or streets 
(taxis and cabs), the police headquarters decide 
whether police authorisation is necessary. This 
rule applies to drivers both of motor vehicles 
and of horse-drawn vehicles (cf. Laws of May 
26th, 1866, paragraph 2 (c), June 17th, 1869, 
.May 28th, 1881, and June 6th, 1891). 

A.l (a) and (b). &5 

Inland navigation 

Traffic on navigable waterways (in particular, 
two rivers canalised for 150 and 75 kilometres 
respectively, and the inland lakes) is now only 
of secondary importance and of a more or less 
seasonal character. It has a tendency to· 
decrease, chiefly owing to the development of 
motor transport. 



New Zealand 

Netherlands : 
Home 

Territory 

Netherlands 
Indies 

(a) No authorisation. 

(b) No licences or concessions. 

The Railways are State owned. 

(a) and (b) A concession is required to 
operate a railway. 

(a) and (b) A distinction must be made 
between : 

(1) State Railways constructed and 
operated by the State ; 

(2) Private railways and tramways con
structed and operated by the Govern
ment (in the case of railways and rural 
tramways) or of the municipality 
(urban tramways). 

(a) No authorisation. 

(b) Taxis. - Licences are issued by the 
local municipalities. 

Town-carriers. -As with taxis. 

Carriers outside town limits and omnibus and 
service-car services. - Machinery is provided 
under the Transport Licensing Act for the issue 
of licences to services considered necessary or 
desirable. Applications for licences are made 
to the Transport Department, the Minister of 
which has appointed transport licensing autho
rities to consider the applications. 

(a) and (b) Motor-coaches: - An authorisa
tion is necessary for regular lines. 

Lorries. - No authorisation, licence or 
concession is required. 

* * * 
(a) and (b) Public motor-omnibuses. - An 

authorisation is required. 

Public· motor-cars. - Public motor-cars are 
subject to the following rules : No authorisation 
is necessary except in the case of a few routes 
outside towns or communes where the supply 
of means of transport is so large as to cause great 
economic difficulties. 

Public lorries. - Public lorries whose total 
authorised weight exceeds 2,000 kilogrammes, 
and public motor-omnibuses so constructed as 
to permit of the transport of over 1,000 kilo
grammes of goods, require an authorisation for 
the carriage of goods over routes on which one or 
more transport undertakings run a regular 
service and on which the supply of means of 
transport is so ample as to cause serious 
economic difficulties. On these routes, lorries 
are subject to the same obligations as public 
motor-omnibuses, except as regards the fixed 
schedule. 

., 
There is none of any economic significancf'. 

(a) and (b) Regular lines. - No authorisa
tion, licence or concession is required. 

Free navigation. - Transport is governed by 
the Freight Commissions set up to combat the 
depression. 

Inland navigation is unimportant. 



Poland 

Ran way 

The greater part of the Polish railway system 
is owned by the State Treasury. The manage
ment of the State Railways and of private rail
ways open to public traffic and managed by the 
State is in the hands of a Government under
taking known as " the Polish State Railways ", 
which is run on business lines, special considera
tion being given to national requirements and 
the interests of the business community. This 
concern operates all the State Railway lines and 
a number of the above private railway lines for 
the concession holders' account. When it 
was founded in 1926, the Polish State Railways 
Company took over the trusteeship and exploita
tion of all the immovable assets of the State 
Railways, whereas the movable assets intended 
for the use of the State Railways, together with 
all the cash balances and stocks of materials, 
became the property of the Company. 

The Polish State Railways are under the direct 
administration of the Minister of Communica
tions, assisted by the Ministry of Communica
tions, the Directors of the State Railways, the 
State Railway District Administrations subor
dinate to the latter and the Central Offices of the 
Polish State Railways. 

The Polish State Railways meet all their 
expenditure out of their own revenue and funds 
and operate the system on the basis of annual 
budgets and economic and financial plans. 
The net profit earned by the Polish State Rail
ways is merged in the State budget. This 
profit is struck after deducting from the aggre
gate operating revenue : (a) all operating costs; 
(b) interest and sinking-fund charges on loans 
and obligations which are a charge on the 
property of the State Treasury, handed o':er 
to the trusteeship and use, or to the ownership, 

Road Inland navigation 

A.l (a) and (b). w 
0 



Roumania 

of the Polish State Railways; (c) payments and 
guarantees in respect of the operation of railway 
lines not owned by the State Treasury; {d) 
deductions from, and payments to, special 
funds. 

In addition, the Polish State Railways them
selves operate several motor-omnibus lines. 

In addition to the State Railway lines, 
Poland has a comparatively small number of 
private railway lines open to public traffic, 
which are either managed and operated by the 
proprietors or, as above stated, by the Polish 
State Railways. 

(a) and (b) The building and operating of 
private railways open to public traffic require a 
concession, which is granted either by the 
President of the Republic, in the case of railways 
of general importance (Law of 1921}, or by the 
Minister of Communications, in the case of 
railways of local importance (Law of 1932). 

(a) No special authorisation is required, as 
all services are governed by the Transport 
Regulations. 

(b) Railways are either State or privately 
owned. In the latter case, a concession must 
be granted by the State in accordance with the 
law concerning privately owned railways. 

(a) and (b) The concession system was 
introduced in the case of the commercial 
transport of goods and passengers by mechanical 
means, chiefly in order to modernise the stock of 
motor vehicles suitable for the business and 
transport requirements of the population, ap
portion the field of operation among the various 
motor-transport concerns, and co-ordinate 
motor-transport services with other means of 
communication, more particularly the railways. 

(a) and (b) No information available. 

(a) and (b) Commercial transport on inland 
waterways is open to any person and does not 
require a concession; there are, however, 
regulations restricting such transport from the 
staJ!dpoint of safety of navigation. 

(a) The transport of passengers and goods 
on the navigable channel of the Danube is 
subject to the provisions of the Danube Statute 
of 1921. The transport of imports into, and 
exports from, Roumania is therefore entirely 
free. Transport between Roumanian ports is 
subJect to an authorisation in accordance with 
the provisions Of the said statute. 

As regards inland navigation proper, transport 
is restricted to Roumanian bottoms ; in certain 
exceptional cases, and subject to special author
isation, transport may be effected in ships 
flying a foreign flag. 

(b) Authorisations are granted, but not 
concessions. 

---·-------·-----··----·----------------------------------------



Siam 

Sweden 

Czechoslovakia 

RaUway 

(a) and (b) Concession required for private 
railways. · 

(a) The Swedish railway traffic includes 
passenger traffic and goods traffic, and is carried 
out by the State and private railways. 

(b) The State Railways are operated by the 
State itself; the private railways are granted a 
concession by the King in Council. 

(a) and (b) A law is necessary for the 
opening of a State Railway for public transport. 

For the opening of a private railway for 
public transport, special authorisation from the 
Government is necessary- namely, a permit to 
carry out the preparatory work and the actual 
concession for opening a railway. 

Before a line is opened up to transport, special 
authorisation is necessary from the Ministry of 
Railways. Before this authorisation is granted, 
the authorities must be satisfied that the 
railway will be operated regularly and safely 
and without disturbance. 

Road 

(a) and (b) Licence required; concession 
required only in case of concession highways. 

(a) The transport traffic by motor-car in
cludes passenger and goods traffic, and may be 
divided into private and professional traffic. 
For regular traffic of the latter category, a 
concession is granted by the provincial adminis
tration. For occasional traffic (urban and 
provincial), an authorisation is granted for 
urban traffic by the competent urban police 
authority; and for provincial traffic, by the 
provincial administration. 

(b) In order to drive motor vehicles in 
general, a driver's licence is required ; the 
driver of a motor-car used in professional traffic 
must have a special permit (traffic licence), 
which . is generally applicable both in respect 
of time and traffic districts. 

(a) and (b) For public services for the 
transport of passengers or goods by motor 
vehicle, whether they are run regularly or 
irregularly, it is necessary to obtain a con
cession. 

Services for mass passenger transport (i.e., 
by vehicles to carry more than eight passengers, 
including driver) and goods transport, when not 
carried on professionally or exclusively to meet 
the needs of the undertaking concerned, require 
a licence. 

A.l (a) and (b). ~ 

Inland navigation 

(a) and (b) Licence required. 

(a) and (b) Navigation may be divided into 
regular and occasional traffic (tramp traffic, 
according to requirements). The boundary be
tween these two divisions is, however, somewhat 
vague. Navigation is a free industry, and no. 
authority is required for carrying on a shipping 
business or for calling at ports. 

Vessels in inland coasting traffic must be 
Swedish ; a special authorisation is required for 
the vessels of foreign nations carrying on coast
ing traffic in Sweden (this applies at present to 
about forty vessels from neighbouring countries). 
The vessels of some nations arc placed on an 
equal footing with Swedish vessels, in accordance 
with navigation agreements. 

(a) and (b) Transport by inland waterways is 
subject to a concession, if carried on by steam 
or other mechanical means of navigation. This 
applies to the transport of both goods and 
passengers. 



Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

~._(a) and (b) For railway transport, a 'con
cession is necessary._ 

(a) and (b) For motor transport, all that·h 
required is a licence from the municipal 
authorities. 

No inland navigation. 

(a) and (b) According to the laws of the Union of Soviet Socialist Republics, transport undertakings of every kind come within the sphere 
of Socialist ownership. In the Union of Soviet Socialist Republics, therefore, the operation of transport services constitutes a State monopoly 
with regard to : 

Railways, with the People's Commissariat for Motor transport, with the local soviets and 
Communications. and with the State industrial enterprises (State 

trusts, etc.). 

(a) and (b) No information available. (a) Under the law on undertakings, all 
passenger and goods transport by motor vehicle 
1s subject to an authorisation. 

(b) There is no system of licences or con
cessions. 

Inland navigation, with the People's Com
missariat for Water Transport. 

(a) and (b) No information available. 

-------------------------



A.1 (c). The obligation to run a regular service, whether to a fixed schedule or not, and supervision of thai service. 

Union of South 
Africa 

Argentine 
Republic 

Australia: 
Commonwealth 

Western 
Australia 

Railway 

In terms of the Railways and Harbours 
Regulation Control and Management Act No. 22 
of 1916, the time-tables in force relating to 
trains for the conveyance of passengers, must be 
posted up in a conspicuous place at each 
railway station. 

·Railway Law No. 2873.- Undertakings must 
make known to the public, through the news
papers and announcements displayed in all the 
stations, the itinerary of trains and hours of 
departure and arrival. 

Any changes must be made known to the 
public through the same channels at least 
fifteen days before the changes take place. 

The time-tables are to be established with the 
approval of the Railway Directorate, whose 
intervention will ensure the convenience of 
passengers and connecting services between 
trains on different lines. 

Regular passenger train and mixed train 
services are run to fixed time-tables ; and any 
special passenger train or live-stock train is also 
run according to a time-table. The running 
of these services is supervised by the Com
missioner's officers. 

All services are operated according to fixed 
regular time-tables. 

Road 

Road motor services may be required to 
operate any vehicle to which a motor-carrier 
certificate refers, according to a specified time
table. 

Authorised officers are appointed for the 
control of road motor services authorised in 

, terms of the Motor-carrier Transportation Act. 

General Regulations governing traffic on nation
al roads. - On the preparation of National 
Traffic Regulations; the National Directorate 
of Road Services will include provisions con
cerning . . . the establishment of regular 
services capable of meeting the necessities of 
the area (Article 96). 

Province of Buenos Aires: Transit Law 
No. 4375. - The time-tables drawn up for the 
services must be strictly adhered to. 

* * • 
Passenger services must run on a regular 

fixed table. Goods traffic is subject to regular 
schedule in special cases only. 

A.l (c). 

Inland navigation 

No inland navigation. 

Regulations concerning vessels on the national 
register.- Every mail vessel carrying passengers 
on a fixed itinerary must depart from and arrive 
at ports of destination and call on the days and 
at the hours fixed in the time-tables and itin
eraries which the shipping companies must 
publish, except in cases of force majeure or 
navigational difficulties, proof of which must be 
furnished to the maritime police. 

There are no navigable waterways. 



South 
Australia 

New South 
Wales 

The Railways Commissioner is obliged to run 
a service on each railway that has b~;cn opened. 
The service is varied at his discretion, according 
to requirements of the traffic. 

Section 33 of the Government Railways Act, 
1912-1934, reads as follows : 

" The Commissioner shall maintain the 
Railways and all works in connection there
with in a state of efficiency and shall carry 
persons, animals and goods without negligence 
or delay, and in respect of the carriage of 
persons, animals and goods, the Commissioner 
shall be a common carrier." 
There is no statutory obligation upon the 

Commissioner to run a specific or regular 
service,but,oncehaving pubhshed passenger and 
freight service time-tables, the Commissioner 
regards himself as being bound to ensure that, 
as far as lies within his power, trains shall run 
at the times and on the days prescribed. 

Tramways. - Section 45 of the Transport 
Act, 1930, provides: 

" The Commissioner shall maintain the 
transport services, and all works in connection 
therewith, in a state of efficiency, and shall 
carry persons, and whenever so prescribed 
goods, without negligence or delay ; and in 
respect of the carriage of such persons and 
goods, the Commissioner shall be a common 
carrier." 

So far as supervision is concerned, see answer 
A.1 (a), page 12. 

The time-tables of licensees' goods and 
passenger services are approved by the Trans
port Control Board, which insists on a minimum 
service being provided. The running of these 
services is supervised by the Board's inspectors. 

* • • 

Goods vehicles are not required to be operated 
on a regular service. 

Motor-omnibuses in the Sydney and New
castle areas must be operated in accordance with 
a time-table approved by the Commissioner, 
which is attached as a condition of the service 
licence, and upon an approved route. 

Motor-omnibuses outside the Sydney and 
Newcastle areas are licensed as public motor 
vehicles and the licence contains a condition 
permitting operation only on a specified route, 
and the service on which the vehicle is operated 
must be conducted in accordance with a time
table approved by the appropriate local author
ity (municipal or shire council, as the case may 
be). 

Supervision is exercised by the Commissioner 
or the local authority, as the case may be. 

* • • 

' 
There is no obligation to run a regular service; 

the latter is governed by the amount of traffic. 

The obligation to run a regular service applies 
only to ferry-boats. The Regulations provide, 
inler alia, that : 

"(6) The master or owner of any steamer 
shall not take her ofT any ferry, or fail to keep 
the times of arrival and departure as notified 
in the Government Gazelle 

" (8) The proprietor of any steam ferry
boat may withdraw his steamer, and dis
continue plying on any ferry, at the expiration 
of fourteen days after notice given in writing 
to the Secretary of the Board to that effect, 
but not otherwise, under a penalty for every 
day on which the steamer may be withdrawn." 

· Penalties are provided for any breach of 
the Regulations. 

w 
<:.>t 



Australia 
(continued) : 

Queensland 

Tasmania 

Victoria 

Austria 

Belgium 1 

Hallway 

No information. 

Government Railways are controlled by a 
Commissioner. 

Private railways: No action is taken as regards 
the regularity of services. 

There is no express statutory provision that 
regular service to a fixed time-table shall be 
provided, but the obligation to do so has always 
been assumed by the management. 

Supervision of the service rests with the 
Railways Commissioners. 

· Road 

Road transport of passengers should comply 
with the time-tables and tariffs approved by the 
State Transport Board. Road transport of 
goods is not, however, subject to any obligations 
as regards time-tables and tariffs . 

• * * 
Time-tables are fixed, where necessary, by 

the Transport Committee, and the operation of 
the service is supervised by inspectors. All 
road services are placed under the supervision 
of the Transport Committee . 

• * "' 
Passenger services are required to run regular

ly in accordance with fixed time-tables, and 
supervision, both as to the adequacy of the 
service provided and the efficiency of the plant 
and equipment, is maintained by the Transport 
Board through an inspectorate. 

So far as goods services are concerned, much 
the same conditions apply, excepting that there 
is not in every instance the same necessity to 
insist upon time-table services. 

Railways providing public transport are under . Public motor-transport undertakings are 
the obligation to run a regular service. Services under the obligation to run a regular service. 
are run to a fixed time-table. Services are run to a fixed time-table. 

A.l (c). 
Inland navigation 

There is no inland navigation. 

... 

There is no supervision of these services. 

Inland navigation being of a relatively 
negligible importance, it need scarcely be taken 
into consideration in this enquiry. 

Shipping undertakings providing public trans
port are under the obligation to run a regular 
service. 

Shipping undertakings run part of their 
services to a fixed time-table. 

The Federal Ministry of Commerce and Communications, the provincial government, or the local prefecture, is responsible for supervising the 
services of these undertakings, according to the importance of such services. 

Railways are required to run a regular 
passenger service in accordance with a fixed 
time-table. 

As regards the carriage of goods, there are 
fixed time-tables, but the time-limits laid down 

1 See A.l (a) and (b), page 18. 

Transport of Goods by Road. 
There are no legal or administrative provisions 

containing an obligation to operate a regular 
service. Supervision· by the authorities (in 
addition to officials specially appointed by the 

No information. 



Brazil 

United Kingdom 

by regulation must be observed. 
The Transport Department is responsible for 

the supervision of rail services. 

The transport of passengers and goods on the 
railways is obligatory and permanent. 

Railways leased or worked under concession 
are supervised by agents of the public author
ities. 

Only passenger trains are subject to time
tables approved by the· public authorities. 

Railways are obliged to afford all reasonable 
facilities for the receiving, forwarding and 
delivery of traffic ; also to afford such reasonable 
facilities, services and conveniences as the 
Railway and Canal Commission may order. 

/"' Minister of Transport, these authorities consist, 
in particular, of judicial police officers, the local 
police, the gendarmerie, officials of the Road 
Traffic Office, the Highways and Bridges Service 
and the Provincial Road Survey Services) is 
confined to seeing that the regulations governing 
the activities of transport services and the 
conditions laid down in the acts of authorisation 
are observed. 

Road Transport of Passengers. 
Public motor-coaches services.- The specifica

tions do not fix the frequency of services or 
time-tables ; they merely fix the starting-point 
and the point of arrival. 

Public motor-bus services.- The specifications 
only fix the number of journeys per day and the 
times of departure and arrival. 

Supervision of road passenger services is 
usually exercised by officials appointed by the 
King, more particularly by representatives of 
the Ministry of Transport and of the communal 
and provincial authorities. 

The motor roads of Brazil are freely open to 
traffic, and road transport is not subject to any 
of the restrictions listed under A.l (a) to (h). 
In the State of Sao Paulo, however, inter-urban 
traffic is regulated only as regards the collective 
transport of passengers by motor-bus. This 
regulation contains provisions as regards time
tables; any alterations must receive official 
approval. 

Passenger services. - For stage and express 
carriage, a service has to be operated in accor
dance with the terms of the road service licence 
issued by the Traffic Commissioners. These 
usually require the service to be operated in 

See under A.l (a) and (b), page 19. 

There is an obligation to afford all reasonable 
facilities for the receiving, forwarding and 
delivery of traffic upon the canals. 



United Kingdom 
(continued) 

Bulgaria 

Canada 

China 

Ecuador 

Railway 

Tramways and trolley vehicles are usually 
obliged to run a sufficient service for workmen 
at cheap fares. 

In addition, transport undertakers are re
quired to provide such a service of vehicles as 
may be reasonably required in the public 
interest. · 

Railways must be operated in accordance 
with the public interest and transport require-
ments.' ' 

Railways are not required to run a regular 
service if the traffic does not so warrant, but 
they are required by section 312 of the Railway 
Act to furnish adequate and suitable accom
modation, where necessary, for the receiving, 
carrying and delivery of all traffic and the use 
of all proper appliances, accommodations and 
means necessary therefor. 

A railway may not abandon a line without 
the permission of the Board of Railway Commis-
sioners for Canada. · 

All the railways are required to run a regular 
service according to a fixed time-table. The 
latter is drawn up by the Ministry of Railways, 
which supervises the service. 

Road 

accordance with a fixed time-table, but on 
certain types of service (e.g., excursions and 
tours), the operator is allowed to run a service 
or not, according to the volume of traffic 
offering. An operator is liable to prosecution, 
or the suspension or revocation of his licence, 
if the service is not operated in accordance with 
the conditions of his licence. 

There is no obligation' as to the service to be 
provided with contract vehicles. 

Goods vehicles. - There is no obligation as to 
the service to be provided. The licence is 
permissive in character. 

Obligation to run a regular service for a period 
up to ten years and subject to supervision. 

Such an obligation exists usually in some 
provinces, but only for passenger services. 

Obligation to run a regular service according 
to a fixed time-table ; this is properly supervised 
by the authorities. 

A.l (c). 

Inland navigation 

No information .. 

No obligation to operate a regular service. 

The obligation exists to run a regular service 
according to a fixed time-table. Supervision is 
exercised under " Regulations for the Super
vision of Shipping Undertakings ". 

The obligation to run a regular service to a fixed time-table exists, the object being to permit of transport connections in different directions. 



Estonia 

United States 
of America 

.Finland 

France 

Obligation to run a regular service to a fixed 
time-table. Supervision is in the hands of the 
Railway Administration. · 

, ... 
In the case of a permanent undertaking, there 

is an obligation to run a regular service to a 
fixed time-table. Supervision is in the hands 
of the Bridges and Roads Administr_!!tion. 

, 
Obligation to run a regular service to a fixed 

time-table. Supervision is in the hands of the 
harbour masters. 

By provisions of law under the Inter-State By provisions of law under the Motor-carrier By provisiOns of law under the Inter-State 
Commerce Act, Act of 1935, Commerce Act, 

carriers subject to Federal regulation are required to perform the transport services therein described, and it is the legal duty of the Inter-State 
Commerce Commission to enforce compliance with such requirements and other requirements contained in the Acts mentioned. 

The obligation to run a regular service and the 
supervision of that service exists. 

In accordance with the contract (" cahier des 
charges "), the railway must run a regular 
service to a fixed time-table approved by the 
Ministry of Public Works. The conditions for 
running the service are specified in the Law of 
July 15th, 1845, and the Public Administration 
Regulations of November 11th, 1917. The 
Technical and Commercial Operation Inspection 
Services (Services de Contrule de l' exploitation 
technique el de l' exploitation commerciale) are 
responsible for supervising the running of the 
service, under the authority of the Ministry of 
Public Works. 

Every licence for a line of communications 
states the home town or the centre of the service, 
and the time-table is approved by the police 
authorities. The same authorities supervise 
adherence to the time-table. Failure to keep 
the approved time-table may, in the most 
serious cases, result in withdrawal of the 
permit. 

Until the Decree of April 19th, 1934, only 
contractual services were subject to the obliga
tion to carry passengers and goods to a fixed 
time-table. Other transport services were not 
subject to any obligation of this kind. 

The Decree of April 19th, 1934, lays down· 
that the agreements to be reached for the 
purpose of co-ordinating railway and road 
transport shall specify the conditions to which 
road transport must conform in respect of the 
services to be provided. Such conditions will 
mainly affect time-tables and tariffs, the obliga
tion to run a regular service and to provide for 
equality of treatment among persons making 
use of that service, and the acceptance of mails. 

The Committee for Co-ordinating Road and 
Rail Transport, which sits at the Ministry of 
Public Works, and the departmental technical 
Committees are responsible for supervising 
services. These bodies are entitled to request 
the co-operation of the national gendarmerie 
and of all officers having power to institute 
summary proceedings in the case of road 
offences. 

In view of the fact that the exercise of 
navigation is an open occupation which every 
citizen has the right to follow without special 
permission, shipowners cannot be obliged to 
follow fixed time-tables or to carry out transport. 
of a certain kind. 

Clause 28 of the standard contract (" cahier 
des charges ") for "regular navigation" services 
lays down that the latter must specify the 
routes followed and undertake to conform to the 
time-tables mentioned in the contract. Services 
are supervised by navigation engineers under 
the authority of the Minister for Public Works. 



Greece . 

Hungary 

India 

Ireland 

Railway Road 

Railways and motor services (the latter since the enforcement of the Law of 1936) are required 
to operate a permanent service to a fixed time-table and fixed tariffs. 

Supervision is generally exercised by the State through commissioners of the Ministry or 
Railways and Motor Vehicles attached to the railway system and by a common management 
appointed by the same Ministry for motor-vehicle co-operatives. · 

A.l (c). 

Inland navigation 

No inland navigation. 

The obligation to run a regular service to a fixed time-table holds good for railways, motor transport and inland navigation undertakings 
alike. These services are supervised by the Minister for Commerce and Communications. 

There is no statutory obligation to run a 
regular service, but company-managed railways 
are under contractual obligations to run such 
services as the Government may consider 
necessary. 

Under general legislation, all railways are 
obliged to provide reasonable facilities for the 
carriage of passengers and goods at published 
fares and rates and without undue preference 
in favour of any particular person or any 
particular description of traffic. 

By the Railways Act of 1924, all the railways 
the whole of whose lines were within Saorstat 
Eireann were amalgamated into a single com
pany, and by the Railways Act of 1933 power 
was taken to waive, by Statutory Order, the 
obligation to run specified services of trains on 
particular lines. 

City and suburban tramway undertakings 
were constructed under the authority of private 
Acts of Parliament, which provided for the 
limitation of charges within certain maxima and 
the publication of lists of fares. 

No railway can be opened for the public 
conveyance of passengers until it has been 
inspected by an officer appointed by the Minister 

There is at present, a,s a general rule, no 
obligation. 

There is generally no obligation, except in the 
case of ferry services. There is no strict 
supervision of the services. 

As regards passenger services, licensees must 
operate services of the character indicated by 
the time-table appended to the licence ; failure 
to do so may involve the withdrawal of the 
licence. 

Merchandise licences operate to authorise 
licensees to carry on a merchandise road trans
port business in respect of specified classes of 
goods in a specified area. 

Canals have been constructed under authority 
of private Acts of Parliament, and apart from a 

. somewhat similar obligation to that of railway 
companies as regards carriage, are not subject, 
on the administrative side, to any special 
obligations. 

Merchandise licensees are required by the 
Act to carry for " a reasonable reward " any 
merchandise of a class, which they are author
ised to carry, offered to them for conveyance 
between any two places within their authorised 
area of operation,· and are obliged under · 
penalty not to give or make any undue 
preference. 

.-.,-;:a 

Merchandise licences were granted onlyto 
persons engaged in road transport prior to 1932 
("existing carriers "). Provision is included in 
the Act for the compulsory acquisition by rail-

" 



Iceland 

Japan 

Latvia 

Liechtenstein 

Lithuania 

.,. 
for Industry and Commerce, and inspectors may 
at any time be appointed to inspect any railway, 
its stations, stock, plant, etc., and to investigate 
accidents. 

The local railways are under the obligation, 
in virtue of the Local Railways Law, to maintain 
a regular service to a fixed time-table, and 
supervision of that service is exercised by the 
Minister of Railways. 

The transport of passengers must be effected 
according to a fixed time-table, the Railway 
Administration being obliged to maintain this 
time-table as closely as possible for the carriage 
of passengers and baggage. The railway bag
gage services mul>t be open at fixed hours, except 
on official holidays. 

The railways are under an obligation to run 
a regular service to a fixed time-table The 
service is under the supervision of the Ministry 
of Communications. 

(~ 
way and canal companies, on payment of 
compensation, of the merchandise licence of 
any private operator. 

The railway companies (and, as regards the 
metropolitan area, the Dublin United Tramways 
Company Limited) enjoy a similar right of 
acquiring compulsorily passenger licences held 
by private operators. 

The transport of persons on fixed routes to 
a fixed schedule requires a special licence. 

Specially licensed motor-cars must comply 
with certain conditions under the supervision 
of the official motor-car controllers. 

The obligation to run a regular service exists. 

Motor-omnibus services for the carriage of 
passengers must be run to a fixed time-table 
under the supervision of the official authorities. 

No information. 

There is the obligation to run a regular 
service and supervision of that service is 
exercised by the authorities of the prefectures 
concerned. 

Transport undertakings carrying passengers 
and goods are bound to publish their time-tables, 
which must be strictly adhered to. 

There is an obligation to run a regular service to a fixed time-table. 



Luxemburg 

Monaco 

Norway 

New Zealand 

Railway 

The terms and conditions attached to the 
laws approving the concessions for operating 
railways in Luxemburg bind the concession 
holders to operate the systems conceded to them 
at their own risk and expense, and for their own 
profit, until the expiry of the concession, subject 
to the restrictions specified therein and to 
observance of the laws and regulati<ms, whether 
actually in force or to be issued subsequently, of 
the Grand-Duchy, in so far as they do not 
conflict with the said terms and conditions. 

The public regulations concerning the policing, 
use, safety and working of railways, issued on 
August 18th, 1859, entrust the Government with 
railway control and supervision. These are 
exercised, in accordance with . the relevant 
legislation and decrees, through the agency of 
Government Commissioners, engineers of the 
Public Works Administration, and any other 
officials specified in such legis Ia tion or decrees. 

The railways are under an obligation to run 
a regular service according to a fixed time-table. 
This time-table is fixed after consultation with 
the supervisory boards appointed for the 
railway line in question. 

The Government Railway Department fixes 
its own schedule. They are under no obligation 
or supervision other than the responsibility to 
the Government. 

Road 

The undertakings operating motor-omnibus 
lines must run .a regular service to a fixed 
time-table ; supervision is exercised by the 
Ministry of Public Works, the Public Works 
Department, and the Postal Administration. 

See A.l (a) and (b), page 27. 

Motor vehicles which run on regular routes 
see A.l (a) and (b), page 28) must provide 
regular services on the route and observe the 
hours fixed in the time-table. Supervision in 
this connection is exercised by the authority 
granting the concession and by the police. 

(See also A.2 (c), page 116.) 

Taxis and town-carriers. -·No obligation. 

Omnibus and service-car services. - There is 
the obligation in question. These services are 
supervised by the Transport Department, and 
any serious departure from the time-table must 
be authorised. 

A.l (c). ~ 

Inland navigation 

Inland navigation is without importance. 

Inland navigation is without importance. 

Inland navigation is without importance. 



Netherlands : 
Home 

Territory 

Netherlands 
Indies 

Poland 

' There is obligation to run a permanent service. 

The railways are under an obligation to run 
a regular service to a fixed time-table on the 
lines for which they hold a concession. The 
time-table is fixed by the manager of the railway 
or of the tramway. 

The time-table of first-class railways must be 
approved by the Director of Traffic and of the 
"Waterstaat "before the time-table comes into 
force.· Changes in the time-table modifying 
the number or type of trains, crossings, over
takings or connections must also be approved 
by the above-mentioned Director. 

Supervision over the service is exercised by the 
Railway Supervision Section of the Traffic and 
"Waterstaat" Department. 

All railways open to public traffic, whether 
State or private, must run regular services 
according to time-tables. 

The time-tables of private railways open to 
public traffic and of some private railways used 
for private purposes, hut which, for tourist 
traffic reasons, have been allowed to transport 
passengers in addition, must he approved by the 
State authorities. 

Governments departments supervise their 
operation. 

Motor-coaches. - There is obligation to ~tin 
a regular service. 

Lorries. - No information. 

* • * 

Public motor-omnibuses. - Are obliged to 
run to a fixed time-table the observance of 
which is supervised by the authorities. 

Public motor-cars. - No fixed time-table. 

Public lorries.- See A.l (a) and (b), page 29. 

Motor-omnibus lines are required to run a 
regular service according to a time-table. 

The time-tables of the omnibus services must 
he approved by the State authorities. 

In the case of the commercial transport of 
goods by motor vehicle, a regular service is not 
required. 

Government departments supervise their 
operation. 

There is no obligation to rrin. a permanent 
service either for the regular lines or the free 
navigation. 

Inland navigation is without importance. 

River vessels for the transport of passengers 
are required to run regular services and to 
adhere to time-tables. 

Persons whose business it is to ensure the 
regular transport of passengers on inland 
navigation lines are required to give notice to 
the public and the State supervisory depart
ments of their time-tables and tariffs and of 
any changes in the same. Such time-tables 
and tariffs do not require the approval of the 
central authorities, but the latter may, for 
reasons of safety, require changes to be made 
in the time-tables. 

Regularity of service is not compulsory in the 
case of the commercial transport of goods by 
river vessels. 

Government departments supervise the 
service. 



Roumania 

Siam 

Sweden 

Czechoslovakia 

Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

RaUway 

A regular service to a fixed time-table is in 
force. 

Obligation to run a regular service to a fixed 
time-table ; supervision by the Railway Depart
ment for the State Railways and by the Board 
of Railway Commissioners for private railways. 

See A.l (d), page 55. 

Railway companies are obliged to publish 
their time-tables and to observe them strictly 
while they remain in force. The Ministry of 
Railways is responsible for supervising the 
observance of time-tables. 

See A.l (d), page 56. 

See A.l (a) and (b), page 33. 

No information. 

Road 

No information. 

Obligation to run a regular service to a fixed 
time-table for omnibuses only. 

Supervision by the traffic police. 

See A.l (d), page 55. 

The concession holder is obliged to provide 
regular transport services according to the time
table approved by the authority granting the 
concession. Supervision of the observance of 
the time-table is exercised by that authority. 

See A.l (d), page 56. 

See A.l (a) and (b), page 33. 

The undertaking is bound, under the terms 
of the authorisation, to run a regular transport 
service. Supervision is carried out by the 
authorities of the banovine. 

The obligation to carry passengers or goods in 
accordance with a fixed time-table and over a 
specified route is implicit in the actual terms of 
the authorisation. 

Inland navigation 

No information. 

A.l (c). 

No such obligation, but the Harbour Depart
ment is empowered to impose conditions in 
respect of the time of departure of packet-boats. 

See A.l (d), page 55. 

The terms of t.he concession stipulate that the 
shipping company effecting passenger transport 
has to publish its time-table, the observance of 
which is supervised by the inland navigation 
office of the district concerned. 

No inland navigation. 

See A.l (a) and (b), page 33. 

No information. 



A.I (d) The o.blig~1ion to carry passengers or goods and. withirl what limits. 

Union of South 
Africa 

Argentine 
Republic 

Railway 

Railways are enjoined not to refuse to accept 
a passenger who has tendered the proper fare 
for the journey which he desires to make. 
There are certain exceptions to this which are 
governed by regulation and legislation - e.g., 
persons suffering from infectious diseases, luna
tics, etc. 

The railways are obliged to accept goods, 
except such goods as are specially excepted by 
legislation - e.g., offensive goods. 

Railway Law No. 2873. -Every inhabitant 
of the Republic has a right to use the railways 
in operation, in accordance with the law and 
regulations. Undertakings may not accept in 
trains or stations, or must expel from them, 
persons in a condition to annoy the public, who 
carry loaded fire-arms, or who will not submit 
to the regulations (Article 35 ). 

Passengers have the right to stay in the same 
carriage until the end of the journey on each 
line (Article 36 ). 

Every passenger shall have the right to carry, 
free of charge, as luggage, parcels the total 
weight of which shall not exceed 50 kilogrammes 
(Article 38). 

Undertakings must register packages of goods 
as they are presented for despatch, making out 
a waybill if the sender desires, or on the other 
hand giving a receipt indicating the nature and 
weight of the package, the total freight and the 
time which should be taken in transit. 

Road 

Any person to whom a motor-carrier certifi
cate has been issued shall be guilty of an offence 
if, during the currency of such certificate, he 
refuses, without sufficient reason (the onus of 
proof whereof shall lie upon him) to convey any 
person or goods which such certificate authorises 
him to convey. 

The points between and the route or routes 
upon which or the area or areas within which the 
vehicle to which it refers may be used in motor
carrier transport shall be specified on the 
certificate. 

(See also reply to B.3, page 232.) 

Province of Buenos Aires: Transit Law 
No. 4375- Regulations.- In public transport 
vehicles no more persons may travel than 
correspond to the number of seats in the car; 
and in omnibuses, only eight passengers may 
travel standing, the rest being seated (Article 8). 

A.l (d). 

Inland navigation 

No inland navigation. 

Regulations concerning vessels on the national 
register. - No vessel on the national register 
destined for the transport of goods and pass
engers, or one of the two, may refuse to take on 
board that which is delivered to it or which is 
presented to the agent or the captain, with the 
exception of : 

(1) As regards ,goods -when the marks 
and destination are not stamped on the 
packages, or where safety conditions for 
transport in accordance with maritime prac
tice and with regulations or orders in force or 
which may be enforced have not been fulfilled. 

(2) As regards passengers, when persons 
are seriously ill, their life being in danger 
during the journey or crossing, or when 
persons are suffering from infectious diseases 
(Article 24). 

It is strictly forbidden to take on board 
passenger vessels inflammable or dangerous 
substances as ballast, cargo, parcels or luggage 



Argentine 
Republic 
(continued) 

Australia: 
Common

wealth 

Railway 

f; The despatch of goods must be made in the 
same order as registration, with no preference, 
and the transport shall be continuous from the 
point of despatch to the destination, even 
though the itinerary involves lines of different 
undertakings (Article 45). 

General railway regulations.- Railway under
takings are obliged to receive, in conformity 
with the laws and regulations in force, all goods 
delivered to them for transport to their stations 
or to those of other lines which connect with their 
own (Article 214). 

The following are excluded from the transport 
of goods: 

Goods which, owing to their size, weight, 
form, or other characteristics, cannot be 
carried by railway; objects which legally can 
be carried only by post ; explosives or 
inflammable ·matter (with certain exceptions) ; 
goods the carriage of which has been prohibit
ed by the police (Article 215). 

Undertakings shall not be obliged to transport 
objects whose weight or volume is outside the 
limits laid down in the legal and regulatory 
prescriptions in force (Article 216). 

Road 

A.l (d). 

Inland navigation 

(Article 25). 

Regulations on the navigation of coasts, canals, 
rivers and harbours. - Any boatman in charge 
of a boat may not leave it while it is at the 
disposal of the public and may not refuse to 
give his services . . (Article 103). 

Law No. 12346 on transport co-ordination. - Undertakings are obliged to receive and to carry all the goods offered to them in conformity with 
those provisions of the Commercial Code which deal with public carriers (Article 7). 

See answer to A.l (a), page 9. 
All tolls, fares and charges must, in accordance 

with the Act, be charged equally to all persons, 
and after the same rate, whether per ton, per 
mile, or otherwise, in respect of all passengers 
and of all goods of the same description, and 
conveyed or propelled by a like carriage or 
e~gine passing over the same portion of the line 



Western 
Australia 

South 
Australia 

New South 
Wales 

of railway and under the same circumstances ; 
and no reduction or advance in any such tolls, 
fares or charges shall be made, either directly or 
indirectly, in favour of or against any particular 
company or person travelling upon or using the 
railway. 

The Act provides that no person shall be 
entitled to carry, or to require the Commissioner 
to carry, upon any railway any goods what
soever which, in the judgment of the Commission
er or his employees, are of a dangerous nature. 
The Commissioner may refuse to take any 
parcel which he suspects to contain goods of a 
dangerous nature, or may require any parcel 
to be opened so that the nature of the contents 
may be ascertained. The Commissioner may 
refuse to accept for conveyance upon the rail
ways any goods which, from their excessive 
weight or bulk, would be inconvenient to 
transport, or he may, if he is agreeable to the 
acceptance of the goods for conveyance, fix 
special rates and conditions for their transport. 

Railway transport must accept all passengers 
and goods offering. 

The Railways Commissioner is bound to 
provide for the transport of all passengers and 
goods offering. 

See A.l (c), page 35. 
Tramways : See A.l (c), page 35. 

• * • 

The obligation to carry all available pas
sengers and goods exists in special cases only. 
In others, no particular obligation. 

* * • 

The Transport Control Board's licensees 
cannot refuse to carry passengers and goods at 
their approved charges. They must, if ne
cessary, hire additional vehicles . 

.. . .. 

Motor-omnibuses must carry any passengers 
offering, unless the vehicle is already filled to the 
authorised capacity. 

There are no navigable waterways. 

No obligation. 

The certificate of survey specifies the 
maximum number of passengers and the plying 
limits of the vessel. 



Australia 
(continued) : 

New South 
Wales 
(continued) 

Queensland 

Tasmania 

Victoria 

Austria 

RaUway 

No information. 

See A.1 (c), page 36. 

Railways are required to accept the respon
sibility of a common carrier, and to convey all 
goods or passengers offering for transport upon 
the system. 

Road 

Motor-van owners must accept any hiring 
offered, but may require payment in advance. 

Taxi-cab drivers in the Sydney and Newcastle 
areas must accept any hiring offering, but may 
decline to proceed to any place outside the 
respective districts in which they are licensed. 

* * * 

Commercial passenger vehicles cater for all 
passengers offering, but goods vehicles conduct
ing road services generally operate as selective 
carriers. 

* . .. 

See A.1 (c), page 36. 

.. 
.. * 

See A.1 (a).and (b), pages 16. 

Railways and ·motor public transport undertakings are legally obliged to carry passengers or 
goods unless the passenger or consignor fails to comply with the transport regulations in force or 
other regulations of a general kind, or unless transport cannot be effected by normal means or is 
rendered impossible by circumstances over which the carrier has no control. 

A. I~( d). 

Inland navigation 

There is no inland navigation. 

See A.1 (c), page 36. 

See A.l (a) and (b), pages 16. 

.There is no obligation to carry passengers or 
goods in the case of inland navigation, though 
such obligation may be imposed by the deed of 
concession. 



Belgium 1 

Brazil 

United 
~ingdom 

Bulgaria 

Canada 

China 

' · Main and local railways. -The law requires 
the administration of every railway which may 
be used by the public to provide for the carriage 
of passengers and goods for which the particular 
railway was opened. There are no other limits 
to this obligation beyond those laid down in the 
o!Ucially published tariffs and regulations ; 
contracts for carriage by rail may be concluded 
only in accordance with the conditions laid 
down in the said tariffs and regulations. 

Tramways and trolley-buses. - There are no 
laws imposing an obligation to effect transport. 
As regards regulations, there are merely a few 
obligations imposed in the interests of certain 
public services. 

• See A. I (a) and (b), page 18. 

See A.l (c}, page 37. 

Railways, tramways and trolley vehicles. -
Sec A.l (c}, page 37. 

Obligation to provide transport in so far as 
the technical possibilities of railway operat.ion 
allow. 

Railways are unde•· the obligation to effect 
transport within the limits of the charter. 

All railways must carry any person holding 
a valid ticket, and provide him with a seat in 
the train, unless he is suffering from an epidemic, 

· contagious or mental disease, or endangers public 
safety or order. 

~ 

Carriave of passengers by road. _:_ There are 
no laws Imposing an obligation to effect trans
port. As regards regulations, there are merely 
a few obligations imposed in the interests of 
ccrt.ain public services. 

Carriage of goods by road.- There are no laws 
or regulations imposing the obligation to effect 
transport. 

See A.l (c}, page 37. 

Passenger services. -Sec A. I (c), page 37. 
Goods services. - No obligation to transport. 

As regards Lhe transport of passengers by 
motor vehicles, the obligation to carry passen
gers applies to motor services between two 
inhabited localiLies. The question of the t.rans
port of goods has not yet been settled. 

The obligation to transport is in force for 
part of which licence is granted, 

Obligation to carry passengers or goods within 
limits of loading capacity and of terms stipulated 
in the concession. 

No information. 

See A.l (a} and (b}, page 19. 

See A.l (c}, page 37. 

No information. 

There is obligation to transport (sec Canada 
Shipping Act, Section 656 - Carrie•·s of Goods 
by Water). 

As regards the obligation to carry passengers, 
Article 103 of the .Maritime Trade Code provides 
that the master of a ship must convey the 
passenger to the destination specified on his 
ticket. Should he fail to carry out this obliga-



China 
( conli nued) 

Ecuador 

Estonia 

United States 
of America 

Finland 

Hallway 

Transport is guaranteed of all articles packed 
and despatched in accordance with the stipu
lated conditions. This guarantee does not, how
ever, apply to the transport of live animals, 
insects or fish, plants, articles the value of which 
is difficult to assess, or which is very high, or 
articles the transport of which is dangerous or 
the charge on which is too low. 

Road 

A.l (d). 

Inland navigation 

tion, the passenger may claim the cancellation 
of his contract and also damages should occasion 
arise. ' 

Under the existing contracts the various means of transport (rail, road and river) are bound to give their services to the State for the transport of 
mail-bags and telegraphic and telephonic material. 

The State Railways carry civil and military 
officials and employees free of charge. 

The Southern Railway (Guayaquil and Quito 
Railway Co.) carries them at half rates, and there 
is a 75% rebate on goods carried by this line 
on behalf of the State. 

Transport is obligatory in virtue of the 
railway laws and of the international Con
ventions. 

See A.l (c), page 39. 

The obligation to carry passengers or goods is 
as extensive as in international Conventions on 
rail transport. 

The transport of passengers, baggage, goods 
and mail is obligatory for undertakings which 
run permanent services, subject to the conditions 
fixed individually for each service. 

See A.l (c), page 3~. 

The law does not prescribe an obligation to 
carry passengers and goods. 

The transport of passengers and goods is 
obligatory. 

See A.l (c), page 39. 

See A.l (c), page 39. 



France 

Greece 

Hungary 

India 

Ireland 

Iceland 

-\ 

Under the contract (" cahier des charges "), 
the concessionary must regularly carry pas
sengers, live-stock, foodstuffs, goods, and any 
other articles that may be entrusted to him, 
with the requisite care, punctuality and des
patch, without favour, and within the specified 
periods of time. 

Railways, which are under the obligation to 
carry passengers and goods in accordance with 
the provisions of the Decree of August 15th, 
1923 (which constitutes their working regula
tions), are exempt from that obligation in cases 
of force majeure or if their rolling-stock cannot 
carry bulky articles which cannot be taken to 
pieces or the weight of which exceeds the loading 
capacity of the trucks, or goods the dimensions 
of which are too large for the track. 

Before the co-ordination decrees, only road 
transport services that had entered into con
tracts with public bodies were subject to the 
obligation to · carry passengers and goods .. 
Under the Legislative Decree of April 19th, 
1934, and the Decrees of February 26th, 1935 
(passengers), and July 17th, 1935 (goods), all 
services thereafter authorised by virtue of 
agreements are subject to that obligation. 
Each public carrier must cope with the amount 
of traffic assigned to him ; he must, to this end, 
provide the material corresponding to the 
transport cards issued to him for that purpose. 

Motor transport undertakings are under the 
obligation to carry passengers and goods (in 
accordance with the Law of 1936), so far as they 
are able to do so. 

Under Clause 4 of the standard contract 
(" cahier des charges "), a person authorised to 
run a " regular navigation " service open to the 
public must carry passengers and goods without 
favour. Requests for transport, and arrivals of 
goods, must be recorded in registers. The 
authorised person must carry, in the first boat 
passing, as far as the tonnage reserved and the 
stowage-room permit, all goods handed in 
forty-eight hours before the departure of the 
boat as shown in the approved time-table. 

There is no inland navigation. 

No transport undertaking may refuse to carry passengers or goods provided the following conditions are fulfilled : that the persons concerned 
comply with the transport regulations in force and the other general requirements laid down by the undertaking; that carriage is possible with 
the ordinary means of transport; that transport is not prevented by circumstances beyond the control of the undertaking: 

With the exception of certain specified goods 
of an objectionable or dangerous nature, there 
is general obligation to carry all goods and 
passengers that offer. 

See A.l (c), page 40. 

There is, as a general rule, no obliga-tion, 
save that if there is room in a vehicle there is no 
legal right to refuse entry to any person tender
ing a correct fare. 

See A.l (c), page 40. 

No information. 

Licensees of ferry services are under an 
obligation to carry passengers, animals and 
vehicles, according to the size of the boat. In 
the case of steam-vessels, there is no such 
obligation, but prohibition to carry passengers 
in excess of the number set forth in the licence 
and permission to owners or masters of these 
vessels to refuse to carry dangerous goods. 

See A.1 {c), page 40. 

--------------------------------------
c.n -



Japan 

Latvia 

Railway 

Under the Railways Operation Law, railways 
cannot decline to carry passengers or goods, if 
the following conditions are fulfilled : 

(1) That the consignor observes the laws, 
decrees and other rules concerning railway 
transport; 

(2) That the consignor does not make any 
special request with regard to the transport 
of his goods ; 

(3) That the transport is not contrary to 
the laws or decrees in force, or to public 
order; 

(4) That the goods are suitable for trans
port on the railway concerned ; 

(5) That no obstacle, due to a natural 
calamity or unavoidable accident, prevents 
the transport from being effected. 

As exceptions to the above obligation, rail
ways may refuse transport : 

( 1) Of powder and other explosives ; 
(2) Of goods for the transport of which 

special accommodation is necessary ; 
(3) Of persons suffering from epidemic 

diseases. 

The railways may not refuse to carry pas
sengers and baggage save in the following 
exceptional cases : 

( 1) If the parties concerned do not comply 
with the regulations governing railway trans
port; 

(2) · In the case of force majeure ; 
(3) If there is no room in a train which 

is about to start and to which, for tech
nical reasons, additional coaches cannot be 
attached; 
. (4) If the passenger is intoxicated; 

Road 

There is the obligation in question, except in 
the following cases : 

( 1) If the passenger or the consignor does 
not observe the laws, decrees and other rules 
concerning the transport ; 

(2) If the consignor makes a special 
request with regard to the transport of his 
goods; 

(3) If the transport is contrary to the 
laws or decrees in force, or to public order; 

(4) If the goods are not suitable for trans
port on the vehicles concerned ; 

(5) If there are obstacles, due to a 
natural calamity or unavoidable accident. 

A.l (d). 

Inland navigation 

There are no regulations concerning the 
obligation to carry passengers or goods. 

The carriage of passengers by regular motor- There is no obligation to carry passengers or 
omnibus services may not be refused, unless the goods. 
number of passengers exceeds the maximum . 
allowed. There is no regular motor service for 
the carriage of goods in Latvia. 



Liechtenstein 

Lithuania 

Luxemburg 

\ 
(5) If the objects to be transported exceed 

the loading-gauge dimensions of the rolling
stock, or if their weight exceeds the maximum 
fixed by the technical regulations ; 

(6) If the carriage of the objects in ques
tion is prohibited or requires special facilities 
which the railway does not possess. 

The railways are under an obligation to carry 
passengers and goods, except in the following 
cases : 

(1) If the passenger or the consignor fails 
to comply with the conditions laid down ; 

(2) If traffic is suspended by order of the 
authorities because of unusual events or force 
majeure; 

(3) If, in a passenger train made up of the 
proper number of coaches, there is no accom
modation left ; 

(4) If a passenger is (a) drunk or not 
decently dressed or (b) suffering from a 
disease which might be dangerous to other 
passengers, unless he occupies a separate 
compartment ; 

(5) If goods cannot be transported by the 
ordinary means ; 

(6) If the space for the storage of goods in 
the stations is already fully occupied. 

Under Article 35 of the Regulations of 
August 18th, 1859, concerning the policing of 
railways, the operator is bound to convey 
persons or goods of whatever nature which have 
been entrusted to him with care, punctuality 
and despatch, and without showing favour. 

Railway operators, being common carriers, 
are not at liberty to choose their customers or 
their transactions. They are obliged to accord 
the same treatment to all comers, and, a fortiori, 
must deal with all who so desire. 

No information. 

Transport undertakings are required to carry all passengers. Additional motor-coaches and 
boats are put on whenever necessary. 

The obligations are determined by the clauses 
and conditions of a specification drawn up by 
the Government, on which the contracts con
cluded between it and the transport undertaking 
are based. 

Motor-omnibuses carry passengers, baggage 
and postal packets. Parcels may only be 
carried if there is room for them, and within the 
limit of the authorised load. 

Inland navigation is without importance. 



Luxemburg 
(continued) 

Monaco 

Norway 

New Zealand 

Netherlands: 
Home 

Territory 

Netherlands 
Indies 

Railway 

Although this is an absolute obligation, it is 
subject to certain qualifications. Companies 
operating railways are entitled to invoke various 
legitimate grounds for refusing to accept goods 
for transport - grounds based either on the 
irregular manner in which such goods are offered 
for conveyance (e.g., defective packing, dan
gerous nature of goods, etc.) or on force 
majeure - i.e., because their conveyance is not 
possible. 

Railways are under an obligation to carry 
passengers and goods, live animals, etc. As 
regards certain articles such as explosives or 
other similar materials, certain conditions are 
laid down. 

The Railway Department is a common carrier. 

There is an obligation to carry passengers or 
goods, within the limits of the material normally 
available. 

Railway transport undertakings are under 
the obligation to carry passengers and goods in 
accordance with the destination of the rai}way 

Road 

See A.l (a) and (b), page 27. 

Vehicles providing regular services are obliged 
to accept passengers and goods within the limits 
of the space available. 

Town-carriers and carriers outside town limits 
are not common carriers of goods, but they must 
not discriminate between persons. 

Passenger services. - Their right to pick up 
passengers is limited only by the terms of their 
licences and the licensed capacity of the 
vehicles. 

Motor-omnibuses.- There is an obligation to 
carry passengers or goods, within the limits of 
the material available. 

Lorries. -No obligation to effect transport. 

* • • 
Public motor-omnibuses and public motor~cars. 

- There is an obligation to carry passengers or 
goods, within the limits of the loading rules;/ 

A..l (d). 

Inland navigation 

Inland navigation is without importance. 

Inland navigation is without importance. 

Regular lines, and free navigation. - No 
obligation to effect transport. 

Inland navigation is without importance. 



Poland 

Roumania 

Siam 

Sweden 

described in the concession. The transport 
obligation ceases to apply, however, if transport 
is rendered impossible by force majeure ; if the 
consignor of goods does not accept the conditions 
of transport ; if the goods do not fulfil the 
conditions of transport. Transport must take 
place without preference. 

Public lorries. ;- See A.l (a) 
page 29. 

and (b), 

A transport obligation exists only in the case of communications by rail or motor vehicle for 
commercial purposes- i.e., communications which are subject to a concession both for the transport 
of passengers and goods. 

The obligation to transport as well as the 
conditions under which transport is to be effected 
are provided for in the Transport Regulations. 

Obligation to carry passengers and goods in 
accordance with the by-laws of the Department 
of State Railways, for State Railways, and in 
accordance with the by-laws of the concessionary 
companies, duly submitted to the Board of 
Railway Commissioners and approved of and 
signed by the Director-General of the Depart
ment of State Railways, for private railways. 

According to the railway traffic regulations 
laid down by the King in Council, the railways 
are obliged to carry passengers, luggage, corpses, 
live animals, and goods at duly fixed rates, 
between their stations open for general traffic, 
t-o conditions and under the provisions which 
are contained in the traffic regulations or which 
are or may be specially laid down by the King 
in Council for railway traffic, provided always : 

That such traffic is not prohibited in 
accordance with existing legislation ; 

That it can be carried with the available 
means of transport ; and 

That such carriage cannot be deemed to be 
precluded by conditions which the railway 

No information. 

Obligation for omnibuses to carry passengers 
to licensed capacity. No goods permitted on 
omnibus. Goods vehicles only controlled for 
maximum loading. 

There is no obligation to run a regular service 
to a fixed time-table. In order to obtain a 
permit for regular traffic, the plan of such traffic 
must, however, be submitted with the applica
tion ; a permit is issued for an indefinite period, 

·and may be withdrawn by the competent 
authority if the traffic is not carried on satis
factorily. 

Holders of permits for urban or provincial 
traffic must, in the absence of natural obstacles 
or other valid reasons for refusal, drive the 
vehicles on request within the area specified 
in the traffic permit ; in special circumstances, 
however, the authority granting the permit may 
entirely or partially exempt the holders from 
this obligation. 

No obligation to transport. 

No obligation to transport. 

No obligation to transport. 

As a rule, there is no obligation. The scale 
of port dues may involve a certain. necessity 
for regularity in the traffic, since, according to 
the Port Taxation Ordinance, vessels engaging 
in regular traffic may be granted a reduction in 
port dues. 



Sweden 
(continued) 

Czechoslovakia 

Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

Railway 

has not brought about or could not have 
prevented. 

Moreover, under many concessions, railway 
traffic may be restricted at the discretion of the 
railway administration concerned. 

The State Railways are managed by the 
Royal Railway Department. 

The private railways are supervised on the 
technical side by the Royal Roads and Water
works Department. 

The railway is bound to transport all pas
sengers fulfilling the conditions for admission 
and all goods handed to it in accordance with 
the established conditions, in so far as the means 
at its disposal allow and if there are no un
avoidable circumstances over which the railway 
authorities have no control. The right of the 
railway to refuse to transport certain persons, 
or certain goods, is strictly defined. 

Railways are under the obligation to trans
port and provide a regular service. 

See A.l (a) and (b), page 33. 

No information. 

Road 

The holder of a concession for professional 
motor transport is obliged to transport pas
sengers and goods when required, if such trans
port is possible with the means at his disposal 
and if he is not prevented from efTecting such 
transport by unavoidable circumstances over 
which he has no control. 

Only in exceptional cases (in the case of public 
transport services within municipal boundaries) 
are motor transport undertakings under an 
obligation to transport and to run a regular 
service at fixed traffics. 

See A.l (a) and (b), page 33. 

See A.l (c), page :H-44. 

A.l (d). 

Inland navigation 

The obligation to transport is stipulated in 
the terms of concessions and, in particular, in 
the transport regulations and for conditions 
published by the shipping company with the 
approval of the Ministry of Commerce. 

No inland navigation. 

See A.l (a) and (b), page 33. 

No information. 



A,l (e). Supervision of the material. 

Union of South 
Africa 

Argentine 
Republic 

RaUway 

Certificates to the effect that rolling-stock has 
been maintained in good order are submitted 
at the end of each financial year to Parliament. 

Railway Law No. 2873. - It is incumbent 
on every undertaking or national railway 
management, as soon as a line is opened for 
public service : 

To keep the track in good order, so that it 
can be used without danger to trains ; 

To keep in good order the rolling-stock, 
which must be of a quality and quantity 
sufficient to meet the needs of the line ; 

As far as the construction of the 
permanent way and the rolling-stock is 
concerned, it must conform to the models 
established in the respective regulations of 
the executive authority; 

To set up electric telegraphs and to keep 
them in operation along the whole line ; 

To light up stations and level-crossings 
from sunset until the arrival of the last train ; 

To provide for the guarding and the 
operation of barriers at level-crossings ; 

To ensure vigilance over, and operation of, 
points where the lines change or cross ; 

Road 

Public service motor vehicles are subjected 
to inspection, and no such vehicle may be used 
on any public road unless a certificate of 
fitness has been issued in respect thereof. 

If on the inspection of such a vehicle it appears 
to an inspector of licences that the vehicle in 
question, owing to certain defects, is, or is likely 
to become, unm for service until the defects 
have been remedied, he may suspend the licence 
issued in respect of such vehicle. 

General regulations for traffic on national roads. 
- Every vehicle on the public roads must be 
in perfect working order (Article 47). 

Buenos Aires Province: Regulations of transit 
laws. - Public transport vehicles must be 
approved by the traffic department and their 
working must be tested periodically (Article 35). 

Vehicles used in operation of a concession must 
have the latest technical improvements. The 
executive authority shall have the right to insist 
that the proprietor shall at any time adopt the 
necessary apparatus and improvements (Article 
37). 

A~l (e). 

Inland navigation 

No inland navigation. 

No information. 



Argentine 
Republic 
(continued) 

Australia: 
Commonwealth 

Western 
Australia 

South 
Australia 

Railway 

To close the line at the places and over the 
distances decided upon by the Railway 
Board; 

To establish barriers at every point where 
the railway crosses roads or public streets ; 

To carry out the necessary work where 
the railway crosses a road or street to expedite 
traffic; · 

To construct the acqueducts and other 
work necessary to carry ofT the . water from 
adjoining lands. (Article 5.) 
Undertakings are obliged to carry out the 

work necessary to fulfil the above conditions 
within a period fixed by the Railway Board, 
but in urgent cases the Board will itself under
take the work at the cost of the enterprise 
(Article 6). 

No locomotive, tender or carriage may be put 
into public service without having been inspect
ed and approved by the Railway Board. The 
same applies to stock withdrawn for repairs 
(Article 7). 

The Railway Board will inspect, when it 
considers fit, all the material, and will withdraw 
from service anything not sufficiently safe 
(Article 8). 

No information. 

No information. 

State railway vehicles and tracks are approved 
by the Railway Commissioner's engineers and 
other officers. 

Road 

No information. 
* * * 

No information. 

* * ,. 

Passenger vehicles are approved by Govern
ment motor mechanics and in other cases by 
local government officers. 

A.l (e). 

Inland navigation 

No information. 

· There are no navigable waterways. 

The registration of the River Murray steamers 
under the Commonwealth Navigation Act in
volves approval of the steamers. 



New South 
Wales 

Queensland 

Tasmania 

No information for railways. 

Tramways. - Section 46 of the Transport 
Act provides : 

(1) The Commissioner shall at all times 
cause to be made a careful inspection of the 
condition of the transport services under his 
control; 

(2) Whenever it appears to the Com
missioner that, for the purpose of maintaining 
the traffic on any existing line : (a) a partial 
reconstruction, or a partial duplication, or 
any other addition to, or extension of, the 
roadway of any existing line, or part of any 
such line, or any bridge, viaduct, or other 
work; or (b) the laying of new rails; or 
(c) any other repair or alteration of any line 
or work controlled by the Commissioner is 
necessary, the Commissioner concerned shall 
undertake, execute, and carry out any of the 
works aforesaid, so far as may be required 
for such purpose ; · 

(3) During any reconstruction, repair, or 
alteration, the passenger and goods traffic 
may be conducted along temporary roadways, 
or otherwise, as the Commissioner may deem 
best for the public interest and safety. . 

No information. 

Private railways, truck and rolling-stock are 
subject to inspection by special officers. 

Motor-omnibuses in Sydney and Newca:Je 
areas must comply with specified conditions of 
fitness ; body designs must be approved ; the 
vehicles are inspected frequently. A vehicle 
may be ordered out of service if it is considered 
unsafe for operation. 

Motor-omnibuses outside Sydney and New
castle are inspected regularly by the appropriate 
local authority's officer. 

Motor-vans are inspected regularly and must 
comply with conditions of fitness. 

Taxi-cabs must comply with specified con
ditions of fitness and are inspected regularly by 
officers of the Commissioner for Road Transport 
and Tramways in Sydney and Newcastle and 
the appropriate local authorities' officers outside 
those areas. 

* "' .. 

Motor vehicles are inspected before being 
licensed and at intermediate periods to deter
mine if they are road-worthy . 

• * * 

No information. 

* .. , 

,.,. 
The issue of a certificate of survey necessarily 

depends upon the use of satisfactory material 
in the construction of a vessel. 

There is no inland navigation. 

No information. 



Australia 
(continued): 

Victoria 

Austria 

Belgium1 

Brazil 

Railway 

Supervision over all matters concerning rail
way operation is exercised by the Railways 
Commissioners. 

Railway material and locomotives may only 
be used after inspection by the competent 
authorities. Coaches and trucks must conform 
to the regulations issued by such authorities. 

Main and local railways. - Rolling-stock 
must comply with certain conditions, particular
ly as regards comfort and safety. The in
spection service may prohibit the use on the 
railways of any rolling-stock which does not 
comply with the necessary conditions. 

Tramways and lrolley-buses. - No . vehicle 
may be put into public service until it has been 
passed and its brakes have been tested by the 
inspection service ; the latter may also carry out 
such examinations or tests as it may think fit, 
in the interests of public safety, while the 
vehicle is in use. 

1 See A.l (a) and (b), page 18. 

No information. 

Road 

Supervision, both as to the adequacy of the 
service provided and the efficiency of the plant 
and equipment, is maintained by the Transport 
Board through an inspectorate. 

All motor vehicles must be passed as fit for 
use by the competent authority, which must 
re-inspect them at regular intervals. 

Carriage of passengers by road. - Vehicles 
must comply with the technical regulations, 
which lay down certain conditions relating 
mainly to safety and comfort ; they are subject 
to periodical inspection by bodies approved by 
the Transport Department. On production of 
reports by these bodies (which are subject to 
higher control by the Transport Department), 
the licensing authorities grant, renew or with
draw the licences of vehicles which are required 
to comply with the regulations. Officials and 
inspectors responsible for supervision may 
require the production of these licences. 

Carriage of goods by road. - A Royal Decree 
is in course of preparation. This decree will 
lay down the technical conditions which must 
be observed by vehicles used for the carriage 
of goods on behalf of third parties for payment 
and will provide for the technical inspection of 
such vehicles. Technical inspection was 
introduced on January 1st, 1938. 

See A.l (c), page 37. 

Slale of Sao Paulo. - The regulation men
tioned in (c) (page 37) contains provisions for 
the examination of vehicles. 

Inland navigation 

No information. 

A.l (e). 

B?at~ must be passed officially as fit for 
nav1gatwn and must conform to certain con
ditions specified in the regulations. 

No information. 

See A.l (a) and (b), page 19. 

a> 
0 



United Kingdom 

Bulgaria 

The approval of the Minister of Transport is 
required for the opening of : 

Any additional line of railway, deviation 
line, station, junction or level-crossing directly 
connected with a railway used for the public 
conveyance of passengers ; or 

Any railway adapted for electric traction. 

In the case of some tube railways, the rolling
stock is subject to the approval of the Minister. 

Tramways and trolley-vehicles. - Inspection 
on behalf of the Minister is required before 
routes are approved for public traffic. New 
trolley-vehicles are similarly inspected where 
necessary. 

The supervision is carried out by a special 
service of the Department of Railways and 
Harbours. 

Passenger vehicles. - All pubhc servJe 
vehicles are required to obtain a certificate of 
fitness, which is only issued after inspection by 
a technical officer if he is satisfied that the vehicle 
complies with the Regulations. All public 
service vehicles are liable to examination at 
any time, and the licence may he suspended or 
revoked if the examiner is of opinion that the 
vehicle no longer complies with the Regulations. 
There is an obligation on the owner of a public 
service vehicle to report any failure or damage of 
a nature calculated to affect the safety of 
passengers or of persons using the road. He 
must also notify any alteration in the structure 
or fixed equipment of the vehicle, other than a 
replacement of parts. Regulations govern the 
equipment to he carried by public service 
vehicles, their seating capacity, etc. 

Goods vehicles. - All goods vehicles must 
3omply with the Regulations as to construction 
laid down by the Minister of Transport, but there 
is no obligation to obtain a certificate of fitness. 
It is a condition of every carrier's licence that 
the vehicle shall he maintained in a fit and 
serviceable condition, and the licensee is liable 
to have his licence suspended or revoked if this 
condition is not complied with. Goods vehicles 
are liable to examination at any time, and if the 
examiner considers that any vehicle is not fit 
for service, he has power to prohibit its use until 
the defects have been remedied. 

Material is subject to supervision. 

No information. 

No information. 



Canada 

China 

Ecuador 

Estonia 

United States 
of America 

Finland 

RaUway 

No obligation of supervision of material. 

As regards the supervisiOn of material, the 
system of centralisation is adopted. The Com
mission for the Purchase of Material set up by 
the Ministry of Railways supervises the purchase 
of material for all lines. 

The supervision of rolling-stock is in the hands 
of the traffic authorities and of the railway 
inspection and supervision services attached to 
the competent Ministry. 

Supervision is carried out by the Railway 
Administration. 

Authority pertaining to equipment used in 
connection with railway transport is contained 
in the Safety Appliance Acts and is similar to 
that for road (see opposite). 

State Railways have their own supervisors, 
who also inspect privately owned railways. 

Road 

Vehicles are inspected in some provinces. 

General~supervision of material. 

No information~ 

Supervision is carried out by the autonomous 
rural and municipal authorities, under the 
supervision of the Bridges and Road Administra
tion. 

In accordance with the provisiOns of the 
Motor-carrier Act of 1935, it is made the duty 
of the Inter-State Commerce Commission to 
establish qualifications and maximum hours of 
service of employees and safety of operation and 
equipment, in connection with transport by 
motor vehicle, by common carriers, by contract 
carriers, and by private carriers, " if need 
therefor is found ". 

The country is divided into several inspection 
areas ; the inspectors see that vehicles satisfy 
the conditions prescribed by the ordinance. 
All motor-buses must be inspected twice yearly, 
or more often if necessary. Before a motor 
vehicle can be used for the operation of a fixed 
service, it must also be inspected by the police 
authority mentioned on the licence. 

A.1 (e). 

Inland navigation 

There is supervision of material (see Canada 
Shipping Act, Part VIII - Steamship In
spection). 

The supervision of material for the building 
and repair of ships is required under the 
Regulations to promote Shipbuilding and the 
Law on the Inspection of Vessels. 

No information. 

Supervision is carried out by the Shipping 
Administration. 

The Commission (see opposite under "Road") 
has no authority in connection with transport 
by water. 

All tradilig-vessels must be built, equipped• 
fitted out, loaded and furnished with the 
necessary material in such a way that the lives 
and property on them may be considered safe. 
This main provision of the Ordinance of April 
17th, 1924, on trading-vessels is completed by 
the other provisions in the same ordinance and 
by certain special ordinances and regulations 
such as the Ordinances of October 18th, 1920, on 
the inspection of trading-vessels and . on the 



France 

Greece 

The material is supervised by the Technical 
Operation Inspection Service (Service du con
tr6le de l' exploitation technique}, under the 
control of the Minister of Public Works. 

Vehicles for public transport must bear 
distinguishing marks to facilitate supervision: 
Technical inspections must be made, in order to 
make certain that the vehicles are kept in good 
condition. Such inspection is repeated every 
six months in the case of passenger vehicles, 
and every year in the case of goods vehicles. 
It is carried out by experts appointed by the 
prefect, with the approval of the Minister for 
Public Works, who are unconnected with the 
carriers. Permission to use the vehicle is 
withdrawn, when the latter is not in good 
condition, until the defects have been remedied. 

The Ministry of Railway and Motor Transport is responsible for the supervision of the material 
of both forms of transport. 

supervision of the sea-worthiness of vessels, the 
Ordinance of November 27th, 1926, on steam
ship boilers, the provisions of April 1st, 1930, on 
the structure, equipment and inspection of 
steamship boilers, etc. 

Supervision of the material has been 
established in the interests of trade, transport 
co-ordination, and safety. 

In the interests of trade, and for the purpose 
of facilitating the registration of mortgages on 
inland shipping, vessels are subject to registra
tion and tonnage measurement if they have a 
tonnage of 20 tons or more. 

In the interests of transport co-ordination, 
the authorisation to register a new vessel is 
conditional upon the production of a " certificat 
de dechirage "1 for an equivalent tonnage in the 
case of ordinary vessels, and for double that 
tonnage in the case of self-propelling vessels 
(Article 4 of the Decree of May 13th, 1934, 
and Article 8 of the Decree of September 21st, 
1934). . 

In the interests of safety, the Decree of 
April 17th, 1934, also specifies the conditions 
to which vessels having a power unit on board, 
and not subject to maritime regulations, must 
conform. 

A Supervisory Commission is responsible for 
the application of the provisions of this decree. 
The prefect may only issue the navigation permit 
on production of a report drawn up by the 
Commission, certifying that the vessel has 
complied with the whole of those provisions. 

• Certificate recording the demolition or the final 
unfitness for navigation or a vessel used on inland waterways. 

No inland navigation. 



·Hungary 

India 

Ireland 

Iceland 

Railway Road 

Steam, motor or electric railways may not be constructed until the plans have been approved 
by the Minister for Commerce and Communications. Before it is brought into service, each traction 
vehicle must be examined by the competent authority, who will also cause a trial run to be made. 
These provisions also apply to other types of rolling-stock. The vehicles are inspected from time 
to time by the Ministry for Commerce and Communications at a date not fixed in advance. The 
railway companies must have their coaches examined at regular intervals or after a certain mileage 
has been covered. Steam-boilers (locomotives) for traction vehicles must be examined before they 
are brought into service by the competent authority, who will also test the hydraulic pressure 
resistance. The permit issued as a result of this examination is valid for eight years in the case of 
new boilers and for five years in the case of others. . 

A.l (e). 

Inland navigation 

Mechanically propelled vessels must also be 
inspected by the competent authority before 
they are brought into service, and a licence 
must be obtained certifying that they are fit 
for service. Further inspection is compulsory 
after they have undergone considerable repairs 
or if the engine or boiler has been replaced. 
From time to time (i.e., passenger vessels every 
year and others every three years), they must 
be examined by the authorities and the result 
of the examination entered in the logbook. 

Every vessel employed for inland navigation 
with a displacement of over 20 tons must have 
a tonnage-measurement certificate issued in 
accordance with the International Convention 
on Tonnage Measurement concluded at Paris 
in 1925 under the auspices of the League of 
Nations; this certificate is issued after the vessel 
has been examined from the point of view of 
safety. 

Before they are brought into service, steam
boilers installed in vessels and floating appliances 
are examined by the authorities, who also test 
the hydraulic pressure resistance ; a certificate 
valid for five years is then issued. In addition 
to this initial examination, boilers are inspected 
each year by the supervisory authority. 

By "supervision of the material" is understood to mean safety and comfort regulations. 

There is strict supervision. 

See A.l (c), page 40. 

There is varying supervision, which leaves a 
good deal to be desired. Steps are under 
contemplation to improve it. 

No information. 

No information. 

There is strict supervision of passenger vessels. 

No information. 



. Hungary 

India 

Ireland 

Iceland 

Railway Road 

Steam, motor or electric railways may not be constructed until the plans have been approved 
by the Minister for Commerce and Communications. Before it is brought into service, each traction 
vehicle must be examined by the competent authority, who will also cause a trial run to be made. 
These provisions also apply to other types of rolling-stock. The vehicles are inspected from time 
to time by the Ministry for Commerce and Communications at a date not fixed in advance. The 
railway companies must have their coaches examined at regular intervals or after a certain mileage 
has been covered. Steam-boilers (locomotives) for traction vehicles must be examined before they 
are brought into service by the competent authority, who will also test the hydraulic pressure 
resistance. The permit issued as a result of this examination is valid for eight years in the case of 
new boilers and for five years in the case of others. 

A.l (e). 

Inland navigation 

Mechanically propelled vessels must also be 
inspected by the competent authority before 
they are brought into service, and a licence 
must be obtained certifying that they are fit 
for service. Further inspection is compulsory 
after they have undergone considerable repairs 
or if the engine or boiler has been replaced. 
From time to time (i.e., passenger vessels every 
year and others every three years), they must 
be examined by the authorities and the result 
of the examination entered in the logbook. 

Every vessel employed for inland navigation 
with a displacement of over 20 tons must have 
a tonnage-measurement certificate issued in 
accordance with the International Convention 
on Tonnage Measurement concluded at Paris 
in 1925 under the auspices of the League of 
Nations; this certificate is issued after the vessel 
has been examined from the point of view of 
safety . 

. Before they are brought into service, steam
boilers installed in vessels and floating appliances 
are examined by the authorities, who also test 
the hydraulic pressure resistance ; a certificate 
valid for five years is then issued. In addition 
to this initial examination, boilers are inspected 
each year by the supervisory authority. 

By "supervision of the material" is understood to mean safety and comfort regulations. 

There is strict supervision. 

See A.l (c), page 40. 

There is varying supervision, which leaves a 
good deal to be desired. Steps are under 
contemplation to improve it. 

No information. 

No information. 

There is strict supervision of passenger vessels. 

No information. 



Japan 

----, 
Latvia 

Liechtenstein 

Lithuania 

Luxemburg 

Supervision of the material is exercised by 
the Department of Railways itself as regards 
the national railways and by the Minister of 
Railways as regards the local railways. 

Private railways and their operation are 
subject to supervision by the special service of 
inspection established by the Railways Admin
istration ; State Railways are under the direct 
authority of the Minister for Communications. 

The supervision of material and installations 
is governed by special regulations. 

The regulations concerning the policing of 
railways require that locomotives should only 
be put into service by authorisation of the higher 
management, after they have undergone a 
series of tests laid down in the current regula
tions. They must also be provided with safety 
devices against fire. 

If, as a result of damage or for any other 
reason, a locomotive is ordered to be withdrawn, 
it can only be put into service again after a 
new authorisation has been granted. 

Service records are kept for all machines. 
The records required to be kept for locomotives 
and for locomotive and tender axles must be 
produced on demand to the engineers and to 
the agents who, under instructions from the 
engineers, supervise the rolling-stock and the 
working of the line. No passenger carriage may 
be put into service without the authorisation of 
the higher management. Such authorisation is 
only granted after an inspection, carried out in 

There is supervision of the material. 

A periodical inspection of means of transport 
is carried out by the police. 

No information. 

All vessels are supervised by the central 
authorities or by the local authorities, according 
to their size. 

Authorisation is conditional on the means of 
transport being appropriate for the maintenance 
of the type of communication in question. 
Accordingly, before being taken into use, means 
of transport must be examined by the supervi
sory authority. Inspection is then carried out 
periodically at regular intervals, and at any 
time, should the supervisory authorities think 
fit. There are special regulations for the 
inspection of boats. 

Supervision of the material - motor vehicles and boats - is in the hands of the highways 
authority and, in the larger towns, of the municipalities. 

The material is supervised by officials of the 
Public Works Department. · 

Inland navigation is without importance. 



Luxemb_urg 
(confznurd) 

Monaco 

Norway 

New Zealand 

Netherlands 
Home 

Territory 

Netherlands 
Indies 

Railway 

the ma_nner laid down by the Government, io 
ascer~~m that the carriage meets the required 
conditiOns of strength and commodiousness 
a~d that it is fully equipped from the point of 
VIew of the safety of passengers. 

Mat~rial is subject to supervision by the 
?-uth~nty appointed by the Crown mentioned 
m pomt A.l (a), page 28. 

Road 

See A.l (a) and (b), page '27 

All vehicles must be approved by a motor 
expert appointed by the State. Such vehicles 
must be brought up for re-inspection after a 
certain interval and when called upon. 

Supervision of the material is understood to mean the various services subject to Government 
supervision of their vehicles, plant, etc., but not truck. 

No supervision outside that of the railways Road services.- Goods and passenger services 
administration. licensed by the Transport Department must 

have a certificate of fitness from that Depart
ment for the vehicles employed. 

The material is supervised. 

All other vehicles. - All motor vehicles must 
be inspected twice annually by approved 
garages, who issue inspection certificates. 

Motor-coaches. - The material is supervised. 
Lorries. - No supervision apart from the 

weight allowed on certain classes of road. 

* * * 
Public motor-omnibuses. - The material is 

inspected every six months. 

Public motor-cars. -The material is inspected 
every six months. 

Public lorries. - See A.l (a) and (b), 
page 29. 

A.l (e). 

Inland navigation 

Inland navigation is without importance. 

Inland na:vigation is without importance. 

No information. 

Inland navigation is without importance. The supervision of ·_railway _and tramway 
material is carried out by the Railway Supervi
sion Section of the Traffic and "Waterstaat " 
Department, according to the I,~gisl!l~ive _provi
sions on the subject. The Veihgheidstoe
zicht " of the Labour Office attached to the 
Department of Justice is responsible_ for the 
supervision and inspection of the b01lers and 

---------~--m __ a_c_h_in_ery~_o_f_lo_c_o_m_o_t_i_v_e_s. _________________ ~----------------------------------;--------------~--------------~--- _____ __ 



' Poland Railways and motor transport rolling-stock, and also vessels and boats, are supervised as regards their safety and suitability for transport 
requirements. 

--------··-----------··-----------------------------------------------------
Roumania 

Siam 

Sweden 

Czechoslovakia 

Turkey 

No information. 

Supervision by Department of State Railways 
for State Railways and by the Board of Railway 
Commissioners for private railways. 

The material of the private railways is 
supervised by the State through the Roads and 
Waterworks Department. 

Supervision of the material is exercised by the 
Ministry of Railways. 

Supervision is in the hands of commissioners 
and inspectors. The former, who are officials 
of the Ministry of Public Works, supervise the 
lines of the concessionary companies, while the 
latter are employees of the General Railway 
Administration and supervise the State lines . 

No information. 

General supervisiOn by traffic police and 
yearly scrutiny of licences. 

All motor vehicles undergo a first inspection 
by the inspectors appointed by the King in 
Council, and are entered in the motor-car 
register (kept by the provincial administrations). 
Subsequently, there are periodical inspections · 
of motor vehicles engaged in regular passenger 
traffic or plying for hire and a flying inspection 
(supervision on the road by inspectors or 
policemen) for all vehicles. 

Motor vehicles used for regular passenger 
transport are subject to periodical inspection 
by Government supervisory officials. 

No information. 

... ---- ·--· --··-·-----------------------

For the purpose of guaranteeing the safety of 
transport and navigation, the Roumanian State 
supervises shipping through the machinery of 
its navigation police and through specially 
appointed commissions of official experts. 

Periodical inspections are also made of 
boilers, engines, auxiliary engines, life-saving 
apparatus, etc. 

Survey on issue or renewal of licence. 

As regards foreign traffic, superviSion takes 
place, in practice, in accordance with inter
national rules. Certain facilities are granted for 
internal traffic. All vessels of 20 registered 
tons or more for the transport of goods or 
passengers must be registered with the Royal 
Board of Trade. Inspections for seaworthiness 
take place at certain intervals, and a special 
inspection is made of passenger vessels. The 
inspection and control are carried out by the 
shipping inspectorate under the above
mentioned authority. 

No information. 

No inland navigation. 

---------------- -·------· -. 



Union of Soviet 
Socialist 
Republics 

Yugoslavia 

Railway 

See A.l (a) and (b), page 33. 

No information. 

Road 

See A.l {a) and (b), page 33. 

Supervision is carried out by the authorities 
of the banovine. 

A.l (e). 

Inland navigation 

See A.l (a) and (b), page 33. 

No information. 



' A.l (f). A monopoly by the Stale or a concessionary company. 

Union of South 
Africa 

Argentine 
Republic 

Australia: 
Common

wealth 

Western 
Australia 

South 
Australia 

RaUway 

There is no State monopoly. The total open 
mileage of railways in the Union is 13,956, of 
which 13,189 is State owned. 

No information. 

The Commonwealth Railways Commissioner 
has no monopoly in connection with the 
conveyance of passengers and goods between 
the points to which his railways run. 

No guaranteed monopoly, but, in effect, 
railways have a monopoly where practicable. 

Railways are State-owned and there are no 
competing private lines. 

Road 

No monopoly exists ; any person may apply 
to the Board or local board, as the case may be, 
for a certificate for motor-carrier transport. 
It is, however, the function and duty of the 
Board or local board to determine the volume, 
nature and classes of motor-carrier transport 
which shall be permitted to operate uoon any 
proclaimed transport area, due regard being 
had to existing transport facilities. 

No information. 

.. 
"' ... 

No guaranteed monopoly, but operation of 
existing services given first consideration . 

.. 
.. .. 

On some controlled routes, there is only 
one licensee, but the Transport Control Board 
fixes maximum fares and charges. 

.. .. * 

A.1 (/). 

Inland navigation 

There is no inland navigation. 

No information. 

There are no navigable waterways. 

The River Murray steamer service is prac
tically a monopoly, but not necessarily so. At 
present, the river traffic does not warrant 
competition . 



Australia 
(continued)': 

New South 
Wales 

Queensland 

Tasmani~ 

Victoria 

Austria 

Railway 

The Railway Commissioner has an exclusive 
right of operation of State-r wned railw'lys in 
this StHt•·, hut the Government may authorise 
~onstruction and operation by private compan
Ies. 

Tramways.- See A.l (a) and (b), page II. 

No information. 

Railways are owned by the Government in 
this· State, except where private companies have 
been authorised by Parliament for special 
railways. State railways are not permitted to 
operate motor transport lines. 

Railways (with one or two unimportant 
exceptions of timber-carrying lines of short 
mileage) are a State-owned monopoly. 

Road 

There is no monopoly owner in the State 
or a private owner in respect of road transport 
operation. It might he added that the Com
missioner for Road Transport and Tramways 
operates a number of major omnibus s rvices and 
also licenses privately operated feeder services. 
Consequently, he is able to exercise such supervi
sion over these services as to prevent un
necessary duplication . 

• • * 

No monopoly is granted in connection with 
road services. Road services are owned by men 
conducting business, mostly in a small way, and 
quite a large percentage are operated by owner
drivers. 

• • • 

No information. 

• .. . 
In a few isolated places, the Railways Com

mis~ioners operate road motor services. Gen
erally, however, road motor transport is operated 
by private enterprise under the licensing system 
described under A.l (a) and (b), page 16. 

A.l (f). 

Inland navigation 

There is no monopoly by the State nor by a 
concessionary company. 

There is no inland navigation. 

No information. 

No inland navigation. 

There is no State monopoly. The law on railway concessions. provides for a form of monopoly for existing railways, ":hereby? during the _per~od 
covered by the concession, no person may he authorised to build another public railway line connecting the same termmal pomts, unless Its !me 
serves other intermediate localities which are strategically, politically, or commercially important. 
~ . ~ 



Belgium1 · 

- .. 
\ 

A similar provision is contained in the law on motor transport to the efTect that a concession may not be granted to motor services causing 
economically undesirable competition with railways, motor services or shipping undertakings whose districts they traverse. 

In the case of shipping concessions, the regulations in force likewise recommend that special account should be taken of existing shipping under-
takings, so that they may not sufTer unnecessary loss. · 

There is no monopoly as regards the main 
railways ; the Government reserves the right to 
aut~orise any competing means of communica
tion, and concessionaries may not claim any 

.... compensation on that account. As a matter of 
fact, under the present arrangement, most of 
the main lines form part of the " State system ". 
This system is in the hands of a company sui 
generis, which is responsible for its operation. 
The law constituting the company provides 
that the " State system " shall be operated as 
an industrial undertaking and that national 
economic interests shall be safeguarded. The 
number of shares it holds gives the State a 
majority at the general meetings of this com
pany, which is called the Societe nationale des 
Chemins de fer belges. 

Apart from the State Railways, there are only 
a few lines which are still operated by private 
companies under concessions. 

In application of the relevant legislation, a 
special body - the Societe nationale des Che
mins de fer vicinaux - holds a concession for 
most of the local railways ; but concessions may 
be granted to other companies or to private 
individuals if, within a year of their application 
for a concession, the Societe nationale has not 
made a similar application on its own behalf, 
and if it has not provided the line for which the 
concession is granted within a time-limit fixed 
by the Government. 

There are no monopolies as regards tramways 
and trolley-buses; the authorising body reserves 
the right to grant concessions by competition. 

• See A. I (a) uwJ (IJ), page IS. 

Carriage of goods by road. - There is no 
monopoly. 

Carriage of passengers by road.- Neither the 
State nor any company holds a monopoly . 
The legislation on public motor-bus and motor
coach services provides that certificates of 
authorisation may not contain any clause which 
would prevent the competent authorities from 
issuing authorisations for the establishment of 
competing services, should such services be 
justified in the public interest; · 

No information. 

·-·-··------ ----·--· ---------------~-------
"---



Brazil 

United 
Kingdom 

Bulgaria 

Canada . 

RaUway 

Whatever the administrative regime may be, 
the railways possess the monopoly of railway 
transport in their own zone of influence. They 
enjoy no special advantages for road transport, 
however, and railways which run road services 
do so under the rule of free competition. 

The undertakers are given the exclusive right 
to charge tolls, rates, etc., in connection with 
the railway. 

Tramways and trolley vehicles. - The under
takers have the exclusive right to use the equip
ment provided by them for working the 
authorised routes, and to charge tolls, rates, etc. 

There is a State monopoly. 

There is no monopoly by the State nor by a 
concessionary company. 

Road 

The reply does not contain special informa
tion. (See also A.l (a) and (b), page 19.) 

Passenger services. - There is no monopoly 
in favour of any operator, except in so far as it 
is necessary for any other person to obtain a 
road service licence from the Traffic Com
missioners before he can operate a service of 
stage or express carriages in competition. The 
holder of a road service licence has no right to 
the continuance of any benefits conferred on 
him by it. In London, since the formation of 
the London Passenger Transport Board, no 
other operator may, without the consent of the 
Board, carry in a stage or express carriage any 
passenger whose journey lies wholly within the 
Board's area. 

Goods services. - There is no monopoly. 

No information. 

No monopoly by the State nor by a con
cessionary company. 

A.l (fl. ;:il 

Inland navigation 

See A.l (a) and (b), page 19. 

The undertakers are given the exclusive 
right to charge tolls, rates, etc., in connection 
with the canal. 

No information. 

No monopoly by the State nor by a con
cessionary company, except restriction of foreign 
vessels with respect to the coasting trade of 
Canada. (See Canada Shipping Act, Part XIII.) 



China 

Ecuador 

Estonia 

United States of 
America 

' ~ In principle, long-distance railways of interest 
to China as a whole are operated by the Central 
Government and local railways by the local 
Governments, in accordance with the regulations 
for the operation of public railways. 

Private individuals are authorised to construct 
and operate, in accordance with the regulations 
concerning private railways, the railways men
tioned above, if they have been proposed but 
have not yet been constructed by the Central 
Government or the local Governments. 

The State has a monopoly over the State 
Railways and a controlling interest in the 
Southern Railway. 

There are at present two concessionary 
companies, one of which operates the Manta
Santa Ana Central Railway in the province of 
Manabi, while the second operates the Quito
lbarra-San Lorenzo line (Esmeraldas Railway). 

There is a State monopoly. 

' 
Provincial Governments have preference in 

the operation of transport service ; they may 
also grant a transport monopoly to a con
cessionary company. 

No information. 

Each owner of a line has a traffic monopoly. 

. Questions A.1 (f) and (g) relate to a monopoly by a State or a concessionary company, and to a 
right of priority granted to one means of transport, but no such monopoly or priority exists, in 
connection with transport in either inter-State or foreign commerce, under any Federal law in the 
United States, except to the extent that they may be regarded as incidental to the authority 
exercised by the Inter-State Commerce Commission as aforesaid (see A.1 (a) and (b), page 22) in 
connection with extensions and abandonments of lines of railroad and the operation thereof, and 
the issuance of certificates and permits in connection with transport by motor vehicles. 

There is no monopoly by the State nor by a 
concessionary company. 

No information. 

Monopoly of the owner who has obtained an 
authorisation. 

No information; see also A.l (a) and (b), 
page 22. 

______ . ________ _:__ _______________________________ _ 
Finland 

France 

Both State and privately owned railways 
have a monopoly on their own railways. 

There is no monopoly either by the State 
or by a concessionary company. 

No information; see also A.l (a) and (b), page 23. 

Though the railway contracts (" cahiers des charges ") have reserved the Government's right to authorise the organisat~on of other transport 
services in the area in which the railways are established, railway lines enjoyed a de facio monopoly until the introductiOn of mot?r services. 
During the last few years, however, the establishment of numerous road services and the improvements in water-craft have brought this monopoly 
to an end, so that, in order to avoid the disastrous consequences of a disorderly competition between the various means of transport, the Gove~nm~·nt 
has had to draw up regulations to co-ordinate rail and road transport, on the one hand, and rail and water transport, on the other (Co-ordmatmg 
Decrees of April 19th, 1934, February 25th, 1935, July 13th, 1935, and November 14th, 1936). 



Greece 

Hungary 

India 

Ireland 

Iceland 

Japan , 

Latvia 

Railway Road 

There is no de jure monopoly in the case of either form of transport ; it should be noted that, in 
the case of road transport, the Ministry of Railway and Motor Transport determines the number 
of motor vehicles that may use trunk roads. 

Neither the State nor any concessionary 
company has a monopoly. 

There is a monopoly by the State. 

No information. 

Monopoly by the State, except in the case of 
some local railways. 

Tramways. - See opposite, under " Road ". 

Public railways are a · State monopoly; 
legislation is required for concessions and for 
construction or operation by private individuals 
or companies; see also A.l (a) and (b), 
page 26. 

As regards motor transport, the establishment 
and maintenance of regular lines from one place 
to another is one of the rights reserved to the 
State. The State is, however, free to cede the 
exercise of this right temporarily to certain 
undertakings. 

There is no State monopoly and generally no 
monopolistic concessionaries. 

No information. 

No information. 

No monopoly either by the State or by a con
cessionary company; both tramways and motor
buses can be owned by the State, by a public 
body or by a private person or persons (com
pany, etc.). 

There is no monopoly. 

A.l {f). 

Inland navigation 

There is no inland navigation. 

·Neither the State nor any concessionary 
company has a monopoly. 

The licensees of ferry services have a monopoly 
or partial monopoly for the period of the licence. 
Monopolies are not generally given for other 
services. 

No information. 

No monopoly. 

Means of transport by navigable waterways 
are mostly in the hands of private undertakings. 
As regards inland waterways, there is no 
monopoly in Latvia, nor are there any con
cessionary undertakings possessing monopoly 
rights. 



Liechtenstein 

Lithuania 

Luxemburg 

Monaco 

Norway 

New Zealand. 

The railways are operated and supervised by 
the Ministry of Communications. 

The normal-gauge railways in the Grand 
Duchy are subject to the concessionary regime ; 
see .A.l (a) and (b), page 27. 

s·ee A.l (a) and (b), page 28. 

Railways are a State monopoly. 

l 

As regards road transport, a distinction must 
be made between transport coming under the 
postal monopoly and other transport. 

The transport of letters and sealed packages 
up to 5 kg. in weight and the regular transport 
of passengers are subject to the postal monopoly. 
The regulations applicable to such transport are 
those of the Swiss Postal Administration, which, 
under the Postal Treaty concluded on November 
lOth, 1921, between Liechtenstein and the 
Swiss Confederation, are also applicable in 
Liechtenstein. 

As regards other road transport, we would 
make the following observations : · 

The commercial transport of goods, which does 
not come under the postal monopoly, is subject 
to a Government trade concession. However, 
the regular operation of such a concession is not 
compulsory. 

There are several private companies, in one of which the State is financially interested. 

There is no monopoly. 

See A.l (a) and (b), page 27. 

There is no monopoly either by the State or 
by a concessionary company. 

Road services require a licence. The Railway 
Department and various municipalities hold 
road licences over particular routes or areas 
hut they must apply for licences through the 
usual channels. Preference is given to the Rail
ways or public bodies only where an extension is 

Inland navigation of no importance. 

Inland navigation of no importance. 

No importance. 



New Zealand 
(continued) 

Netherlands: 
Home 

Territory 

Nether lands 
Indies 

Poland 

Roumania 

Siam 

Sweden 

Czechoslovakia 

Turkey 

.RaUway 

There is no monopoly, but the State may 
influence the number and ·site of the railway 
lines by means of the concession. 

There is no monopoly. 

Road 

sought to an area not served by an existing 
service. Otherwise they are on the same basis 
as private individuals or companies. 

Motor-coaches. - No monopoly. 
Lorries. - No information. 

.. 
* .. 

There is no monopoly. 

A.l (f) . 

Inland navigation 

Regular lines. - No information. 
Free navigation. - See A.l (a) and (b), 

page 29 . 

Inland navigation of no importance. 

No monopoly is held either by the State or by private persons or legal entities in any of the three forms of communication. 

See A.l (a) and (b), page 31. No information. There is no monopoly either by the State or 
by a private company. 

There is no monopoly either by the State or.by a concessionary company. 

See A. I (a) and (b), page 32. 

There is no State monopoly of railway 
transport. Most of the railway system is in 
the hands of the State, and is operated by it. 
In addition, there are private companies, of 
which the lines are also mostly operated by the 
State. 

No information. 

There is no monopoly either by the State or 
by a concessionary company. 

There is no State monopoly of motor trans
port. 

No information. 

I 
/ 

There is no monopoly either by the State 
or by a concessionary company. 

No information. 

No inland navigation. 



Union of Soviet 
Socialist 
Republics 

Yugoslavia 

See A.l (a) and (b), page 33. 

No information. 

See A.l (a) and (b), page 33. 

There is no monopoly. The right of trans
porting passengers or goods is granted to anyone 
complying with the conditions laid down in the 
law on undertakings. 

See A.l (a) and (b), page 33. 

No information. 



A.l (g). A right of priority granted to one means of transport (for instance, to the railways for the running of motor transport services). 

Union of South 
Africa 

Argentine 
Republic 

Australia: 
Commonwealth 

Western 
Australia 

South 
Australia 

Railway 

There is no right of priority. 

Road 

No right of priority is granted. The question 
of public requirements and whether the 
applicant for a motor-carrier certificate is likely 
to carry on satisfactorily the transport to which 
the application relates shall he taken into 
consideration in determining whether the ap
plication shall be granted or refused. 

Inland navigation 

No inland navigation. 

It would not appear from the answer received that a right of priority existed. 

The Commonwealth Railways Commissioner 
is not granted any right of priority for the 
running of motor transport services, or any 
similar service. He does not operate such 
services. 

Railways have a right of priority where 
practicable. 

The State Railways have not the right to run 
motor transport services without the approval 
of the Transport Control Board. No such 
services are running. Those that were were 
stopped by the Board chiefly because none of 
them was paying. 

.. . " 

* .. .. 

Many road services that were competing 
with the Railways have been stopped and 
about £20,000 was paid to such persons as were 
qualified to receive compensation under the 
terms of the Act. In other cases where motor 
transport offered special advantages to the 
public, even in . competition with . the State 
Railways, road licences have been 1ssued, the 
Railways being protected to some extent by 
the road-carriers being obliged to charge 
minimum fares. 

* . " 

There is no inland navigation. 

No information. 

A.l (g). 



New South 
Wales 

~ \ 
There is no right or priority, but the Railway 

Commissioner is exempted from the provisions 
of the Act requiring licensing of commercial 
motor vehicl.s. · 

Tramways. - The tramway authority has 
an exclusive right of operation of trolley-buses. 
Motor-omnibus services are also operated by the 
tramway authority in the Sydney and Newcastle 
districts and independent motor-omnibus ser
vices are operated in these districts under licence 
from the Commissioner for Road Transport and 
Tramways. 

There is no right of priority. 

* • • 

Queensland· · · No priority ofrunning motor transport services is granted to the railways; in fact, the railways 
have at present no authority to conduct road services except for through traffic- i.e., traffic which 
has been, or is to be, conveyed some portion of the journey by rail. The policy of the State Trans
port Board is to prevent the unnecessary growth of duplicate overlapping services, Services that 
were operating at the time the State Transport Board commenced to function (April 1st, 1935) 
were allowed to continue, and such additional licences have been granted as the Board considers 
necessary. Generally, it is not the policy to allow additional undue competition with existing 
facilities either by rail or road. 

Tasmania 

Victoria 

Austria 

See A.l (f), page 70. 

There is no right of priority. 

. .... 
No information. 

.. • • 

See A.l (f), page 70. Whenever necessity 
arises, road motor services, operated by the 
Railways Commissioners, are co-ordinated with 
rail services - i.e., there is through booking, 
combined time-tables, combined advertising, etc. 

See A.l (f), page 70. A railway undertaking has a prior right to run motor services within the 
radius which it serves, provided it is able to establish a service within a fixed time-limit and with 
the approval of the Federal Ministry of Commerce and Communications, when a request for a 
concession for that service has been made by a third party . 

There is no right of priority. 

There is no inland navigation. 

No information. 

No inland navigation. 

See A~l (/), page 70. 

.. ···----· --·---···---------------------------------------



Belgium1 

Brazil 

United Kingdom 

Rallway Road 

The Societe nationale des Chemins de fer belges and the Societe nationale des Chemins de fer 
vicinaux are subject to common law in respect of any public motor-bus services which they run 
or intend to run. 

Although, as a rule, authorisations to establish motor-bus services are granted subject to 
preliminary public tender, they may nevertheless be granted without recourse to public tender : · 

(I) In the case of suburban and inter-urban lines, to the operator of a public passenger 
transport service for which a regular concession or authorisation has been obtained, and which 
serves the greater part of the principal localities for which that service is intended ; 

(2) In the case of urban lines, to the operator of a public passenger transport service for 
which a regular concession or authorisation has been obtained, which already serves the greater 
part of the traffic for which the new service is intended ; 

(3) For the continuation of a regular service which has given satisfaction. 

Operators of public passenger transport services for which a regular concession or authorisation 
has been obtained are deemed to include persons who have obtained a concession, or recognition as 
a railway or tramway for a line, even if circumstances have temporarily prevented the construction 
of the line. 

Lastly, the Societe nationale des Chemins de fer vicinaux and the concessionaries of tramway lines 
are permitted by law to establish motor-bus services to improve the facilities offered by their railway 
lines, and authorisations to establish such services may be granted, after investigation, without 
recourse to public tender, by the authority which granted the railway concession. 

• See A.! (a) and (b), page 18. 

No information. See A.l (c), page 37. 
The regulations of the inter-urban traffic of 

the State of Sao Paulo contain provisions as 
to the desirability of the service, taking into 
account its effects on other existing means of 
transport. 

Railway companies are empowered by special There is no right of priority. 
Acts of 1928 to operate road transport services 
subject to the provisions of the general law with 
regard to such services, but have no priority. 

Tramways. - There is no right of priority. 

A.l (g).. ~ 

Inland navigation 

No information. 

No information. 

Canals.- There is no right of priority. 

.-'1 



Bulgaria 

Canada 

China 

Ecuador 

There is no right of priority. 

There is no right of priority. 

Not yet regulated. 

No information. 

There is no right of priority. 

No right of priority is granted to any means 
of transport. 

No information. 

There is no right of priority. 

There is no right of priority. 

Undertakings can develop their services in the sphere of any one means of transport as they think fit. The railways, for instance, can run 
auxiliary servic• s of motor-coaches and buses and thus increase their passenger and goods traffic. 

--------------------------------------------------------------

Estonia 

United States 
of America 

Finland 

France 

The Railway Administration has priority 
over the owners of motor services if it desires 
to run a service itself. 

See A.1 (f), page 73. 

There is no right of priority. 

See A.l {f), page 73. 

There is no right of priority. Only the Post and Telegraph Office and the Railway Administration 
have the right to establish motor-bus services without a licence ; the former, however, only in 
connection with the transport of mail. At present, nearly 90% of the motor-bus lines are in the 
hands of private capitalists; the remaining 10% being in the direct possession of the Stat.e. 

The co-ordinating decrees for rail and road transport provide that the right to carry passenger;; 
shall be reserved for the railways, and also for contractual motor services on routes which remain 
open for such traffic under the co-ordination scheme. If rail and road transport exist side by side 
on the same route, the railway shall have priority between the main towns and villages ; for this 
purpose, the tariff of the road transport undertaking must be higher than the cost of the lowest 
class on the railway. 

During the last few years, the main railways set up subsidiary companies for the purpose of 
organising motor transport services. The Decree of February 25th, 1935, ·provided that such 
companies were to be gradually wound up through the non-renewal of the contracts. 

In the case of goods, road services have the right of priority for short-distance transport, and 
railways for long-distance transport. 

There is no right of priority. 

No information. 

No information. 

No information. 

00 -



Greece 

Hungary 

India 

Ireland 

Iceland 

Japan 

Latvia 

Liechtenstein 

Lithuania 

Luxemburg 

Monaco 

Norway 

New Zealand 

Netherlands: 
Home 

Territory 

Netherlands 
Indies 

Railway 

There is no right of priority. 

There is no right of priority. 

There is no right of priority. 

See A.l (c), page 40. 

There is no right of priority. 

Road 

There is no right of priority. 

There is no right of priority. 

There is no right of priority. 

See A. I (c), page 40. 

No information. 

There is no right of priority. 

A.l (g). 

Inland navigation 

There is no· right of priority. 

There is no right of priority. 

There is no right of priority. 

No information. 

There is no right of priority. 

The Railway Administration and the Department of Posts and Telegraphs have a right of 
priority as regards the obtaining of concessions for the establishment of a regular motor-omnibus 
service for the carriage of passengers. 

There is no right of priority. 

Railways have no right of priority. ' 

The railways have no right of priority as 
regards the running of services by any other 
means of transport. 

No right of priority. See under C, page 281. 

No~information. 

Motor transport time-tables and tariffs are co-ordinated with those of the railways. Motor
coaches and trains must not run to the same time-tables on routes served both by the railways and 
by motor transport services. Motor transport passenger fares must not he lower than corresponding 
third-class railway fares. 

No right of priority is granted to motor
omnibus services. 

See A.l (a) and (b), page 27. 

No right of priority. 

Inland navigation of no importance. 

Inland navigation is without importance. 

There is no right of priority where there is already an existing service licensed. (See also under 
A. I ({) 1 page 74.) 

Inland navigation is without importance. 

There is no right of priority. No right of priority. No right of priority. 

• • • 
There is no right of pri~rity. There is no right of priority. Inland navigation is without importance. 

------···--------- ·-------------'----j-- ... 



Poland 

Roumania 

Siam 

Sweden 

Czechoslovakia 

Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

' \ 
There is no right of priority in favour of any one means of comhmnication. 

There is no right of priority. 

There is no right of priority. 

There is no right of priority, but there would 
seem to have been cases where the authorities 
granting concessions have given the railways 
preferential rights in concessions regarding, for 
instance, an omnibus line. 

No information. 

There is no right of priority. 

No information. 

The railway has a right of priority for the opening of regular road services. 

Railways enjoy no right of priority. No information. 

See A.l (a) and (b), page 33. See A.l (a) and (b), page 33. 

No information. The State has a right of priority. 

There is no established right of priority for 
river transport services. 

There is no right of priority. 

There is no right of priority. On granting 
concessions, for instance, for regular motor-car 
lines, there would, however, seem to have been 
cases where steamship companies with a regular 
service in the same district have been accorded 
a preferential right by the authority granting 
the concession to operate a motor-car line. 

No information. 

No inland navigation. 

See A.l (a) and (b), page 33. 

No information. 



A.l (h). 

A. I (h) An obligation on the part of the transport undertaking to organise a joint service for some particular means of transport (for instance, in the form of a pool, etc.). 

Union of South 
Africa 

Argentine 
Republic 

Railway Road 

There is no obligation to organise a joint service. 

Railway Law No. 2873.- Every undertaking 
is obliged to share the use of any of its stations 
with other companies whose lines join up with 
its own, the price and other conditions to be 
fixed by common agreement (Article 22). 

When at any point two or more railways 
constructed by different undertakings meet, 
the goods wagons and passenger carriages of 
either may use the lines of the other, paying 
rent to be fixed by mutual consent (Article 23). 

Undertakings are obliged to combine their 
transport services of both passengers and goods 
with other lines immediately adjoining theirs, 
although they may be of different gauge 
(Article 25). 

General Railway Regulations.- Undertakings 
must come to an agreement concerning the 
conditions under which shall be effected the 
exchange of rolling-stock on lines of similar 
gauge, so that joint traffic can be carried to its 
destination without inconvenience and interrup
tions. 

These stipulations may in no way affect the 
requirements of each undertaking, and if con
siderable increases in traffic at any time of the 
year, or the unforeseen development of some 
industry or trade, make it necessary to have 
material right away, the undertakings which 
have lent material may demand from those 
who have borrowed it an equivalent number of 
vehicles (Article 120). 

(In all the above cases, the railway manage
ment will intervene if the railway undertakings 
have not come to the necessary agreements 
between themselves within a stipulated time.) 

No information. 

Inland navigation 

No inland navigation. 

No information. 



Australia: 
Commonwealth 

Western 
Australia 

South 
Australia 

New South 
Wales 

The Commonwealth Railways Commissioner 
seeks every opportunity of organising joint 
services between the railways controlled by him 
and the contiguous State owned railway services 
of Western Australia, South Australia and New · 
South Wales ; and also the railway services of 
Victoria and Queensland. This includes train 
services, through passenger and other coaching 
traffic, through goods traffic (including live 
stock), and the inter-changeability of rolling
stock where the gauges of contiguous railways 
(e.g., Commonwealth and South Australian) are 
the same. The breaks of gauge where the 
Commonwealth railways connect with the State 
systems are an effective barrier against the 
common use of rolling-stock, workshop facilities, 
and such like. 

No obligation to organise a joint service. 

* • * 

No obligation to organise a joint service, 
but in two or three instances operators are 
required to work in conjunction with rai: 
services (but not in the form of a pool) . 

• .. .. 

In a few instances, road services have been esiablished complementary to the railway services, 
the tickets issued by the railroad department covering the complete journey by rail and road. 
These co-ordinated services have taken the place of through road services, the fares and time of 
journey being practically the same now as formerly. 

No obligation rests upon the Commissioner 
for Railways to organise a joint service, but in 
certain circumstances such services have been 
organised voluntarily. 

• • • 
There is no direct provision, but the con

ditions of a licence for a commercial goods and 
passenger vehicle may provide for such an 
obligation. 

There are no navigable waterways. 

No information. 

Time-tables for passenge•· ferry service arc 
so arranged that there is no clashing of services. 



Australia 
(continued) : 
New South 

Wales 
(continued) 

Queensland 

Tasmania 

Victoria 

Austria 

Belgium 1 

Brazil 

Railway 

Tramways. - No obligation is imposed upon 
the Commissioner for Road Transport and 
Tramways to organise a joint service, hut in 
certain circumstances such services have been 
organised voluntarily. 

No obligation to organise a joint service. 

Road 

* * • 

* • * 

A.l (h). 

Inland navigation 

No inland navigation. 

There is no obligation to organise joint services, except that the Transport Committee may fix time-tables and rules for the purpose of 
co-ordinating the different forms of transport. 

* •• 

Ideally, the fundamental objective of the legislation is, through the decisions of the Transport 
Board, to evolve a planned economy in which rail and road transport are co-ordinated. 

No obligation to organise a joint service. 

. There is no obligation on the part of the operators of the various transport services to organise 
JOint services. Nevertheless, under duly approved agreements, the few main railways still operated 
by private companies offer the same tariffs and conditions of transport as the " State system " 
operated by the Societe nationale des Chemins de fer beige. 

As regards local railways, although they belong to one company (Societe nationale des Chemins 
de fer vicinaux) and are subject to general regulations, their accounts are separate and· they are 
granted tariffs or allowed exemptions suited to the requirements of their local or regional activities. 

1 Sec A. I (u) aud (b), page 18. 

The Brazilian railways are under no obligation to organise joint services. Reciprocal traffic is 
optional, and through traffic is obligatory for railways, either by direct junction or over other lines. 

Moreover, railway concerns have the right to enter of their own accord into bilateral agreements 
with road transport concerns, fixing the routes over which the traffic is to pass by rail or by road, 
the total freight rates, and the percentage due to each transport system. 

There is no inland navigation. 

No information. 

Inland waterways undertakings are not re
quired to organise a joint service, as com
petition is free. 

00 
0> 



United 
Kingdom 

Bulgaria 

Canada 

All railway and canal companies working 
railways or canals forming part of a continuous 
line of communication, or having their stations 
or wharves near together, are required lo afford 
due and reasonable facilities for receiving and 
forwarding each other's traffic without un
reasonable delay or undue preference. These 
reasonable facilities for through traffic include 
the granting of through rates or fares on the 
reasonable request of any railway or canal 
company or any trader or other person interested 
in the through route. (See also C.5 (d), page 269, 
as regards interchange of traffic between railways 
and canals.) 

An important measure of co-ordination of passenger transport facilities was effected by the 
London Passenger Transport Act, 1933. The Act created a public authority, known as the London 
Passenger Transport Board, and charged it with the duty of providing an adequate and properly 
co-ordinated system of passenger transport throughout an area known as the " London Passenger 
Transport Area ", and covering nearly 2,000 square miles. To this body has been transferred all 

·the local railway, tramway and omnibus undertakings in the London area, so that the whole of the 
passenger transport in the area, other than that for which the main line railways are responsible, 
is brought under the management of the Transport Board. The Act also provides for the pooling 
between the Board and the main line companies of their receipts from passenger transport in the 
London area and for the creation of a Standing Joint Committee of eight persons- four appointed 
by the Transport Board and four by main line companies - to secure proper co-ordination of their 
respective services. The Railway Rates Tribunal is empowered to revise the fares charged by the 
Transport Board and the main line companies in the Board's area. 

Tramways and trolley vehicles. - Joint 
services are provided only by means of voluntary 
working agreements between the authorised 
undertakings concerned. (See also reply above.) 

No obligation to organise a joint service. No information. 

See opposite, under " Railway ". 

No information. 

--------------------------------------------

No obligation to organise a joint service. 

----------------------------------------·. --·-·----------



China 

Railway 

The majority of Chinese railways are State 
undertakings. Private or public undertakings 
not State owned are also under the supervision 
of the Ministry of Railways. Agreements have 
been concluded to facilitate connections, but, 
apart from these contracts, there is no organisa
tion in the form of a pool or other similar 
agreement. 

Road 

No· obligation, for the time being, to organise 
a joint service. 

A.l (h). 

Inland navigation 

Under the Regulations relating to the means 
of promoting co-operation between shipping 
undertakings, undertakings serving the same 
ports must co-operate with each other. Persons 
failing to observe this regulation are punished 
by the withdrawal of their licence. In such 
a case, other vessels are authorised to continue 
the service. 

~----------~--------------------------~------------------------------------------------
Ecuador 

Estonia 

United States of 
America 

Finland 

No information. 

No obligation to organise a joint service. 

There is no obligation on the part of the 
companies to organise joint motor transport 
services. 

(See A.l (g), page 81.) 

Concessions for lines in country districts are 
granted, if possible, in groups. The services for 
which special tenders are invited, the aggregate 
number of groups and the number of services 
placed in each group are fixed in the case of the 
rural services by the Minister of Communica
tions, on the proposal of the Director of the 
Bridges and Roads Administration. 

No information. 

No obligation to organise a joint service. 

_There is no obligation placed upon any transport agency in the United States to form a pool, etc. Through_ routes, jo~nt rates, ~nd. us_e ~f ~er
mmals may be required by order of the Inter-State Commerce Commission properly to ensure reasonable service by carriers under Its JUrisdictiOn. 
Pooling of freight, revenues, or traffic may be authorised by order of the Commission where found to be in the public ~n~erest. Cons_o!idations, 
mergers, and acquisitions of control by purchase of stock, etc., are placed, generally, under the control of the CommissiOn by provlSlons con
tained in the Inter-State Commerce Act and the Motor-carrier Act of 1935; and, in granting a,uthority in accordance with such provisions, the 
Commission is authorised to prescribe reasonable conditions with which the carriers must comply in order to obtain the benefit of action taken by 
the Commission in the premises. The pooling of freights of different and competing railroads and the divi?ion between them ~f _either their gr?ss 
or net earnings· are prohibited by provisions contained in the Inter-State Commerce Act, unless authorised by the CommissiOn after hearmg 
upon application, but no similar provisions are contained in the Motor-carrier Act. 

Every privately owned railway is obliged to 
run a joint service with another railway. 

There is no obligation, but nearly all the 
undertakings operating road transport services 
belong to the same union- the Union of Under
takings operating motor-car and motor-bus 
lines. There is no pool. 

No information. 



France 

Greece 

Hungary 

India 

Ever since railways came into existence, 
efforts have been made to conclude agreements 
to eliminate competition between the various 
systems and promote collaboration, or to 
facilitate the operation of lines in which several 
systems were interested ; e.g., the sharing of the 
Paris-Bordeaux traflic between the Elal and the 
Paris-Orleans, the grouping of the systems into 
syndicates for the operation of the " circle " 
lines (ceinlures) and, more recently, a re
distribution among the syndicates. of the work 
of operating these ceinlures, ·amalgamation of 
the Paris-Orleans and Midi operating services. 
Agreement concluded between the Paris-Orleans 
and the Eial providing that the latter should 
operate the Savenay-Landerneau line and its 
branch Iihes, etc. 

No information. No information. 

The obligation to organise a joint service exists for certain places prescribed by the laws in force. 

Railway undertakings have the right to 
conclude, either among themselves or with 
foreign undertakings, agreements for the 
organisation of a joint service. 

The licensing authority may require under
takings to participate in a joint service in some 
particular means of transport; 

No obligation to organise a joint service. 

Undertakings have the right to conclude, 
either among themselves or with foreign under
takings, agreements for the organisation of a 
joint service. 

----------- --~---------------- -----------------------
Ireland No information. 
---------------------
Iceland 

Japan 

·Latvia 
·----------------
Liechtenstein 

Lithuania 

Luxemburg 

No information. 

The Minister of Railways sometimes orders a joint service for some particular means of transport 
to be organised in the public interest. 

No obligation to organise a joint service. 

No information. 

No obligation to organise a joint service. 

No information. Wate1· and road transport unde~·takings running inter-urban srrvices are organised into regional 
associations to facilitate the apportionment of joint receipts. 

No obligation to organise a joint service. Inland navigation is without importance. 



Monaco 

Norway 

New Zealand 

Netherlands: 
Home 

Territory 

Netherlands 
Indies 

Poland 

Roumania 

Siam 

Sweden 

Railway Road 

See A.l (a) and (b), page 27. 

No obligation to organise a joint service. 

There is no obligation to organise a joint service, but in some cases competing services have been 
either amalgamated or their time-tables co-ordinated. A series of short runs have also been 
co-ordinated to give a through service between two distant points, and other services have been 
made feeder services to the railways. The obligation to co-ordinate road services rests with the 
Transport Licensing Authorities. 

No obligation to organise a joint service. 

• * • 

No obligation to organise a joint service. 

It is proposed to introduce joint services (railways plus motor vehicles) on some lines. 

There is no obligation to organise a joint 
service. 

No information. 

No obligation to organise a joint service. 

No obligation to organise a joint service. 

Czechoslovakia Railway companies are obliged to effect the No obligation to organise a joint service. 
transhipment of goods in stations where the 
latter have to be transferred from one line to 
another. 

Turkey No information. 

Union of Soviet See A.l (a) and (b), page 33. 
Socialist 
Republics 

Yugoslavia No information. 

No information. 

See A.l (a) and (b), page 33. 

No obligation to organise a joint service. 

) 

A.l (h). 

Inland navigation · 

Inland navigation is of small importance. 

Inland navigation is of small importance. 

No information. 

Inland navigation is without importance. 

No obligation to organise a joint service. 

There is no obligation in the case of ship
ping undertakings, but joint services are not 
prohibited. 

No information. 

No inland navigation. 

See A.l (a) and (b), page 33. 

No information. 

<:0 
0 



A.2. Tariffs: 

{a) Are there any fixed tarifls and, if so, by whom are they drawn up and, if necessary, authorised? 
(b) Is any supervision exercised over tarifls and, if so, under what conditions? 
{c) Is the publication of larifls compulsory ? 

Union of South 
Africa 

Railway 

(a) Fixed tariffs arc drawn up and approved 
by the Railways Administration, empowered 
by the Railways and Harbours Regulation 
Control and Management Act, No. 22 of 1916. 

(b) The supervision of tariffs is in the hands 
of the Railway Administration. 

(c) The publication of tariffs is not com
pulsory, but it is done. 

Road 

(a) Fixed tariffs exist in respect of road 
motor services operated by : (i) the railways; 
(ii) municipalities; (iii) certain private trans
port undertakings. In the case of (i), tariffs arc 
fixed by the Railway Administration; (ii) by 
municipalities - each within the area of its 
jurisdiction; and (iii) by the company or 
individual operator, subject to the approval of 
the Road Transportation Boards. 

In determining whether any application for 
a motor-carrier certificate shall be granted or 
refused, the reasonableness of the charges 
which the applicant proposes to make for such 
transport shall be taken into consideration by 
the Board or Local Board, who may also fix 
the scale of charges in respect of any road 
motor service operating on a certificate. 

(b) The scale of charges as accepted and laid 
down by the Board or Local Board shall be 
adhered to and uniformly applied in respect of 
all motor-carrier transport undertaken by the 
holder of a certificate and his servants. Supervi
sion is exercised by the Board's inspector. 

(c) Scales of charges relating to the convey
ance of passengers and/or goods, unless em
bodied in the certificate, shall, in the case of 
passenger vehicles, be exhibited in a conspicuous 
place on the vehicle and, in the case of goods or 
dual-purpose vehicles, shall be carried on such 
vehicle and on demand be exhibited to any 
interested person. · 

Inland navlgatlo~:~ 

No inland navigation. 

--~- -~~-------------------------------------------------

A.'.!. 



Argentine 
Republic 

Australia : 
Commonwealth 

Railway 

(a), (b) and (c): General railway regulations.
Tariffs for the transport of passengers and 
excess luggage must be communicated to the 
General Railway Directorate and be com
municated to the public in the manner prescribed 
for time-tables (Article 33). 

Undertakings shall communicate to the Rail
way Directorate and shall publish their tariffs 
and regulations for the transport of goods in 
the manner prescribed for the tariffs and regula
tions for passengers. Changes which may be 
introduced shall be communicated to the public 
one month before they are put in force ; tariffs 
relating to the transport of passengers and goods 
shall be reasonable and fair (Article 44). 

Road 

(a), (b) and (c) General regulations for traffic 
on national roads.- In preparing the regulations 
of the National Traffic Law, the National 
Directorate of Road Services will include 
provisions to the effect that the tariffs to be 
charged for the transport of passengers and 
goods shall be reasonable and fair (Article 96). 

Province of Buenos ·• Aires: Transit Law 
No. 4375. - Article 13 fixes the maximum 
tariffs to be charged. 

A.'Z. 

Inland navigation 

(a), (b) and (c) Special decree regulating 
Law No. 2873. - . . . So that the tariffs 
fixed shall be reasonable and fair, national 
shipping undertakings which have one or more 
vessels with a fixed itinerary, and with postal 
privileges, are obliged to send to the General 
Prefecture of Ports . . . a table of 
passenger and goods tariffs (Article 19). 

The General Prefecture of Ports is authorised 
to examine the tariffs and to accept or to alter 
them (Article 21). 

Decree requesting navigation undertakings to 
communicate their tariffs for the transport of 
goods. - The General Marine Prefecture will 
require national navigation undertakings carry-
ing goods to communicate to it their tariffs, 
which shall be made known to the public 

(Article 1). 

Regulations for the navigation of coasts, etc. -
Every vessel used for the transport of passengers 
must display the official tariff in a prominent 
place (Article 119). 

Law No. 12346 on transport co-ordination.- Tariffs for passengers, parcels and goods for every transport undertaking, with the exception of the 
railways, must be submitted to the approval of the National Committee on transport co-ordination . . . (Article 6). 

(a) There are two fixed tariffs in connection 
with the Commonwealth Railways. One of 
these is the " Goods and Live-stock Rates 
Book ", which deals with : 

(I) General conditions and classification 
of goods; 

(2) Mileage rates for goods ; 
(3) Miscellaneous charges and special 

rates; 
(4) Inter-system goods rates and condi

tions; 
(5) Live-stock rates and conditions; 



(6) Wharfage rates and conditions ; and 
(7) Distance and accommodation table. 

The other is the " Passenger Fares and Coach
ing Rates Book", which deals with : 

(1) General conditions applicable, whether 
the traffic is inter-system or local ; 

(2) Fares, rates, charges, and conditions 
applicable to inter-system traffic only ; 

(3) Fares, rates, charges, and conditions 
applicable to local traffic; 

( 4) Lists of stations and mileages ; 

(5) By-law relating to offences, etc. 

The tariffs are drawn up by the Chief Traffic 
Manager, approved by the Commissioner, and 
recommended by him for approval by the 
Ministerial head of the Department. 

The Commissioner has power to fix a special 
toll or charge for the conveyance of any special 
article or parcel of goods, provided that the 
same toll or charge shall apply alike to all 
persons using the railways under the same 
conditions ; and he may enter into any agree
ment or contract with the Postmaster-General 
for the performance of any service for the 
Postmaster-General. 

(b) The tariffs are constantly under super
vision, and the rates and conditions prescribed 
therein may be altered to accord with circum
stances. For instance, the classification rates 
for wool, live-stock, etc., may have to be 
reduced to meet any lower p1·ices for the 
commodities, or to fit special circumstances, as 
droughts. Special rates for inter-system traffic 
may be agreed to \vith the SLate Railways, so as 



Australia 
(continued): 

Commonwealth 
(continued) 

Western 
Australia 

South 
Australia 

Railway 

to obtain traffic from other competitors (steam
ers, aircraft, motors) or to retain it. 

(c) The publication of tariffs is compulsory. 
Any publication purporting to contain a list of 
the tolls, fares, charges and conditions recom
mended by the Commissioner and approved by 
the Minister, and which is printed by the 
Government printer, is prima facie evidence that 
the tolls, fares, charges and conditions contained 
therein were so recommended and approved, 
and, until the contrary is proved, that they are 
still in force. 

Each quarter of the year the Commissioner 
furnishes the Minister with a report which 
includes the special rates which have been made 
and the reason for making them. 

(a) The tariffs are fixed by the Adminis
trative Head and approved by the controlling 
Minister of the Crown. 

(b) No supervision is exercised over the 
tariffs. 

(c) Tariffs are published in the Government 
Gazelle. 

(a) The general railway tariff is drawn up 
by the Railways Commissioner, and is approved 
by the Governor in Executive Council, and 
subsequently sanctioned by both Houses of 
Parliament, and published in the Government 
Gazelle. No increase in the railway rates of 
fares may be made without similar authority. 
The Commissioner is empowered at his discretion 
to make reductions in tariff charges ; all such 
charges, however, must be published in the 
Government Gazelle. 

Road 

* * * 
(a) Tariffs are authorised by a controlling 

Board. Tariffs are also fixed by that Board, 
if necessary, but otherwise they are .drawn up 
by various operators and submitted for approval. 

(b) There is no particular supervision of 
tariffs. · 

(c) Publication of tariffs is not compulsory. 

• * • 
(a) The maximum fares and rates for each 

individual service are fixed by the Transport 
Control Board according to the circumstances of 
each case. In some cases, where there is 
railway competition, minimum rates are fixed. 

A.2. 

Inland navigation 

There are no navigable waterways. 

(a), (b) and (c). See A.l (a) and (b), page 10. 



New South 
Wales 

(b) The Commissioner is subject to super
vision by Parliament as to tariffs, as outlined 
in (a) above. 

(c) The general railway tariffs and any 
alteration thereof, as well as any special tariff, 
must be published in the Government Gazelle. 

(a) and (b) There are fixed tariffs which are 
drawn up by the Commissioner and submitted 
for the approval of the Governor in Council in 
the form of by-laws. The Government Rail
ways Act provides that such by-laws must be 
published in the Government Gazelle and be 
laid before both Houses of Parliament within 
fourteen sitting days after publication if Par
liament is in session, and if not, then within 
fourteen sitting days after the commencement 
of the next session. 

If either House of Parliament passes a resolu
tion of which notice has been given at any time 
within fifteen sitting days after such by-laws 
have been laid before such House disallowing 
any by-law or part thereof, such by-law or part 
shall therefrom cease to have effect. 

Attention is also drawn to the following 
provisions of the Government Railways Act 
relative to the question of tolls, which are self 
explanatory 

" 24 (2) Subject to the provisions of this 
Act, all such tolls shall, at all times, be 
charged equally to all persons, and after the 
same rate, whether per ton, per mile, or other
wise, in respect of all passengers and of all 
goods or carriages of the same deseription and 
conveyed or propelled by a like carriage or 
engine passing over the same portion of the 

' (b) The road-carriers pay a percentage on 
their earnings as a licence fee and make monthly 
returns of their earnings. From time to time, 
these returns are checked with their way-bills 
and ticket books by Transport Control Board 
officers, who see that the prescribed charges are 
not exceeded. 

(c) The road rates are not published, but 
the maximum rates chargeable can be obtained 
on application to the Transport Control Board. 

* " * 
(a) and (b) Motor-omnibus fare schedules in 

1·egard to both Government owned and privately 
operated services are approved by the Com
missioner for Road Transport and Tramways in 
the case of Sydney and Newcastle operations, 
and in other parts of the State by the appropriate 
local authority. 

In Sydney and Newcastle districts, the 
maximum fares to be charged in connection 
with taxi-cab hirings are fixed by regulation. 
Outside these areas, the local authority may fix 
the rate of fare. 

The maximum freight to be charged in con
nection with the carriage of goods by motor
van is fixed by regulation. 

(a) Passenger ferry fares have to be approved 
by the Board, and particulars inserted in the 
Government Gazelle. 

(b) The Board satisfied itself that fares are 
reasonable. 



Australia 
(continued): 
New South 

Wales 
(continued) 

Railway 

line of railway and under the same circum
stances ; and no reduction or advance in any 
such tolls shall be made, either directly or 
indirectly, in favour of or against any 
particular company or person travelling upon 
or using the railway. 

" (3) For the purpose of securing the 
carriage and conveyance by the railways of 
live-stock or goods or parcels which in the 
opinion of the Commissioner may not be so 
secured if a toll or charge at the rate pre
scribed is charged the Commissioner may 
notwithstanding the foregoing provisions of 
this section direct in respect of the carriage or 
conveyance of such live-stock or goods or 
parcels in any particular case the charging of 
a toll or charge lower than the then existing 
rate of toll or charge so prescribed or the 
making or giving of any concession whether 
prescribed or not. 

"(4) Where competition with the railways 
by motor traffic exists the Commissioner may 
enter into a contract with any person to con
vey during such period as is specified in the 
contract the whole of his live-stock, goods or 
parcels, or the proportion thereof therein 
specified at a special rate or charge lower than 
the prescribed rate or charge or at any 
prescribed concession rate or charge or 
with any prescribed rebate or concession. 

"(5) In case of the breach of any such 
contract, the Commissioner may, with the 
approval of the Governor, direct that an 
additional charge, not being in excess of one
half of the prescribed charge then in force, 
shall be paid by the person who has made 
such breach, in respect of such of his live
stock or goods or parcels as are from time to 
time consigned by him during the whole or · 
part of the then unexpired period of the 
contract." 

A.2. 

Road Inland navigation 



Queensland 

(c) Railway tariffs are issued in the form 
of by-laws as referred to in (a) and (b) above, 
and require to be published, in the first instance, 
in the State Government Gazelle. Copies are 
also exhibited at Stations, etc., and are on sale 
to the public at what may be regarded as a 
nominal price. 

Tramways. - (a) and (b) There are fixed 
tariffs which are drawn up by the Commissioner 
and submitted for the approval of the Governor 
in Council in the form of regulations. The 
Transport Act provides that such regulations 
must be published in the Government Gazelle 
and be laid before both Houses of Parliament 
within fourteen sitting days after publication if 
Parliament is in session, and if not, then within 
fourteen sitting days after the commencement 
of the next session. 

If either House of Parliament passes a 
resolution of which notice has been given at any 
time within fifteen sitting days after such 
regulations have been laid before such house 
disallowing any regulation or part thereof, 
such regulation or part shall therefrom cease to 
have effect. 

(c) Tramway tariffs are issued in the form 
of regulations as referred to in (a) and (b) 
and require to be published, in the first instance, 
in the State Government Gazelle. Tariffs are 
also published in the book of tramway time
tables, whieh is issued free of charge to the 
public upon application. 

' (c) The publication of tariffs is not compul-
sory. The authorised fares, however, must be 
displayed in all public passenger vehicles. 

• "' * 

(a) and (b) The railway tariffs must be approved by the Governor in Council. There is no 
control over road tariffs, with the exception of those applicable to passenger vehicles. 

(c) The publication of the railway tariffs is compulsory, but no such provision exists in 
connection with road tariffs, with the exception of road passenger vehicles. 

"' * • 

"' (c) Particulars are inserted in the Govern-
ment Gazelle. 

No inland navigation. 



Australia 
(continued) : 
Tasmania 

Victoria 

Railway 

(a) Railway tariffs are fixed by the Com
missioner. 

(b) No information. 

(c) The tariffs of the Government Railways 
require to be published in the Government 
Gazelle. 

(~) A general scale of fares for the convey
ance of passengers and the rates for the carriage 
of goods are < mbodied in the by-laws made by 
the Victorian Railways Commissioners and con
firmed by the Governor in Council. In addition, 
there are many special rates designed to meet 
competition and to attract traffic. 

(b) It is presumed the object of the question 
is to ascertain whether there is any public body, 
such as the Railways Rates Tribunal in England, 
which exercises supervision over railway tariffs. 
There is no such tribunal in this State. 

(c) Pursuant to the provisions of the Rail
ways Act, the general tariffs which have been 
approved by the Governor in Council are 
required to he published in the Government 
Gazelle. 

Exceptions. - In order to meet road trans
port competition, the rates for which are not 
regulated, it has been found necessary to depart 
from the principle referred to in (a), (b) and (c) 
by the quotation of special rates on freight 
contract with consignees or by agreement with 
individual consignors. 

Road 

(a) Road service tariffs are fixed by the 
transport Committee. 

(b) Tariffs of road services are supervised by 
an officer of the Transport Committee. 

(c) The road service tariffs are a condition 
of the licence issued. 

• • • 

(a) The Transport Board has the power to 
fix . fares on road passenger services, and fare 
schedules must be published. 

(b) The Transport Board has no power to 
fix charges for the carriage of goods, and the 
publication of freight rates for the carriage of 
goods by road motor vehicles is not compulsory 
at present, hut there is power in the Statute by 
Regulation to require publication of goods rates. 

A.2 .. ~ 

Inland navigation 

(a), (b) and (c) Inland navigation services 
are not subject to any supervision. 

Inland navigation of no importance. 



Austria 

Belgium 1 

~ ' 
(a) Fixed tariffs exist. They are subject to 

the approval of the Federal Government, in 
the case of the Federal Railways, when fun
damental changes have to be made in the general 
provisions of the tariff, when the basis of the 
tariff is modified, or when important changes 
have to be made in the special tariffs for 
national economic reasons. In the case of 
private railways (except local railways), nearly 
all tariff amendments require the approval of the 
Federal Ministry of Commerce and Communica
tions, in accordance with the provisions of the 
deed of concession. 

(a) Fixed tariffs exist in the case of motor 
services. They are subject to the approval of 
the authority granting the concession. Motor 
undertakings not operating services on specified 
routes are not subject to fixed tariffs, but in 
order to safeguard the interests of the railways 
with which they compete, they are not allowed 
to charge a tariff which is lower than the 
minimum prescribed in the " Ordinance govern
ing Motor-lorry Traffic ". 

(a) Fixed tariffs are only charged in the case 
of certain classes of transport. Thus the 
"First Danube Navigation Company " has a 
fixed tariff for single parcels and for certain 
articles laden in bulk (cereals, flour, wood). 

The tariffs must be approved by the naviga
tion authority in all cases in which this is 
stipulated by the deed of concession. 

(b) The State does not exercise any systematic supervision over tariffs. The Federal Ministry of Commerce and Communications may, however, in 
its capacity as supervising authority, take action whenever an infringement has been reported. Supervision of motor-lorry services is limited, in 
respect of tariffs, to the enforcement of the minimum tariffs laid down in the " Ordinance governing Motor-lorry Traffic ". 

(c) The publication of railway tariffs is 
compulsory. 

(a) The main railways have fixed tariffs. 
The tariffs on the lines of the Societe nationale 
des Chemins de fer belges are fixed by the 
Company's Board of Management, but the 
Government is entitled to demand a reduction 
of, or prohibit, a rise in tariffs. 

On the few lines still operated by concession
ary companies, the tariffs -which are generally 
the same as those in force on the S.N.C.B. 
lines - must first be approved by the 
Government. 

The tariffs of the local railways are fixed by 
the Societe nationale des Chemins de fer 
vicinaux, subject to Government approval. 
The Government is, however, entitled to require 
an increase or to prohibit a reduction in the rate. 

Tramways. - Each service has its own 
special tariffs. These tariffs vary, subject to 

1 See A.l (a) and (b), page lb. 

(c) The publication of the tariffs for motor 
transport services is compulsory. 

(a) Carriage of passengers by road : 

Motor-coaches. - Operators are free to 
establish their own tariffs. 

Motor-buses. - The tariffs usually vary 
from line to line. They are fixed in the 
specifications drawn up by the authorising 
body and approved by the Government. 

Carriage of goods by road : 
Up to the present, undertakings have been 

free to fix their own tariffs. 

(c) Shipping undertakings may be required 
to publish their tariffs under the provisions of 
their deed of concession. 

(a) and (b) No information. 



Belgium 
(continued) 

Brazil 

RaUway 

the approval of the Department, in accordance 
with a formula which takes into account, in 
particular, wages, the price of coal, and the price 
of electric power. 

(b) The object of Government supervision 
of railway tariffs is to safeguard national 
economic interests, and to see that the operators 
do not conclude separate agreements in disregard 
of tariff rates or condilions. 

On the concessionary and local railways, 
supervision is usually exercised previous to the 
introduction of any new tariff measure, as the 
approval of the Department is required by law 
in the case of these lines. 

Supervision is exercised a priori in the case 
of tariff increases and a posteriori in all other 
circumstances on the Societe nationale des 
Chemins de fer belges. 

As regards tramways and trolley-bus services, 

Road 

(b) As regards motor-bus services, 

supervision of the tariffs is exercised by the representatives of the authorising body and by the 
officials of the Government Inspection Service; the object of this supervision is to see that the 
concessionary companies do not depart from the duly approved tariffs. It is also designed to follow 
up fluctualions in traffic and to enable the Government to reach decisions with a full knowledge of 
the situation as regards proposals for modifying the tariffs introduced by the operating companies. 

A.2. 

Inland navigation 

(c) Except in the case of motor-coach services and services for the carriage of goods by road, all means of transport are required to publish 
their tariffs. 

(a} and (b) Railway tariffs are approved by 
the Federal or State public authorities on the 
advice of the tariff boards, which act as advisory 
bodies. 

(c) The publication of tariffs is obligatory, 
and their application is controlled by the 
Governments. 
--{' 

(a}, (b) and (c) The tariffs in force on the 
roads are governed by the principle of free 
competition. It is in the interest of each 
transport concern not to fix excessive rates if 
it does not wish to lose its customers. 

(a) The tariffs of undertakings holding a 
contract to operate a subsidised inland water
ways service are fixed by the Government and 
specified in the respective contracts. 

(b) Tariffs are supervised by a technical 
department which is competent to impose a 
fine in the event of their infringement. 

-0 
0 



United Kingdom 

(a), (b) and (c) Freight rates are fixed by 
direct negotiation between the railways and 
industrial undertakings, but only come into 
force after approval by the competent authority. 

(a) The Railways Acts, 1921, provided for 
the amalgamation of the large number of rail
way companies then existing into four main 
groups, apart from the London underground 
railways and a few purely local lines. The Act 
created a special court, called the Railway 
Rates Tribunal, to which it gave jurisdiction 
over railway charges. 

Standard charges settled by the Tribunal 
came into force on January 1st, 1928. The 
Act empowers the railway companies to charge 
the standard charges and prohibits any variation 
save by way of an exceptional rate or exceptional 
fare continued, granted or fixed under its 
provisions. 

The railway companies are at liberty to grant 
new exceptional rates for merchandise below 
the standard charges, provided that a new 
exceptional rate shall not, without the consent 
of the Tribunal, be more than 40% below the 
standard rates chargeable. All exceptional 
rates must be reported to the. Minister of 
Transport. The railway companies may also 
charge passengers fares below the standard 
fares in such circumstances as they think fit, 
but they are required to report to the Minister 
particulars of all exceptional fares which are 
below the ordinary fares. 

In addition to the standard charges, the 
railway companies are empowered to make 
reasonable charges for accommodation or ser
vices· provided or rendered by them but not 
covered by such charges. 

(a) Passenger services. - The fares to be 
charged on stage and express carriages are fixed 
by the Traffic Commissioners by means of an 
approved fare table attached to the road service 
licence. There is no control over the charges 
for contract carriages. 

Goods services. - There IS no control ; the 
question of rates is specifically excluded from 
the control exercised by the licensing authorities. 

..... 
(c) Tariffs must be published in the Official 

Journal of the Government. 

,. 
(a) The actual conveyance of traffic on 

canals is usually performed by non-statutory 
companies and individuals, known as by
traders, who are not themselves the owners of 
the canals ; but in a few cases, the canal com
panies themselves are also carriers of traffic. 
Maximum tolls and charges for the use of 
canals by by-traders conveying traffic, and also 
maximum rates for conveyance where canal 
companies act as carriers, are prescribed in the 
Special Acts or Orders relating to the under
takings. Subject to these maxima and also to 
the power of the Minister of Transport noted 
under question (b) below, canal companies are 
free to make such charges as they think fit, 
provided they do not infringe the general 
prohibitions against giving an undue or un
reasonable preference. 

The provisions of the Railway and Canal 
Traffic Acts with regard to undue preference, 
to which reference has been made in the opposite 
column dealing with railways, apply to canal 
undertakers. The subsequent modifications of 
those provisions, which were made in the case of 
railway companies by the Railways Act, 1921, 
do not apply to canal undertakers. 

-8 



United Kingdom 
(continued) 

Railway 

The Road and Rail Traffic Act, 1933, provides 
that a railway company may make such 
charge or charges for the carriage of the mer
chandise of any trader, or for any part thereof, 
as may be agreed between the company and 
that trader, subject to certain safeguards and 
to the approval of the Railway Rates Tribunal, 
who are prohibited from approving, if, in their 
opinion, the object to be secured by the making 
of the charge could adequately be secured by the 
grant of exceptional rates under the Railways 
Act, 1921. 

By Section 2 of the Railway and Canal 
Traffic Act, 1854, a general prohibition against 
giving any undue or unreasonable preference or 
advantage on railways was enacted. No defini
tion of " undue preference " has been formulated 
by Parliament, and the Railway and Canal 
Commissioners, with whom lies the jurisdiction 
to determine complaints arising under these 
provisions, are in these circumstances, broadly 
speaking, free to attach such meaning to the 
term as appears to them to be proper in connec
tion with any particular case. It is, however, 
provided by Section 27 of the Railway and 
Canal Traffic Act, 1888, that when a railway 
company treats two traders, or classes of traders, 
differently in similar circumstances, either as 
regards charges or otherwise, the burden of 
proving that such difference of b;eatment does 
not amount to undue preference shall lie on the 
company. The Commissioners are also by that 
section expressly authorised to take into consi
deration in such cases, if they think fit, the 
question whether any such difference in treat-

A.2 

Road Inland navigation 



ment is necessary for the purpose of securing 
in the interests of the public the traffic in 
respect of which it is made, provided that no 
difference in the treatment of home and foreign 
merchandise in respect of the same or smaller 
services shall be made. Also, by Section 29 of 
the Railway and Canal Traffic Act, 1888, 
railway companies are expressly authorised to 
group together places in the same district for 
the purpose of fixing uniform charges, provided 
that they do not thereby create an undue 
preference. Under the Road and Rail Traffic 
Act, 1933, railway companies are exempted in 
respect of an " agreed " charge approved by the 
Railway Rates Tribunal, or a charge fixed by 
them under the provisions of Section 37 of that 
Act, from provisions relating to undue pre
ference. 

Tramways and trolley-vehicles. - Within 
maxima fixed in Special Acts and Orders, the 
undertakers have liberty, subject to the power 
of the Minister of Transport noted under 
(b) below, to make such charges as they think 
fit. 

(b) The Railways Acl, 1921, provided that 
the charges to be fixed in the first instance for 
each of the four amalgamated companies 
established by the Act should be such as would, 
together with the other sources of revenue, 
in the opinion of the Railway Rates Tribunal, 
so far as practicable yield with efficient and 
economical working and management an annual 
net income (known as the standard revenue) 
equivalent to the aggregate net revenue in the 
year 1913 of the companies comprising the 
amalgamated company, together with certain 
specified additions. The Act requires the Tri
bunal _to review the standard charges and the 
excep~wnal charges periodically, and directs 
that, 1f on any such review it is found that the 
net revenue of any amalgamated company is 
substantially in excess of or below the standard 

(b) See reply to (a) above. (b) It is now usual to include in the Special 
Acts and Orders relating to canals provisions 
which enable the Minister of Transport to revise 
the charges made by the undertakers under 
these authorities. The exercise of this power is, 
however, generally conditional upon an applica
tion being made by representative bodies of 
users or by the undertakers, and after reference 
to an Advisory Committee. The power of 
revision is not usually limited by the maximum 
charges prescribed in the relevant Statute~. 



United Kingdom 
(continued) 

RaUway 

revenue and likely so to continue, the Tribunal 
shall modify the charges so as to effect a 
reduction in subsequent years of 80% of such 
excess or, in the event of a deficiency, an 
increase, so as to enable the standard revenue 
to be obtained. The Tribunal reviews the 
charges annually. 

Tramways and trolley vehicles. - In the 
enactments conferring power to operate tram
ways and trolley vehicles and prescribing 
maximum charges for these two forms of 
transport, provision is made for revisions of 
the charges by the Minister of Transport when 
circumstances warrant this course. The Min
ister's power is usually subject to the maximum 
charges prescribed by the Statute. 

(c) The publication of tariffs is compulsory. 

Tramways and trolley vehicles. - The publica
tion of tariffs is compulsory. 

Road 

(c) Passenger services. - The Traffic Com
missioners require a copy of the fare table to be 
carried in stage and express carriages. There 
is no compulsory publication of tariffs for 
contract carriages. 

Goods services. - There is no compulsory 
publication of tariffs. 

(c) 

A.2. 

Inland navigation 

The publication of tariffs is compulsory. 

------------------------------------------------------------------------------------------------------------
Bulgaria 

Canada 

(a) Tariffs are drawn up.by the Department 
of Railways and Harbours and are approved by 
the Minister of Railways, Posts and Telegraphs. 

(b) The supervision of the tariffs is carried 
out by the organs of the Department. 

(c) Tariffs are published in official notices 
issued by the Railways and Harbours Depart
ment. 

(a) There are fixed tariffs, both freight and 
passenger, published by the railways, known as 
"st.andard ". or maximum. tariffs. which must 

(a) Fixed tariffs are drawn up by the Central 
Motor-car Commission and approved by the 
Minister of Public Works. 

(b) Supervision of tariffs is exercised by the 
organs of the Ministry of Public Works. 

(c) The publication of tariffs is compulsory. 

(a) There are fixed tariffs in some provinces. 
They are usually authorised by Motor-carrier 
Boards, under the Minister of Highways. 

(a), (b) and (c) No information. 

(a) There are no fixed tariffs, with the 
exception of one subsidised steamship between 
Point Pelee, Ont., and Kingsville, Ont., the 



"' he approved by the Board of Railway Com-
missioners for Canada and must he published in 
at least two consecutive weekly issues of the 
Canada Gazelle. The "standard" freight tariff, 
or tariffs, shall specify the maximum mileage 
loll to he charged for each class of the Canadian 
Freight Classification for all distances covered 
by the company's railways. 

The "standard " passenger tariff, or tariffs, 
shall specify the maximum mileage loll to he 
charged passengers for all distances covered by 
the company's railway. 

Before approving such " standard "tariffs, the 
relation between different territories and the 
reasonableness of the rates or fares are con
sidered. 

(b) The railways may also publish special 
and competitive freight tariffs lower than the 
standard tariff for any particular commodities 
or classes of the freight classification. Under 
the special freight tariffs, greater lolls shall not 
he charged for a shorter than for a longer 
distance over the same line in the same direction, 
if such shorter distance is included in the 
longer. 

The competitive tariffs shall specify the loll, 
or tolls, to be charged for any particular com
modity or commodities, or classes of freight 
between specified points which the Board may 
deem, or have declared, to be competitive 
points, not subject to the "long and short haul 
clause " under the provisions of the Railway 
Act. 

Thirty days' notice, by filing with the Board, 
shall be given for increases and three days for 
reductions in freight rates and, until such 
tariffs are superseded by other tariffs, or are 
suspended or disallowed by the Board, they 
become effective on the dates shown and remain 
in effect, subject to attack. 

\ 

(b) There is supervlSlon of tariffs in some 
provinces ; it is exercised by the Minister of 
Highways. 

tariff being included in a subsidy agreement 
under the Department of Trade and Commerce. 

(b) Supervision is exercised only in the case 
of subsidised steamships. 

-0 
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Canada 
(continued) 

China 

Ecuador 

Hallway 

The competitive tariffs may be put into effect 
without notice, provided that the Board is 
satisfied as to the exigencies of competition. 

Special passenger tariffs naming tolls lower 
than the standard tariff may also be published 
and filed, and remain in effect until they expire or 
are superseded by a new tariff or are disallowed 
or suspended by the Board, subject to attack. 

Three days' notice only is required for 
increases or decreases in passenger fares. 

(c) No charge may be made for the carriage 
of freight or passengers, unless a tariff is 
published and filed with the Board, and the 

. company must then charge the rates, or fares, 
named therein. 

(a) Tariffs are fixed. They are drawn up by 
each line and must be approved and authorised 
by the Ministry of Railways. 

(b) Any changes in tariffs and the fixing of 
special tariffs must also be approved and 
authorised by the Ministry of Railways. 

(c) All tariffs must be published. 

(a) There are fixed tariffs for each of the 
railway lines in operation. They vary according 
to the requirements of the districts served by 
the various lines. There is a tendency towards .., 

Road 

(c) Publication of tariffs is compulsory in 
some provinces. 

(a) There are fixed tariffs drawn up by 
concessionary companies within limits of the 
maximum and minimum rates set in regulations 
of the National Highway Traffic Commission. 

(b) Supervision over traffic is exercised by 
both national and provincial authorities in case 
of unfair and unreasonable rates or when rates 
exceeded the limits of the maximum and 
minimum rates regulation. 

(c) The publication of tariffs is compulsory. 

(a), (b) and (c) No information. 

A.2. 

Inland navigation 

(c) There is no obligation to publish tariffs, 
but such tariffs are included in subsidy contracts. 

(a) and (b) Under Article 21 of the Regula
tions for the Supervision of Shipping Under
takings, undertakings serving the same ports 
must agree upon a maximum tariff, to be fixed 
once a year. This tariff is transmitted for 
approval to the Ministry of Communications 
through the Shipping Department. The 
maximum tariff thus fixed and approved must 
he observed by all the undertakings serving the 
line in question. 

(c) In principle, there is no regulation 
making the publication of tariffs compulsory. 
In practice, however, all companies publish 
lists of tariffs either individually or collectively. 

(a), (b) and (c) No information. 



Estonia 

United States 
of America 

unifying tariffs on the State railways, taking 
current transport requirements into account. 
Tariffs are drawn up with the authorisation and 
under the supervision of the Ministry of Rail
ways. 

(b) Supervision is exercised over tariffs by 
the Railways Section of the competent Ministry. 
When approving them, chief attention is given 
to the economic factors peculiar to the district 
in question, so as not to impede the circulation 
of essential products and to avoid any serious 
injury to established industries. 

(c) Tariffs are published, as a rule, once a 
year or when changes are necessary. They can 
be obtained at the offices of the various 
companies. 

(a) The railways have fixed tariffs passed by 
the Tariffs Board. If the tariffs passed by the 
Tariffs Board involve an increase, they must be 
approved by the Government. 

(b) There is supervision of tariffs. 

(c) The tariffs must be published in the 
Official Journal. 

(a) For the town motor services, the tariffs 
are fixed by the municipality ; and for the 
country services, by the Minister of Com
munications. 

(b) There is supervision of tariffs ; it is 
exercised by the Bridges and Roads Administra
tion and the competent municipalities. 

(c) Tariffs and time-tables must be passed 
by the Minister of Communications. 

In addition, concession holders must com
municate the approved time-tables and send a 
copy to the administration of the local districts 
to be posted up in railway stations and post 
offices. 

(a) There are fixed tariffs which are approved 
by the Minister of Communications. 

(b) There is supervision of tariffs ; it is 
exercised by the Shipping Administration. 

(c) Publication of tariffs is compulsory. 

(a) There are fixed tariffs. They are published by the carriers under supervision of the Inter-State Commerce Commission. 
(b) The Commission supervises the publication of tariffs, as shown below in the more general discussion of the three parts of this question. 
(c) The publication of tariffs is compulsory. 

General answer to questions (a), (b) and (c). - The word "tariffs " as used in this answer means the charge for the service as well as the method 
of stating the charge. Generally, the charge for the transport service is referred to as the "rate ", and the book, schedule, or sheet in which it is 
published is referred to as the" tariff". The term" carriers" as here used refers to carriers subject to the Inter-State Commerce Act, unless otherwise 
specified. The word " Act " as used herein means the Inter-State Commerce Act. . 

.... 
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United States 
of America 
(continued) 

A.2. 

Railway Road Inland navigation 

Carriers are generally permitted to initiate their own rates, which are published either individually in tariffs of their own compilation or by tariff 
publishing agents who compile and issue tariffs for the carriers under authorisation known as " powers of attorney " or " concurrences " furnished by 
the issuing or concurring carriers under the provisions of the Inter-State Commerce Act. 

With respect to tariffs of the carriers, the principal provisions of the Act are summarised as follows : 

1. Carriers shall file with the Commission and print and keep open to public inspection tariffs showing all the rates, fares and charges for trans
portation between different points on their own routes and between points on their own routes and points on the routes of other carriers. 

2. Tariffs must state plainly the places between which property and passengers will be carried and shall contain the classification of freight in 
force and shall also state separately all terminal charges, storage charges, icing charges and all other charges which the Commission may require, 
all privileges or facilities granted or allowed, and any rules and regulations which in any manner [change, affect, ,or determine ,any part 
or the aggregate of such rates, fares and charges or the va.lue of the service rendered. 

3. Tariffs must be printed plainly in large type, and copies for the use and information of the public must be kept posted at suitable places readily 
accessible to public inspection and in accordance with regulations prescribed by the Commission. 

4. No change shall be made in rates, fares, and charges published and filed with the Commission, except after thirty days' notice to the 
Commission and to the public, and except that the Commission may, at its discretion and for good cause shown, allow such changes under shorter 
notice. 

5. New tariffs or amendments to tariffs which contemplate changes in tariffs originally filed which the Commission shall state plainly the changes 
proposed to be made and the time when the changed rates, fares, or charges will go into effect. 

6. The names of the several carriers which are parties to any joint tariff shall be specified therein, and each of the parties thereto, other 
than the one filing the joint tariff, shall file with the Commission such evidence of concurrence therein or acceptance thereof as may be required 
or approved by the Commission. · 

7. The Commission is authorised to prescribe the form in which tariffs shall be prepared and arranged and may change the form from time 
to time as is deemed expedient. The Commission accordingly has issued books of rules known as tariff circulars, which provide standard rules and 
regulations governing the compilation and issuance of tariffs by all carriers subject to its regulatory jurisdiction. 

8. No carrier, unless otherwise provided in the Act, shall engage or participate in the transportation of passengers or property, as defined in the 
~ct, unless the rates, fares and charges upon which such passengers or property are transported by the carrier have been filed with the Commission 
m accordance with the provisions of the Act. 

9. Published rates must be observed strictly. 

10. The Commission may reject and refuse to accept for filing any tariff which does not provide and give lawful notice of its effective date, 
and any tariff so rejected by the Commission shall be void and unlawful. 

With respect to the rates and charges published by the carriers, the principal provisions of the Act bearing upon the above questions are, in 
substance : 

1. All charges made for any service rendered or to be rendered in the transportation of passengers or property or in connection therewith shall 
be just and reasonable, and every unjust and unreasonable charge for such service or any part thereof is prohibited and declared to he unlawful. 

f ~ 
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Finland 

France 

' 2. Carriers must establish, observe, and enforce just and reasonable rules and regulations relating to rates, fares and charges. 

3. Carriers are prohibited from practising unjust discrimination, undue preference, or undue prejudice in connection with rates, fares and charges. 

4. It is unlawful for carriers subject to the Act to charge or receive any greater compensation in the aggregate for the transportation of 
passengers or of like kind of property for a shorter than for a longer distance over the same line or route in the same direction, the shorter being 
included within the longer distance, or to charge any greater compensation as a through rate than the aggregate of the intermediate rates subject 
to the Act. However, the Commission is given discretionary authority, in special cases after investigation, to relieve carriers from the operation 
of this provision. (This provision applies only in connection with the carriers subject to the Inter-State Commerce Act.) 

5. Any person, firm, corporation, company, association, or any mercantile, agricultural or manufacturing society or other organisation, or 
any body politic or municipal organisation, or any common carrier, may make complaint in writing to the Commission that any rate, fare, charge, 
classification, rule, regulation, or practice, published and in effect, or proposed to be put into effect, by a carrier is or will be in violation of the Act. 

6. Whenever, after hearing, upon complaint or investigation on its own initiative, the Commission shall be of the opinion that any rate, fare, 
charge, classification, regulation, or practice of the carriers is or will be unreasonable, unjustly discriminatory, unduly preferential or prejudicial, 
or otherwise in violation of any of the provisions of the Act, the Commission is authorised to prescribe what will be the just and reasonable rate, 
fare, classification, etc., thereafter to be observed. 

7. Whenever there shall be filed with the Commission any tariff stating a new rate, fare, charge, classification, regulation, etc., the Commission 
is authorised, either upon complaint or upon its own initiative, to suspend the operation of such new rates for a reasonable period pending 
investigation of their lawfulness, and after full hearing the Commission may make such order as would be proper in a proceeding initiated after 
such rates had become effective. 

(a) Railway tariffs are fixed. They are 
drawn up by the Railway Administration and 
confirmed by a Government ordinance. 

(b) The application of the tariffs is supervised 
by a special office of the Railway Administration. 
In addition, the reviser-general and the Govern
ment auditors are responsible for a further 
supervision. 

(c) Publication of tariffs is compulsory. 

(a) The contracts lay down the maximum 
tariffs which railway undertakings may apply. 
Undertakings submit proposals to the authority 
granting the concession for the application of 
tariffs lower than the specified maximum. The 
tariffs may only be applied after approval by 
the authority making the concession (i.e., in 
the case of undertakings of national importance, 
approval by the Minister of Public Works; in 

(a) There are no fixed tariffs, but only 
maximum tariffs, which are approved in the 
decision regarding the licence. 

(b) The Union mentioned in A. I (h), page 88, 
supervises adherence to the tariffs agreed on. 

(c) Publication of tariffs is not compulsory. 

(a) Tariffs applicable to transport services 
provided for contractually are laid down in the 
conditions of contract. 

For other services, agreements for the co
ordination of means of transport, which must 
be submitted to the Minister of Public Works 
for approval, must include maximum rates per 
kilometre and minimum distances charged for 

(a) The owners of trading-vessels are free 
to fix their own tariffs. 

(b) The tariffs are supervised by the State. 

(c) The publication of tariffs is obligatory 
only if the State assists the shipowners, for 
example, in serving a particular route. 

(a) Under Article 14 of the Decree of Febru
ary 6th, 1932, as amended by the Decree of 
March 31st, 1934, and Articles 16, 17 and 18 of 
the standard conditions of contract for regular 
navigation services, the conditions of contract 
relating to each service must include maximum 
and minimum tariffs. The rates figuring in the 
general tariff of the undertaking must fall 
within those limits. 

.... 
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France 
(continued) 

Railway 

the case of undertakings of local importance, 
approval by the prefect or prefects concerned, 
or, in case of disagreement, by the Minister of 
Public Works). 

There are three types of tariffs, both for 
express and slow traflic : the legal, the general, 
and the' special tariff. 

The legal tariff is the maximum tariff laid 
down in the conditions of contract. 

The general tariff is less than or equal to the 
maximum tariff, and is applicable to all pas
sengers, goods, and routes, subject only to the 
conditions laid down in the contract. 

The special tariff is applied to passengers or 
goods on the whole or part of the railway 
systems, or again on certain specified routes, 
subject to conditions of which the principles 
but not the details are indicated in the contract, 
such conditions representing the counterpart 
of .the reduction in rates granted to the public. 
Special tariffs, which are by definition lower 
than the legal tariff, and even than the general 
tariff, are practically all subject to conditions. 

General and uniform increases are applied to 
the various tariffs enumerated above in order 
to make up the working deficit, so far as the 
economic situation permits. 

The procedure for the approval of tariffs 
varies in the case of the chief undertakings 
according as basic individual tariffs or general 
rates of increase are in question. 

In the case of basic tariffs, which affect the 
relationship between the various means of 
transport, the procedure includes previous 
public notice, consultation of Chambers of 
Commerce, examination by the Department for 
the Supervision of Commercial Activity dis
cussion by the Advisory Committee fo~ the 
Technical and Commercial Management of 
Railways and by the Higher Railway Board, 
and, finally, decision by the Minister. Time-

Road 

in the case of passengers, and maximum and 
minimum rates in the case of goods. 

The proposals put forward by the under
takings within the above limits are published 
and displayed publicly. Any claims or com
plaints which may be raised are decided upon by 
the departmental Technical Committee, or, in 
case of disagreement, by the Minister of Public 
Works. 

A.2. 

Inland navigation 

Approval of the tariffs falling within the 
stipulated limits is given by the Minister of 
Public Works. 

In the case of services other than regular 
navigation services, Article 3 of the Law of 
July 18th, 1936, concerning transport in vessels, 
lays down that, where agreements are made for 
a single voyage, freight shall be fixed by a 
regional freights committee placed under the 
supervision of the Central Supervisory Com
mission. 

Where there is no freighting office, freights 
are determined without any control. 

.-. ,_ 
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$Imits are provided for each stage inl this 
procedure (Articles 48 and 51 of the conditions 
of contract, 63 el seq. of the Decree of November 
11th, 1917, 4 and 9 of the Convention of 'June 
28th, 1921, and Decree of December 30th, 1933). 

General increases intended to restore, as far 
as possible, the financial equilibrium of railway 
undertakings are subject to a special procedure 
laid down, in the case of the main railway 
systems, in Article 17 of the Convention of 
June 28th, 1921. Under that Convention, there 
was. created a pooled fund for income and 
expenditure of all the main railway under
takings, with the object of ensuring their 
financial interdependence and achieving equili
brium in their takings, outgoings and fixed 
charges. In principle, if payments out of the 
pooled fund exceed income, the Higher Railway 
Board must advise the Minister of Public Works 
to decide upon such tariff increases as are 
required to restore equilibrium. Such increases, 
however, are limited to what is permissible in 
the light of the general economic situation. 
The Railway Board's proposals are applicable 
automatically if the 1\linister, after consulting 
the Financial Minister, does not raise objections 
within one month. General increases, adopted 
by the Minister in this manner, must he sub
mitted to Parliament for ratification if they 
exceed certain limits, laid down in the Conven
tion, which Parliament is empowered to amend 
every five years. 

In practice, the difficult economic situation 
of recent times has for some years prevented 
the automatic restoration of equilibrium by 
means of tariffs. 

The general increases at present in force on 
the main railway systems are at the rate of 
302.232% for passengers and 417% for general 
goods traffic, various other rates of increase 
applying to specified classes of goods. 

The tariffs of railway systems of secondary 
general interest are approved by the Minister of 
Public Works, and those of railways of local 
interest by the prefect of each Department --



A.2. 

Railway Road Inland navigation 

France 
( conlitmed) 

concerned, or, in case of disagreement, by the 
Minister. 

(b) Supervision of tariffs is carried out, 
under the authority of the Minister of Public 
Works, by the departmental Technical Com
mittees, in conjunction with the national 
gendarmerie and all agents empowered to report 
officially upon traffic offences. 

(b) Supervision of tariffs is carried out, 
under the authority of the Minister of Public 
Works, by the navigation engineers. 

(b) Supervision of tariffs is carried out, under 
the authority of the Minister of Public Works, 
by the Department for the Supervision of 
Commercial Activity (director, general superin
tendents, principal inspectors and inspectors, 
engineers of State public works, technical 
assistants, etc.). 

(c) The public posting of tariffs is part of 
the procedure preliminary to their approval. 
After approval has been given, the date thereof 
·and the date on which the tariffs will come 
into force are also posted. In addition, tariffs 
are published in the Journal officiel and in a 
special book (" Chaix "). 

(c) Tariffs are displayed in all the p1·emiscs 
of the undertakings and in all passenger vehicles. 

(c) The general tariff for regular navigo:~tion 
services must be prominently displayed at all 
ports served. 

----------------------------------------------------··-
Greece 

Hungary 

India 

Ireland 

Iceland 

(a) In the case of the State Railways, the 
tariffs are drawn up by the Administration 
itself, and no special authorisation is required. 

In the case of other undertakings, tariffs 
are drawn up by the State, whose authorisation 
is required for any modification thereof. 

(b) There is no special supervision. 

(c) Railways are compelled to publish their 
. tariffs, as are motor transport undertakings co
operating with the Railways. 

(a) Motor transport tariffs are drawn up by 
the State. The tariffs of motor transport ser
vices co-operating with the Railways are subject 
to the same regulations as the corresponding 
railway tariffs. 

(b) Supervision is exercised by joint boards 
appointed by the competent Minister. 

(c) There is no obligation to publish tariffs 
except in the case of motor transport services 
co-operating with the Railways. 

There is no inland navigation. 

(a) and (b) ThPre are fixed tariffs which are drawn up by the transport undertakings. The validity o.f these tariffs is subject to an authorisation 
·from the Minister for Commerce and Communications. 

(c) Tariffs must he posted up in public. 

(a) and (b) Railway administration!:' are 
allowed to vary rates and fares within certain 

.. '""Drescrihed li'";';·~. · Government audit ..sllc.ers 
.' .. •' ··L. ·-- .. · ,. ,~ . . ~\,..') 

·---~e=;quired \;~-~~~~ th~t th~ :::;:;;-=it.~:J 
• railways do not infringe the prescribed maxima 
and minima. 

(c) There is obligation to publish the tariffs. 

(a), (b) and {c) Maximum charges for both 
passengers and goods are settled by the Railway 
Tribunal - a judicial tribunal established under 
the Railways Act, 1924 - to which complaints 
as to charges by r~presentative persons or bodies 
of traders may be submitted for determination. 

An annual review of tariffs is made by the 
Railway Tribunal and publication of tariffs is 
compulsory. 

(a) and (b) Fares and freights are not, in (a) and (b) Ferry tariffs are generally fixed 
general, fixed or controlled by any authority; b)Jt and controlled by local authorities. Govern
are left to adjust themselves. It is reco~nisl!d ment does not~"-t!!!_'i~:)or the conveyance of 
<e.:ti_;~ . >IS:$.." rJ.;-" . 'o~····--'· '':~~-....-

that with the introduction of co~trol all"d the passengers and g~ou~ "'~~'- .• ~ately owned vessels 
partial elimination of competition, control of on inland waterways, but has power to intervene 
fares will be necessary. Measures for this are and fix maximum and mmimum rates, if 
under consideration. (See also A.l (a) and {b), necessary, to prevent profiteering or cut-throat 
page 25.) competition. 

{c) Generally, there is no obligation to (c) Generally, there is obligation to publish 
publish tariffs. tariffs. Inland steamship companies are not 

bound to publish their rates, but they generally 
do it of their own accord. 

(a), (b) and (c) Maximum charges for pas
senger road-transport services are prescribed by 
regulations made under the Road Transport 
Act, 1932, by the Minister for Industry and 
Commerce, different scales being fixed for stages 
within and without the metropolitan area. 
Publication of tariffs in all vehicles is compul
sory. 

Tariffs for goods traffic in the case of the 
railway companies {see opposite under " Rail
way ") are settled by the Railway Tribunal and 
the Tribunal is empowered to vary the tariffs 
on the application of the companies or any 
representative person or body of traders. 
These tariffs are required to be published. In 
the case of the private operators, the statutory 
obligation is to carry for " a reasonable reward " 
and there is no obligation on private operators 
to publish tariffs. 

Specially licensed motor-cars have fixed 
tariffs, to which the Postmaster-General has 
agreed. 

Specially licensed motor-cars are under the 
observation of the Postmaster-General and the 
Licences Committee. 

Tariffs are published. 

(a), {b) and (c) The maximum charges which 
may be made by canal companies for the 
conveyance of merchandise are regulated by 
statutory Order, and on the advice of the Rail· 
way Tribunal (see opposite under " Railway "), 
the Minister for Industry and Commerce is 
empowered to make orders varying these 
charges. 

--1\:1 



Japan 

Latvia 

Liechtenstein 

Lithuania 

Railway 

(a) As regards the national railways, tariffs 
are drawn up by the Department of Railways, 
and as regards the local railways, tariffs must 
be submitted to, and approved by, the Minister 
of Railways. 

Tramways. - See opposite, under "Road". 

(b) As regards the national railways, this 
supervision is exercised by the Department of 
Railways, and as regards the local railways, 
by the Minister of Railways. 

(c) Publication of tariffs IS compulsory. 

(a) Tariffs for transport by rail are drawn 
up by the Railway Administration and con
firmed by the Minister for Communications, 
with the approval of the Council of Ministers. 

(b) and (c) Railway tariffs are published in 
the official journal, their application on private 
raihyays being supervised by the inspection 
serv1ce attached to the Railway Administration. 

(a) The railways apply fixed tariffs drawn 
UJ? ~y the Tariff Bo~rd .and authorised by the 
Mm1ster of Commumcatwns and the Minister of 

-'B(~nce. 

A.2. ,_. 

Road 

(a) There are no legally fixed tariffs. When 
the tramway or bus concerns fix their tariffs, 
they must obtain the approval of the competent 
authorities. 

(b) In order to draw up tariffs or to change 
them, the approval of the competent Minister 
is necessary. The competent Minister can order 
a change in the tariffs when he thinks it 
necessary in the public interest. 

(c) There is obligation to publish tariffs. 

(a) On the regular motor-omnibus services, 
the maximum tariffs per journey are fixed by 
the Department of Roads and Highways, which 
also checks the tariff actually enforced. 

(b) Supervision of the tariffs is exercised by 
the Department of Roads and Highways and 
by the police authorities. 

(c) Tariffs are published in the Official 
Journal. 

The means of transport are not controlled 
and there are no compulsory tariffs. Remunera
tion is fixed by the transport undertaking at 
its own discretion. 

Inland navigation 

(a) and (b): 'There are the fixed tariffs which 
should be submitted to, or approved by, the 
local authorities. 

(c) The publication of tariffs is, in general, 
obligatory.· 

(a), (b) and (c) In the case of transport by 
navigable waterways, the tariffs for the carriage 
of passengers must be fixed and published 
separately by each undertaking. Goods are 
also carried at rates fixed by the undertaking in 
question, but these are not compulsory, since 
in individual cases ·there may be a special 
transport agreement, according to the nature 
and weight of the goods, distance, etc. Supervi
sion over tariffs fixed for the carriage of 
passengers is exercised by the inspection service. 

(a) There are fixed tariffs which are drawn up by the Ministry of Communications Board and 
approved by the Minister. 

..... 
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Luxemburg 

-_'.:.:(b) The Minister of Com~unication.ts is 
responsible for the supervision of tariffs. It is 
he who submits tariff questions to the Tariff 
Board for consideration. 

(c) The publication of tariffs is compulsory. 

(a) The terms and conditions include a 
statutory tariff, the rates specified in which 
represented, before the war, upper limits not to 
be exceeded ; since then, the operating com
panies have been permitted to exceed these 
maxima. 

The tariffs at present in force are, in principle, 
fixed tariffs, proposed by the operating under
taking and endorsed by the Government. On 
the Guillaume-Luxemburg system, however, 
the tariffs applied are those in force on the 
Alsace-Lorraine railways ; but the Luxemburg 
Government has, in the interests of national 
production, retained the right to reduce certain 
rates on condition that it compensates the 
operating undertaking for the loss of receipts 
caused by such reduction. 

(b) Article 33 of the regulations concerning 
the policing of railways lays down that no charge 
whatever may be levied by the operating under
taking unless it has previously been endorsed 
by the Government. The latter has thus an 
absolute right of veto in the matter. As to 
surcharges intende.d to meet the additional 
expenditure resulting from the application of the 
staff statute, these may be cancelled or reduced 
by Government decision, after a hearing has 
been granted to the operating company, as soon 
as the receipts of the various systems allow. 

The public regulations concerning the policing 
of railways require that the operating under
taking shall submit to the Government an 
appropriate number of copies of any scale of 
charges of which they require endorsement, at 
least one month before its en'try into force. 
No alteration may be made in approved charges, 
except in accordance with the procedure laid 
down in the regulations. 

(b) Supervision is exercised over tariffs by the highways authority. 

(c) The publication of tariffs is compulsory. 

(a), (b) and (c) The tariffs are fixed in the 
specifications, and their application is supervised 
by the Government. 

Inland navigation of no importance. 

..... ..... 
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Luxemburg 
( conlinued) 

Monaco 

Norway 

New Zealand 

RaUway 

(c) The public regulations concerning the 
policing of railways provide that schedules of 
approved rates and accessory charges shall be 
constantly available for perusal by the public 
and prominently displayed in railway stations, 
halts, and any other premises specified by the 
management. 

(a) and (b) The tariffs of the State Railways 
are fixed by the Storting. The tariffs of private 
railways are approved by the Crown. 

(c) The publication of railway tariffs is 
compulsory. In certain circumstances, the Rail
ways may allow reductions on the tariffs. These 
reductions are not published. 

(a) The Railways Department draws up and 
issues its own tariff schedules. 

(b) There is no supervision from outside the 
Railways Department. ,.,l 

Road 

See A.l {a) and (b), page 27. 

(a) and (b) Generally speaking, there are no 
fixed tariffs. However, when authorisation is 
given to operate commercially a regular motor 
service, in cases for which such authorisation is 
prescribed (see A.l (a) and (b), page 28), it 
may be laid down as a condition that the 
tariffs must be approved by the authority 
issuing the authorisation or by some other 
authority. 

(c) The authority granting authorisation for 
a regular motor service may decide that the 
time-tables and charges shall be published in 
the "Norwegian General Time-table". 

(a) The road passenger service operators 
submit proposed fare schedules and parcel rates 
to the transport licensing authorities for ap
proval. These schedules are reviewed each 
year in the light of each operator's financial 
return. 

There are no fixed schedules for road freight 
services, but a policy of fair competition is 
enforced by the Transport Department. 

(b) Supervision of the tariffs exists within the 
limits indicated under (<' 

A.2. 

Inland navigation 

Inland navigation of small importance. 

Inland navigation of small importance. 



Netherlands : 
Home 

Territory 

Netherlands 
Indies 

.[ 

(c) The obligation to publish the tariffs 
exists. 

(a) and (b) Railway tariffs are drawn up 
by the management and approved by the 
Minister of the "Waterstaat ". The railway 
management has, however, the right to grant 
reductions in certain cases. 

(c) Tariffs are published, except for the 
reductions granted by the management. 

{a) Transport takes place on the basis of 
fixed tariffs and subject to conditions fixed by 
the manager of the railway or tramway in 
accordance with the provisions of the law and of 
the concession. Reduced tariffs may be fixed 
for: 

The transport of a large number of persons 
travelling together ; 

The transport of a large quantity of goods 
at the same time ; 

Regular transport ; 
Transport for scientific purposes, of works 

of art, for purposes of public utility, charity, 
etc. 

Transport on behalf of the State, the rail
way or tramway company, persons in the 
service or belonging to the family of the 
owners. 

Reduced tariffs are valid for all goods of the 
same kind carried under the same conditions 
between the same points of departure and 
arrival. 

(b) The application of the provisions of the 
law and of the concessions regarding tariffs is 
supervised by the Railway Supervision Service. 

(c) Railway companies are obliged to publish 
their tariffs. 

(c) The publication of tariffs is compulsory 
as regards road passenger services, but as regards 
road freight services, it is not compulsory. 

(a), (b) and (c) Tariffs, for motor-coach 
transport, are drawn up by the management 
and authorised by the Traffic Inspectorate, 
which also supervises tariffs. The latter are 
published. 

As regards transport by lorries, none of the 
obligations implied under (a), (b) and (c) are 
applicable. 

* * * 
(a), (b) and (c) Public motor-omnibuses. -

There are fixed tariffs drawn up by the authority 
which gives permission to run a service. 

Supervision over tariffs is exercised by the 
officials responsible for traffic control. 

Tariffs must be published. 

Public motor-cars. - The local authorities 
may draw up tariffs. 

Lorries. - Lorry undertakings must draw up 
a public tariff for the carriage of goods on 
routes for which they require an authorisation. 

Regular lines. - None of the obligations 
implied under (a), (b) and (c) areiapplicable. 

Free navigation. - (a) and (b) The Freight 
Commissions regulate and supervise tariffs. 

(c) Tariffs are -not published. 

Inland navigation of no importance. 



Poland 

Roumania 

Siam 

. Railway 

(a) Tariffs and tariff changes on private 
railway lines open to public traffic are approved 
by the Minister of Communications and pub
lished, in the same way as the tariffs of the 
State Railways, in the Journal of Railway 
Tariffs and Regulations. 

(b) The Government authorities see that 
railway tariffs are observed. 

(c) The publication of transport tariffs and 
of changes therein is compulsory. 

Road 

(a) In the case of motor-omnibus lines 
(passenger and goods), it is obligatory to adhere 
to the tariffs issued by the transport concerns 
and approved by the Government authorities, 
subject to the reservation that, in the case of 
motor-omnibus concerns (passenger transport), 
the Government authority fixes the maximum 
and minimum tariff rates, whereas in the case 
of concerns transporting goods, it only fixes 
maximum rates. 

(b) The Government authorities see that 
motor-omnibus tariffs are observed. 

(c) See under "Railway". 

(a) Tariffs are drawn up by the Railway (a), (b) and (c) No information available. 
Administration Board and approved by the 
Ministry of Communications and the Council of 
Ministers. 

(b) The Minister of Communications and 
Public Works exercises supervision over any . 
changes in tariffs through a right of veto, 
exercisable for fifteen days after notice of the 
change has been given him. 

(c) Publication of tariffs is compulsory, and 
must be made in the Official Journal in the case 
of an increase, and in the official organ of the 
Roumanian Railways in the case of a decrease. 

(a) In the case of the State Railways, 
tariffs are fixed by the Department of State 
Railways within maximum rates agreed to by 
the Ministry of Economic Affairs ; in the case of 
private railways, they are fixed by the com
panies by means of by-laws which must be 

(a) Omnibuses are required to submit fixed 
tariffs. If found reasonable, they are authorised 
by the Minister of the Interior, on the advice 
of the Board of Public Utility. 

A.2. 

Inland navigation 

(a), (b) and (c) The .. • tariffs issued and 
published by the undertakings do not require 
approval. 

(a) Fixed tariffs applicable to the transport 
of passengers and goods are drawn up indepen
dently by the shipping companies. 

(b) Tariffs are submitted for consideration 
to private undertakings. As the Roumanian 
Government owns a considerable number of 
vessels, it is able to influence tariffs and freights 
and to prevent modifications likely to impede 
economic activity. 

(c) In order to ensure uniform application, 
tariffs for the transport of passengers and goods 
must be published. 

Publication of rates for transport as bulk 
'::argo is not compulsory, but such rates can, 
in practice, be ascertained from the Stock 
Exchange reports. 

(a) Tariffs are fixed by the Harbour Depart
ment in consultation with a Committee in which 
the owners of packet-boats are represented. 

..... 
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Sweden 

~ubmitted to the Board of Railw:y Commfssion
ers and approved of and signed by the Director
General of the Department of State Railways. 

(b) Supervision by the Department of State 
Railways for State Railways and by the Board 
of Railway Commissioners for private railways. 

(c) The publication of tariffs is compulsory. 

(a) The railway administrations prepare 
draft tariffs, which are confirmed by the King 
in Council. The administrations have, however, 
fairly wide possibilities of granting reductions 
to meet competition. Reductions in joint 
traffic tariffs are dependent on all the administra
tions concerned. 

(b) According to the general procedure, the 
authorities concerned are heard before the rates 
are fixed by the King in Council. Thus the 
Railway Administration can express its opinion 
on the draft tariffs of the private railways. 
Appeals against changes in tariffs, etc., may be 
submitted to the King in Council. 

The calculation of goods rates according to 
the existing tariffs is verified in the case of the 
State Railways by the Supervisory Office of the 
State Railways ; and in the case of the private 
railways, by the supervisory offices of the 
private railways. 

(b) The Traffic Police supervises the tariffs. 
The Public can complain to the authorities if 
overcharged. 

(c) Tariffs must be published. A table of 
tariffs has to be fixed on each vehicle. 

(a) For regular traffic, the draft tariff is 
prepared by the applicant for the permit and 
confirmed by the competent provincial adminis
tration. 

For urban and provincial traffic, the rate 
may not exceed a certain tariff issued by the 
provincial administration. Maximum rates (for 
passengers and goods) are thus fixed by the 
provincial administration, while there are no 
provisions regarding minimum rates. 

(b) There is no special supervision. See 
(c) below. 

(b) Supervision is exercised by the Harbour 
Department. 

(c) Publication of tariffs is not compulsory. 

(a) The companies are free to fix the rates; 
for regular services, however, the rates are 
usually relatively stable, while for tramp 
steamers they vary according to the supply and 
demand for tonnage, etc. Tariff changes in 
respect of sea freights are regulated solely by 
private agreement between various companies. 
The so-called secondary costs vary according to : 

Port dues, which are fixed for each port 
every five years by the King in Council ; 

Stevedore charges, which are in accordance 
with agreements ; 

Insurance charges, which are in accordance 
with uniform standards on the basis of agree
ments between all the maritime insurance 
companies. 

(b) No State control is at present possible, 
except in respect of the above-mentioned port 
dues. 



Sweden 
(continued) 

Czechoslovakia 

Turkey 

Railway 

(c) Tariffs are published. Similarly, any 
general change made by a railway administration 
in its transport charges or conditions of applica
tion, together with the time when such changes 
come into force, must be immediately published. 
This applies to all specially granted reductions 
in freight. 

(a), (b) and (c) The tariffs which have been 
drawn up are fixed (there are not, for instance, 
tariffs with a maximum and a minimum rate, 
within which limits companies can calculate 
prices at their discretion). Tariffs are drawn up 
by the railway company concerned, and the 
Ministry of Railways approves them (with the 
exception of tariffs for small local lines). The 
publication of tariffs is compulsory. 

Supervision over the regular publication of 
tariffs and their observance is exercised by the 
Ministry of Railways, which also sees that 
equality of treatment is given to forwarding 
agents. 

(a), (b) and (c) The railway tariffs are fixed. 
They are drawn up by the railway authorities 
and approved by the Ministry of Public Works. 
Their publication is compulsory. 

Road 

(c) Tariffs are published by the provincial 
administration. Drivers of motor vehicles used 
for regular traffic, for which the tariff is fixed, 
must show the tariff at the request of persons 
using the service. 

(a), (b) and (c) For regular passenger trans
port, the concession holding company is obliged 
to draw up a tariff and submit it for approval 
to the authority granting the concession. It 
must display the approved tariff in the vehicle 
and observe the established rates. 

(a), (b) and (c) The tariffs of motor-transport 
undertaking-s are fixed and supervised by the 
municipalities. 

The publical.ion of tariffs is not compulsory. 

A.2. 

Inland navigation 

. (c) Port dues must be published; in other 
respects, there is no obligation. 

(a), (b) and (c) Fixed tariffs are drawn up 
in advance, in particular in the case of passenger 
traffic, and also for goods traffic, on the Danube, 
and are published by the shipping company 
with the approval of the Ministry of Commerce. 
On the Elbe, fixed tariffs only exist in the case of 
express goods traffic and combined transit 
traffic passing from the Elbe to the Danube over 
the Czechoslovak railways. Otherwise, on the 
Elbe the daily tariff fixed by the shipping 
exchanges is applied. The Ministry of Com
merce supervises the drawing-up and observance 
of the shipping companies tariffs. Undertakings 
of special economic importance, such as the 
Czechoslovak Danube Shipping Company and 
the Czechoslovak Elbe Shipping Company, are 
bound to publish their tariffs in the Railway and 
Shipping Bulletin. 

No inland navigation. 



Union of Soviet 
Socialist 
Republics 

Yugoslavia 

~ l 

(a), (b) and (c) There are fixed tariffs for the three means of transport. As regards transport by rail and water, the tariffs are drawn up by the 
People's Commissariat for Communications and by the People's Commissariat for Water Transport respectively, subject to approval by the Government. 

Tariffs for motor transport are drawn up by the local authorities (regional and municipal executive committees) within the limits of the general 
tariffs established by the Government. 

The tariffs and all modifications affecting them are published in a special periodical pamphlet. 

(a), (b) and (c) No information. (a) There are fixed tariffs which are drawn 
up by the transport concern itself but which 
must be previously approved by the railways 
administration. 

(b) Supervision is exercised by the author
ities of the banovine. 

(c) There is no such obligation, except that 
such tariffs must be posted up in a prominent 
position in the vehicles themselves. 

(a), (b) and (c) No inland navigation. 



A.3. Fiscal regime - taxes (dues, etc.). 

(a) What are the ordinary taxes levied on transport undertakings (direct taxes, indirect taxes, social charges, etc.) ? 

(b) Are there any special taxes on public transport services ? If so, what are these taxes ? 

(c) Are any special taxes levied on a given means of transport (for instance, road maintenance charges, and characteristics of those charges)? 

(d) Are there any special dues for the benefit of a given means of transport (for instance, on behalf of the railways) ? 

A.3. 

(e) What budgetary charges, expressed in percentages, are imposed (by the Slate, provinces, communes, etc.), including capital charges in respect of the 
establishment and upkeep of means of communication, laking them in relation to each other and to the general budget ~nd what revenue 
expressed in percentages, accrues (to the Stale, provinces, communes, etc.) from transport undertakings using these means of co~munication ( A.3 (a) 
to (c)), laking these amounts in relation to each other and to the general budget ? 

Union of South 
Africa 

Railway 

(a), (b), (c), (d) and (e) The Railways are 
owned by the Crown and are exempt from all 
taxation. 

Road 

(a) Every motor vehicle is subject to an 
annual licence fee. Each province of the 
Union of South Africa has its own motor 
ordinance and regulations. In general, the 
fees vary according to the class and weight of 
the vehicle. 

In the Cape and Orange Free State provinces, 
fees range from £3 if the weight of the vehicle is 
1,500 lb., or under, to £50 if over 9,000 lb.; 
these fees are increased by 50% in the case of 
commercial vehicles of 3,000 lb. or over. 

In the province of Natal, fees range from 
£4, if the weight of the vehicle does not exceed 
1,000 lb., to a maximum of £25, while the tax 
on omnibuses varies from £10 to £20, according 
to the seating capacity of the vehicle. 

In the Transvaal province, fees range from 
£4, if the weight is 1,500 lb., or under, to a 
maximum of £50 in respect of a motor vehicle 
propelled by steam. 

Inland navigation 

No inland navigation 



~ ( 
State owned motor vehicles are exempt from 

the payment of annual licence fees provided 
that, in respect of vehicles used for the carriage 
of goods by road within a municipal area other 
than to and from the railways, the Railway 
Administration shall be liable for the payment 
of any tax or licence moneys levied on similar 
vehicles by the provincial or local authority 
under which such area falls. 

Indirect taxes are Customs dues of 6d. per 
gallon on petrol and dues on motor vehicles, 
spares and accessories, which vary according to 
the country of origin. 

(b) In addition to the annual licence fee 
payable to provincial administrations as set out 
in (a), the under-mentioned additional fees shall 
be paid to the Road Transportation Board in 
respect of vehicles engaged in motor-carrier 
transportation : 

Each passenger vehicle, £4 per calendar 
year; 

Each passenger trailer, £2 per calendar 
year; 

Each dual-purpose or goods vehicle, £3 per 
calendar year ; 

Each dual-purpose or goods trailer, £1 lOs. 
per calendar year ; 

(c) No special taxes are levied. 

(d) There are no special dues. 

(e) In terms of the National Roads Act, 
1935, there has been established a National 
Road Fund into which shall be paid : 

3d. of the amount of Customs duty collected 
by the Commissioner of Customs on every 



Union of South 
Africa 
( conlinned) 

Argentine 
Republic 

Railway 

(a), (b), (c), (d) and (e) Law No. 5315 on 
Railway Concessions. - Materials and articles 
for construction and development brought into 
the country shall be free of customs duty, this 
freedom to be in force until January 1st, 1947 
(Law dated 1907). The undertaking shall pay 
during this period, whatever the date of its 
concession, a sole contribution equal to 3% of 
the net proceeds of its lines, being exempted 
during that time from any other national, 
provincial or municipal tax. 

The amount of 3% of the net proceeds shall 
be devoted to the construction or upkeep of 
the bridges and of the ordinary roads of the 
municipalities or departments crossed by the 
line, in the first place the roads leading to sta
tions, in proportion to the length of roads in 
each province (Article 8). 

Road 

gallon of petrol imported into the Union since 
March 31st, 1935. 
Such moneys as are paid into the said fund 

will be set aside for the establishment and 
upkeep of national roads. 

Particulars as to what percentage of budgetary 
charges imposed by the provinces and com
munes for the establishment and upkeep of 
means of communication and what percentage 
of revenue accrues from transport undertakings 
using such means of communication are not 
available. 

Revenue derived from the taxation of motor 
vehicles as a whole is lumped, and it is impossible 
to analyse the figures so as to obtain the desired 
information. 

(a), (b), (c), (d) and (e) Law No. 12346 on 
Transport Co-ordination. - Every transport 
undertaking which has obtained permission 
from the national Commission on Transport 
Co-ordination shall be exempted from the 
payment of national and municipa1 licences of 
the Federal capital and national territories. 

With the exception of vehicles belonging to 
the nation or to provinces or municipalities, no 
motor vehicle can be driven in the public streets 
or roads without having paid the Customs duties 
and petrol and oil taxes which the nation has 
levied or may levy in the future. 

Taxes for the upkeep of roads are fixed 
between 100 and 400 pesos a yea,- for each unit 
in circulation and shall be levied in accordance 
with the regulations to be drawn up by the 
executive authority. 

This authority will come to an agreement with 
the interested provinces and the municipality 
of the province of Buenos Aires concerning the 

A.3. 

Inland navigation 

(a), (b), (c), (d) and (e) No information. 



Australia: 
Common

wealth 
(a), (b), (c) and (d) The Commonwealth Rail

ways Act provides that " no rates, tax, or 
assessment shall be made, charged or levied 
upon any railway or other property vested in 
the Commissioner, except as may be sanctioned 
by the Minister ". 

(e) The Commonwealth Railways are owned 
by the Commonwealth Government, and each 
year estimates of revenue and of working 
expenses of the Commonwealth Railways are 
furnished by the Commissioner to the Minister 
of State responsible for the administration of 
the Commonwealth Railways. After they have 
been approved by the Commonwealth Govern
ment, the estimates are presented to Parliament, 
and, after having been passed by Parliament, 
become the authority for the expenditure for 
the financial year (which ends on June 30th). 
Pending approval by Parliament, supply is 
provided by Parliament on the basis of the 
working expenditure for the preceding financial 
year. · 

Parliament also authorises the payment of 
interest upon loans raised by the Commonwealth 

--! ~I 

exemption from provincial and municipal 
licences and the distribution of the amount of 
the above taxes (Article 5). 

Province of Buenos Aires: Law No. 4247 -
Transit Law. - Proprietors or directors of 
vehicles for the transport of passengers and 
goods who are obliged to obtain permission 
from the executive authority, and who only use 
provincial roads, shall pay respectively as a sole 
annual contribution up to 5 pesos tax for each 
seat or for each 500 kilogrammes of goods space 
available. 

Vehicles described in the preceding paragraph 
which cross the urban zone of cities or towns in 
the exercise of their business (Article 1) shall 
pay the due or tax established for each class of 
vehicle by the respective municipal authorities, 
in addition to the above contribution. 



Australia 
(continued) : 
Common

wealth 
(continued) 

Western 
Australia 

RaUway 

Government for railway construction purposes. 
Other capital works in recent years have been 
financed from the revenue of the Commonwealth. 
These, too, carry Parliamentary approval. 

Interest at the actual rates paid by the 
Commonwealth is debited by the Treasury upon 
loans still current, and the percentage varies 
according to the railway, the average rate for 
all Commonwealth Railways being 4.38 %. In 
the Treasury books, debit is recorded as Rail
ways expenditure except in connection with 
such items as contribution to the Commonwealth 
Superannuation Fund, to the National Debt 
Sinking Fund, exchange on overseas remittances, 
and a few minor items. 

All moneys to meet working expenses, capital 
works, interest, etc., are provided by the 
Treasury under a system of warrant authorities ; 
and all the revenue from the Railways is paid 
regularly into Treasury accounts. 

(a) and (b) Not taxed. 

Road 

* * * 
(a) All motor vehicles subject to registration 

fee ranging generally from £2 lOs. to £40 per 
annum according to nature and weight, horse
power and maximum load of each particular 
vehicle. 

Petrol-driven vehicles are in addition subject, 
indirectly, to payment (to Federal Government) 
of a " petrol tax ", calculated at a rate per 
gallon. 

(b) All vehicles used to transport passengers 
or goods for hire or reward are also subject to 
special registration at a fee of £2 per annum. 

A vehicle used to convey passengers " at 
separate fares " is also subject to a special tax 

A.3. 

Inland navigation 

No inland navigation. 



South 
Australia 

(c) and (d) No information. 

(e) Private line : nil. Other lines (State 
controlled) : All administration and operating 
costs and capital charges are debited against the 
consolidated revenue of the State, all revenue 
from operations being credited to that fund. 

No fixed budgetary charges are provided. 

(a) Direct taxes. - No direct taxes are 
payable by Railways except a small amount for 
corporation and district council rates on occu
pied departmental cottages. The Railways, 
however, bear the whole expense of constructing 

at a rate not exceeding 6% of their gross earn
ings. 

Certain " goods " vehicles are also subject to 
a special annual tax not exceeding 7s. 6d. per 
power-load weight (horse-power, plus maximum 
load in cwt. plus weight unladen in cwt.). 

(c) Subject to deduction of administration 
costs, revenue from the above is applied toward 
road maintenance and construction. 

(d) No special taxes for benefit of any 
particular form of transport, but where a 
railway or tramway is closed offers are invited 
for road transport in lieu thereof, the tenderers 
offering to pay an annual premium which is 
applied in reduction or cancellation of the 
capital cost of the railway or tramway which 
has been closed. 

(e) Nil. 

• •• 

(a) The road user pays no direct tax as 
such for the construction and maintenance of 
roads, but by payment of registration and 
licence fees and petrol tax makes a contribution 
to general Commonwealth and State revenue, 

a), (b), (c) and (d) No information available. 



Australia 
(continued): 
South 

Australia 
(continued) 

Railway 

and maintaining their own permanent way and 
signals, including warning devices at road and 
rail crossings. 

Indirect taxes. -Customs duties on imported 
material and petrol tax included in the purchase 
price of petrol are forms of indirect taxation 
imposed on Railways. As regards petrol tax, 
it should be noted that the revenue therefrom is 
applied by the Commonwealth more or less 
directly in maintenance of roads. The petrol 
purchased by Railways is mostly for use in rail 
motor-cars, which do not make use of roadways. 
To this extent, the petrol tax is a form of tax 
applied to Railways for which the latter receives 
no benefit either directly or indirectly. 

Social charges. - Railway revenue has to 
meet annually a contribution to the South 
Australian Superannuation Fund, which, 
together with the contributions from employees, 
provides a fund to pay an annuity or pension to 
all superannuated employees. 

(b) No special taxes are levied on railway 
transport services. 

(c) No information. 

Road 

from which sources the roads are maintained. 
The payment of these indirect taxes by road 
users (as such) is probably not sufficient to 
meet fully road maintenance costs. 

The registration fee for all vehicles is based 
on the horse-power and weight of vehicles and 
the class of tyres. Article 9 of the Road 
Traffic Act, 1934, contains a scale on this 
subject. According to the terms of this article, 
the registration fee is increased if the vehicle is 
fitted with rubber tyres other than pneumatic 
or metal tyres. 

(b) Passenger and goods services licensed by 
the Transport Control Board pay a licence fee 
based upon a percentage of their gross earnings. 
This ranges from 2 Y2% to 10%, the higher 
rates being charged in railway districts. 

(c) No. The main roads are maintained by 
the Government with money raised chiefly by 
the registration fees on motor vehicles and a 
contribution by the Commonwealth Government 
from duties on imported petrol. District roads 
are maintained by local governing bodies from 
geqeral rates on improved or unimproved 
properties. 

A.3. 

Inland navigation 



New South 
Wales 

(d) No, hut in two or three districts the 
revenue received from the sales of Crown lands 
within eight miles of railways is credited to the 
Railways Department. 

(d) No special dues. 

(e) To answer this question fully would involve considerable research. The League of Nations appears to require the percentage of the total State's 
budgeted expenditure (including municipal expenditure) incurred in the maintenance and operation of railways, road services and inland waterways. 
Similarly, the percentage of the State's (including municipalities) total revenue received from each of these three undertakings. This problem is 
complicated from the fact that no figure is readily available representing either the total expenditure or the total revenue incurred or derived by 
the Government from the maintenance and operation of road undertakings. 

With regard to Railways, expenditure and 
revenue figures are readily ascertainable from 
annual reports. 

Expenditure under this heading would include 
highways and local Government expenditure on 
main roads and bridges, also district council and 
corporation expenditure on roads and bridges, 
including, in each case, expenditure from 
Commonwealth grants for roads. Revenue 
would include licence fees received by the 
Transport Control Board, registration fees of 
motor vehicles, drivers' licences and petrol tax. 

The question arises here as to whether 
expenditure on wharves and River Murray locks 
should be included, also revenue from wharfage 
dues, lockage, etc. 

The Auditor-General has, on several occasions, referred to the lack of sufficient statistical information to enable a satisfactory evaluation of the 
total State's expenditure on transport agencies. 

(a), (b) and (c) The New South Wales 
Government Railways are a State instrumental
ity and there are no taxes in the ordinary sense 
levied upon the undertakings. 

The Commissioner, however, is not exempt 
from such charges as Customs duties on imports 

• •• 

(a), (b) and (c) The fees chargeable for all 
privately owned and operated motor vehicles 
are as follows : 

Registration. - Motor-omnibus, £2 ; other 
vehicules, £1 per annum. 

(a), (b), (c), (d) and (e) Transport under
takings have to pay income and other taxes 
applicable to other companies, firms or indivi
duals. 

They also have to pay survey fees, for certifi
cates of survey, tonnage rates or berthing 



Australia 
(continued): 
New South 

Wales 
( conl~nued) 

Railway 

used in the operation of the services, although 
the undertaking is exempted from payment of 
municipal and shire rates. 

Tramways.- The New South Wales Govern
ment Tramways are a State instrumentality and 
there are no taxes in the ordinary sense levied 
upon the undertaking. The Commissioner, 
however, is not exempt from such charges as 
Customs duties on imports used in the operation 
of the services, although the undertaking is 
exempted from payment of municipal and shire 
rates. 

The tramways have to bear the cost of 
maintaining the roadway between the rails .of 
the tramway and for the space of eighteen 
inches on either side of such rails. 

Road 

Taxation (for road construction and main
tenance) : 

Motor-omnibus. - 4s. 3d. per Yz cwt. 
of unladen weight. 

Other vehicles. - 2s. 9d. per Yz cwt. 
of unladen weight. 

These rates apply to vehicles with pneumatic 
tyres, higher rates being charged if non
pneumatic tyres are fitted. The rate is reduced 
by 6d. per Yz cwt. if the vehicle is one manu
factured in the British Empire. 

In addition, a service licence fee is charged in 
respect of all motor-omnibuses in the Sydney 
or Newcastle areas. Maximum fee is £4 per 
seat per annum based on the nature and extent 
of the benefit enjoyed by the issue of the service 
licence. 

In appropriate areas, a mileage charge may be 
imposed under the provisions of the State 
Transport (Co-ordination) Act, 1931, in respect 
of the operation of commercial goods or pas
senger vehicles. Maximum charge is 1d. per 
passenger per mile for passenger vehicles or, in 
the case of goods vehicles, 3d. per ton per mile 
of the aggregate of the weight of the ·vehicle 
unladen and of the weight of loading the vehicle 
is capable of carrying, whether such weight is 
carried or not. In the case of goods vehicles, 
this charge is not payable unless the competition 
with the Railways exceeds 50 miles. The 
amount of charge is assessed according to the 
extent of competition with the Railways or 
tramways. No charge is imposed in many 
cases, and in others an amount calculated at a 
rate less than the maximum is charged. 

A.3. 

Inland navigation 

charges, according to the size of the vessel, for 
the use of public wharves ; and at a port where 
there is a pilotage establishment, harbour and 
light rates, if vessels are registered under the 
provisions of the Merchant Shipping Act. 

There are no special dues for the benefit of 
a given means of transport. 

The revenue from inland navigation in New 
South Wales is infinitesimal. 

...... 
Cl' 
0 



(d) There are no special dues payable by 
the Railways for the benefit of any other form 
of transport (see also reply to this question 
under the heading " Road "). 

Tramways. - There are no special dues 
payable by the tramways for the benefit of any 
other form of transport. 

(e) Percentage of State's public debt cor
responding to net loan capital of railways at 
June 30th, 1936 : 43.01. 

Percentage of interest paid by Railways during 
1935/36 on mean loan capital for 1935/36 : 
3.37. 

Percentage of interest paid by Railways 
during 1935/36 to interest paid by State during 
1935/36 on public debt : 37.48. 

Revenue of Railways for year 1935/36 : 
£17,753,580 17s. 10d. 

Percentage of Railway revenue to State's 
revenue for 1935/36 : 38.14. 

Tramways. - Percentage of State's public 
debt corresponding to loan capital of tramways 
at June 30th, 1936 : 2.649. 

Percentage of interest paid by tramways 
during 1935/36 on mean loan capital for 1935/36: 
3.639. 

Percentage of interest paid by tramways 
during 1935/36 to interest paid by State during 
1935/36 on public debt : 2.565. 

Revenue of tramways for year 1935/36 : 
£3,757,746 5s. 9d. 

Percentage of tramway revenue to State's 
revenue for 1935/36 : 8.072. 

(d) Portion of the charges imposed on certain 
classes of motor vehicles by the State Transport 
(Co-ordination) Act (see sub-paragraph above) 
in respect of competition with Railways or 
tramways is paid to railway and tramway funds 
in proportion to the extent of the competition 
with these services. In 1935/36, these credits 
amounted to £22,056 and £119 respectively. 

(e) These figures are not available in the case 
of the Departmental omnibuses, and so far as the 
privately owned services are concerned, the 
question is not applicable. 

..... 
w ..... 



Australia 
(continued) : 
Queensland 

Railway 

(a), (b), (c) and (d) There are no special 
taxes. 

(e) The capital indebtedness of the Queens
land Railways represents 50% of the total 
indebtedness of the State. The aggregate 
railway revenue for the financial years 
1934-1936 was £19,752,054, representing 44.24% 
of the State revenue. The aggregate railway 
expenditure (including interest on reduced 
capital) was £19,215,161, which represented 
40.83% of the State expenditure. A period of 
three years is taken, for the reason that the 
results of the last financial railway operations 

Road 

There are no special taxes on other than com
mercial road vehicles competing with the 
Railways or passenger vehicles operating in 
traffic districts. 

(a) Ordinary motor vehicle registration fees 
vary according to the tyres of the vehicle, 
whether pneumatic or non-pneumatic rubber, 
or metal tyres, and according to capacity and 
horse-power. 

(b) and (c) The under-mentioned maximum 
fees are applicable to competitive commercial 
road transport vehicles conveying other than 
exempt goods where the operation is in excess 
of a distance of 15 miles from the point of 
commencement in the case of goods vehicles, 
and in respect of passenger vehicles operating 
in a traffic district. 

(d) The heavy vehicle fees are apportioned 
between road constructing authorities and • 
consolidated revenue, approximately ten twenty
thirds being allotted to consolidated revenue. 
Railways do not obtain any actual credit from 
road fees. 

(e) Nil. 

Inland navigation 

. No inland navigation. 

A.3. 



Tasmania 

Victoria 

,..., t I. 
were, on account of the serious drought condi
tions, not a true reflection of the position. The 
net revenue to the State from the special fees 
of commercial passenger vehicles was £13,678, 
which represents 0.082% of the State revenue. 

(a}, (b) and (c) There are no special taxes 
levied as on transport undertakings only ; 
the Railways, being owned by the Government, 
are not subject to State taxes, but, of course, 
pay Commonwealth Customs duties on imported 
material, etc. 

• •• 

(a}, (b) and (c) There are no special taxes 
levied as on transport undertakings only. Road 
services pay ordinary taxes. If motor vehicles, 
they also pay a motor tax in common with all 
other motor vehicles, which is credited to a 
fund for the maintenance of State highways. 
Road transport services which run in more than 
one area pay a freight and passenger tax varying 
from nil to 81 / 3 %, as may be fixed by the 
Transport Committee. They also pay licence 
fees of £2 each for goods-carrying vehicles and 
6s. per passenger for passenger vehicles. 

(d) There are no special dues for the benefit of a given means of transport. 

The costs of State Railway services are voted 
by Parliament. Revenue received is credited 
to the consolidated revenue. There is no profit 
in running State Railways. 

(e) No information available. 

(a) Direcl taxes. - Nil. 

Indirecl taxes. - Petrol tax is included in the 
price paid for the petrol used by the Railways. 
This tax, however, applies to all consumers of 
petrol. 

Sales tax (which is of general public applica
tion) is paid on certain commodities used by the 

(e) No information available. 

• •• 

(a} Registration fees for motor vehicles 
operating commercially vary according to the 
weight of the vehicle and the type of tyres or 
wheels with which it is equipped ; all persons 
engaged in agricultural, horticultural, viticul
tural, dairying, pastoral or other like produce 
and using a vehicle solely for carrying the 
produce of the land of such producers or goods 

(a}, (b), (c), (d) and (e) 
available. 

No information 

Inland navigation of no importance. 

-w w 



Australia 
(continued): 
Victoria 

(continued) 

Railway 

Railways in their trading services (dining-rooms, 
book-stalls, etc.) as distinct from. the transport 
services. 

Social charges. - Pensions and gratuities to 
officers and employees upon retirement. The 
Department since 1926 has accepted the liability 
for one-half of the cost of these pensions, the 
other half being contributed by the officers 
and employees. 

(b) and (c) No special taxes. 

(d) By a law enacted in 1896, and since re
enacted, it was provided that any loss incurred 
in the working of any line constructed since the 
..1 . • 

Road 

necessary for working such land shall enjoy 
special rates. 

(b) The rates for commercial vehicles are 
higher than those for " private " cars. The 
rate for the latter is 3s. per power-weight unit. 
Thl)re are no special taxes for " public transport 
services ". A licence fee - maximum £5, 
minimum 5s. - is paid for a licence granted 
and issued by the Transport Regulation Board. 
This, by the terms of the Act itself, is regarded 
merely as an administrative fee and not in any 
sense as a " tax ". 

(c) In addition to " registration " fees 
(which, after cost of administration of the 
Motor-car Acts has been met, are paid to a 
"road " fund), there is a Customs duty on 
petrol imposed by the Commonwealth Govern
ment. This duty is at 7J'2d. per gallon 
approximately and is an indirect tax on all 
motor users - private or commercial. A 
proportion of this - about 2J'2d. per gallon in 
Victoria generally - is returned to the State 
Road Fund. The balance goes to Common
wealth revenue. 

(d) There are no special dues imposed upon 
road transport for the benefit of any other form 
of transport. 

A.3. 

Inland navlgati()J:l .. , 



Austria 

enactment of that law should be recouped to the 
Department from the consolidated revenue of 
the State. These recoups may be regarded as 
" special dues ". It was further provided by the 
same law that, if the Department were required 
by a direction from the Governor in Council to 
reduce fares or freight rates, the consequential 
losses of revenue should be recouped to it from 
the consolidated revenue. These recoups may 
also be regarded as " special dues " in relation 
to the Railways, but at the same time they are, 
in fact, bounties to the industries in respect 
of which transport charges have been or may be 
reduced below the ordinary tariff rates. 

(e) No budgetary charges are imposed by 
the State on the Railways in respect of the 

· establishment and upkeep of means of com
munication. The State is responsible for rail
way losses, and any deficiency is made good out 
of the State's revenue, which includes collec
tions from general taxation. 

(a) Railways undertakings operating public 
transport services, 

(e) No such direct budgetary charges are 
imposed upon, and no revenue of the kind 
accrues from, road transport. It can be said 
broadly that the cost of road maintenance is 
met by road users. 

motor transport undertakings, whether operat- and shipping undertakings 
ing regular services or not, 

possess legal personality; they are accordingly subject, inter alia, to the corporation tax (" Korperschaftssteuer "), and, in so far as they do not enjoy 
separate personality, to the general tax on professions ("allgemeine Erwerbssteuer ") and to income-tax; among other taxes of special importance 
to which they are subject, mention should be made of the so-called assistance tax(" Fursorgeabgabe "). 

As to social charges, the Federal Railways, 
which are by far the largest railway under
taking, paid in 1935 approximately one million 
schillings in contribution to unemployment 
insurance, six millions for sickness insurance, 
four millions for accident insurance, and paid 
out pensions to a total of approximately 
141 million schillings. Private railway under
takings have to contribute 10% of the wages of 
their employees towards old age insurance and 
2.5% towards accident insurance, together 
with 1.5% of the wages of established employees 

As to social charges, motor transport under
takings, having the character of employers, 
have to pay half the social insurance contribu
tions of their staff (sickness, accident, old age, 
and unemployment insurance), representing 
20% of the wages or salaries of workers and 
employees, subject to a specified maximum 
limit. 

The social charges payable by shipping under
takings are in the main similar to those levied on 
motor transport undertakings. 



Austria 
(continued) 

Hallway 

and 3% of the wages of auxiliary staff for sick
ness insurance, and 0.5% and 6% for those 
two categories of employees respectively for 
unemployment insurance. 

(b) Special taxes levied on railway under
takings consist of the taxes on railway traffic 
(" Eisenbahnverkehrssteuern "), the duties on 
waybills and the taxes on transport permits at 
reduced rates. The taxes on railway traffic 
amount to 5% of the rates charged for the 
transport of good.s, passengers and luggage. 
The duty on waybills amounts to 0.50 schilling 
for each bill, for consignments exceeding 5,000 
kilogrammes in weight or requiring one whole 
truck. or more for transport, and to 0.05 schilling 
per blll for any other consignment; this duty is 
doubled in the case of waybills "to order ". 
Transport permits delivered free of charge, 
or at reduced rates, are subject to a stamp 
duty payable by the recipient and varying 
between 0.10 schilling and 2 schillings. 

(c) and (d) There are no special taxes or dues. 

Road 

(b) . The tax on motor traffic (" Kraftwagen
verkehrssteuer ") is levied on all motor transport 
of passengers and goods for which a charge is 
made. It amounts to 3% or 5% of the charge 
made for transport, according as the under
taking is or is not liable to turnover tax. A 
further charge on motor traffic is the petrol tax 
(" Benzinsteuer ") ; as, however, the latter tax 
is levied uniformly, with certain exceptions, 
on all undertakings consuming petrol, the 
proportion paid by motor-cars cannot be 
ascertained. The earlier motor-car tax has now 
been abolished. 

The transport certificates (" Befiirderungs
scheine ") required by the ordinance governing 
the use of motor lorries are subject to payment 
of a waybill duty of 0.05 schilling per certificate. 

(c) and (d) There are no special taxes or dues. 

A.3. 

Inland navigation 

(b) In river navigation, the duty on waybills 
amounts to 0.50 schilling, while in the case of 
navigation on lakes it amounts to 0.02 schilling. 
Passenger traffic in inland navigation is subject 
to a tax of 2% of the fare charged. 

(c) and {d) There are no special taxes or dues. 

(e) In 1935, the.Federal Government spent 171.5 million schillings, or 11.83% of its total expenditure, on the Railways, 52.8 millions, or 3.64% 
of the total expenditure, on roads, and 2.9 millions, or 0.14% of the total expenditure, on navigation. In addition to Government expenditure on 
roads, t~e Federal provinces and municipalities spent a total which is not yet known exactly, but may be estimated at 25 million schillings. As 
regards mcome, taxes on railway traffic brought in to the Government, in 1935, 18.1 million schillings, or 1.4% of the total income. The tax on 
m~tor-cars (arrears from previous financial years) and the tax on motor traffic brought in to the Government, in 1935, a total of 3.3 millions, or 0.26% 
of I~s tot.al mcom~. The total yield of the petrol tax was 39.9 millions, but, as has been pointed out above (see under (b)), the exact share of motor 
vehicles m that Yield cannot be ascertained. Receipts from navigation are too small to merit special mention. 



Belgium1 The information required under this head mainly concerns the Finance Department, except on the following special points : 

{a) Transport contracts are subject to a special tax of 1.25%, which is usually recovered by an 
increase in transport charges. 

The social charges that may be borne by 
railway undertakings are the following : 

Grants to pension funds; 
Grants to social insurance funds ; 
Grants to philanthropic institutions, includ

ing canteens, housing and building loan 
companies, clothing clubs, etc. ; 

Cost of medical service. 

(b) No information available. 

{c) For the cost of inspection and adminstra
tion, the companies operating main railways 
(including the Societe nationale des Chemins de 
fer belges) pay dues calculated on the basis of 
280 francs per kilometre operated. 

• See A.l'(a) and (b), page 18. 

(b) No information available. 

(c) The following taxes are levied for road 
maintenance : 

On motor-coach operators - a tax at a 
flat rate of 500 francs per annum per vehicle 
operated by the undertaking. 

On motor-bus operators - a quarterly 
charge calculated at the rate of 0.05 franc 
per vehicle-kilometre, distributed among the 
communes, the provinces and the State on 
the basis of the distance covered on the road 
system of each of these authorities. 

For the cost of inspection and administration : 

Operators of motor-coach services are 
required to pay an annual charge at a flat 
rate of 200 francs per vehicle used by the 
undertaking. 

Operators of motor-bus services are required 
to pay a quarterly charge of 50 francs per 
vehicle in service, exclusive of reserve vehicles 
(some communes sometimes levy a sup
plementary charge under this head. This 
may be a lump sum or a sum based on the 
receipts of the service.) 

Holders of authorisations for the carriage 
of goods by motor vehicle are required to 
make an annual payment per licensed vehicle, 
which varies, according to tonnage, between 

(~}, (b),~:_ (c), {d) and (e) No information 
available. 



Belgium 
(continued) 

Brazil 

Railway Road 

75 francs and 200 francs (a special and lower 
charge is also levied should an authorisation 
be replaced or a duplicate issued on account 
of the loss, theft, damage or destruction of the 
original authorisation). 

(d) Motor-bus services competing with the lines operated by the Societe nalionale des Chemins de 
fer belges or the Societe nalionale des Chemins de fer vicinaux are required to pay compensation for 
the loss thus caused. The amount, which varies with the gross receipts of the various motor-bus 
services, may not, however, exceed 10% of the total gross receipts of these undertakings (after 
deduction of the transport tax of 2%%). 

Local railways and tramways competing 
with the S.N.C.B.'s lines may also be required 
to pay a charge either at a flat rate or propor
tionate to receipts. 

(e) No information available. 

(a), (b), (c), (d) and (e) Railway companies 
pay income-tax. They also pay indirect taxes 
in the form of Customs and consumption duties 
on railway material. . 

Railways contribute by the payment of a 
proportion of their gross receipts to a pension 
and retirement fund for their employees. If 
the Railways show a loss, the public pays the 
quota owing by the Railways in the form of 
increased tariffs. 

The Railways administered by the Federal 
Government levy a 10% tax on tariffs. The 
yield of this tax, which was considered originally 
as a.special receipt to be used for the improve
ment of the Railways, is nowadays paid into the 
Treasury as extraordinary revenue. 

.i 

(e) No information available. 

(a), (b), (c), (d) and (e) Carriers by road 
(private or for hire) pay various direct and 
indirect taxes, such as : 

State and municipal traffic tax (registration 
or motor-car licence); 

State tax on the consumption of petrol ; 
Federal tax on petrol and oils (fuel and 

lubricating), motor-cars, motor-lorries, chassis, 
tyres, inner tubes, spare parts, etc. 

There was formerly an additional duty on 
petrol and the other above-mentioned articles, 
besides the import duty. This duty was of a 
special nature and was to be used to form a 
" Road Fund " for highway construction. Sub
sequently, this duty was incorporated in the tax 
and included in the general revenue of the 
Union . 

A.3. 

Inland navigation 

(a) and (b) The taxes levied on inland 
navigation undertakings are the same as those 
payable by an undertaking or company engaged 
in some other activity. 

The social laws for the protection of maritime 
workers provide for a contribution by the 
shipping undertaking and the payment of a 
social welfare tax by the public. 

(c) No special tax is levied on inland 
navigation. 

(d) There are no special dues. 

(e) Nil. 



United 
Kingdom 

The other railway lines, those operated by the 
State Governments or by private concerns, are 
entitled to levy a similar tax, but its yield must 
be used exclusively for improvements and new 
works on the said lines. · 

There are no special dues for the benefit of the 
Railways. 

As regards the budgetary charges (including 
interest and debt redemption) of the Union, 
the States and the municipalities, for the 
establishment and upkeep of means of com
munication, it appears that only the Central 
Audit Office of the Republic and the State 
Governments could supply reliable information. 

(a) All transport undertakings are liable to the following taxes in common with other industrial and commercial undertakings : 

1. Income-lax. - A national tax levied in the main upon the total profits of operation. 
2. Land lax.- A national tax, which has ceased to exist in some localities, levied upon the annual value of buildings or land owned or occupied 

by the undertaking. (The rate of this tax varies from place to place hut does not exceed ls. in the £ in any case and is usually much lower.) 

3. Share capital duly. -A national tax payable if the undertaking establishes a joint-stock (limited liability) company under United Kingdom 
law. (The tax consists of an initial (not an annual) charge at the rate of lOs. per £100 of nominal registered share capital.) 

4. Hydrocarbon oil lax. -This tax is a Customs duty levied on light and heavy hydrocarbon oil imported into the United Kingdom. The 
present rate of tax is 8d. per gallon on light oil and ld. per gallon on heavy oil. (See answer to (c).} 

5. Employer's contributions in respect of health pensions and unemployment insurance of employees. - (The employer's contribution for 
both insurances is, in general, Is. 7d. per week for adult male employees.) Some classes of employees (e.g., certain grades of railway workers) are 
exempted from inclusion in the health or unemployment insurance schemes. 

6. Local rates.- These rates constitute the main source of revenue (apart from exchequer grants) of local government authorities. The occupiers 
of transport undertakings, in common with all occupiers of industrial and other property - apart from agricultural lands and buildings, which are 
totally exempt from rates -pay rates to the local authorities. 

As from 1929, rates are payable on one quarter only of the ascertained net annual values of " freight transport hereditaments " (which term 
covers most of the rateable property of railways, canals and docks), and of industrial hereditaments (e.g., factories, workshop, mines, etc.). In 
the case of the owners of freight " transport hereditaments " the benefit from this relief has to be passed on to users of the undertakings in the 
form of reductions in charges. 

(b) There are no special taxes on railways, (b) Fees are payable for licences issued in (b) There are no special taxes. 
tramways or trolley vehicles. respect of the operation of public service vehicles 

(i.e., motor vehicles seating more than eight 
persons carrying passengers by road for hire or 



United Kingdom 
(continued) 

Railway 

(c) No special taxes of this kind are levied 
on railways. 

Tramways and trolley-vehicles. - Tramway 
undertakings are liable for the upkeep of the 
roadway between their rails and for the space 
of 18 inches on either side. In addition, they 
pay a small fixed excise duty in respect of each 
vehicle. 

Trolley-vehicles are assessed for excise duty 
at the same rates as public service vehicles. 

(d) There are no special dues. 

(e) Railway undertakings are maintained and 
operated by their owners and not by the State 
and no burden falls upon national or local 
authority budgets in respect of transport by 
railway. 

Tramways and trolley-vehicles. - See under 
"Road". 

Road 

reward) and in respect of licences to carry goods 
by road motor vehicles for hire or reward or 
otherwise. These fees are intended to cover 
the expenses of the authorities which regulate 
the operation of vehicles of these classes -
i.e., the Area Traffic Commissioners and the 
Licensing Authorities. (These fees are addition
al to the excise duties on mechanically propelled 
road vehicles referred to in (c) below.) 

(c) Excise duties at varying rates are payable 
annually in respect of all mechanically propelled 
road vehicles (with certain minor exceptions -
e.g., plant used solely for maintaining or 
repairing public roads). They are assessed on 
seating capacity in respect of public service 
vehicles and on unladen weight in respect of 
goods-carrying vehicles and tractors. 

The duty of ld. per gallon on heavy hydro
carbon oil referred to in the answer to (a) 4 is 
increased to 8d. per gallon in the case of heavy 
hydrocarbon oil used by mechanically propelled 
road vehicles. 

(d) There are no special dues. 

(e) Road transport undertakings are main
tained and operated by their owners and not by 
the State. 

A number of municipalities own and operate 
motor-omnibus (public service vehicle), trolley
vehicle and tramway undertakings, any deficits 
being met from the general revenue of thr 
municipality concerned and any net profib 
being credited to the general revenues. 

A.3. 

Inland navigation 

(c) No information. 

(d) There are no special dues. 

(e) · Canal undertakings are maintained and 
operated by their owners and not by the State, 
and no burden falls upon national or local 
authority budgets in respect of transport by 
canal or inland navigation. 

-""" 0 
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The public highway system (including road 
bridges) of the country (mileage 178,000) is 
maintained and improved out of local and 
national funds. In general, the local authorities 
other than rural district councils are the highway 
authorities and are responsible for the upkeep 
of the roads and bridges in their area and, where 
necessary, the construction of new roads or 
bridges. They are assisted in the maintenance 
and improvement of the more important roads 
and bridges which are classified as Class I and 
Class II roads (combined mileage 44,000) and 
the construction of new roads or bridges 
included in either class by grants from a national 
Road Fund which is fed from the proceeds of 
the excise duties on mechanically propelled road 
vehicles (see (c)), but since April 1st, 1937, 
these receipts are payable direct to the national 
exchequer, and the Road Fund is fed by annual 
votes of Parliament. In addition, grants from 
the Road Fund are made towards the cost of 
approved works of construction, reconstruction 
and improvement of other public highways of 
less importance than those in Classes I and II. 

As from April 1st, 1937, approximately 
4,500 miles of the main through routes 
designated as " trunk roads " have been trans
ferred to the Minister of Transport and have 
become maintainable entirely by the central 
Government, the expenditure being met out 
of the Road Fund. 

In the year ending March 31st, 1935, the 
total expenditure on highways was £51% 
million (exclusive of about £10 million for loan 
charges in respect of work done in previous 
years). About £30% million was found from 
local rates (see (a) 6), about £5 million was 
met by public utility undertakings and fron
tagers under legal liabilities, £4 million from 
loans, the remainder (£12 million) being met 
by grants from the Road Fund and from other 
national sources. In addition, the Road Fund -,j:>. ,_. 
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Kingdom 
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Bulgaria 

Canada 

Railway Road 

has since 1929 contributed about £6¥2 million 
a year towards the general exchequer contribu
tion in aid of local expenditure. 

The expenditure on roads, road services and 
administration met from national sources in the 
year ending March 31st, 1935, was about £20 
million, representing 2.5% of the total budget 
receipts of about £800 million. In the same 
period, the total expenditure on roads borne on 
local rates (£30¥2 million) represented about 
17% of the total local authority receipts from 
rates of about £172 million. 

A.3. 

Inland navigation 

Information is not available to show what proportion of national or local authority revenue accrues from transport undertakings. 

(a), (b), (c), (d) and (e) Nil. 

(a) The following taxes are levied on rail
ways : property and business tax, income-tax, 
workmen's compensation. 

(b) Railways undertakings must pay a tax 
of 10% on sleeping and parlour car tickets; 
minimum of 25 cents and 10 cents respectively. 

(a) There are direct and indirect taxes (on 
fuel, oil, tyres, etc.) 

(b) There are no special taxes on public 
transport services. 

(c) The road tax is at present included in 
the price of fuel (0.50 lev per litre of petrol). 
For private vehicles, this tax is 1,000 leva 
per annum. 

(d) There are no special taxes. 

(e) No information. 

(a) Road transport undertakings must pay 
property and business tax, income-tax, work
men's compensation. 

(b) In some provinces, passenger vehicles are 
taxed usually on rent mileage ; carrier-trucks 
usually on weight. 

(a), (b), (c), (d) and (e) No information. 

(a) Public works are not subject to any 
taxes except workmen's compensation. 

(b) Harbour dues pilotage are paid except 
where exempt under reciprocal arrangement 
with the United States of America for ports in· 
Ontario, and workmen's compensation is levied 
in provinces in which this is in effect. 



,. 
f-. (c) No special taxes of this kind are le~ied. 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) Capital investment 

Dominion : 
$ 

1,196,810,866 
964,654,240 (guarantees) 

Operating cost 

50,937,295 (principally 
guarantees) 

Revenues : Nil. 

478,004,747 
Budget 

Dominion Government: 

Investment: 

Public Works, Railways .. 
Railway accounts (old) . . 
Railway accounts (loans 

now active) . . . . . . 

Total investment 
Loans guaranteed 

Operation: 

Canadian National Railways' 
Guarantees . . . . . . 

Eastern lines - deficit . . 
Maritime Freight Rates Act 

Total .. 

Revenues: Nil. 

Provincial : 
$ 

117,552,870 

1,227,607 

229,483,726 

. $ 

442,884,582 
88,398,829 

665,527,455 

1,196,810,866 
964,654,240 

42,589,825 
5,818,076 
2,529,394 

50,937,295 

{ 
(c)· There is a gasoline tax and vehicle 

licence fees. 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) Provincial only : $ 
Capital investment 502,716,448 
Operating cost . 67,026,260 
Revenues 50,622,683 
Budget 229,483,726 

Provincial 
Investment: 

Governments : · 

Roads .. 
Bridges 

Total 

Operation: 
CapitaP 
Maintenance 
Plant 

$ 
46,144,295 
19,014,588 

1,867,377 

Revenues ...... . 
Budget: 

Ordinary expenditure 

467,896,248 
34,820,200 

502,716,448 

67,026,260 

50,622,683 

229,483,726 

1 Capitol is to n considcrnble extent reconstruction which may !Je inchu.lcJ iu optwalion. 

(c) All canals are free. 

(d) There are no special dues for the benefit. 
of a given means of transport. 

(e) Dominion only : $ 
Capital investment . 250,396,930 
Operating cost . . . 2,554,986 
Revenues 837,871 

Budget: Dominion Government: 

Expenditures : 
Ordinary ..... 
Capital and other . 

Total 

354,368,220 
123,636,527 

478,004,747 



Canada 
(continued) 

China 

Railway 

Budget: Dominion Government:· 
Ordinary . 
Capital and other 

Total . 

Provincial Governments: 
Investment: 

All provinces except British 
Columbia ... 

B.C. Pacific Great Eastern 
(guarantees) . 

Operation: Nil. 
Revenues: 

Ontario T. and N.O., and 
N.C.R. . . . . . . . . 

B.C., Pacific Great Eastern 

$ 
354,368,220 
123,636,527 . 

478,004,747 

38,454,367 

79,098,503 

11 7,552,870 

1,102,075 
125,532 

1,227,607 

Road 

(a) As most railways in China are State· (a) Ordinary taxes levied on transport under-
operated, there are no ordinary taxes on takings are licence fees, business tax and charges 
Railways. on the monopolistic use of highways. 

(b), (c) and (d) 
dues. 

There are no special taxes or (b) No special taxes on public transport 
services are levied. 

(c) There are no special taxes on highway 
transport services, except maintenance fees. 

A.3. 

Inland navigation 

(a) Inland navigation services are subject 
to the following taxes : income-tax, tonnage 
dues, stamp duty, port dues, tax payable on 
the vessel. 

There are no special taxes. 

(c) Special taxes are levied in certain places 
for local purposes : for instance, the Maritime 
Customs Office of Shanghai is required to levy 
a special tax for the improvement of the 
Whampoo river, and the Chefoo Customs Office 
levies a tax for the upkeep of the dyke. The 
special charges levied by other Customs are all 
allocated to the upkeep of waterways. 

..... 
t 



Ecuador 

Estonia 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) Expenditure on Lhe capital charges of (e) Data incomplete. 
State Railways in China represents 8% of the 
ordinary general budget - i.e., 78 million yuan 
as compared with 990,658,450 yuan, the total 
amount of the ordinary budget for 1936. 

The cost of the repair and upkeep of each line 
is included in its working expenses. The 
individual budgets of these lines are included in 
the budget of public undertakings and do not 
appear in the ordinary State budget. .· 

(a) The ordinary taxes levied on transport undertakings are as follow& : 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) Full information has not yet been 
received from all the provinces. 

I. Direct taxes. -Customs duties : a sliding-scale of so much per thousand on working capital; a .tax on earnings of operation and of capital. 

2. I ndirecl taxes. - 2% on the sale of tickets. 

3. Social charges.- Duties levied to swell the Social Welfare Fund. 

(b) and (c) No information. (b) There are also special taxes -e.g., for 
registration and circulation. 

(b), (c) and (d) No information. 

(d) Railway profits (Southern Railway, Cen-
tral Railway of Ecuador) pay charges on liquid (c) The proceeds of these taxes are employed 
revenue. on the maintenance of urban and rural roads. 

(e) . There are special local taxes employed for the construction and maintenance of means of communication - e.g., those paid by the South
AmeriCan Development Co. (a mining company), of Zaruma, for the building of the Puerto Bolivar-Rio Amarillo Railway, those charged by the oil-field 
undertakings (10 cents per gallon) for the building of the Playas-Babahoyo road, and those paid by producers of alcohol and loaf sugar (2 cents per litre 
or per packet) for the building of the lntag road. To these taxes should be added the total credit under the State budget, representing 17% of the 
total annual expenditure. 

(a) The Railways in Estonia are a State 
undertaking which pays all its revenue into the 
State exchequer and draws on the exchequer 
for its expenditure after the budget has been 
passed. 

(a) The motor services are taxed on Lhe same 
basis as all commercial undertakings. The 
Customs duty on motor vehicles and the Customs 
and excise duties on petrol may be regarded as 
indirect taxes. 

An annual tax is levied amounting to 5 kroons 
per 100 kilogrammes of the unloaded weight of 

(a) The inland navigation services are liable 
Lo the same taxes as other commercial under
takings. 



Estonia 
(continued) 

United States 
of America 

Railway 

(b) There are no special taxes. 
(c) There are no special taxes. 

(d) A State tax of 20% is levied on all 
transport for remuneration carried out on a 
railway line belonging to a factory and open to 
the public ; the transport dues may exceed those 
of the State Railways by 25%. 

(e) The budget of the Railway Administra
tion amounted to 18% of the State budget in 
1935/36 and to 17% of the State budget in 
1936/37. 

(a) Of the total taxes of the railways in 
1935, 10.41% were paid to the Federal Govern
ment. 

Taxes levied on railways by the Federal 
Government in 1935 : 

Kind 

Income taxes . . 
Capital stock taxes . . 
Electrical energy taxes 

Percentage of 
total 

Federal tax 

72.10 
19.92 
0.04 

Road 

the motor vehicle and 4 kroons in the case of 
omnibuses and lorries. If motor vehicles use 
liquid fuel not liable to excise duty, a tax of 
30 kroons is levied per 100 kilogrammes of the 
unloaded weight of the motor vehicle, of 
18 kroons in the case of omnibuses and of 
13 kroons in the case of lorries. 

For temporary transport permits, an annual 
tax of 30 kroons is charged. after the first 
registration of the vehicle, and thereafter a tax 
of 20 kroons per annum. 

(b) There are no special taxes. 
(c) There are no special taxes. 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) The expenditure on roads was 3.9% in 
the State budget for 1935/36 and 4% in 
1936/37; outside the State budget, 590,000 
kroons in 1935/36, or 0.9% in comparison with 
the State budget, and 850,000 kroons or 1.2% 
in 1936/37. 

A.3. 

Inland navigation. 

(b) There are no special taxes. 
(c) There are port dues, the proceeds of 

which are used for the upkeep of the ports and 
the marking of maritime routes. 

(d) There are no special dues for the benefit 
of a given means of transport. 

(e) The expenditure on inland navigation 
amounted to 0.1% of the State budget. This 
sum is used for the upkeep of the ports and the 
marking of maritime. routes. 



Kind 
' f' Perc en {age of 

total 
Federal tax 

Telephone and telegram taxes 0.85 
Taxes on club dues . . . 0.01 
Taxes on gasoline and oils . 0.48 
Documentary stamp taxes . 0.12 
Taxes on materials. . . . less than 0.01 
Beer and liquor taxes and 

licences . . . . . . . 0.02 
Miscellaneous not classified . . 6.46 

Similar taxes apply to other forms of transport. 

In 1935, the Social Security Act was enacted levying excise taxes on the railways as well as other forms of transport to provide against unemploy
ment, and the Retirement Tax Act levying on the railways an excise tax for retirement of employees. 

Taxes levied on railways by the several 
States : 

Ad valorem on road and equipment, market 
value of stocks and bonds, or capitalisation 
of earnings ; 

Tax on gross or net earnings ; 
Franchise tax ; 
Licence tax ; 
Income-tax ; 
Various, such as gasoline and liquor. 

Taxes levied on motor vehicles : 

Federal manufacturers' excise taxes on : 

Gasoline; 
Lubricating oils ; 
Motor vehicles ; 
Tyres and inner tubes ; 
Parts and accessories ; 

State fees and taxes : 
Registration fees based on : 

Gross weight ; 
Net weight; 
Chassis weight ; 
Horse-power ; 
Rated capacity; 
Value; 
Flat rate; 
Combinations of two or more of above 

bases. 

County fees and taxes : 
Registration fees or wheel taxes ; 
Road and bridge privilege taxes ; 

State taxes on carriers by water include : 
Personal property tax ; 
Income-tax ; 
Franchise tax ; 
Gross receipts tax ; 
Intangible tax ; 
Excise tax; 
Sales tax; 
Liquor tax, etc. 



United States 
of America 
(continued) 

Railway 

(b) No information. 

(c) No information. 

Road 

Franchise fees ; 
Gasoline taxes. 

Municipal fees and taxes : 
Registration fees or wheel taxes ; 
Franchise fees ; 
Gasoline taxes ; 
Operators' and chauffeurs' licence fees. 

Personal property taxes - State, county 
and municipal ; , 

Public bridge and ferry tolls - State, 
county and municipal. 

(b) Special motor-vehicle carrier fees (State): 

Mileage taxes; 
Ton-mile or passenger-mile taxes ; 
Gross receipts· taxes; 
Special licence taxes, certificate fees, permit. 

fees, etc.; 
State gasoline taxes ; 
Operators' and chauffeurs' licence fees ; 
Fees for certificates of title ; 
Fees for transfer or re-registration. 

(c) Of the total State highway revenue in 
1932, excluding funds devoted to construction 
such as proceeds from sales of bonds and notes 
and grants from Federal sources, 90.9% was 
derived from motor-vehicle fees, gasoline tax 
receipts, etc., allotted for that purpose. Of the 
total expenditures for State highway purposes 
in 1932, 20.75% was for maintenance, 3.25% 
for equipment, machinery, and miscellaneous, 
8.48% for interest, and 67.52% for capital 
investment in road construction and right of 
way. 

A.3. 

Inland navigation 

(b) No information. 

(c) No information. 



(d) Organisations supported by the railways 
through the payment of dues or assessments : 

Association of American Railroads ; 
Bureau of Railway Economics ; 
American Railway Engineering Associa

tion; 
The American Short Line Railroad Associa

tion; 
Bureau of Information of the Eastern 

Railways; 
Central Freight Association ; 
Chicago Railroad Freight Collection 

Association ; 
Committee on Public Relations of the 

Eastern Railroads ; 
Eastern Railroad Association ; 
Young Men's Christian Associations (Rail-

road Branches); · 
Trunk Line Association; 
Western Association of Railway Execu

tives; 
Western Railway Committee on Public 

Relations; 
Bureau of Information of the South

eastern Railways ; 
South-Eastern Committee for the National 

Adjustment Board ; 
Railroad Perishable Inspection Agency ; 
Bureau of Public Relations, Western Rail-

ways; 
South-Eastern Passenger Association; 
Western Trunk Line Committee ; 
South-Western Freight Bureau; 
Western Weighing and Inspection Bureau; 
Transcontinental Freight Bureau ; 
Transcontinental Passenger Association ; 
Western Passenger Association; 
New England Freight and Passenger Asso

ciation; 
Official Classification Committee. 

(d) Motor-carrier organisations i supported 
through the payment of dues or assessments : 

National Association of Motor-bus Opera
tors; 

American Trucking Associations, Inc. ; 
National Local Trucking Associations, Inc. 

(d) Water lines organisations . supported 
through the payment of dues or assessments : 

American Steamship Association; 
Pacific American Steamship Association. 

In thirty-seven States out of a total of forty-eight, the cost of regulation of public utilities is imposed in whole or in part upon the utilities regulated. 

(e) No information. (e) For the relative distribution of expen
ditures on public highways, see (c). Relative 

(e) No information. 



United States 
of America 
(continued) 

Finland 

Rallway 

(a) Railways are, in general, exempt from 
taxation. But on any supplementary income 
- for example, from the letting of premises -
they have. to pay a tax to the commune. 

(b) No special taxes. 
(c) No special taxes. 

(d) No special dues. 
(e) Does not apply to railways. 

Road 

to the total budget in 1932, the amounts 
spent for operation and maintenance of high
ways by the States and counties were 12.05% 
of their total governmental cost payments 
and 13.40% of their total revenue receipts. 
The State taxes on motor vehicles other than 
private passenger cars were 27.49% of the total 
motor-vehicle taxes, contract and common 
carriers accounting for but 2.76% of the total. 
The total motor-vehicle taxes were approxim
ately 38% of all State revenue receipts, or 
10.45% if private passenger cars are excluded. 

(a) There is a direct tax on motor vehicles, 
and as indirect taxes there are import duties on 
motor-cars and chassis, duties on tyres and 
duties on petrol. 

(b) There are no special taxes. 
(c) There are no special taxes. 

(d) There are no special dues. 
(e) Taxes in accordance with general fiscal 

regulations and paid to the State, the commune 
and the parish. 

A.3. 

Inland navigation 

(a) Every shipowner and every shipping 
company is taxed like other citizens and 
companies. They have to pay an income-tax 
and a property tax to the State, an income-tax 
to the commune and an income-tax to the 
Church. 

(b) and (c) There are no special taxes on 
navigation, but there are certain fiscal dues 
levied on vessels. These are lighthouse dues 
(Law of August 19th, 1921, and Ordinance of 
September 2nd, 1921) ; the ice dues (Law of 
September 23rd, 1920, and Ordinance of October 
31st, 1930) and "last" (tonnage) dues (Law of 
May 8th, 1936, and Ordinance of May 8th, 
1936). The object of the lighthouse dues is to 
supply the State with revenue to cover the cost 
of upkeep of lighthouses and other installations 
for ensuring the safety of communications. Ice 
and " last " dues are levied only on vessels 
voyaging to or from foreign countries. 

(d) There are no special dues. 
(e) It is not possible to separate Government 

expenditure on the construction and upkeep of 
lake shipping routes used only for inland naviga
tion from the total Government expenditure for 
the provision and development of maritime 

..1 
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France (a) Railway undertakings are governed by 
the ordinary law as regards registration fees and 
stamp-duty on contracts concluded by them, 
and stamp-duty on shares and bonds. In 
addition, they are liable to a variety of taxes : 
the land tax on railway property, the tax on 
buildings in the case of part of their premises, 
and the local licence fees. They are subject to 
ordinary law in the matter of Customs, and are 
also liable for municipal Customs fees on goods 
intended for local consumption. Finally, as 
regards goods traffic, they are liable to the 2% 
turnover tax introduced by the Fiscal Reform 
Law of December 31st, 1936. The railway 
systems are also liable to the State for the taxes 
enumerated under (b) below. 

(b) The Fiscal Reform Law of December 
31st, 1936, abolished the tax on the transport 

(a) Carriers by road fall under the ordinary 
law applicable to all undertakings in matters 
of taxation. They are liable, with respect to 
all motor vehicles used by them, to the taxes on 
weight and on bulk imposed by the Codification 
Decree of December 26th, 1934, and they are 
also answerable to the Treasury for the collection 
of the taxes enumerated under (b). 

(b) The Fiscal Reform Law of December 
31st, 1936, abolished the tax on the transport of 

navigation. The only expenditure which· pri
marily concerns inland navigation is that on 
canals. 

The remaining State expenditure is listed in 
the budget under the headings " Navigation 
service " and " Institutions for nautical in
struction ". 

The work of the navigation authorities also 
includes the management of the pilotage and 
lighthouse services, the inspection of the sea
worthiness of vessels, the safety of navigation 
and the measurement of vessels, the care and use 
of State ice-breakers, the care of State ports and 
the administration and the care of institutions 
for nautical instruction, assistance to seaman, 
maritime measurement, the compiling of marine 
charts and other publications necessary for 
navigation, navigation statistics, etc. Only a 
part of the credits allotted to navigation is 
used for the construction and upkeep of lake 
shipping routes. It is not possible to say what 
part is used to assist inland navigation, since 
all the waterways of the coast are also of use, 
indirectly at least, for foreign communications 

(a) and (b) The Fiscal Reform Law o 
December 31st, 1936, abolished the tax on the 
transport of goods and substituted for it the 
2% turnover tax. Transport of passengers, 
luggage, money (coin or notes) and dogs 
remains subject, in accordance with the Codifica
tion Decree of December 26th, 1934, to a tax 
levied by the carriers on behalf of the Govern
ment, amounting to 8%. In addition to the 
above taxes, transport undertakings collect on 
behalf of the Treasury the following charges : 
stamp-duty on receipts, luggage checks, certifi
cates of despatch of parcels and forms of 
discharge, and the transfer tax and income-tax 
relating to their shares or ,stock: 

-0' -



France 
(continued) 

Railway 

of goods and made undertakings liable to the 
2% turnover tax. Transport of passengers, 
luggage, money (coin or notes) and dogs remains 
subject, in accordance with the Codification 
Decree of December 26th, 1934, to a tax levied 
by the carriers, on behalf of the Government, 
amounting to 12% on the main systems and 8% 
on other railways. That tax is reduced to 3% 
in the case of the Paris electric railways, whether 
overhead or underground, and of services where 
no charge for passenger transport exceeds 
4 francs. In addition, all railway undertakings 
have to pay a tax of 15% of the amount of any 
reduction in transport charges which they may 
grant. Apart from these taxes, undertakings 
must levy the following dues on behalf of the 
Treasury : stamp-duty on receipts, luggage 
checks, certificates of despatch of parcels and 
forms of discharge and the transfer tax and 
income-tax relating to their shares or stock. 

(c) In certain stations, charges are made 
which have the character not of a tax hut of a 
tariff, levied under the name of surtax or local 
tax of a temporary character to cover the service 
of loans contracted for specified public works by 
local authorities or public establishments. 

(d) There are no special charges of this type. 

(e) As regards the main systems, the State 
assumes the major part of the cost of building 

Road 

goods and made undertakings liable to the 2% 
turnover tax. Transport of passengers, luggage, 
money (coin or notes) and dogs remains subject, 
in accordance with the decree mentioned above, 
to a tax levied by the carriers on behalf of the 
Government amounting to 8% for means of 
transport other than animal-drawn vehicles 
and vehicles falling under the motor-traffic 
regulations. In addition to the above taxes, 
transport undertakings collect on behalf of the 
Treasury the following charges : stamp-duty on 
receipts, luggage checks, certificates of despatch 
of parcels and forms of discharge, and the 
transfer tax and income-tax relating to their 
shares or stock. 

(c) Tax on liquid fuel used for road transport 
(this is an indirect tax which replaces the former 
direct tax on motor vehicles), tax on weight and 
on hulk, and dues on documents relating to the 
public transport of goods (Decree of July 13th, 
1935 ). There are no taxes specially earmarked 
for the maintenance of specific works, hut on 
certain roads charges are made which have the 
character not of a tax hut of a tariff, applied 
under the name of toll charges and levied on 
road users to cover the service of loans contracted 
for specific public works by local authorities or 
public establishments. 

(d) There are no special dues of this type. 

(e) As regards the road network, the Min
istry of Public Works is only responsible for the 

A.3. 

Inland navigation 

(c) In certain river ports, charges are made 
which have the character not of a tax hut of a 
tariff, levied under the name of surtax or local 
tax of a temporary character to cover the 
service of loans contracted for specified public 
works by local authorities or public establish
ments. 

(d) There are no special dues of this type. 

(e) In 1936, the Government made itself 
liable in the budget for an amount of 126 million 



~ ~ 

new lines, the undertakings themselves accepting 
responsibility for a specified share. As regards 
railway lines covered by the 1921 . Convention, 
the undertakings assume one-fifth of the building 
costs, the balance being met by the Government. 

The Government's share is generally advanced 
by the undertakings, in the form either of cash 
or of works, and is reimbursed by annual 
instalments. 

Expenditure on additional work - i.e., work 
made necessary by the growth of traffic after a 
new line has been opened - is met by the 
undertakings themselves, by means of loans the 
service of which is debited to running expenses. 
As the latter, which are continuously swollen 
by charges of this character, generally exceed 
income, the Government steps in to make good 
the deficit and to assure a minimum return on 
the capital. 

The 1921 Convention, under which a pooled 
fund for the main railway systems was created, 
stipulates that, when a deficit arises in this fund, 
the Treasury shall advance the amount necessary 
to restore equilibrium by way of a refundable 
loan. For this purpose, the Treasury may 
request the undertakings to borrow the amount 
in question on its behalf, in which case it meets 
the service of such loans. As the economic 
situation in recent years has prevented the 
maintenance of equilibrium through the adjust
ment of tariffs, there has been a rapid increase 
in the deficit : interest and sinking-fund charges 
met by the Treasury under this head in 1936 
amounted to approximately 1,800 million francs. 

As regards secondary railways of general 
interest, concessions for a few isolated and 
unimportant railway lines are granted to the 
private companies which built them, which 
manage them at their own risk. The three 
most important secondary systems, however, 
are in the hands of three companies bound to the 
State by Conventions under which they built 
their lines at the cost of the State, up to a 
specified maximum. 

upkeep of the national roads (80,000 kilometres), 
and not for other means of road communication, 
which are under the control of the Ministry of 
the Interior. 

1. The credits allotted to the national 
roads in the ordinary budget for 1936 
represent approximately 1.8% of the total 
estimated expenditure of some 40,000 million 
francs. 

2. In addition to budget funds, the 
following credits have been granted to meet 
expenditure appertaining to the Armament, 
Equipment and Public Works Loan Fund : 
national roads (construction, demolition of 
buildings, and improvements, 7 million francs) 
and bridges (construction and large-scale 
repairs, 16 million francs approximately). 

3. In addition to the two classes of 
resources indicated above, credits amounting, 
under the head of work relating to national 
roads, to a total of approximately 497 million 
francs were allotted in 1936 in application of 
the plan for large-scale public works to 
alleviate unemployment. 

The credits mentioned under 1 above 
correspond to recurring expenditure for which 
provision is made each year in the budget. 

The credits enumerated under 2 and 3 above 
apply to work of a non-recurring character, 
and the charges on the capital sunk in such 
works are met in part by annual payments 
debited to the ordinary budget, and in part 
by the Treasury, which is authorised to issue 
Treasury bonds or annuities for the purl?ose. 
The annual liability arising out of expenditure 
incurred as above, on the one hand by the 
Armament, Equipment and Public Works 
Loan Fund, and on the other hand in 
pursuance of the plan for large-scale public 
works to alleviate unemployment, may be 
estimated, on a 5Yz% basis, at approximately 
28 million francs. As regards the second 
part of question (e) (amount o~ _reve~ue 
accruing to the State and other adm1mstrahve 

francs for the improvement and upkeep of 
navigable waterways. 

...... 
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France 
( conlin11ed) 

Greece 

RaUway 

In the case of those systems, therefore, the 
Government has to meet the cost of guaranteeing 
interest and to refund any working deficit up 
to certain specified limits. 

As regards railway lines of purely local 
interest, the authority granting the concession 
(department, commune, etc.) meets the cost of 
building up to a maximum laid down in the 
concession contract ; the Government, for its 
part, generally grants a subsidy to the authority 
concerned, which in most cases takes the form of 
annual payments up to a maximum laid down 
each year in the Finance Law. That subsidy, 
calculated according to a scale which takes 
account of the resources of the Department 
concerned and of the amount of subsidies 
previously granted, varies between 10% and 
75% of the total liability of the authority 
granting the concession. 

In addition to the various charges enumerated · 
above, the national budget includes certain 
further debit items relating to railways: research 
and railwayworkscarried out bytheState,annual 
payments to repay the deficit of the Nord and 
P.L.M. systems between 1914 and 1920, etc.· 

To counterbalance the budget charges respect
ing the railways, the State enjoys considerable 
advantages in cash and kind : the various taxes 
enumerated under (a) and (b), the transport 
of soldiers and sailors at reduced rates, the free 
transport of officials of the Indirect Taxes and 
Customs Departments, the facilities granted by 
the undertakings to the Post Office, etc. Taken 
altogether for all the railway undertakings, these 
various advantages are, according to estimates 
drawn up by the main railway systems, equivalent 
to approximately 2,500 million francs per year. 

(a), (b) and (c) The railway undertakings pay 
a sum proportionate to that paid by their staffs 
to the Mutual Benefit, Assistance and Welfare 
F.und ; this payment is made out of the proceeds 

Road 

organs from transport undertakings using 
various means of road communication), the 
Finance Department is alone in a position to 
reply. 

(a), (b) and (c) A petrol tax of approximately 
7,650 drachmre per ton and of 10% of the price 
of petrol is used to supply income to the Pensions 
Fund for motor-car employees. As regards 

A.3. 

Inland navigation 

There is no inland navigation. 



Hungary 

of a surcharge of 3.4% on transport of every 
type. The two railway companies alone are 
liable for payment of direct taxes. 

As regards indirect taxes, railway under
takings have to pay the following to the Govern
ment : 14.2% on their takings from passenger 
transport ; 12% of their takings from luggage 
and goods transport. 

(d) There are no special dues for the benefit 
of given means of transport. 

(e) In view of the special structure of the 
C.E.J-1. (see A.1 (a), page 25), budgetary 
charges are governed by a special scheme. The 
Government pays the cost of the repurchase of 
railway lines, refunds deficits, etc. In the case 
of the other railway systems, there are no 
budgetary charges. The State has the benefit 
of various credits and reductions allowed in 
regard to transport for its own account. 

Diesel motor vehicles, there is a tax on fuel of 
1.70 drachmre per kilometre for auto-cars and 
1.40 drachmre for lorries, based on a· minimum 
mileage of 25,000 kilometres for the first and 
15,000 kilometres for the second. 

A small fluctuating tax is levied by way of 
toll charge on various classes of roads. A 
number of municipalities also impose a small 
varying tax. The motor-car licence tax amounts 
to 320 drachmre. 

(d) There are no special dues. 

(e) Allowance is made in the annual budget 
for the construction and maintenance of the 
national network of roads. 

(a) and (b) Railway undertakings must pay, (a) and (b) Inland navigation undertakings 
in addition to direct taxes (land tax, tax on must pay, in addition to direct taxes (land tax, 
buildings), communal taxes levied on the basis tax on buildings}, communal taxes levied on the 
of the former, transport dues, and also the turn- basis of the former, transport dues, and also the 
over tax on their extra revenue not obtained turnover tax on their extra revenue not obtained 
from transport. from transport. 

Private railways, motor transport and inland navigation undertakings are required to pay, in addition to the taxes enumerated above, the general 
taxes on profits and the taxes on income and property. 

The undertakings are also partly liable for sickness insurance charges and the invalidity tax payable in respect of employees. 

(c) Special taxes levied on one means of transport exist also, as, for instance, the tax on motor vehicles. 

(d) There are no special dues for the benefit of a given means of transport. 
(e) The capital needed for the establishment (e) The capital needed for the establishment 

and upkeep of means of communication is and upkeep of roads is provided for in the State 
provided for in the State budget. budget. 

The cost of the establishment and upkeep of 
municipal roads is charged to the road funds 
of the municipalities. These funds are obtained 
partly from the road taxes (taxes varying from 
10% to 17% added to the land tax, the taxes 
on buildings, profits, income, total wealth, 
companies and direct national taxes}, and partly -~: 



Hungary 
(continued) 

India 

Railway 

(a) An import duty on parts, fittings, 
stores, etc., at different rates ; also local taxes, 
both direct or specific, such as water, lighting, 
scavenging and the like ; and indirect or general, 
such as house, general water rate, general 
conservancy, cess, etc., subject to the issue by 
the Governor-General in Council of a notification 
under section 135 of the Indian Railways Act, 
1890, declaring the railway administrations 
liable to pay these taxes. No special charges are 
paid by railways. 

(b) and (c) Railways generally pay such 
taxes as are payable by an ordinary holder of 
property within the jurisdiction of a municipal
ity or other local authority legally entitled to 
levy tax. 

(d) There are no special dues. 
(e) Although Railways are a State monopoly 

in India and there is a Department of the Central 
Government of India administering Railways, 
the finances of the Department are separated 
from the general finances of the Central Govern
ment, and Railways are required, if there is a 
surplus after paying interest on capital, to 
make a contribution of 1% on the capital to 
the general revenues. 

Road 

from the grant for municipal public works and 
road tolls. 

The communal roads are kept up by the 
municipalities and the cost is met out of the 
public works grant assigned to the communes, 
covering from 10% to 25% of the cost of those 
works. . 

Public motor-transport undertakings pay the 
municipalities a lump sum for the upkeep of 
roads which is fixed each year and is known as 
the road tax. 

(a) An import duty on vehicle parts and 
accessories (25% ad valorem) ; an excise, or 
Customs, duty on motor-spirit (10 annas per 
imperial gallon) ; an import duty on tyres, parts 
and accessories ; a provincial tax on the vehicle 
and sometimes, in addition, a fee amounting to 

· a substantial tax for the permit to ply for hire. 

(b) and (c) The provincial tax and the fee for 
permit to ply for hire already referred to. 
Certain of these are, but rarely, hypothecated 
to road development and maintenance. One
fourth of the Customs, or excise, duty on motor
spirit of 10 annas- i.e., 2Yz annas - is taken 
to a Road Development Fund. 

(d) There are no special dues. 
(e) Establishment and upkeep of roads, 

excluding traffic police : about 7% of general 
revenues of local governments and local bodies. 

Revenue from motor transport : about 2% of 
general revenues of local governments and local 
bodies. 

A.3. 

Inland navigation 

(a) An import duty on vessels (15 5 / 8 % 
ad valorem) and on furniture tackle and apparel 
for vessels (25% ad valorem). No other taxes 
are generally levied, but the right to ply ferries 
is leased by public auction. 

(b) and (c) Generally no. Tolls on inland 
vessels for wharves and for river conservancy 
are, however, levied. 

(d) There are no special dues. 
(e) Establishment and upkeep : about 1% of 

general revenues. 



Ireland 

Iceland 

(a), (b) and (c) Transport undertakings, as such, are not subjected to any special taxes, but the rateable property of such undertakings. in common 
with all rateable property, is assessed for rates by the local authorities towards the cost of maintaining local services, although the basis of 
assessment is somewhat different in the case of railway property from that applicable to other classes of property. 

(d) There are no special dues. 

(e) No information. 

Motor-licence duty is levied in respect of all 
mechanically propelled road vehicles and is 
variously assessed according as the vehicles are 
used for private purposes or for hire. In the 
former case, the duty is based on the horse
power of the vehicle ; and in the latter, it is 
generally charged on the seating capacity of 
passenger-carrying vehicles. Goods-carrying 
vehicles are always taxed on their unladen 
weight, irrespective of whether they are used for 
private P\lrposes or for hire. The proceeds of 
the motor-licence duty, the driver's licence duty 
(which is payable by all persons conducting 
motor vehicles) and the petrol-pump duty are 
paid into a central fund, known as the " Road 
Fund", which is devoted entirely to the upkeep 
and maintenance of roads. 

(d) There are no special dues. 

(e) No information. 

(a) Taxes to the Exchequer and the munici
palities are according to ordinary law. 

(b) The holder of a special licence has to 
pay to the State Tourist Bureau 5% of the 
total income of his licensed cars. 

(c) Petrol tax, 8 aurar per litre. 
Tyres tax, 50 aurar per kg. 
Motor-car tax on private motor-cars only : 

1. Cars for hire, 6 kr. per 100 kg. ; 

2. Private cars, 12 kr. per 100 kg.; 

3. Motor-cycles, 20 kr. on each. 

(d) There are no special dues. 

(e) No information. 



Iceland 
(continued) 

Japan 

Latvia 

Railway 

(a) Income-tax, special profit tax, business 
tax, capital interest tax, house tax, wheel tax, 
electric tax, money-safe tax, town-planning tax, 
registration tax, stamp-duty, real property tax, 
dues of the Chamber of Commerce and Industry, 
etc. 

(b) There are no special dues. 
(c) Railways. - No special dues. 
Tramways. - Tramway tax, charge for 

exclusive use of a road. 
(d) There are no special fees. 
(e) The budget allows a certain sum for the 

establishment and upkeep of the national 
Railways (roughly 141 million yen), which 
corresponds to 10.68% of the total working 
budget. 

(a) The State Railways, being a public 
institution, do not pay direct taxes. Private 
railways are required to pay direct taxes, like 
any other private undertaking. The Railways 
pay indirect taxes in the form of import duties, 
excise duties on the material utilised, etc. ; the 
same applies to social charges, the railway 
being required to contribute to the sickness 
insurance and pension funds in proportion to 
the wages of the staff, and to grant artisans and 
workers compensation for accidents. 

Road 

This tax is used for repairs and improvement 
of the roads. 

(d) None. 

(e) The budgetary charges of (b) and (c) 
amount to about 5% of the general budget. 
The Exchequer's real expenses on roads amount 
to about 15% of the total expenditure. 

The proportional expenses of the municipali
ties are not known. 

(a) Income-tax, business profit tax, special 
profit tax, capital interest tax, registration tax, 
stamp-duty, business tax, house tax, real pro
perty tax, town-planning tax, wheel tax, electric 
poles tax, etc. 

(b) There are no special dues. 
(c) Motor-bus : road maintenance charge. 

(d) There are no special fees. 
(e) No information available. 

• 

(a) Motor-transport undertakings pay ordin
ary direct taxes. The following may be regard
ed as indirect taxes : excise duties on fuel, 
import duties on motor vehicles, chassis, fuel, 
pneumatic tyres and spare parts. The social 
charges to which such undertakings are liable 
consist of contributions paid on behalf of their 
employees to sickness insurance funds and also 
for accident insurance. 

A.3. 

Inland navigation 

(a) Income-tax, business profit tax, capital 
interest tax, ship registration tax. Additional 
taxes to the above-mentioned taxes. Ship tax, 
house tax, etc. 

(b) There are no special dues. 
(c) There are no special dues. 

(d) There are no special fees. 
(e) No information available. 

(a) Transport undertakings operating on 
navigable waterways pay ordinary direct taxes, 
like any other private undertaking. The same 
applies to social charges, so far as sickness and 
accident insurance for employees is concerned. 
A tax is paid for the inspection of the boat's 
engines, and another tax, assessed on the horse
power of the engine. 

-C)1 
00 



Liechtenstein 

·Lithuania · 

t- (b) A special tax is levied o~ the income of 
the Railways, for the benefit of the Latvian Red 
Cross Society, in the form of a surcharge on 
railway tickets. 

(c) Another special tax is levied, on behalf 
of the Road Building Fund, in the form of a 
surcharge on goods traffic. Goods consigned to 
the towns also pay a tax which accrues to the 
municipalities. 

(d) No special fees. 
(e) No information. 

{a) The Railways are owned by the State, 
and therefore are not subject to taxation. 

(b) There are no special dues. 
(c) There are no special dues. 

{d) There are no special taxes. 
(e) The Railways are not subject to any 

budgetary charges. 

(b) and {c) Regular motor-transport under
takings pay a special tax for the use of the roads 
to a Road Building Fund. This tax is calculated 
at rates fixed by the Minister for Communica
tions per motor-kilometre. If the concession is 
granted as the result of public tender, as is the 
case on very busy lines, the sum paid for the 
concession takes the place of the road tax. 

(d) No special fees. 
(e) No information. 

The undertakings concerned pay the tax on 
trade profits laid down in the Liechtenstein 
Fiscal Laws of January lith, 1923 {at the 
present time I% of the profits). 

(a) Motor-transport undertakings are subject 
annually to : 

1. An operating tax of : 
For motor-coaches : from 20 to 200 litas 

per seat, according to the length of the 
route served and the number of passengers ; 

For motor-lorries : from 400 to 3,000 litas 
per lorry, according to the length of the 
route; 

For motor-cars, for individual hire : 
200 litas; 
2. Registration tax : 2 litas per annum. 
3. Turnover tax : this is graded according 

to receipts. 
4. Social charges in respect of employees. 

(b) There are no special taxes. 
(c) Motor-transport undertakings are re

quired to pay a special tax for the upkeep 
of stations. 

(d) There are no special dues. 
(e) (I) Main roads are built and kept up 

by the State, 3.3% of the budget being allocated 
to this purpose. 

(2) Local roads and streets are built and 
kept up by the various urban and rural author
ities. 

{b) In the case of non-motorised means of 
transport, the annual tax is calculated on a 
tonnage basis. There is a special tax, fixed by 
law, on timber floating, 30% being payable to 
the municipality to which the timber is con
signed, while 70% accrues to the State. The tax 
is calculated according to the number of pieces 
of timber or according to the number of steres in 
the case of a composite timber consignment, and 
also according to the distance. 

{c) No special taxes. 
(d) No special fees. 
(e) No information. 

{a) Inland water transport undertakings are 
subject annually to : 

I. An operating tax of : 
Boals: IO litas per unit of power; 
Barges: 1.20 !ita per 10 tons of goods 

carried; 
Tugs: 2 litas per unit of power. 

2. Registration tax : 2 litas per annum. 
3. Turnover tax : this is graded according 

to receipts. 
4, Social charges in respect of employees. 

(b) There are no special taxes. 
{c) There are no special taxes. 

(d) There are no special dues. 
{e) 0.7% of the budget is allocated to the 

upkeep of waterways. 



Luxemburg 

Railway 

(a) On this point, it should be noted that the 
terms and conditions exempt from all land or 
other taxes all lands occupied by railways and 
their ancillary works during the whole period 
covered by the concession. Buildings and 
warehouses appertaining to the working of the 
railway are placed on the same taxation basis 
as other buildings in the same locality. During 
the period covered by the concession, no tolls 
or dues may be levied on the railway, whether 
the proceeds are intended for the Government or 
for one or more communes. 

Railway undertakings in the Grand-Duchy 
are subject to the general (personal estate) tax 
on income. In addition, they pay the following 
indirect taxes : stamp-duty, registration duty, 
turnover tax. The last-named tax corresponds, 
in the case of transport undertakings, to 1 % of 
the total transport charges finally retained by 
the undertaking. 

Social charges arise, in particulat, from the 
liability of railway undertakings to compulsory 
social insurance against accident and sickness. 
The staff of normal-gauge railways has been 
exempted from the compulsory invalidity and 
old-age insurance schemes. 

(b) The Law of August 15th, 1922, instituted 
a stamp-duty applicable to all documents or 
papers recording, even incompletely, contracts 
for the transport of goods by rail. A similar 
duty is levied on the international waybills 
instituted by the Berne Convention of October 
14th, 1890, and on documents, papers, or receipts 
re~ording the transport of parcels or luggage by 
ra1l. 

(c) There are no special taxes. 

Road 

(a) In the Grand-Duchy, road transport 
undertakings are liable to the general (personal 
estate) tax on income. 

They are also liable for indirect taxes - i.e., 
the turnover tax. 

The turnover consists of the amount of trans
port charges actually received. 

The rate of the tax is fixed at 1 % of the 
turnover. 

Social charges are those resulting from the 
participation of the transport undertakings in 
compulsory social insurance - old-age and 
invalidity insurance, sickness insurance. 

(b) There are no special dues. 

(c) There are no special dues. 

Inland navigation 

Inland navigation of no importance. 
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Monaco 

Norway 

(d) Special surcharges endorsed by the 
Government, intended to meet the additional 
expenditure resulting from the application of 
the railway staff statute, are at present in force. 

(e) In principle, and apart from the narrow
gauge railway system operated under State 
control, the Government does not participate in 
the working expenses of the railways. This 
general principle is, however, qualified in two 
ways: 

1. The Luxemburg Government has 
retained the right to reduce certain rates on 
the Guillaume-Luxemburg system, operated 
by the board of directors of the Alsace
Lorraine Railways, on condition that it 
compensates the operators for the consequent 
loss in takings ; the resulting item in the 
budget amounted, in 1935, to 521,627.25 
francs, or about 0.13 %of the general budget. 

2. The Luxemburg Government has placed 
at the disposal of the board of directors of the 
Alsace-Lorraine Railways, by way of advance, 
funds sufficient for the carrying-out of addi
tional constructional works on the Guillaume
Luxemburg system. The annuities for re
funding this advance are a charge upon the 
operating undertaking. In 1935, the advan
ces granted to the board of directors of the 
Alsace-Lorraine Railways represented ap
proximately 1.8 % of the general budget. 

The deficit on the narrow-gauge railway 
system, which is made good by the Treasury, 
and which includes constructional expenditure, 
amounted in 1935 to 5,111,653.95 francs, or 
approximately 1.4 % of the budget. 

(a) The Railways are exempt from taxation, 
but are subject to a number of obligations in 
social matters. These obligations take the form 

(d) There are no special fees. 

(e) The State is responsible for all charges in 
respect of the making and upkeep of roads. 
In · 1936, it spent 56,000,000 francs for this 
purpose, representing one-sixth of the expen
diture budget. 

See A.1 (a) and (b), page 27. 

(a) See under (c). Inland navigation of no importance. -0> -



Norway 
(continued) 

Railway 

partly of general tariff reductions for a number 
of goods, and partly of special tariff reductions 
to ensure the maintenance of traffic. These 
burdens represent in the aggregate a very large 
sum. 

(b) There are no special dues. 

(c) There are no special dues. 

(d) See reply to question (a) above. 

(e) During the financial period 1935/36, the 
expenditure on the establishment and upkeep 
of the Norwegian State Railways was refunded 
by the State to the extent of 32 % of the general 
budget of the Norwegian State Railways, and 
by the communes to the extent of 1 % of the 
same budget. The revenue accruing entirely 
to the State amounted, during the same period, 
to 97 % of the general budget. 

During the period July 1st, 1931, to June 
30th, 1936, the corresponding percentages were 
23, 1 and 93 respectively, yearly average. 

Road 

(b) There are no special dues. 

(c) In accordance with a decision taken by 
the Storting on March 23rd, 1936, applying 
to the budgetary period July 1st, 1936, to 
June 30th, 1937, motor traffic is liable to a tax 
on petrol of 10 ore per litre and to a tax on tyres 
of 3 kroner per kilogramme. Trolley-buses, 
petrol-driven motor vehicles and steam-driven 
vehicles pay an annual tax by weight at the rate 
of 6 kroner per 100 kilogrammes for vehicles 
with pneumatic tyres and 8 kroner per 100 kilo
grammes for other vehicles. Motor vehicles 
utilising fuel exempt from taxes, other than 
those mentioned above, pay a tax of 9 kroner 
per annum per 100 kilogrammes for vehicles 
with tyres and 15 kroner per 100 kilogrammes 
for other vehicles. 

(d) There are no special dues. 

(e) Government expenditure on roads (in
cluding the subsidies paid for the establishment 
of motor services and motor inspection costs) 
amounted to 45,418,000 kroner in the budget for 
the period July 1st, 1936, to June 30th, 1937. 
District expenditure on roads during the same 
financial period was fixed at 12,010,000 kroner. 
Government revenue in respect of road traffic 
(taxes mentioned above under (c), motor-

A.3. 

Inland navigation 



New Zealand (a) There are no special dues. 

vehicle inspection fees, etc.) was t estimated 
during the same period at 20,545,000 kroner 
(exclusive of Customs duties and luxury tax 
on motor vehicles). The districts obtain no 
revenue worth mentioning from road traffic. 

(a) ·Motor-spirits tax of 10Yzd. per gallon, 
of which 6d. is earmarked for roading purposes 
and 4 Yzd. is credited to the Consolidated Fund. 

Tyre tax is an import duty credited to the 
Main Highways Fund for roading purposes. 

Customs duties on motor vehicles, parts and 
accessories : 

From United Kingdom : % 
For complete vehicles . . . . . . 15 

For completely knocked-down vehi-
cles . . . . . . . . . . . . . 5 

From other countries (with certain 
qualifications applying to Canada) : 

For complete vehicles . . . . . . 60 

For completely knocked-down vehi-
cles . . . . . . . . . 50 

Heavy motor vehicles licence fees. These 
are levied by local authorities (county and 
borough councils, etc.) on all vehicles with a 
gross laden weight in excess of 2 tons on a scale 
relating to gross laden weight of vehicle, type 
of tyres, number of axles, etc. For 2-axled 
pneumatic-tyred vehicles, the fees range from 
£5 2s. for a vehicle between 2 and 2 Yz tons gross 
laden weight to £63 15s. for 10-15-l.on vehicles. 
The proceeds are used for roading purposes. 

Motor vehicle registration fee : Motor-cycles 
lOs. and other vehicles £1. 

Of no importance. 



New Zealand 
(conlinued) 

Hallway Road 

Annual licence fees : £2 for most vehicles, 
increasing to £5 for certain types. 

Transfer fees : 5s. for the registration of each 
change of ownership. 

Drivers' licences : 5s. per annum. 

Vehicle number-plates: 2s. per annum. 

Mileage tax : This is a tax imposed on vehicles 
propelled by means other than petrol (e.g., 
trolley-buses and compression ignition engines). 
The tax ranges from 4s. 9d. per 100 miles to 
13s. 6d., according to the type of vehicle. 

Special taxation on vehicles licensed to ply 
for hire or licensed under the Transport Licens
ing Act. These taxes are designed to cover 
administration costs only. 

Certificate of fitness fees 

1. For passenger-service vehicles : £3 per 
vehicle per annum. 

2. For goods-service vehicles : lOs. per 
vehicle per half-year. 

Licence fees : 

1. For passenger services : £4 per annum 
for each service. 

2. For goods service licensed under the 
Transport Licensing Act : £3 for each vehicle 
authorised per annum. 

3. For taxis, the fees vary from 5s. to 
£3 per annum, according to the charges made 
by each local authority. 

4. For town-carriers : as with taxis -
no set charge. 

A.3. 

Inland navigation 



(b) There are no special dues. 

(c) There are no special dues. 

(d) There are no special fees. 

(e) Moneys for the construction of new lines 
is met out of loan moneys usually from loans 
specially raised for the purpose. 

For the ordinary working of the Railways, a 
separate account, the Working Railways 
Account, is used to which all railway revenue 
is credited and all railway expenditure is 
debited. The loss on this account is met each 
year from the Consolidated Fund. Provision 
in the budget is made each year for the loss, 

For transfer of licences : 

1. Licensed passenger services : £3 for 
each transfer. 

2. Licensed goods services : £2 for each 
vehicle authority transferred. 

Amendment to the terms of a licence granted 
under the terms of the Transport Licensing 
Act: lOs. 

Compulsory charges on vehicle owners which 
are not taxes : 

Compulsory third-party risk insurance, the 
charges for which vary from 17s. for a private 
car to £9 7s. 6d. for a large service coach. 

All motor vehicles which are not licensed 
under the Transport Licensing Act must bear a 
garage certificate of road-worthiness. 

Each certificate lapses after six months, and 
the charge for a certificate is 2s. 6d. These 
moneys go to the garage proprietors in payment 
for the testing work done. 

(b) No special taxes, but additional fees as 
set out in subsection (a) above to cover admin
istrative charges. 

(c) None, apart from those listed in (a) 
above. 

(d) There are no special dues. 

(e) The revenue from fees, taxes, etc., 
received from motor vehicles for the year 
ended March 31st, 1935, amounted to 
£3,902,552. As some of this total is local body 
revenue, it is not possible to give the percentage 
of this amount included in the budget. These 
figures take no account of sums received from 
local rates (levied by local bodies), of grants 
received from the Unemployment Taxation 
Fund or " of fees for licences granted to ply
for-hire vehicles by local bodies or public motor 
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New Zealand 
(continued) 

Netherlands: 
Home 

Territory 

Railway 

which usually comprises approximately 50 %, 
or £1,250,000, of the interest charges on the 
capital invested in the Railways. The actual 
position for the year ending March 31st, 1936, 
was: £ 

Railway working revenue 7,004,316 
Railway working expenses 5,952,839 

Railway net working profit 
Railway interest charges . . 

1,051,477 
2,300,050 

Balance from Consolidated Fund 1,248,573 
The amount received from the Consolidated 

Fund comprises 4.9 % of the total revenue 
accruing to the Consolidated Fund. 

Road 

vehicles licensed under the Transport Licensing 
Act. The expenditure on roads, maintenance 
and capital expenditure for the same period 
amounted to £7,271,722. These charges were 
allocated as follows : 32 % on construction ; 
36 % on maintenance ; and 32 % on interest 
and sinking fund charges. 

A.3. 

Inland navigation 

--------------------~·--- ·---- ------ ·-------------··-~ -----------------

(a) The railway companies are subject to the 
same taxes as any other company. The social 
charges for the staff in case of sickness or 
accident, invalidity and old age, and allowances 
to dependants are governed by the conditions 
of service authorised by the Minister. 

(b), (c) and (d) No special taxes or dues. 

(a) Motor coach and lorry undertakings, as well as inland navigation, are subject to the taxes 
levied on all companies. The social charges for employees are the same as for all employees. 

(b) There are no special dues. 

(c) Motor vehicles are subject to the tax on 
such vehicles. The tax on motor vehicles is 
levied on motor vehicles running on public 
highways and not on those running on · rails. 
The proceeds of this tax are paid into the Com
munications Fund, formed to promote the 
construction, improvement and maintenance of 
public highways. This tax is based on the 
weight of the vehicle. 

For motor vehicles carrying more than six 
persons, excluding the driver, there is a surtax 
for each seat. 

For motor-bicycles, there is a surtax if a 
second person can be carried or if the motor
cycle has a side-car. 

Lastly, there is a surtax for all trailers or 
other vehicles which a motor-car can take m 
tow. 

(b) There are no special dues. 

(c) There are navigation duties on water
ways other than the State waterways. 



Netherlands 
Indies 

(e) In 1935, the State contributed 
29,652,342.33 florins towards the deficit on the 
operation of Railways. On the other hand, 
4,401,167.29 florins were paid to the State as 
rent for the use of the State Railways. A 
financial reform Bill has been submitted to the 
States-General. 

A sum of 3,800,000 florins was voted in the 
1935 budget for the improvement of traffic 
conditions. 

(a) Railways and tramways belonging to 
private compames pay the same taxes as other 
private limited liability companies. 

The amount of the tax by weight is( increased 
by 30 % in the case of vehicles provided with 
cushion tyres, by 60 % in the case of vehicles 
supplied with hard rubber rims, and by 100 % 
in the case of vehicles provided with iron rims. 
In addition, motor-coach companies are subject 
to the personal tax. (Revenue from the 
personal tax in 1935 : 200,000 florins.) 

(d) There are no special dues. 

(e) In 1935, the State received 20,737,000 
florins from the tax on motor vehicles (i.e., 
1,400,000 florins from motor coaches and 
9,300,000 florins from lorries, the remainder 
from other motor vehicles). The State received 
indirectly from road transport 4,478,000 florins 
from the ordinary tax on petrol and 29,368,000 
florins from the special tax on petrol. Expen
diture for traffic on the State roads amounted 
in 1935 to 13,400,000 florins for the construction 
of bridges and roads and 1,500,000 florins for 
their upkeep. No figures can be supplied as 
regards the expenditure of the provinces and 
communes on the construction and upkeep of 
bridges and roads. 

* * * 
(a) Transport undertakings belonging to 

natural persons (including firms and partnership 
companies, etc.) residing in the Netherlands 
Indies are liable to income-tax on income from 
these undertakings, and to the capital tax on 
capital invested in these undertakings. 

Natural persons having transport under
takings in the Netherlands Indies but residing 
elsewhere are liable to these taxes in so far as 
their income is derived from the Netherlands 
Indies or their capital is invested there. 

If the transport undertaking belongs to a 
legal entity (or a form of association treated on 
the same footing from the fiscal point of view), 
it is liable to the company tax on the net 
income. Legal entities not having their seat in 

(d) There are no special dues. 

(e) The duties payable to the provinces, 
communes and organisations known as " water
schappen" averaged as follows : 1,950,000 
florins passage duties (basis 1930-1933); 
5,000,000florins local duties (estimate). Expen
diture on inland navigation only (excluding 
drainage) : The State spends an average of 
6,800,000 florins (including capital charges) for 
the upkeep and operation of inland navigation 
works (basis 1930-1933). 

The provinces spend an average (excluding 
capital charges) of about 2,670,000 florins 
(basis 1930-1933). The expenditure of the 
communes and of the " waterschappen " is 
unknown, but may be estimated at least 
at 5,000,000 florins. 

Inland navigation of no importance. 
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....:t. 



Netherlands 
(continued): 
Netherlands 

Indies 
(continued) 

Railway Road 

the Netherlands Indies are only liable to this tax 
in so far as their income is derived from the 
Netherlands Indies. 

Legal entities are not liable to the tax on 
capital. 

All transport undertakings must pay the land 
tax on the land and buildings registered in their 
names in virtue of a European title. There is 
no difference in this respect between natural and 
legal entities. The above refers to stations, 
offices, garages, sheds, etc., the railway lines 
themselves being for the most part situated on 
free domain lands for which a concession has 
been granted without the land being registered 
in the name of the undertakings. A general 
tax on motor vehicles was introduced on 
January 1st, 1935. It was replaced by the 
excise duty on petrol of 13 florins per hectoiitre 
and the tax on motor vehicles. This tax is 
levied on the following basis : 

For lorries with a motor driven by charcoal 
gas, petroleum or a mixture of petroleum arid 
petrol: 12 florins per 100 kilogrammes of the 
total authorised weight. 

'For all other lorries not ~xclusively driven 
by petrol : 24 florins per 100 kilogrammes of 
the total authorised weight. 

For trailers : 9 florins. 

For passenger vehicles driven by motors 
described under (a) : 9 florins per 100 kiio
grammes net weight. 

For all other passenger vehicles : 18 florins 
per 100 kilogrammes net weight. 

For motor vehicles driven exclusively by 
petrol and weighing 5,500 kilogrammes or 

A.3. 

Inland navigation 
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Poland 

(b), (c) and (d) There are no special dues. 

(e) The concessions of only two of the rail
ways contain a clause stipulating that part of 
the income must be paid to the State. 

(a), (b) and (c) The Polish State Railways 
pay : all direct taxes, only land and real estate 
taxes in the case of indirect taxation, local 
government taxes, stamp-duties, court and 
notarial fees. 

The ollowing are the social charges paid by 
the Polish State Railways : treatment of their 
sick employees and their families and pensioners, 
including treatment in hospitals and curative 

over : 30 florins, and 6 florins for every 100 
kilogrammes in excess of 5,500 kilogrammes. 

A tractor with trailer is regarded as a single 
lorry for the purposes of the tax. 

The most important exemption from this tax 
is that granted to vehicles belonging to persons 
staying in the Netherlands Indies for a period 
not. exceeding ninety days. 

In addition, transport undertakings are liable 
to the following indirect taxes : Import duties ; 
stamp-duty ; statistical duty of 20 florins per 
8,000 florins of import value ; merchandise duty 
levied at various ports at a rate of between 
0.25 florin to 1 florin per 1 ,000 kilogrammes ; 
excise duty - i.e., the above-mentioned 
excise duty on petrol (13 florins per hectolitre) 
and 3.50 florins per hectolitre on imported 
petroleum. 

There are no social charges. 

Lastly, a sum of not more than 
charged for the authorisation 
passenger vehicles. 

(b) There are no special taxes. 
(c) There are no special taxes. 
(d) There are no special dues. 
(e) No information available. 

10 florins is 
for public 

(a), (b) and (c) Private concerns engaged in 
the commercial transport of passengers and 
goods by motor vehicles pay a special levy for 
the benefit of the "State Road Fund" created 
by a Law of 1931 for supplying funds for the 
building, maintenance and improvement of 
national roads and for subsidising the building, 
maintenance and improvement of roads belong
ing to local government authorities. 



Poland 
(continued) 

Railway 

institutions, maintenance of a staff of special 
railway doctors, assistance to mothers in child
birth, allowances for the treatment of employees, 
their families and pensioners at health resorts, 
pensions and allowances for widows and orphans, 
lump-sum payments on discharge, allowances to 
pensioned employees and their families, con
tributions to pension and social insurance funds, 
compensation for accidents (pensions), burial 
expenses, cost of one removal in the case of 
pensioners and the families of deceased employees 
and pensioners. 

Private railways operated by the Polish State 
Railways pay : all direct taxes, the income, land 
and· real estate taxes, local government taxes, 
stamp-duties, court and notarial fees, besides the 
social charges above-mentioned (like the Polish 
State Railways). 

Road 

Outlays of this Fund are defrayed from the 
proceeds of taxes on mechanically propelled 
vehicles and certain horse vehicles ; taxes on 
motor-fuel ; taxes on advertisements placed on 
public highways outside town boundaries ; taxes 
levied for Treasury account under the laws on : 
(1) roads, (2) maintenance of order on public 
highways, (3) commercial transport of pas
sengers and goods by mechanically. propelled 
vehicles ; a Treasury grant as annually defined 
in the State budget; fines for breaches of the 
provisions mentioned above in (2) and (3) and 
for breaches of the law on the "State Road 
Fund"; Government works and road-making 
materials ; the sale of Government road-making 
materials not needed for road-making purposes. 

The "State Road Fund", being an auto
nomous legal entity, can contract loans, the 
terms of which are approved by the Minister of 
the Treasury, but the Fund is administered by 
the Minister of Communications. 

A.3. 

Inland navigation 

P~ivate railways mana_ge~ and operat.ed by their owners and private concerns for the ~ommercial transpor~ of passengers and goods by motor vehicles 
or nver vessels pay all mdirect and direct taxes, local government taxes, stamp-duties, court and notarial fees and all social charges on the same 
general lines as other private undertakings. 

(d) There are no special dues. 

(e) Neither the State Treasury nor local 
government bodies (provincial, district, com
munal) bear any budgetary charges for the 
building and upkeep of the State Railways, as 
the State Railways organisation is run on the 
principle of making income cover expenditure, 
which characterises the Polish State Railways 
as an independent legal entity. The only 
question, therefore, which may possibly arise 
is that the concern can, if necessary, contract 
domestic or foreign short- or long-term loans, 

(d) There are no special dues. 

(e) The cost of the building and upkeep of 
national roads is defrayed by the " State Road 
Fund" referred to above, out of its own resources 
and from grants made annually by the State 
Treasury. 

Loans contracted by the " State Road Fund " 
are also earmarked for the cost of building the 
above roads. The cost of building and main
taining local roads is defrayed by local govern 
ment bodies (provincial, district and com-

(d) There are no special dues. 

(e)_ • The cost of upkeep of waterways 
admimstered h)_' the State is _defrayed by the 
Treasury, certam amounts hemg appropriated 
annually in the State budget for these purposes 
and navigation fees being levied in addition. ' 

--...] 
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Roumania 

subject to their being repaid out of the operating 
revenue of the State Railways. 

The Railway Concession Acts of 1921 and 
1932 allow the Minister of Communications
in cases where the revenue of private railways 
does not cover the cost of their upkeep - to 
agree to a corresponding rise in tariffs or to 
secure for the railway financial assistance -
e.g., by guaranteeing the net revenue. 

Furthermore, for a period of ten years from 
the coming into force of the 1932 Concession Act, 
railway undertakings holding concessions under 
the said Act are exempted from State and local 
government dues on instruments relating to the 
alienation of real estate necessary for the build
ing and operation of railways and also from 
income-tax, so long as the net profit does not 
exceed 5 % of the initial capital. Debentures 
and other bonds relating to credit facilities for 
private railways are exempt from stamp-duty 
for the period from the issue of the concession 
to the end of the first year of operation. 

(a) The railways are exempt from all taxes 
and dues to the State, departments, and 
communes. 

munal) ; the State Treasury makes corresponding 
grants for the same purpose. 

(a), (b), (c), (d) and (e) 
available. 

No information (a) Shipping undertakings belonging to the 
State are exempt from all direct taxes payable 
to the State. 

Private undertakings are liable to such taxes 
under the law concerning direct taxation. Both 
State undertakings and private undertakings 
are liable to indirect taxation. 

There are no special navigation taxes in 
Roumania outside the Iron Gates area, which is 
under the control of the International Com
mission of the Danube, and the mouths of the 
Danube area, which is under the control of the 
European Commission of the Danube. -.....,. -



Roumania 
(continued) 

Siam 

Railway 

(b) No special taxes. 

(c) Special taxes are levied on transport 
undertakings by means of stamps affixed to 
transport documents, for the purposes of the 
National Aviation Fund; there is an additional 
tax of 50 lei per truck on the transport of 
goods, for the purposes of the Road Fund. 

(d) No special dues. 

(e) The total budget of the Roumanian rail
ways has fluctuated b<'tween 12.9 milliard 
lei in 1930 and 10.5 milliard for the 1936/37 
financial year. 

Road 

A.3. 

Inland navigation 

Harbour, pilotage, salvage and similar dues 
are not included in the taxes mentioned above. 

(b) No special taxes. 

(c) No special taxes. 

(d) The yield from special dues is allocated 
to the National.Aviation Fund (Lawpublished 
in the Official Gazelle No. 77, 1936) and to the 
building and modernising of national roads 
(Law published in the Official Gazelle No. 73, 
1936). These taxes are paid by all transport 
undertakings without exception. 

(e) All the State river navigation under
takings are grouped together in a commercial 
organisation of which the ordinary income and 
expenditure budget for harbours, navigable 
waterways, and vessels fluctuates around 800 
million lei. 

(a) Transport undertakings bear no direct taxation, but if carried on by a company, income-tax will be levied on payment of dividends in the 
same way as a company carrying on any other business, and if buildings or houses are owned by a company, a partnership or an individual running 
a transport undertaking, such buildings or houses are liable to house and land tax in the same way as other buildings or houses in general. 

(b), (c) and (d) There are no special taxes or 
dues. 

(e) No budgetary provision. 

The ordinary vehicle tax according to weight 
and class is imposed. 

For omnibuses, a route licence fee is required 
calculated by class of road and length of same. 

(b), (c) and (d) There are no special taxes 
or dues. 

(e) No budgetary provision. 

(b), (c) and (d) There are no special taxes or 
dues. 

(e) No budgetary provision. 



Sweden (a) In the case of the State Railways, any 
traffic surplus, after making allowance for 
renewals, is remitted to the State office. Interest 
on invested capital is met directly by the 
Treasury. 

(b) There are no special taxes or dues. 

State interference in the business takes place 
in the following manner : The private railways 
are obliged, in accordance with a special 
accountancy law for private railways, to allocate 
each year a certain amount to a "Renewal 
Fund " - viz., 2 % to 5 % for rolling-stock 
(2 % to 5 % of the value), 5 % to 10 % for 
supplies, and 1% for other purposes. In the 
State Railways also, certain amounts are 
allocated to the Renewal Fund. 

(c) There are no special taxes. 

(d) There are no special dues. 

(e) The following table shows the total 
receipts, total expenditure, and working surplus 
from railway traffic, together with taxes, during 
the period 1934/35, in respect both of the 
State Railways (which do not pay taxes) and of 
the private railways : 

Stale Railways. 

Total receipts Total expend-
from railway iture on the Working 

tratoc State Railways surplufl 
Kronor Kronor Kronor 

1935 197,403,525 142,777,136 54,626,389 
1934 184,697,592 136,666,673 48,030,919 

Private Railways. 

Taxes 

Kronor 

1935 116,182,119 90,899,731 25,282,388 1,111,886 
1934 Ill ,963,487 85,916,858 26,046,629 624,325 

r 

(a) Direct State and communal taxes are 
paid by the undertakings. In addition, taxes 
are levied on motor vehicles, tyres, and certain 
fuel-oils and petrol used for driving the car -
i.e., the "motor-car tax". 

(b) See under (a). 

(c) See under (a). Funds accruing from the 
motor-car tax are allocated for the upkeep and 
improvement of roads or similar purposes. 

(d) No special taxes. 

(e) As the regular traffic is divided up among 
very many different undertakings, the direct 
taxes (apart from the motor-car tax) accruing 
from the undertakings are no doubL comparative
ly insignificant, and probably do not form any 
considerable part of the public revenue. The 
motor-car tax, on the other hand, brings in large 
amounts - at the present time about 110 
million kronor. 

(a) Direct State and communal taxes are 
paid by the undertakings. 

(b) There are no special taxes. 

(c) There are no special taxes. 

(d) There are no special dues. 

(e) As shipping is divided up among a very 
large number of undertakings, the particulars 
are difficult to obtain. According to the Board 
of Trade report on " Swedish Shipping " (Official 
State Reports, 1936 : 22), the tot~! receipts of ~he 
shipping companies included m t~e enq':l1ry 
(about 97 % of the Swedish mercantile marme) 
amounted in 1933 to about 267 million kronor, 
including both foreign and inland traffic. The 
corresponding expenditure amount~d to about 
246 million kronor. Of the receipts, about 
30 million kronor are obtained from inland 
navigation. 

An enquiry into the distribution of the various 
items of cost shows that taxes amounted on 
an average to 0.1% of the expenses for tramp 
steamers and 0.6% of the expens~s for ~e~ul3:r 
lines. The taxation is thus relatively msigm
ficant, especially in respect of tramp steamers, 
which the owners in many cases run at a loss. 



Czechoslovakia 

Railway 

(a), (b), (c), (d) and (e) Railway transport is 
subject to the following transport taxes : 20% 
tax on railway tickets ; 10 % due on the cost of 
transport (in the case of passenger transport) ; 
20 % tax on cost of transport of luggage ; 
15 % tax on the transport of goods. 

Road 

(a), (b) and (c) The fiscal charges imposed by 
the Law of April 12th, 1935, are of two different 
kinds : on the one hand, there are the charges 
levied on motor vehicles and, on the other, the 
additional charges levied on transport effected 
by certain categories of those vehicles - i.e., 
by vehicles used for public passenger transport, 
and, in certain cases, by lorries belonging to 
private persons. 

With regard to charges levied on vehicles, 
which bear the comprehensive designation 
"tax on motor vehicles ", paragraphs 57 to 
71 of the above law and 23 to 31 of the decree 
for its application, dated July 4th, 1935, deal 
with this matter. These provisions apply, for 
instance, to the special categories of motor 
vehicles which are not liable to the tax (paragraph 
59 of the law), the temporary exemption from 
the tax of new motor vehicles with a view to 
encouraging the purchase of such vehicles 
(paragraphs 60 and 61 of the law and paragraph 
25 of the decree for its application), the rates of 
taxation applicable to the different categories of 
vehicles (paragraph 63 of the law and paragraph 
26 of the decree for its application), as well as the 
special system applicable to motor vehicles 
coming from abroad (paragraph 64 of the law). 

The provisions affecting vehicles used for 
public transport, including the special provision 
relating to private lorries belonging to under
takings using motor transport, are as follows : 

It should first of all be pointed out that 
vehicles used for public transport (with accom
modation for not more than seven passengers) 
are, for purposes of the tax, considered as being 
similar to vehicles with the same capacity in 
private use. It should here be added that trans
port services by means of these vehicles, not 
being considered as public transport services, are 
not liable to any other taxes or dues. 

In the case of motor-buses and motor-coaches, 
the tax is fixed at 35 Czech. crowns per 100 

A.3. 

Inland navigation 

(a). (b), (c), (d) and (e) 
available. 

No information 



1 ' 
kilogrammes and each additional fraction of 
100 kilogrammes weight; if the vehicle is 
propelled by electricity or consumes a non
liquid fuel, the tax is increased by 15 Czech. 
crowns. 

Motor-lorries with an engine run on liquid 
fuel are subject to a tax based partly on the 
weight of the vehicle and partly on its capacity. 
The rate is 32.50 Czech. crowns per 100 kilo
grammes and each additional fraction of 100 kilo
grammes weight, and, in addition, 32.50 Czech. 
crowns per 100 kilogrammes or additional 
fraction of 100 kilogrammes of the normal load. 

· Lorries propelled by electricity or consuming 
a non-liquid fuel pay a tax of 40 Czech. crowns 
per 100 kilogrammes of the vehicle's weight and 
of its normal load. For lorries with three axles, 
two of them being motor driven, the tax is 
reduced by 20 % in order to encourage the use 
of such vehicles, which are well suited to the 
country and are therefore important from the 
point of view of national defence. 

Trailers pay a tax of 70 Czech. crowns per 
100 kilogrammes and each additional fraction of 
100 kilogrammes of normal load. 

The above rates only apply to vehicles with 
pneumatic tyres. When they are fitted with 
semi-pneumatic or solid tyres, the rates are 
increased by 20 % and 50 % respectively. 

The vehicles used by the Postal Department 
or by the State Railways for inter-urban postal 
transport get the benefit of a 50 % reduction on 
normal rates. Vehicles used exclusively for 
postal transport within an urban district are not 
liable to any taxation. 

With regard to lorries belonging to under
takings which do not carry on motor transport 
as a trade (private lorries), paragraph 63 of the 
law contains an important provision, which has 
been much opposed by industrial corporations. 
The provision in question provides for an increase 
in the rate of taxation, to be applied from 
February 1st, 1937, to lorries belonging to such 



Czechoslovakia 
(continued) 

RaUway Road 

undertakings, if the latter have not come to an 
agreement with the State Railway authorities 
with regard to the use of motor transport. This 
increase is from 60 % to 200 %, in direct propor
tion to the capacity of the vehicles. 

With regard to the tax on the sale of tickets 
in connection with public passenger transport, 
or, rather, on the price charged to passengers 
by such transport services (whether regular or 
occasional), paragraphs 72 to 84 of the law and 
paragraphs 32 to 42 of the decree give full 
details. 

This tax does not apply (paragraph 73 of the 
law) to transport in common effected within a 
town or in order to link that town with the 
station serving it, or to the transport of air 
travellers by the companies concerned, in their 
own vehicles, between the aerodrome and the 
town which it serves. Transport to or from 
foreign countries and transport in transit are 
liable to the above tax for the journey within 
the country, and the tax is at the fixed rate of 
5 Czech. heller (centimes) per passenger
kilometre (paragraph 75/3 of the law). 

The rate of taxation is fixed at 20 % of the 
transport price representing the net yield 
received by the carrier. It is therefore 20/120 
of the price of the ticket paid by the passenger 
(paragraph 75/1 of the law). 

The Ministry of Finance may grant a reduction 
of this rate in cases where such a reduction is 
proposed by the Ministry of Railways in agree
ment with the Ministry of Commerce and 
Industry (paragraph 75/2 of the law). 

(d) No information available. 

(e) The total yield of the tax on motor 
vehicles goes to the fund for repairing and 
improving national roads. (The yield of the 

" . 
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Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

(a) Railway transport is subject to a kilo
metric tax and a stamp-duty. 

(b), (c) and (d) No special taxes or dues. 

(e) No information. 

tax on the cost of public passenger transport 
goes to the Inland Revenue Department.) 
No additional urban or departmental tax must 
be added to the above taxes (paragraph 105 of 
the law). 

(a) Motor-transport undertakings pay a turn
over tax, a licence fee, and Customs duties on 
petrol, oil, and accessories, together with an 
import duty. 

(b), (c) and (d) There are no special taxes or 
dues. 

(e) No information. 

No inland navigation. 

(a), (b), (c), (d) and (e) Railways and inland waterway undertakings pay 10 % of their net profits to the State. These sums may be increased 
when the profits realised exceed the outlay for capital construction and the additions to the working capital fund. Motor-transport undertakings are 
subject to a tax of 4% upon their revenue. Public transport enterprises are exempted from this tax. . 

The managing bodies of railways and inland navigation lines and also the local road and highway administrations (which are responsible for the 
motor services) are required to make a contribution for social insurance. 

(a), (b), (c), (d) and (e) No information. (a) and (b) No information. 

(c) In virtue of paragraph 22 of the Law of 
1929 on State roads, persons making excessive 
use of these roads, thereby entailing considerable 
additional expenditure for their maintenance, 
are required to pay a special charge. The 
normal use of a road is that which does not 
exceed the gross weight of 52 tons o{ transport 
a year. If this figure is exceeded, the use of the 
road is regarded as excessive and the following 
charges are levied : 

1. On motor vehicles : per kilometre-ton 
gross transported, according to the cost of 
metalling in the locality- i.e., if the price of 
the road metal is 75 dinars per cubic metre, 
0.20 dinar per kilometre-ton ; up to 100 dinars, 
0.25 dinar per kilometre-ton; up to 150 
dinars, 0.30 dinar per kilometre-ton; up to 
200 dinars, 0.35 dinar per kilometre-ton. 

(a), (b), (c), (d) and (e) No information. 

'-1 ,, ' 



Yugoslavia 
(continued) 

RaUway Road 

2. Animal-drawn vehicles pay 0.05 dinar 
less than motor vehicles. 

3. In the case of motor-omnibuses, the 
annual charge is calculated by means of the 
following formula : T X D XL X P X S X N %, 
T representing the daily number of journeys ; 
D the number of days of effective transport 
during the year; L the length of the route in 
kilometres ; S the fare per kilometre ; N % the 
percentage, which is fixed at 6 % in the case 
of services competing with railway lines, at 
4 % in the case of services which are partly 
competitive and at 3 % in the case of non
competitive services. 

The following means of transport are exemp
ted from payment of the special tax for excessive 
use of the roads : 

All means of transport belonging to private 
individuals driving their own vehicles, whose 
total earnings are derived therefrom. 

All luxury motor-cars used for tourist 
traffic running at irregular intervals. 

The special tax in question is earmarked 
exclusively for the upkeep of the portion of the 
road for which it is levied. 

All owners of vehicles are liable for compulsory 
personal labour for the maintenance of roads or 
other public works of general interest. Personal 
labour may be replaced by a tax. The amount 
of this special tax is fixed each year in advance, 
according to requirements, and depends on the 
amount of the direct taxes. There is a legal 
maximum and minimum for the amount of this 
special tax. 

(d) and (e) No information. 

A.3. 

Inland navigation 



A.4. Liabilily and insurance. 

(a) How is the civil liability of the carrier in the event of an accident to passengers or damage lo goods during transport fixed ? 
(b) Is the carrier required lo lake out an insurance policy and, if so, in what form ? 

Railway Road Inland navigation 

Union of South 
Africa 

(a) The administration of the Railways shall 
only be liable for loss of life and personal injury 
to any passenger when the loss of life or personal 
injury is caused by the want of ordinary care, 
diligence or skill on the part of the administra
tion or its servants. It is exempt from liability 
in so far as passengers, travelling by train on 
which no coach is attached, are concerned. 

(a) The civil liability of a carrier is fixed 
under common law. 

No inland navigation. 

Goods. - The administration accepts liabil
jty for loss of or injury to goods when such loss 
is not due to an inherent defect, vice or weakness, 
or some action of the property itself; act of God ; 
inevitable accident ; force majeure or an act of 
law. 

Liability may be limited by contract - the 
consignment note. It is limited, too, in regard 
to certain articles defined as insurable, unless 
the conditions precedent to such consigning 
are complied with. Claims are prescribed unless 
submitted within four months from the date 
that the cause of claim arose. Legal action is 
prescribed after the lapse of twelve months from 
the date on which cause of action arose. · 

(b) Railways are not required to take out 
insurance policies. 

(b) No Union legislation exists for the 
provision of security in respect of any damage 
sustained in connection with motor-carrier 
transport. 

In certain provinces of the Union, compulsory 
third-party security must be provided in respect 
of vehicles engaged in the transport of pas-

A.4. 



Union of South 
Africa 
(continued) 

Argentine 
Republic 

Railway 

(a) Railway Law No. 2873. - The obliga
tions or responsibilities of undertakings towards 
shippers for loss, damage or delay in the forward- . 
ing or delivery of goods shall be regulated 
according to the provisions of the Commercial 
Code (Article 50). 

Regulations of the law. - Responsibility for 
loss or misdirection of luggage begins from the 
moment the undertaking delivers the counterfoil 
to the passenger (Article 179). 

During transport of goods, unless otherwise 
agreed upon, all damage incurred by goods 
arising from their nature, force majeure, or 
fortuitous cause shall be for account of the 
shipper (Article 262). 

Apart from the cases provided for in Article 
262, the undertaking shall be obliged to deliver 
the goods in the same condition in which they 
were received, according to the waybill, it being 
presumed, in the absence of information to the 
contrary, that they were received in good 
condition with no apparent fault in packing 
(Article 270). . 

Road 

sengers. Such security as approved by the 
Administrator may be in the form of either a : 

First mortgage bond ; 
Pledge of approval assets ; 
Cash; or 
Insurance policy. 

In the province of the Transvaal, the 
maximum liability is £10,000 for all claims in 
respect of passengers conveyed in the vehicle, 
and £5,000 for all claims in respect of persons 
not passengers. 

(a) General traffic regulations for national 
roads. - The National Directorate of Roads 
will use its influence for the adoption by the 
provinces of compulsory insurance for damage 
to third parties for all vehicles in circulation, 
and it will persuade the executive power to 
impose this rule (Article 104). 

Province of Buenos Aires: Transit Law 
No. 4375. - Undertakings must insure with a 
company of known responsibility its motor-cars 
and staff against all risk to themselves and to 
passengers and third parties (Article 24). 

A.4. 

Inland navigation 

(b) Law No. 12346 on transport co-ordination.- Transport undertakings which have been authorised by the National Commission on Transport 
Co-ordination will be obliged . . . to insure their risks and those of the persons and goods carried by them, including third-party risks. 

-~ 



Australia: 
Common

wealth 

Western 
Australia 

(a) A fund called the "Railway Accident 
and Insurance Fund " is provided for by the 
Commonwealth Railways Act, and is kept at 
the Treasury. It is financed by a contribution 
on the basis of 12s. 6d. for every £100 of the 
revenue of the Railways. 

From the Railway Accident and Insurance 
Fund is paid : 

The amount of damages recovered in any 
action at law arising out of any injury caused 
to any passenger by any wrongful act, neglect, 
or default of the Commissioner or of any of 
his employees, and the costs of the action, or 
any amount allowed by the Commissioner -
without action at law - as compensation for 
any injury caused as aforesaid. 

The amount of any loss in connection with or 
damage to any goods, parcels, luggage or other 
property in the custody or under. the control 
of the Commissioner for the safe keeping of 
which he is responsible. The amount of 
liability in connection with damage to goods 
is fixed by agreement between the Com
missioner (or his representative, the Chief 
Traffic Manager) and the owner. 

(b) Railways are not required to take out an 
insurance policy. 

(a) There is no fixed method of determining 
liability. 

(b) Insurance is provided but is not com
pulsory. 

• •• 
(a) Civil liability is limited to liability for 

damages under Common Law. There is no 
fixed statutory liability. 

(b) Vehicles used to carry paying passengers 
only must be covered by a " Passenger Risk " 
Insurance Policy. Amount of policy : £100 
per seat, with a minimum of £1,0QO.for each 
vehicle. 

Insurance regarding transport of goods is not 
compulsory. 

••• 

No inland navigation. 

..... 
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Australia 
(continued): 
South 

Australia 

New South 
Wales 

A.4. 

Railway Road Inland navigation 

(a) The liability of the carrier in respect of passengers insured or goods lost or damaged is fixed by the law courts. 

(b) All public carriers of passengers, whether licensed by the Transport Control Board or not, are required to insure their passengers. 
Insurance against third-party risk is compulsory in an amount of £2,000 per person, with a maximum of £20,000. 

(a) The statutory liability of the Railway 
Commissioner in respect of accident to pas
sengers is limited to £2,000 per passenger. 
Regarding goods damaged in transit, the position 
is that the Commissioner's liability is limited by 
the Common Carriers' Act of 1902 and by 
specific by-laws. Generally, the consignor of 
goods may elect to have goods forwarded at his 
own risk or at the risk of the Commissioner. 
In the latter case, of course, a higher rate is 
payable by the consignor. 

Tramways. - The liability of the tramway 
authority by way of damages is limited to 
£2,000 per person. In other directions, liability 
is determined by the rules of common law. 

(b) The Railway Department is not required 
to take out any insurance. As a matter of 
policy, however, the Commissioner in certain 
instances insures against fire and damage. 

T~amways. - The tr3:mway authority is not 
reqmred to take out an msurance policy. 

• . .. 

(a) The civil liability of the carrier is fixed 
in accordance with the ordinary law relative 
to negligence and the responsibility of a bailee. 

(b) Operators of motor-omnibuses in Sydney 
and Newcastle areas are required by Statute 
to insure against personal injury and damage 
to property risks with an approved company 
with minimum cover of £5,000 per vehicle. 
Operators of omnibus and passenger service cars 
in country districts are required, in certain cases, 
by a condition of the licence under the State 
Transport Co-ordination Act to insure against 
personal injury risks with minimum cover of 
£3,000 in respect of all claims arising out of an 
accident. 

There is no compulsory insurance required in 
connection with goods vehicles and taxi-cabs . .. 

(a) A carrier who carries goods for anybody 
who desires him to carry,- i.e., a "common 
carrier "-is at common law an insurer. Where 
goods are delivered in a damaged condition, 
the carrier is liable, unless such damage has 
resulted through some inherent defect or vice 
in the goods themselves, or from the natural 
deterioration of the goods during transit. With 
respect to passengers, the contract of the 
carrier is not that of an insurer. In order for 
a passenger to bring an action against a ship
owner, the claim must be based on negligence. 
But the passenger's right may be limited by 
express stipulation in the contract exonemting 
the shipowner. 

(b) Carriers are not required to take out an 
insurance. 



Queensland 

Tasmania 

Victoria 

• • • 

(a) and (b) Goods.- The liability of the carrier in respect to loss or damage to goods in transit is 
not specifically defined. The liability depends on the nature of the contract between the owner and 
the carrier, and unless provision is made to the contrary the matter has recourse to law. 

Passengers. - The State Transport Board will not grant a certificate to operate unless the 
applicant has effected insurance covering passengers and such insurance is effected with 
an approved Insurance Company. 

• .. * 

(a) Civil liability is a matter for the law courts. 

(b) All passenger-carrying vehicles require to hold an Insurance Policy covering liability of 
the death or bodily injury of any person including a passenger. 

{a) Liability is the event of an accident to 
passengers is fixed or decided on the question 
of whether or not the Commissioners of Railways 
or their servants have been guilty of negligence 
in the carriage of the passenger. 

Liability for damage to goods in transit is 
fixed in accordance with the conditions of the 
Common Carriers' Act, subject to any special 
contract which may exist for the carriage of the 
goods limiting the Commissioners' liability or 
relieving them from liability in the event of 
damage and in respect of which special contract 
some consideration such as a lower rate of freight 
is paid or the goods are accepted for despatch 
not fully packed. 

A common carrier is an insurer of goods carried 
by him and is only exempted from liability in 
the event of such happenings as acts of God, 
damage by the King's enemies, etc., or damage 
arising from some act or omission of the owner 
of the goods himself. 

• •• 

(a) In the event of an accident to passengers 
or damage to goods during transit, the injured 
parties have a common law right of action 
against the carrier. The ordinary common law 
position relating to actions for tort is not altered 
by ad hoc legislation relating to carriers, but 
there is the additional provision for compulsory 
insurance relating to passenger carriers and 
described hereafter. 

No inland navigation. 

Inland navigation of no importance. 

-()() !'>'>. 



Australia 
(continued) 
Victoria 

(continued) 

Austria 

Railway 

(b) The Railways Commissioners do not 
take out an insurance policy either for injury 
to passengers or damage to goods. They have a 
Claims and Fire Insurance Compensation Fund 
fixed by Parliament at £100,000 and kept at 
that figure by contributions of a maximum of 
lOs. % of the revenue collected. From this 
they pay such compensation as they are liable 
for to injured passengers and to the owners of 
damaged goods. 

(a) The liability of the railways for material 
damage resulting from the operation of their 
services is determined by the general principles 
of the law of torts. Under the Law on the Civil 
Liability of Railways, the latter are liable for 
physical injury caused to persons as a result of 
an "occurrence in the traffic " (" Ereignung im 
Verkehr "), unless they can show that the 
damage was caused by circumstances beyond 
their control, by the injured party himself, 
or by another person. Under the transport 
contract, a railway undertaking is, in principle, 
liable for any damage resulting from the loss 
or diminution of, or injury to, the goods, from 
the time of their acceptance for transport until 
delivery, unless it can show that it is not 
responsible for the damage, and that such 
damage is due to the negligence of the person 
entitled to take the consignment, to an order 
given by that person, to an inherent defect 
in the goods carried, or to circumstances beyond 
the railway's control. . 

(b) Hailways are not required to take out an 
insurance policy for passengers or other persons 

Road 

(b) It is a condition of every licence issued to 
a public passenger carrier that the holder 
thereof shall insure himself with some insurers 
approved by the Transport Board against all 
sums for which he may be liable by way of 
damages in respect of his vehicle in case of 
injury to persons. The minimum amount of 
cover is prescribed by Statute according to 
seating capacity of the vehicle. 

There are no insurance provisions covering 
liability for damages in the case of damage 
to, or loss of, goods during transport. 

(a) The driver and the owner of the vehicle 
are liable for compensation in respect of any 
material damage or physical injury resulting 
from the running of a motor vehicle under the 
Law on the Civil Liability of Motorists, the 
principles of which are similar to those of the 
Law on the Liability of Railways. Under the 
Commercial Code, a motor-transport under
taking is liable for any damage arising out of the 
transport contract as provided in the regulations 
in force for the railways. 

(b) Under the Law on Motor Transport, any 
motor vehicle stationed in Austria must be 

A.4. 

Inland navigation 

(a) Shipping companies are liable in the same 
way as railways and road transport services 
under the transport contract ; they are liable for 
material damage and physical injury, in accor
dance with the general provisions governing the 
law of torts. 

(b) Shipping companies are not required to 
take out an ins1,1rance policy for passengers or 



Belgiuml 

not belonging to their personnel. 

(a) As regards rail transport, ·the cfVil 
liability of the carrier in the event of accidents 
to persons is covered by the following legal 
provision : 

" The tariffs and regulations of the admini
stration may not contain any provision 
modifying its liability under ordinary law in 
respect of accidents to passengers. " 
The principle applicable to the carriage of 

goods is as follows : . 
" Should there be any loss or damage, 

refusal or delay, as regards compliance with 
requests to transport or deliver material, or 
the handing over of goods or baggage, the 
railway administration shall make good the 
damage in conformity with ordinary law. 

" Apart from cases for which special 
provision has been made, tariffs and regula
tions may not contain provisions modifying, 
in the interests of the administration, the 
conditions and extent of liability laid down in 
Article 34." 

(b) There is no obligation to take out an 
insurance policy in respect of the carriage of 
either passengers or goods. However, as far as 
the latter is concerned, the consignor is entitled 
by law to declare the value of the goods on 
despatch (interet a la livraison). Should he 
avail himself of this right, he is entitled, in the 
event of loss, damage or delay, not only to 
ordinary compensation, but to damages up 
to the amount declared, on condition that he 
establishes proof of the damage sustained. 

1 See A. I (a) and (b), page 18. 

insured against civil liability with a company other persons not belonging to their personnel. 
authorised to engage in that branch of insurance 
in Austria. Vehicles which are public property 
are exempt from this obligation. 

(a) and (b) Carriage of passengers by road. -
Operators are required to take out an insurance 
policy with an approved company to cover their 
civil liability in respect of passengers and third 
parties. The amount of the guarantee may not 
be limited either per victim or per accident as 
regards injury to persons ; the amount of 
damage to property may be restricted to 
500,000 francs per accident. 

Carriage of goods. - Carriers are required to 
cover their civil liability in respect of third 
parties with an approved company for an 
unlimited amount per victim; in the case of 
damage to property, the amount of the guaran
tee may be limited to 500,000 francs per 
accident. 

Unless he is released from this obligation 
by his principal, a carrier must also take out a 
separate insurance policy for the goods carried 
against risks due to an accident in transport and 
theft as a result of such an accident. 

(a) and (b) No information. 



Brazil 

United Kingdom 

Railway 

(a) and (b) The civil liability of railway 
companies is defined by Federal decree. Insur
ance is not compulsory. 

(a) As carriers, railway companies are under 
a prima facie obligation (subject to certain 
exceptions and qualifications) to pay compensa
tion for any loss of, or damage or undue delay 
to, merchandise entrusted to them for convey
ance, and they are under a similar prima facie 
obligation as regards any injuries, or undue 
delay, to passengers caused by the companies' 
negligence. Under Sections 42 to 45 of the 
Railways Act, 1921, the standard terms and 
conditions, not only for merchandise traffic sent 
at owner's risk rates, but also for merchandise 
traffic sent at company's risk rates, fall to be 
settled by the Railway Rates Tribunal and, as 
so settled, are to be deemed reasonable. The 
standard terms and conditions for merchandise 
were settled accordingly by the Tribunal and 
published as Statutory Rules and Orders in 
1927. 

Tramways and trolley vehicles. - Disputed 
civil liability is a matter for determination by 
the courts. 

(b) Railways, tramways and trolley vehicles 
are not required to take out an insurance. 

Road 

(a) and (b) The civil liability of road-carriers 
is defined by the Civil Code and the Commercial 
Code. There is no other legislation on the 
subject. 

Insurance is not compulsory. 

(a) Failing agreement, the liabilities are 
determined by the courts, according to the terms 
of any contract between the carrier and the 
claimant, and the ordinary laws of the country 
in relation to negligence. 

As regards passenger vehicles, Section 97 of 
the Road Traffic Act, 1930, provides that any 
contract for the conveyance of a passenger shall 
be void in so far as it purports to negative or 
restrict any liability in respect of the death of, 
or injury to, a passenger while being carried in, 
entering or alighting from, the vehicle, or in so 
far as it purports to impose any conditions as to 
the enforcement of such liability. 

(b) No motor vehicle may be used on a road, 
unless there is in force, and in relation to its use, 
a policy of insurance (or a security) in respect of 
third-party risks. The policy of insurance must 
be issued by an authorised insurer (i.e., an 
assurance company or an underwriter who 
complies with the requirements as to deposits 

" 

A.4. 

Inland navigation 

(a) and (b) The liability of the carrier in the 
event of an accident to passengers or damage to 
goods is regulated by the Commercial and Civil 
Codes with due regard for the insurance con
tracted, if any. 

Insurance is not compulsory. 

(a) Canal companies acting as carriers are 
liable for loss or injury to goods occasioned by 
their neglect or default, unless they are protected 
by a special contract signed by the person send
ing the goods and containing the conditions 
which are adjudged by the courts to be just and 
reasonable. Private carriers, generally known 
as by-traders, are subject to no regulations as 
to conditions on which they carry goods. 

(b) Canal undertakings are not required to 
take out an insurance. 



Bulgaria 

Canada 

China 

(a) and (b) Civil liability is fixed by the 
transport contract drawn up in accordance with 
the regulations and tariffs. When taking their 
tickets, passengers pay for their insurance, which 
is included in the charge for conveyance. The 
maximum compensation is 50,000 leva. 

Goods are subject to compulsory insurance for 
a minimum sum of 1 ,000 leva. Insurance for 
a higher sum is optional. 

(a) The civil liability of railways in the event 
of an accident to passengers or damage to goods 
during transport is fixed by the courts, if it 
cannot be settled by the parties concerned. 

(b) Railways are not required to take out an 
insurance. 

and guarantees required by the Insurance 
Companies' Act, 1909, and the Road Traffic Act, 
1930, and must, with certain minor exceptions, 
cover any liability which may be incurred by 
the user of the vehicle in respect of the death 
or bodily injury to any person caused by, or 
arising out of, the use of the vehicle on a road. 

These provisions as to compulsory insurance 
do not apply to vehicles owned by, and driven 
by an employee of, or otherwise subject to the 
control of, local authorities, police authorities, 
or a person who deposits with the Accountant
General the sum of £15,000. 

(a) and (b) In accordance with the law on 
motor traffic, passengers are insured for 50,000 
leva per head. 

(a) In the case of accidents to passengers or 
damages caused to goods during transport, 
onus of proof falls on the driver or owner. 

(b) The carrier is required to take out a 
personal liability and damage insurance, and in 
some provinces damage to freight insurance as 
well. 

(a) As regards rail transport, the carrier's (a) The civil liability of the carrier in the 
liability in the event of an accident to passengers · event of an accident to passengPrs during 
or damage to goods is governed in principle by transport is fixed by regulaLions. The carrier 

(a) and (b) No information. 

(a) The extent to which the carrier is liable 
is defined in the " Canada Shipping Act, " 
Sections 649 to 655 and 658, and in the "Water 
Carriage of Goods Act.", 1936. 

(b) The carrier is not required to take out 
an insurance. 

(a) The extent and duration of liability are 
governed by the Civil Code, in a detailed 
manner. 

..... 
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China 
(continued) 

Ecuador 

Railway 

common law, subject to the following provisions : 

Compensation for damage to baggage and 
parcels not insured with the. companies, which 
is due to the fault or to negligence on the part 
of the companies, is fixed in accordance with the 
scale drawn up by the Ministry of. Railways. 
Should such baggage or packages have been 
insured, the compensation is fixed in accordance 
with the insurance tables, but may in no case 
exceed 1,000 yuan. 

As regards goods, the compensation paid may 
not exceed the value declared at the time of their 
registration and must correspond to the current 
normal market price. 

(b) Under regulations in force since July 1st, 
1936, the Railways are responsible in the case of 
fire. The companies must therefore have the 
goods carried by them insured, and may choose 
between a " named " policy and an " open " 
policy. 

(a) Under the existing traffic regulations, 
the railways are solely responsible for loss, 
accidents or damage up to the amount insured, 
provided that the goods carried have previously 
been insured by the consignor. The railway 
company issues insurance policies at the follow
ing rates : special category and first category 
luggage and registered parcels : 2% of the 
insured value; second, third, fourth and fifth 
categories : 1.5%; sixth, seventh, eighth and 
ninth categories : I% ; tenth and eleventh 

· categories : 0.5%. The provisions of the 
Commercial Code now in force are also applicable. 

/ 

(b) There is no obligation to take out an 
insurance policy. 

-

Road 

incurs no liability in the event of damage of 
goods during transport, unless the goods are 
specially insured. 

(b) The carrier is required to take out a 
third-party insurance policy. 

(a) and (b) No information. 

A.4. 

Inland navigation 

(b) In principle, this obligation is not 
expressly imposed by law. The insurance, if 
any, may be contracted, under Chapter VIII 
of the Maritime Trade Code concerning marine 
insurance, against all risks which might endanger 
or prejudice any goods the value of which can 
be assessed in cash. 

(a) and (b) No information. 

-00 
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Estonia 

United States 
of America 

Finland 

France 

.,_,(a) The railway administration is liable in 
virtue of the railway laws and the international 
Conventions. The railway administration is 
administratively liable for damages occurring 
during the period of the transport contract. 

(b) There is no obligation to take out an 
insurance. 

(a) Transport undertakings are liable for 
the damages of their employees or even of 
other persons authorised by them in the under
taking. 

(b) There is no obligation to take out an 
insurance. 

(a) The undertakings are liable on the 
basis of the laws in force. 

(b) There is no obligation to take out an 
insurance. 

. (a) The civil liability of a carrier in the event of an accident to passengers or damage to goods during transport is determined in judicial pr_oceedings 
m court. 

(b) The Inter-State Commerce Act contains 
no provisions similar to those contained in 
the Motor-carrier Act as defined in the opposite 
column. 

{a) The railway bears full liability for 
accidents to passengers (Law of February 19th, 
1898). For goods, it is primarily liable in 
accordance with the Berne Conventions on 
railway transport. 

(b) There is no obligation to take out an 
insurance. 

(b) As security for the protection of the 
public in connection with injuries to persons 
and loss of, or damage to, property transported 
by motor vehicle, the carriers are required, 
according to the Motor-carrier Act, to comply 
with such reasonable rules and regulations as 
the Inter-State Commerce Commission shall 
prescribe, governing the filing and approval of 
surety bonds, policies of insurance, qualifications 
as self-insurers, and other securities or agree
ments. 

(a) and (b) If in a professional transport 
service a passenger suffers injury as a result of 
the action of the driver or of the bad condition 
of the vehicle, the owner of the vehicle is bound 
to make reparation for the injury done. For the 
transport of goods, there are no special provi
sions concerning the owner of the vehicle. 

The Law of April 28th, 1935, prescribes 
liability in respect of injury resulting from 
motor traffic. 

(b) The Inter-State Commerce Act contains 
no provisions similar to those contained in the 
Motor-carrier Act, as defined under " Road ". 

(a) The shipowner is ·liable in respect of 
injuries to passengers or goods only in so far 
as the injury was caused by the fault of the 
captain or the crew or by the bad condition of 
the ship. 

{b) The owner is not obliged to insure 
passengers or goods, but, like all other employ
ers, he must insure the captain and crew against 
accident. 

{a) The carrier's liability is governed by general regulations which apply to all forms of transport. Under Articles 103 el seq. of the Commercial 
Code and Article 1784 of the Civil Code, the carrier is responsible for the exact execution of the transport contract (except in cases of force majeure or 
inherent defects, in the case of goods, or, as regards passengers, when the victim is responsible). The injured passenger or the owner of the lost or 
damaged goods must apply to the civil courts for the assessment of damages. 

(b) Railways are not required to take out an 
insurance policy. 

(b) In the case of road transport services, 
the Decrees of February 25th and July 13th, 

(b) Persons licensed to operate regular 
navigation services are required under the -00 

~ 



France 
(continued) 

Greece 

Hungary 

Railway 

(a) The Decree of August 15th, 1923, and 
the civil and commercial laws in force determine 
the civil liability of railways as carriers. Rail
ways are not liable in cases of force majeure. 

Road 

1935, provide that public carriers shall take out 
an insurance policy for vehicles, passengers and 
goods against the risks of civil liability with one 
of the comnanies approved by the Ministry of 
Labour. The carrier may, however, be author
ised to be his own insurer, provided he can 
furnish sufficient guarantees. 

(a) The civil liability of motor undertakings 
is governed by the civil and commercial laws, 
except in cases of force majeure. 

(b) There is no obligation to take out an (b) There is no obligation to take out an 
insurance policy. insurance policy. 

A.4. 

Inland navigation 

terms of the standard contract (" cahier des 
charges-type ") to insure goods against naviga
tion risks and fire. 

No inland navigation. 

(a) In accordance with private law practice and with the spirit of Law XVIII, of 1874, transport undertakings, without exception, are regarded as 
"dangerous undertakings ". Consequently, the liability of transport undertakings in the event of an accident to passengers and of damage to goods 
rests on an objective basis. This means that if, during the operation of a service, a person loses his life or is injured, or an article is damaged or spoilt 
during transport, the undertaking is liable for the damage caused, unless it is able to prove that the death or injury of the person concerned or the 
damage to goods was due to circumstances over which it had no control (force majeure) or to an illegal act on the part of a third person which the 
undertaking was unable to prevent, or, lastly, was the fault of the person killed or injured or of the person whose goods were damaged. 

As regards the goods carried, the undertaking is liable for all damage resulting from the total or partial loss or deterioration of the goods from 
the time they are received for transport until they are delivered, and also if transport is not effected within the stipulated time-limit. 

The undertaking is relieved of responsibility if it is able to prove that the total or partial loss or deterioration of the goods was the fault of the 
person entitled to them or was due to an act for which the undertaking was not responsible or to the natural properties of the goods, or, lastly, to 
force majeure. 

The undertaking is relieved of responsibility for delay in transport if it can prove that this delay was due to unforeseen circumstances beyond its 
control. 

(b) No obligation to take out an insurance. (b) Public motor-transport undertakings 
must take out a policy covering damage to 
third parties for which they are liable in the 
case of accidents caused by the motor vehicle. 
If they do not do so, they must deposit a 
security. 

(b) No obligation to take out an insurance. 



India 

Ireland 

Iceland 

:;*(a) The civil liability of the carrier is fixed 
by statutes and under ordinary civil law of 
contract and tort. 

(b) There is no obligation to take out an 
insurance. 

(a) The civil liability of rail carriers in the 
event of an accident to passengers or damage 
to goods is determined by the courts on the 
merits of the particular case. 

(b) No obligation to take out an insurance. 

(a) The civil liability of the carrier is fixed 
under ordinary civil law of contract and tort. 

(b) Generally, there is no obligation to take 
out an insurance. 

(a) No information. 

(b) Compulsory insurance against third
party risks extends to all motor vehicles using 
the public roads under the Road Traffic Act, 
1933, administered by the Department of 
Local Government and Public Health. 

(a) In the event of an accident or damage 
caused by the using of a motor-car, the person 
responsible for the car is liable to pay damages, 
unless the person who met with the accident or 
the damage or a third person has been the 
cause either intentionally or by reproachable 
negligence, or it is proved that the accident 
could not be avoided, in spite of every attention 
and care shown by the driver. 

The above-mentioned rule does not cover 
accidents or damages to persons or goods 
transported by the motor-car, unless it is a 
motor-car hirable by the public. 

In other cases the liability for such accidents 
and damages is according to general rules. 

(a) The civil liability of the carrier is fixed 
under ordinary civil law of contract and tort. 

(b) There is no obligation to take out an 
insurance. 

(a) and (b) No information. 

-<0 -



Iceland 
(continued) 

Japan 

Railway 

(a) As regards goods. - In the case of the 
loss, damage or delayed arrival of goods, the 
railways are responsible for payment of the loss, 
unless they can prove that they are not to 
blame (Commercial Code, Article 337). As· 
regards the amount of compensation to be 
granted, the following special stipulations con
cerning transport by rail apply : 

In case the amount of the compensation 
allowable is declared in advance. - A pas
senger or a consignor can declare in advance, 
in regard to his goods, the amount of com
pensation to be paid in the event of loss 
caused by accident during transport. In this 
case, the amount of compensation actually 
to be paid cannot exceed the sum previously 
declared. If the sum declared exceeds the 
value of the said goods at the place of destina
tion on the last day of the delivery period or 
the total amount of the loss caused when there 
is no delivery, the excess over the declared 
amount of compensation is not payable. 

._,...' 

In case the amount of the compensation is 
not declared in advance. - For delayed 

Road 

(b) Every motor-car owner must insure his 
car against accidents, as follows : 

(1) Motor lorry, 10,000 kr. 

(2) Motor-car, carrying up to 6 passengers, 
10,000 kr. 

(3) Motor-car, carrying up to 10 passengers, 
20,000 kr. 

(4) Motor-car, carrying more than 10 pas
sengers, 30,000 kr. 

(5) Motor-cycle, 5,000 kr. 

(a) and (b) No information. 

A.4. 

Inland navigation 

(a) The civil liability of the carrier is decided 
by the general principles of the Commercial 
Code. 



Latvia 

arrival, freight rate on the goods constitutes 
the maximum of the compensation payable ; 
compensation for loss and damage is limited 
to 150 yen per person as regards personal 
luggage, and 1 yen per kilogramme as regards 
valuables (up to a maximum of 150 yen per 
object). As regards compensation for loss of, 
and damage to, animals, maximum rates are 
fixed for each class of animals. 

As regards passengers. - As there are no 
special provisions on this subject, the courts 
decide the amount of compensation under the 
civil law, taking into consideration the circum
stances of the victim and his family and how 
far the victim was to blame for the occurrence. 

(b) The railways are under no obligation to 
take out an insurance policy. 

(a) Under the special regulations, the rail
ways are liable for loss or damage caused 
through the fault of their employees. The 
railway administration is also bound to pay 
compensation in case of the death of a person 
or of injury to a passenger's health or damage 
to his baggage, provided that the injured party 
can prove that the accident was due to the fault 
of the railway or of its employees. The railway 
administration is not liable if the accident is 
due to force majeure, if it has been caused by the 
fault of the .victim himself or of persons not 
belonging to the railway staff, or if the persons 
in question have been guilty of any offence 
under the existing laws or compulsory regula
tions. Similarly, the railway administration is 
liable in the case of non-observance of the time
limit for delivery, the owner of the consignment 
being entitled in such a case to compensation; 
the amount of which will depend on the extent 
of the delay and the cost of carriage. 

(b) There is no obligation to take out an 
insurance policy. 

(a) The liability of owners of motor-transport 
undertakings towards victims of an accident 
or as regards damage to goods carried is governed 
by the general provisions contained in the local 
Civil Code. 

(b) There is no obligation to take out an 
insurance policy. 

(b) There is no obligation to take out an 
insurance. 

(a) .and (b) No information. 



Liechtenstein 

Lithuania 

Luxemburg 

RaUway 

(a) The liability of the railways in case of 
accidents to passengers or damage to goods is 
fixed by law. 

Passengers. - The railways are required to 
pay compensation in the case of death, injury 
or any other accident to passengers caused by 
them. They are not liable if it can be proved 
that the accident was due to no fault of theirs, 
or that it was brought about by force majeure. 
The amount of compensation payable varies 
according to the gravity of the accident. It 
may take the form of a single gross payment or 
a number of instalments, as those entitled may 
prefer. 

Goods. - The railways are liable for damage 
to, or loss of, all or any part of goods carried by 
them, unless it can be proved that the damage 
was due to unsatisfactory packing, the con
signor's negligence, action taken on his instruc
tions, or force majeure. Compensation is com
puted on the basis of current exchange or market 
prices. If the amount of the compensation 
cannot be computed in this way, it is estimated 
on the basis of the ordinary price of the type of 
goods concerned. 

(b) Insurance by the carrier is not com
pulsory. 

(a) According to the Law of February 8th, 
1908, the carrier is responsible for damage to, 

Road 

Road upkeep costs the State a yearly sum of, 
roughly, 500,000 francs. Goods are usually 
transported by motor vehicles. The transport 
undertaking is obliged to insure its staff against 
accident and to hold a civil liability insurance 
policy. 

The scope of the insurance is fixed by the 
Law of March 15th, 1932, on motor traffic, 
which is applicable in the Principality of 
Liechtenstein. 

A.4. 

Inland navigation 

(a) Motor and water transport undertakings are liable in the event of an accident to passengers 
or damage to goods during transport. 

(b) Passengers are not insured. The insurance of goods carried and of the motor vehicles or 
boats used is a matter for the owners of the undertakings. 

The question of insurance is under consideration. 

(a) Transport undertakings are covered by 
civil liability insurance. 

Inland navigation is without importance. 



Monaco 

Norway 

or loss of, goods and for accidents to passengers, 
unless he can prove that the damage, loss, or 
accident was due to an external cause which 
cannot be ascribed to him. 

As regards accidents to passengers, any 
agreement running counter to the above provi
sion is void at law. 

(b) There is no obligation to take out 
an insurance policy. 

(a) The Railways are liable for damage to 
passengers or goods carried. The provisions as 
regards liability contained in the International 
Convention on the Transport of Goods by Rail 
are applied in general to goods. 

(b) The Norwegian State Railways are their 
own insurers. 

(b) The carrier is required to take out an 
insurance policy under the Law of June lOth, 
1932. 

See A.l (a) and (b), page 27. 

(a) In virtue of paragraphs 30 and 31 of the 
law on motor vehicles, the owner of a motor 
vehicle is liable for damage to passengers or 
goods carried for remuneration by the said 
vehicle, whether or not any blame attaches to 
the owner or driver of the vehicle. Neverthe
less, if the person having suffered damage has 
himself inadvertently caused the damage, the 
owner of the vehicle is exempt from liability ; 
further, if the person injured has been guilty 
of gross carelessness, he may be liable for 
damages if the owner or driver of the vehicle has 
also suffered injury. In such a case, the court 
fixes the amount of the damages. 

As regards road traffic other than motor 
vehicles and motor-bicycles, the ordinary rules 
concerning the right to damages in virtue of the 
carrier's liability are applied. 

(b) Under paragraph 11 of the law on motor 
vehicles, a guarantee of at least 20,000 kroner 
must be provided in respect of each motor 
vehicle for personal injury, and 5,000 kroner 
for other damage ; but this guarantee need 
not exceed 30,000 kroner for each accident. 
For vehicles running on regular services, the 
Ministry of Labour has decided that the amounts 
of the guarantee must be 20,000, 10,000 and 

Inland navigation is of small importance. 

._·,.--..· ·. 
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Norway 
(continued) 

New Zealand 

Railway Road 

60,000 kroner respectively for vehicles licensed 
to carry not more than twenty passengers, and 
50,000, 20,000 and 150,000 kroner respectively 
for larger vehicles. For ordinary motor vehi
cles, the guarantee may be provided in cash, 
in the form of a bank guarantee, in securities or 
in the form of a declaration of guarantee by a 
recognised insurance company ; for vehicles 
providing regular services, however, only a civil 
liability insurance policy with a recognised 
insurance company is accepted. 

(a) Accidents to passengers: Carriers by 
road - privately owned. - Liability is fixed 
by the English common law principles of 
negligence, with the addition that, in the case of 
death, the Deaths by Accidents Compensation 
Act, 1908, gives a right of action to certain of 
the relatives of a person killed by wrongful act, 
neglect or default, where the act, neglect or 
default would (if death had not ensued) have 

· entitled the party injured to maintain an action 
for damages. The application of the law just 
mentioned is general and is not limited to 
carriers. 

(a) Accidents to passengers. - The liability of State owned Railways and road services is the 
same as indicated above under" Road", the Crown Suits Amendment Act, 1910, giving a right of 
action against the Crown for negligence and also providing that the Deaths by .Accident Compensa
tion Act, 1908, binds the Crown. Under the Crown Suits Amendment Act, 1910, claims against 
the Crown in respect of death or personal injury are limited to £2,000. 

Damages· to goods: Carriers by road -
privately owned. - The liability is that of a 
common carrier under the English common law 
applicable to common carriers as modified by the 
Carriers Act, 1830 (Imperial), and the Mercantile 
Law Act, 1908 (New Zealand). 

A.4. 

Inland navigation 

Inland navigation is of no importance. 



The Carriers Act, 1830 (Imperial), provides 
that any mail contractor, stage-coach proprietor 
or other common carrier by land is not to be 
liable for the loss of certain goods over the value 
of £10, unless their value has been declared and 
an increased charge is accepted. The carrier is 
not liable for the loss if the declaration is not 
made, unless the loss is due to the felonious act 
of his servant. The carrier is prohibited from 
limiting his liability by public notice, but the 
right to do so by special contract is preserved. 

The provisions of the Mercantile Law Act, 
1908, applying to carriers, correspond with those 
of Section 7 of the Railway and Canal Traffic 
Act, 1854 (Imperial). By this Act, a carrier is 
liable for loss occasioned by the neglect or default 
of himself or his servants, notwithstanding any 
notice, condition, or contract to the contrary, 
but he is permitted to make a special contract 
with the consignor, which must be signed by 
the latter and must be just and reasonable. 
The Act also limits the amount of damages 
recoverable from a carrier for loss or injury to 
certain animals, unless the value is declared and 
extra payment made. 

Damage to goods. - The liability of State owned Railways and road services for loss or damage 
to goods is fixed by the Government Railways Act, 1926; Section 15 (d) provides that, in respect 
of all ordinary goods and to the extent of the value declared in respect of all special goods, but 
subject in every case to the limitations and provisions of the Act, the Crown shall have the same 
liabilities, obligations, rights and protection as in the case of common carriers. 

Section 8 of the Railways Amendment Act, 1936, gives power to undertake the carriage of 
passengers and goods otherwise than by railway and whether by land, water or air, and in such cases 
the powers, liabilities, obligations, rights and protection are to be the same as in the case of the 
carriage of passengers or goods by railway. 

Power is given under Section 8 of the Government Railways Act, 1926, to declare goods of a 
nature liable to injury or over a certain value to be special goods, and the amount of damages 
recoverable in respect of loss or of damage to such goods is limited unless the value of goods is 
declared in writing and a receipt for same obtained. -<0 
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New Zealand 
(continued) 

Netherlands : 
Home 

Territory 

RaUway 

(b) No obligation to take out an insurance 
policy. 

(a) Article I of the Railway Act reads as 
follows : 

" Railway transport undertakings are liable 
for damages caused to persons and goods 
during transport, unless they can prove that 
the damages are not due to negligence on their 
part or on that of their officials or employees." 

(b) There is no obligation to take out an 
insurance policy. 

Road 

(b) In cases where passengers are carried in 
motor vehicles, passengers are protected against 
the negligence of the carrier or of the driver of 
any other motor vehicle by the provisions of 
the Motor Vehicles (Third-party Risks) Act, 
1928. Under this Act, every owner of a motor 
vehicle must insure against his liability to pay 
damages on account of death or bodily injury 
to any person in the event of such death or 
injury being sustained or caused through, or by, 
or in connection with, the use of such motor 
vehicle. 

The liability of the insurance company in 
respect of any one passenger is limited to 
£2,000 and to £20,000 for all claims made by, 
or in respect of, all the passengers carried in the 
motor vehicle. This Act also binds the Crown. 

(a) Motor-coaches.- Article 9 of the Public 
Transport Act reads as follows : 

" The carrier is liable for damage caused to 
passengers during transport, unless he can 
prove that there has been no negligence on 
his part or on that of his officials or 
employees." 
The motor-transport regulations require the 

carrier to take out an insurance policy. 

Lorries. - Article 91 of the Commercial 
Code reads as follows : 

" Carriers and boatmen are liable for all 
damage caused to goods which they have 
accepted for transport, unless such damages 
are caused by a defect in the goods, by force 
majeure or by the negligence of the sender or 
consigner." 

(b) There is no obligation to take out an 
insurance policy. 

A.4. 

Inland navigation · 

(a) Liability for goods carried is the same as 
in the case of goods carried by lorry. As regards 
passengers, see under "Motor-coaches" (a). 

<0 
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Netherlands 
Indies 

(a) If the railway or tramway undertaking 
cannot prove that accidents occurring to 
passengers are not due to its own negligence or 
that of its employees, it is liable for damages. 

No damages may be claimed in respect of the 
interruption or cessation of the service, or 
lateness in the arrival or departure of trains. 

The carrier is not liable for damages caused to 
goods which passengers have taken with them 
in carriages, unless the latter can prove negli
gence on his part or that of his employees. 

Apart from the exceptions given below, a 
carrier who has accepted goods for transport is 
responsible for the execution of the transport 
contract until the goods have been delivered. 
This responsibility is in force during transport, 
not only on his own lines, but also on similar 
lines belonging to other companies. This res
ponsibility ceases if the carrier proves : 

That the total or partial loss of, or damage 
to, goods was not due to negligence on the 
part of himself or his employees. 

In case of damage due to a delay in the 
delivery of the goods, that the delay is due to 
circumstances which were not caused by 
himself or his employees and which they 
could not have prevented by the exercise of 
normal care. 

The carrier is not responsible : 

For damages to goods carried in open 
wagons in accordance with the conditions of 
transport or with the consent of the sender, if 
such damages are due to the mode of trans
port, whether the goods are covered with 
tarpaulins belonging to the sender or hired 
from the carrier. If goods which are usually 
carried in covered wagons have been placed in 
open wagons with the sender's consent, an 
appreciable diminution in weight or the loss of 

(a) If the owner or user cannot prove that 
accidents occurring to passengers or damage 
caused to goods carried are not due to his own 
negligence or that of his staff, he is liable for 
damages. 

Any agreement to the contrary is null and 
void. 

The owner or user is not responsible for 
damage due to defects in the packing of goods 
carried, if before despatch he drew the sender's 
attention to the inadequacy of the packing. 

Inland navigation of no importance. 



Netherlands 
(continued): 
Netherlands 

Indies 
(continued) 

Poland 

Railway 

whole packages cannot be considered as a 
normal risk of the mode of transport. 

In the case of damages due to the absence 
of packing or to insufficient packing suffered 
by goods the nature of which requires 
adequate packing in order to protect them 
against damage or loss (including theft), 
but which, according to the sender's declara
tion, have been despatched without packing 
or with insufficient packing. 

In the case of damages caused by the load
ing or unloading of goods which, according to 
the conditions of transport or with the 
sender's consent, must be loaded by the sender 
or unloaded by the recipient. 'Moreover, the 
sender and the recipient are responsible for 
damages caused to the material of the railway 
company by loading or unloading. 

In the case of goods which, owing to their 
nature, run a special risk of being lost or 
spoiled by breakage, rust, rot, shrinking, 
infiltration, melting, desiccation, heat, spon
taneous combustion, etc., for the damages due 
to these causes. 

If, in accordance with the conditions of 
transport or with the sender's consent, goods 
are carried under the guard of a person 
appointed by the sender, the carrier is not 
responsible for damages caused by circum
stances which the person guarding the goods 
should have prevented. 
(b) There is no obligation to take out an 

insurance. 

(a) The liability of railways for the transport 
of luggage, express parcels and goods is defined 
in the case of the Polish railways by the trans
port by-laws. The rules regarding liability are 
practically identical with those laid down in the 

Road 

(b) There is no obligation to take out an 
insurance. 

(a) No information. 

A.4. ~ 
0 

Inland navigation 

(a) No information. 



Roumania 

,..., 
international Conventions (Berne Conventions) 
of October 23rd, 1924, concerning the transport 
of passengers, baggage and goods. 

The responsibility of railway enterprises for 
accidents to passengers in connection with rail
way traffic is regulated by the various sectional 
(Partition States) laws, which are all based on a 
uniform conception of risk and assume that the 
railway is to blame. The railway may be 
exonerated if it proves that the circumstances 
specified in the by-laws have supervened -
namely, and chiefly, that the injured person or 
third parties are to blame or that the case is 
one of force majeure. 

These regulations of the former Partition 
States have been kept in force in Poland. 

(b) Private railways, open to public traffic, 
are insured in insurance companies against fire, 
civil liability for accidents and damage sustained 
in connection with traffic on such railways. 

(a) The Civil Code provides for compensation 
for accidents. Luggage and goods are governed 
by the transport regulations. 

(b) There is no obligation to take out an 
insurance policy. 

(b) Motor-omnibus firms must insure against 
civil liability for accidents and damage sustained 
as a result of their transport operations. 

(a) and (b) No information. 

(b) Inland navigation concerns are not by 
statute obliged to take out insurance policies. 

(a) The civil liability of the carrier in cases 
of accident or damage to, or loss of, goods is 
governed by the provisions of the Civil and 
Commercial Codes and by the compulsory 
clauses of transport contracts. 

(b) There is no obligation to take out an 
insurance policy covering passengers. 

Goods in the form of packages and luggage 
are insured by the shipping company itself from 
the time of their reception until delivery. The 
cost of such insurance is included in the cost of 
transport. The cost of insuring whole cargoes 
for long distances is borne by the freighters. 

~ -. 



Siam 

Sweden 

A.4. 

RaUway Road Inland navigation 

(a) The civil liability of the carrier in the event of an accident to passengers or damage to goods during transport is fixed by the provisions 
contained in the Civil and Commercial Codes. 

For railways sue~ liability i~ also fixed by_ the 
Law on OrganisatiOn of Railways and High
ways. 

(b) There is no obligation to take out an insurance policy for any of the three means of. communication under consideration. 

(a) In the case of bodily injuries caused as a 
result of railway traffic by the administration 
or staff of the railways, the owners of the 
railway are liable to pay compensation in 
accordance with the law. 

In respect of goods, the railways are respon
sible, within certain limits, for damage caused 
from the time when the goods are received for 
transport until they are delivered, or until the 
railway has placed the goods in a warehouse, if 
it is due to the goods being entirely or partly 
lost or being damaged. 

(b) There is no obligation to take out an 
insurance. In view, however, of the liability 
to pay compensation laid down by the law, all 
private railways take out insurance policies. 
These railways have formed a mutual insurance 

(a) Every motor-car owner is obliged to 
take out and maintain a traffic insurance policy, 
in order to comply with certain obligations to 
pay compensation for injury to persons not 
carried in the vehicle ; if the vehicle is being 
purchased by instalments, the purchaser is 
obliged to take out the insurance instead of the 
owner (seller). 

If passengers are injured in a motor vehicle 
which, at the time of the accident, is being used 
for regular passenger traffic, the insured person 
(and, therefore, also the insurance company) 
is always liable to pay compensation, provided 
the injury can be proved to have been caused 
through the fault of the driver. If such proof 
is not forthcoming, the passenger is not entitled 
to compensation. 

If a passenger is injured in a motor vehicle 
on account of an accident, even if caused by 
another motor vehicle, the passenger has the 
same right to compensation from the insurance 
company of the other vehicle as, for instance, 
an injured pedestrian. 

As regards goods, on the other hand, the 
traffic insurance does not apply; the consignor 
will, as a rule, insure his own goods. 

(b) In accordance with the law on motor
traffic insurance, policies must be taken out in 
respect of motor vehicles as soon as they are 
put into service. Such policies must be sub
sequently maintained. 

(a) The obligation to pay compensation is 
very limited, and applies only to accidents or 
damage directly caused by the shipper. 

The shipper is therefore to some extent liable 
for goods from the time they are received until 
their delivery, but is not liable for damage 
caused through the fact that the vessel was in a 
defective condition at the beginning of the 
voyage, if the defect was of such a nature that 
it could not be discovered in spite of all necessary 
care, and still less on account of defects arising 
during the voyage. 

In the case of damage caused by natural 
disasters, bad weather, etc., the shipper is under 
no obligation to pay compensation. 

(b) There is no obligation to take out an 
insurance: Such insurance policies are taken 
out to a very small extent. The consignors, as 
a rule, insure the goods themselves. 



company. 
As regards the State Railways, compensation 

is paid when necessary, out of the State Railway 
Operation Fund. 

Czechoslovakia (a) Railway companies are liable for injuries 
(damage to health) or death resulting from rail
way transport and arising out of the dangers 
peculiar to this form of transport. But com
panies are exempt from this liability if the 
damage was caused by the victim's behaviour 
or by the unavoidable behaviour of third 
parties, or if it was itself unavoidable and 
cannot be shown to result from a defect in the 
rolling-stock, nor from a special method of 
working, nor from def~ctive or inadequate 
operation. No refusal or limitation of this 
obligation to provide compensation, even though 
declared in advance by the company or agreed 
upon with it, has any legal effect. 

Responsibility for damage caused to goods 
transported on the Czechoslovak State Railways 
is governed by the Regulations for Railway 
Transport. According to these regulations, the 
railway is responsible for damage resulting 
either from the total or partial loss of consign
ments, or from damage to the goods taking place 
between the time of their acceptance for trans
port and their delivery, or for failure to deliver 
within the specified time-limit. 

The railway is not responsible for loss or 
damage, if it can prove that the damage was 
caused by the claimant's fault or by his order, 
unconnected with any fault on the part of the 
railway, or by some special defect in the object 
transported, or by unforeseen circumstances. 
The railway is not responsible for failure to 
deliver goods within the specified time-limit, 
if it proves that delay was caused by unavoidable 
circumstances over which it had no control. . 

The compensation for damage obtainable on 
a traffic insurance policy is limited in each case 
to 60,000 kronor for personal injury, of which 
amount 20,000 kronor can be claimed in respect 
of each person injured or killed. 

(a) and (b) No information. (a) In the case of accidents to persons in 
transport by water, the relevant provisions of 
the Civil Code with regard to compensation 
apply, in so far as the transport company's 
responsibility is involved. According to the 
Civil Code, the shipping company pays the cost 
of the injured person's medical treatment and 
compensates him for his loss, present or future, 
in respect of the time during which he is unable 
to earn his living ; it also pays him, on his 
request, compensation for pain he has suffered, 
according to circumstances. In the case of fatal 
accident to passengers, not only must all costs 
be paid, but the deceased person's dependants 
must be compensated for their loss. 

As regards the transport of goods, the shipping 
company is responsible in accordance with the 
provisions of the Transport Regulations or 
conditions. If there are no such provisions, the 
Commercial Code applies. According to the 
latter, the shipping undertaking is responsible 
for all damage caused by the loss or injury 
of goods from the time of their consignment 
until delivery, unless he proves that the loss 
or injury in question is due to unforeseen 
circumstances or to the character of the goods
e.g., an internal defect, evaporation, ordinary 
decrease (through drying), regular leakage or a 
fault in packing which was not externally 
visible. But as the provisions of the Com
mercial Code have no force of law and are there
fore capable of being modified, transport regula
tions or the transport conditions of shipping 
companies give the details of certain cases where 
a departure from the Commercial Code is 
permissible and the heavy responsibility incurred 



Czechoslovakia 
(continued) 

Turkey 

Union of Soviet 
Socialist 
Republics 

RaUway 

If the damage might have resulted from 
special causes as, for example, lack of, or defects 
in, packing, etc., there is a presumption that it 
did, in fact, result from such causes, unless 
the claimant proves the contrary. 

The amount of compensation for Joss or 
damage is settled according to the exchange or 
market rate, or, if neither applies, according to 
the generally accepted value of the goods ; 
if the goods have not been delivered within the 
specified time-limit, compensation is given by 
remission of part of the cost of transport. 

In case of transport at special (reduced) rates, 
the railway may fix a maximum limit for 
compensation. 

Compensation is increased if the consignor 
has declared " interest in delivery " ; the same 
applies to cases of fraud or serious offences 
ascribable to the railway. 

(b) No information. 

Road 

(a) 

(b) 

The liability of carriers is governed by the general law of the land. 

No obligation to take out an insurance. (b) No obligation to take out an insurance. 

A.4. 

Inland navigation 

under the Jaw is somewhat mitigated. The 
principle is applied, as lex conlraclus, that in 
inland navigation the shipping agent is respon
sible for damage caused by Joss or injury to 
goods carried, from consignment until delivery, 
unless he can prove that the Joss or injury was 
caused by circumstances which could not be 
avoided through the care of a good shipping 
agent. 

(b) Shipping companies are not obliged to 
take out an insurance policy. 

No inland navigation. 

(a) and (b) The liability of the three means of transport under consideration for accidents to persons is governed by the provisions of the Civil 
Code. Their liability for loss of, or damage to, goods in transit is governed by the statutes of the railways and shipping lines. In particular, in cases 
of total loss they must pay compensation equal to the actual value of the goods ; and in cases of damage, compensation proportionate to the 
depreciation suffered by the goods during transit. 

The insurance of goods is not obligatory. A declaration of the value of goods is obligatory only in respect of works of art. As a general rule, 
railways, shipping lines and motor-transport undertakings are liable, unless they prove that the damage is due to circumstances not under their control. 



Yugoslavia (a) and (b) No information. (a) and (b) Under paragraph 82 of the Law 
on Undertakings, a concern engaged in the 
regular transport of passengers must insure the 
latter, and also third parties, against any 
accident or damage which they may suffer 
during transport. This insurance must be 
taken out with an insurance company. There 
is no such obligation as regards the transport 
of goods and parcels. 

An insurance policy must be taken out for 
the transport of passengers by motor vehicle, 
in virtue both of the Regulations of the M'inistry 
of Trade ·and Industry concerning the compul
sory insurance of transport undertakings and of 
the general conditions for compulsory insurance 
to which such concerns are subject by law. · 

(a) and (b) No information. 

"' 0 
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A.5. Social regime. A.5. ~ 

What is the social legislation relating to the regulation of labour in the case of transport undertakings ? 

Railway Road 

Union of South Social legislation is embodied in Act 23 of 
Africa 1925 and the regulations promulgated under that 

Act which govern the terms and conditions of 
service in the Government organisation. 

The Industrial Conciliation Act (No. 11, of 
1924) provides for the establishment of industrial 
councils, conciliation boards, and the appointment 
of mediators and arbitrators or umpires to 
consider and regulate matters of mutual interest 
between employees and employers in respect of 
any particular trade or occupation. 

Inland navigation 

No inland navigation. 

Argentine 
Republic 

In terms of the Wages Act, No. 27, of 1925, 
the Governor-General establishes a Wages Board. 
The function of this Board is to investigate 
and report to ,the Minister upon any matter 
relating to wages, and generally on conditions 
of employment. 

Law No. 11544 on Hours of Work.- The duration of work must not exceed eight hours a day or forty-eight hours a week for any person employed 
by another in public or private work, although it is not lucrative (Article 1). 

Night work - that is, work between 9 p.m. and 6 a.m. - must not exceed seven hours. When work must be carried out in unhealthy places 
. the duration shall not exceed six hours a day or thirty-six a week (Article 2). 

The following exceptions are allowed in the work referred to in Article 1 : 

(a) Employees of the Directorate, or watchmen; 

(b) When workisdonein shifts, the duration can be prolonged beyond eight hours a day and forty-eight a week, on condition that the average 
over a period of at least three weeks shall not exceed eight hours a day or forty-eight hours a week. 

(c) Cases of accident, danger or urgent work (Article 3). 

Special provisions under Law No. 11544 for 
railways. - The normal hours of work, whether 
continuous or not, shall be eight a day or forty
eight a week for the ordinary service of railway 
employees of the Republic (Article 1). 

When the working-day extends beyond 9 p.m. 
or starts before 6 a.m., or in any way day-time 
hours alternate with hours of night, each of the 
hours worked between 9 p.m. and 6 a.m. will 
count in the calculation of hours of work during 
the period as one hour and eight minutes. 

Province of Buenos Aires: Transit Law 
No. 4258. -The executive authority is author
ised to insist that enterprises engaged in the 
public transport of passengers and goods must 
observe the legal working-day laid down in 
Law No. 11544 (Article 3 (d)). 

Law No. 4375. -The holders of concessions 
must pay to their employees or workmen over 
18 years of age a minimum daily wage of 
5 pesos (Article 27). 

0> 



Australia: 
Common

wealth 

.- Night work will not be considered as such for 
the purposes of the calculation referred to in the 
preceding paragraph, when the night hours do 
not amount to fifty-six in a period of twenty
one days ; but when this limit is reached, these 
hours, as well as those in excess, shall be valued 
in the manner prescribed (Article 2). 

Unhealthy places, for the purposes of fixing 
the working-day of six hours, or thirty-six a 
week, shall be determined by the executive 
authority directly, or on consultation with the 
interested party (Article 3). 

For staff on intermittent work, the working
day can be extended to twelve hours, provided 
it does not exceed the average of eight hours 
per effective working-day during the day-lime, 
and seven hours of effective work during the 
night in a period of twenty-one days. 

The Commonwealth Court of Conciliation and 
Arbitration, appointed under the " Common
wealth Conciliation and Arbitration Act, 1904-
1930 ", investigates claims and issues awards 
covering unions of wages employees and affecting 
rates of wages and working conditions. 

The Commonwealth Public Service Arbitra
tor, who is appointed under the "Arbitration 
(Public Service) Act, 1920-1929 ", considers 
claims and issues determinations applicable to 
both salaried and wages employees who are 
members of salaried officers' associations and 
unions of wages employees. 

Employees who are not members of a salaried 
officers' association or of a wages employees' 
union which are covered by determinations and 
awards are provided for in a Commonwealth 
Railways By-law issued under the provisions 
of the Commonwealth Railways Act, 1917-1925. 



Australia 
(continued): 
Western 

Australia 

South 
Australia 

A.5. ~ 

RaUway 

Governed by Rules of Trade Unions, registered 
under Industrial Arbitration Acts. 

Railway employees have access to arbitration, 
conciliation, and industrial courts, both Com
monwealth and State. Their hours of duty, 
rates of wages, and general working conditions 
are determined in far-reaching detail under 
awards prescribed by those courts. 

Road 

Drivers of goods vehicles restricted to a 
total of eleven hours of driving in any period of 
twenty-four hours, but not more than five and 
a-half hours continuously with at least one-half 
hour of leisure, provided that at least ten hours of 
leisure is obtained in each period of twenty-four 
hours, or twenty-one hours of leisure in forty
eight hours (definite statutory requirements). 

Regulation of passenger-vehicle workers and 
other matters relating to goods-vehicle workers 
governed by Rules of Trade Unions registered 
under Industrial Arbitration Acts. 

* * * 

Inland navigation. 

There are no navigable waterways. 

The laws operative in this State to 1 egulate the rates of pay and conditions of employment of men engaged in transport undertakings are to be found: 

In the Industrial Acts, 1920 to 1935 (South Australia), and two determinations made by industrial boards under Part III of the Acts, viz. : 

The Carters' and Drivers' Determination; and 

The Government Drivers' and Shunters' Determination. 

In the Commonwealth Conciliation and Arbitration Acts and an award of the Commonwealth Court of Conciliation and Arbitration known as 
"The Carters' and Drivers' Award (Federal) ". 

* * .. 

co 



New South 
Wales 

Queensland 

The Government Railways Act and By-laws 
issued under the authority of that Act regulate, 
inter alia, the conditions of appointment of 
staff to the Service, the general principles 
governing promotion to the various grades after 
appointment, the disciplinary action to which 
they are liable while in the Service, including 
rights of appeal against punishment, etc., and 
the rates of pension to which they are entitled 
after retirement. Wages and conditions of 
employment are fixed by the Commissioner, 
subject to any award of the State or Common
wealth industrial arbitration courts appointed 
under the authority of State and Federal 
legislation. 

Provision is made in the Railways Act for the 
payment of compensation in respect of accidents 
to staff under the provisions of that Act or of the 
Workers' Compensation Act. 

Tramways. -The Transport Act, 1930, and 
Regulations issued under the authority of that 
Act regulate, inter alia, the conditions of 
appointment of staff to the Service, the general 
principles governing promotion to the various 
grades after appointment, the disciplinary action 
to which they are liable while in the Service, 
including rights of appeal against punishment, 
etc._, and the rates of pension to which they are 
entitled after retirement. Wages and conditions 
of employment are fixed by the CommissiOner, 
subject to any award of the State or Common
wealth industrial arbitration courts appointed 
under the authority of State and Federal legis
lation. 

Provision is made in the Transport Act for 
the. payment of compensation in respect of 
accidents to staff under the provision of that Act 
or of the Workers' Compensation Act. 

Wages and conditions of employment and 
hours of labour are regulated by awards of the 
Federal or State industrial arbitration courts. 

State legislation (Workers' Compensation Act) 
provides for the insurance of employees in 
respect of injuries sustained in the course of 
employment. 

• • • 
Hours 'of l~bour and remuneration for workers in the transport industry are governed by awards 

made by the mdustrial arbitration court, and the policing of the conditions of the award is the duty 
of the Department of Labour and Industry and the Road Transport Workers' Union. 

Legislation provides for a forty-four hour 
week, and a minimum wage for all adults. 
The determination of the rate of wages is left 
to industrial tribunals. Workers' compensation 
within prescribed limits is granted in the event 
of accident to a worker arising out of, and in the 
course of, his employment. 

Provision is also made for a manning scale. 

There is no inland navigation. 



Australia 
(continued) : 
Queensland 
(continued) 

Tasmania 

Victoria 

RaUway Road 

Such arbitration court award provides that the hours shall not exceed forty-four per week, and 
the wages paid shall be in accordance with the scale provided in accordance with the capacity of 
the vehicle. 

These provisions, however, do not cover owner-drivers, of which there is a good percentage in 
Queensland. 

* ·* .. 

Inland navigation 

Wages conditions on all forms of transport are subject to the Federal Arbitration Court or the State Wages Board. 

The rates of pay, hours of labour and general 
conditions of employment of the great majority 
of railway employees are governed by awards 
of the Commonwealth Court of Conciliation, 
or the Railways Classification Board constituted 
under State law. The latter Board comprises 
an independent Chairman (a county court 
judge), two representatives of the Administra
tion and two Railways employees elected by 
ballot to represent the staff. 

The Board is required to determine the 
remuneration of officers and employees up to 
£500 per annum, other than those of employees 
such as artisans whose work is substantially the 
same as that performed by men in outside 
industry and governed by State Wages Boards. 
These employees must be paid not less than the 
appropriate Wages Board rates, and their 
hours must not exceed the Wages Board hours. 

The Classification Board is empowered to 
determine the hours of duty and main working 
conditions (other than annual leave, accident 
pay, sick pay, uniform clothing and travelling 
concessions) for all grades up to £500 per annum. 

* * * 
It is a condition of the licence of every 

carrier of goods or passengers for reward or goods 
in the course of trade that the requirements of 
any determination of a Wages Board or award 
of the Commonwealth Court of Conciliation and 
Arbitration relating to the wages to be paid to, 
and the conditions of labour of, drivers on 
licensed vehicles are observed. (Certain carriers 
are cited under a Commonwealth award and 
the remainder are subject to a determination of 
a Wages Board set up under the State Factories 
and Shops Acts.) 

Furthermore, certain limitations of hours of 
driving are separately prescribed and must be 
observed. Due to difficulties of enforcement 
and the prevalence of owner-drivers, standards 
are not at present uniformly maintained at the 
level prescribed by Statute. 

Inland navigation of no importance. 

A.5. ~~ -0 



Austria 

The Commonwealth Court of Conciliation and 
Arbitration is empowered under the Federal 
Constitution to investigate inter-State industrial 
disputes, and during the last ten years it has 
made awards covering the great majority of the 
railway staff in Victoria and the adjoining 
States. These Federal awards supersede the 
awards of the State Classification Board. 

The salaries of officers receiving over £500 
per annum are fixed by Departmental Regula
tion or by the Commissioners, subject to the 
approval of the Governor in Council. 

Concessions, such as sick pay, annual leave, 
travelling privileges, uniform clothing, etc., are 
governed by Departmental Regulations. 

The State Workers' Compensation Act is 
legally applicable to railway employees, but 
under Departmental Regulations the accident 
pay benefits are generally more liberal than those 
provided for under the Act. 

Disciplinary matters are dealt with by the 
Head of the Branch or a Statutory Board of 
Discipline (with an independent Chairman and 
one representative of the Commissioners and 
one representative of the emp,loyees elected by 
ballot). 

A contributory superannuation scheme has 
been established under State law for the benefit 
of permanent employees. 

Educational, social and recreational facilities 
are available to the staff, through the Victorian 
Railways Institute, at a very low membership 
fee. 

In accordance with the law on the eight-hour day, the number of hours worked by workers and employees in railway, shipping and motor-transport 
un~ertakings may not, in principle, exceed forty-eight hours per working week, excluding the period of rest. In the case of motor-transport under
takmgs not running regular services, the hours of work, excluding rest periods, must not, in principle, exceed eight hours in any twenty-four. The 
gen~ral legislative provisions governing methods of work and, in particular, the protection of the life and health Of workers also apply to the undcr
takmgs concerned. 

'" --



Belgium1 

RaUway 

The general legislation on hours of work 
and the various social laws are generally 
applicable to railway workers. Each line, 
however, has its special regulations. The staff 
regulations of the Societe nationale des Chemins 
de fer belges, together with General Orde1 No. 13 
relating to the duties and rest periods of the 
staff, contain provisions on this subject. 

Tramways. - The general social laws are 
applicable to the staff of tramway services. 
The conditions of work and wages are fixed by 
agreements between the parties, with the 
intervention, if necessary, of paritative com
mittees. 

• See A. I (a) and (b), page 18. 

Road 

Carriage of passengers by road. - Operators 
fix the duties of their employees in accordance 
with the general legislation on hours of work. 
The regulations in force provide, however, that 
any form of organisation of service may be 
adopted, on condition that each driver ceases to 
drive for at least one hour per period of six 
hours. 

The same driver may not drive a vehicle for 
more than five consecutive hours, and may only 
resume driving after an interval of at least one 
hour. This period is not included in his hours 
of work, if he can, in fact, make good use of 
his time. 

Furthermore, the wages paid by operators 
may not be lower than the average wage paid 
by other undertakings of the same kind in the 
same district for work requiring similar qualifica
tions. 

In the case, more especially, of the motor-bus 
services which the Societe nationale des Chemins 
de fer vicinaux or the concessionaries of tramway 
lines are authorised to operate to improve the 
facilities offered by their rail services, an 
authorisation may be issued only if the working 
conditions of the staff of the motor-bus service · 
replacing or supplementing the rail service are 
not more onerous than those of the staff em
ployed on the tramway line. 

Furthermore, drivers have recently been 
subject to medical inspection and will, in future, 
be required to hold a driving licence and to 
undergo a thorough medical examination every 
five years and a medical examination every year. 

Inland Navigation 

No information available. 

A.5. 



Brazil The Federal law guarantees to railway work
ers, as to all employees of public transport 
services, the right to a retirement or invalidity 
pension. In the first case, the employee 
becomes entitled to a pension after thirty years 
of effective service and at the minimum age of 

The formation of a national parit1tive com
mittee to cover motor-bus undertakings as a 
whole is at present under consideration. 

Carriage of goods by road. - The carrier 
arranges the work of his employees in accordance 
with the provisions of the general law on hours 
of work and any other social laws concerning 
labour. 

Drivers of motor vehicles the total weight of 
which exceeds 10,000 kilogrammes when loaded 
must be at least 21 years of age. 

Any method of organising services may be 
adopted, provided that every driver ceases to 
drive for at least one hour in all per period of 
six hours. 

The same driver may not drive a vehicle for 
more than five consecutive hours. 

He may then resume driving only after an 
interval of at least one hour. This interval is 
not included in the hours of work if the driver 
can, in fact, make good use of his time. 

Moreover, a national paritative committee 
advises on all general questions relating to the 
employment of labour, safety, health and other 
matters of direct or indirect interest to the 
staff. Such questions are referred to it by the 
Minister of Transport, the bodies formed by 
transport undertakings, and the bodies formed 
by the staff of such undertakings. 

Road transport employees enjoy the advan
tages that the social laws in force confer on 
workers in general - regime of the eight-hour 
day, law on holidays, law on workmen's 
compensation. 

The social legislation relating to the regulation 
of labour is new, and is considered to be one of 
the most perfect systems now in operation. 



Brazil 
(continued) 

United Kingdom 

Railway 

50. In the second case, the official becomes 
entitled to a pension when, after five years of 
effective service, he is the victim of an incurable 
disease which renders him incapable of perform
ing any duty. An employee more than 65 years 
old with more than ten years of service is 
automatically placed on the retired list. No 
employee may be dismissed after ten years of 
effective service, except for serious misconduct 
which has been properly established by an 
administrative enquiry. 

The Pension Funds' receipts are provided 
chiefly by the contribution of the railway 
companies or the public (in the form of increased 
tariffs), and by a variable charge on the salaries 
of employees both in active service and other
wise. Members of the Funds are insured for 
medical and hospital treatment. The Federal 
laws provide for holidays with pay and sick 
leave on full salary for workers in the public 
transport services, and they contain provisions 
regulating the application of the eight-hour day. 

In November 1935, an agreement made 
between the Railway Companies and the Rail
way Trade Union for a new scheme of machinery 
of negotiation (to take the place of that previous
ly provided for in Part IV of the Railways 
Act, 1921) provided for the continuance of 
sectional councils and local committees for 
discussions between the companies and the 
Union, and for the establishment of a Railway 
Staff National Council, consisting of eight 
representatives of the companies and eight 
representatives of the Union, and a Railway 
Staff National Tribunal, consisting of three 
persons, one to be selected from time to time 

Road 

As regards passenger road transport, Section 
93 of the Road Traffic Act, 1930, provides that 
the wages paid by the holder of a road service 
licence to persons employed in connection with 
the operation of a public service vehicle, and the 
conditions of their employment, should not be 
less favourable to them than the wages which 
would be payable, and the conditions which 
would have to be observed, under the usual 
form of contract applicable to contracts with 
Government Departments. The section also 
provided that matters in dispute should be 
referred by the Minister of Labour to the 
industrial court for settlement, and if that court 

A.5. 

Inland Navigation . 

Wages and conditions of employment of 
persons employed on canals are not the subject 
of statutory regulations or machinery. 



,..__ 
by the Railway Company, one to be selected by 
the Union, and a Chairman to be appointed by 
agreement, or, failing agreement, by the Minister 
of Labour. 

Railway workshop and electrical employees 
are not covered by the machinery provided by 
the Railways Act, 1921, nor by the Agreement 
of February 1935. Special negotiating machi
nery has been set up by agreement between the 
companies and the Union dealing with such 
employees. 

In the London Passenger Transport Act, 
1933, special negotiating machinery was 
provided for, and provision was made for 
outstanding questions to be referred to a 
negotiating committee before reference to a 
wages board. The Act also provided for the 
establishment of councils, consisting of officers 
of the Board and representatives of the 
employees. 

decided that any person had been guilty of a 
breach of the provisions, he should be liable to 
be dealt with in all respects as if he had failed 
to comply with a condition attached to his road 
service licence. 

As regards goods road transport, Section 32 
of the Road and Rail Traffic Act, 1933, extended 
Section 93 of the Road Traffic Act, 1930, so that 
the " fair wage " requirement should apply to 
the holders of " A " (public carriers') licences, 
and " B " (limited carriers') licences. 

Section 19 of the Road Traffic Act, 1930, 
and Section 31 of the Road and Rail Traffic 
Act, 1933, are intended to protect the public 
from risks which arise in cases where drivers of 
motor vehicles are suffering from excessive 
fatigue. They therefore apply to owner-drivers 
as well as to employees. 

In the case of practically every kind of 
mechanically propelled vehicle used either for 
carrying or hauling goods, it is not lawful for 
anyone to drive for any continuous period of 
more than five and a-half hours ; or for more 
than eleven hours in all in any period of twenty
four hours beginning at 2 a.m. ; or so that he 
has not at least ten consecutive hours for rest 
in any period of twenty-four hours calculated 
from the time when he began to drive. The 
period of ten hours may, however, be reduced to 
nine hours if the driver has twelve consecutive 
hours for rest during the next following period 
of twenty-four hours. 

The rest period which follows a five-and-a
half-hour spell of driving must be not less than 
half an hour. During this half-hour rest period, 
he may travel as a passenger on the vehicle. 

During the ten-hour or (in certain cases) nine
hour period of rest between complete spells of 
duty, the driver must not be required to remain 
at or near the vehicle or to be in any way under 
the orders of his employer, and he must be free 
from any responsibility as regards the vehicle or 
load. 



Bulgaria 

Canada 

China 

Hallway 

~ashington Convention· and national legis
latwn on the subject ; forty-eight hour week and 
compulsory insurance. 

There is no special legislation, but unions 
enforce limitation of maximum number of 
hours and workmen's compensation. 

As regards the regulation of railway labour, 
in addition to the Factory Law, which is also 
applicable, the following regulations have been 
promulgated : 

Regulations for the Engagement of Work
men for the State Railways ; 

Service Regulations for Railway Employees 
and Workmen; 

Regulations concerning the Administration 
of State Railway Works. . 

All these texts regulate the employment of 
labour, hours, wages, bonuses and penalties, 
and include exhaustive provisions for the 
management of railway works. Social legis
lation is thus fairly comprehensive. 

Road 

The employees of private transport under
takings enjoy the benefit of the labour laws -
viz : 

Law on Workers' Hygiene and Safety; 
Law on Social Insurance ; 
Law on the Employment of Labour and 

Unemployment Insurance ; 
Law on the Supervision of Boilers and 

Reservoirs ; 
Decree-Law regulating Individual Labour 

Contracts; 
Decree-Law regulating Collective Labour 

Contracts. 

In some provinces, there is limitation of 
hours and workmen's compensation. 

There are administrative regulations govern
ing working-hours, minimum wage and savings 
of employees of highway transport under
takings. 

A.5. ~ 

Inland Navigation 

No information available. 

There is no special legislation; however, 
workmen's compensation is compulsory. 

The legislation relating to the regulation of 
labour includes : 

Revised Regulations concerning the Or
ganisation of Seamen's Associations ; 

Regulations for Seafaring Men ; 
Regulations relating to the Organisation 

of Junk Crews' Associations; 
The Law on Trade Unions; 
The Law on Agreements between Associa

tions; 
The Law on the Settlement of Disputes 

between Employers and Workers by Arbitra
tion. 

-0) 



Ecuador 

Estonia 

United States 
of America 

Finland 

~ 

/"'The maximum working-weeki~- forty-five hours - i.e., eight hours a day and five h~urs on Saturday. Allowance is made for overtime and night 
work. In the matter of social legislation, Ecuador has adopted all rational reforms in favour of the worker, such as the protection of women's and 
child labour and compulsory social insurance.. There is a law on the dismissal of workers and employees which provides for equitable contractual 
relations between the parties. The competent authorities are responsible for seeing that the laws and regulations are properly carried out, and severe 
penalties are provided for offenders. Legislation has been passed dealing with industrial accidents. 

The regulation of labour is governed by the laws for the protection of labour. 

The Motor-carrier Act of 1935 provides that the Inter-State Commerce Commission may prescribe 
the qualifications and maximum hours of service of employees. 

The Hours of Service Act of 1907 limits the 
time on duty of employees engaged in the actual 
movement of trains. The Safety Appliance 
Acts provide for attachments to railway cars 
and locomotives to safeguard employees on 
duty. The Railway Labor Act provides for 
an Adjustment Board and a Mediation Board 
to act on questions of wages and working con
ditions, and applies to steam railroads, electric 
railroads operated as a part of a general steam
railroad system of transport, and to certain 
air-line carriers. 

(See also reply to A. 3 (a), page 147, Social Security Act and Retirement Tax Act.) 

The special rules relating to the regulations of 
labour on the railways are identical as for other 
employers. 

There are no special provisions concerning 
motor traffic. 

The law concerning seamen, of March 8th, 
1924, established the juridical relations between 
the shipowner, on the one hand, and the officers 
and crew, on the other. This law also contains 
provisions as to the minimum age of sailors, 
both men and women. A Law of April 26th, 
1924, deals with sailors' working-hours, and an 
Ordinance of December 23rd, 1924, deals with 
their engagement and dismissal. Private indivi
duals are not allowed to organise seamen's 
employment offices. This work is entrusted to 
the communes ; in places where the maritime 
traffic is very large, the commune must either 
add a special seamen's section to its employment 



Finland 
(continued) 

France 

Railway 

The workers and officials of the main railway 
systems ("Grands Reseaux ") have a common 
Statute and enjoy the same terms of remunera
tion, which constitute the basis of their labour 
contract. 

In the case of smaller systems and local 
railways, the terms of employment of the staff 
are generally defined in the contract (" Cahier 
des charges ") of each undertaking. 

As regards pensions, the personnel of the main 
railway systems is affiliated to superannuation 
fund organisations whose regulations, drawn up 
in pursuance of the Laws of July 21st and 
December 28th, 1911, have since been con
solidated and amended, in accordance with 
the Convention of June 28th, 1921. These 
funds are subject to State supervision, and their 
credit is particularly sound. Their capital is 
supplied by means of deductions from salaries 
and wages and by contributions made by the 
Railways. The pensions regulations, which are 
fixed by the law, are based on those of civil 
servants. 

Road 

Labour is regulated by the ordinary law in 
so far as it relates to working conditions, labour 
accidents, limitation of the hours of work, social 
insurance, etc. 

A.5. 

Inland navigation 

exchange or appoint a special official to deal with 
seamen. On request, the Ministry for Social 
Affairs may give a company authority to find 
employment for seamen (Law of August 27th, 
1936, on the Placing of Workmen). 

A Law of May 8th, 1936, established the so
called " Last " Fund (which is administered 
separately from the State budget and which 
is used to assist seamen in the exercise 
of their calling and to support the lifeboat 
service), in order to make provision for pensions 
for captains, officers and crews of the mercantile 
marine. This Fund will also receive the 
"Last Dues ", consisting of 0.40 mark per 
registered ton of net tonnage levied every year 
on all Finnish vessels registered for foreign 
service and on every foreign vessel engaged in 
shipping with Finland. 

The Decree of November 28th, 1919, as 
amended by the Decree of October 15th, 1925, 
issuing public administrative regulations for the 
application of the Law of April 23rd, 1919, on 
the Eight-hour Day to inland shipping personnel 
remains in force, pending the application of the 
Law of June 21st, 1936, on the Forty-hour 
Week. 

!\!> -00 



Greece 

_,-.... 

In the case of the personnel of the smaller 
systems and local lines, a Law of July 22nd, 
1922, as amended and supplemented by several 
subsequent Jaws, has set up a single and 
independent mutual superannuation fund for all 
the systems, the capital of which is provided by 
deductions from salaries and wages and by 
contributions made by the companies and the 
State. The fund is incorporated under civil 
law. The Deposit and Consignment Office 
("Caisse des Depots et Consignations ") is 
responsible for its financial administration. 

Railway officials may ask that labour 
accidents be dealt with under the ordinary Jaw 
when they consider this to be more advantageous 
than the relevant clauses in the Statute (Law 
of April 9th, 1898, and subsequent Jaws). 

The railway personnel is also entitled to the 
benefit of the legal restrictions on hours of 
work, in particular the Law on the Forty-hour 
Week, which has, however, been adapted by 
special regulations to render it compatible with 
public safety. 

Office and technical personnel and workers 
work eight hours a day, station personnel ten 
hours, and train personnel nine hours. Work
ers and workshop and office personnel do not 
work on public holidays. Train personnel 
receive a rest period of ninety-six hours after 
one month of work, and station personnel a rest 
period of forty-eight hours a month or twenty
four hours a fortnight. Hours of work in excess 
of eight, nine or ten hours respectively are paid 
for in proportion to the wages of the employee. 
Employees are paid during rest periods. 

Every permanently engaged official is entitled 
to fifteen days of paid holiday a year during the 
first fifteen years of service and to thirty days 
of paid holiday after fifteen years of service. 

Permanently engaged workers and artisans 
are entitled to a paid holiday of six days a year 
after five years of service and of twelve days 
after ten years of service. 

Eight hours a day with a weekly paid holiday. 
Supplementary hours due to circumstances 
beyond the control of the undertaking are paid 
in proportion to the wages of the employees. 

No inland navigation. 



Hungary 

India 

Ireland 

Iceland 

Japan 

A.5. 

Railway Road Inland navigation 

Transport undertakings must insure their employees against sickness and accidents. Large undertakings are required to establish an insurance fund. 

Hours of work and employers' liability are 
governed by statute. 

By the Railways Act, 1924, the rates of wages, 
hours of duty and other conditions of service of 
railway employees are required to be regulated 
in accordance with agreements made from time 
to time between t:he trade unions representative 
of such employees and the railway companies. 

Tramways. - Although not governed by 
statutory requirements, similar conditions 
obtain in the case of tramway employment as 
for railways. 

The labour regulations concerning transport 
by rail are as follows : 

Railway Business Law. 

Law No. 65, March 16th, 1900: 
Article 19. - No service regulations for 

the railways servants are laid down by decree. 

Article 20. - The local railways must lay 
down the service regulations for their railway 
servants and obtain the sanction of the 
authorities for these regulations. 

Employers' liability governed by statute. 
Measures for control of hours of work do not 
exist but are under consideration. 

By a condition in both passenger and 
merchandise licences, every licensed road trans
port operator is obliged to provide " reasonable 
wages and conditions of employment " for his 
transport employees. In the case of the railway 
companies, the road transport employment is 
regulated by agreements with trade unions 
representative of the employees ; and in the 
case of private road transport operators, by 
reference to local customs and conditions. 

There is a law in force concerning the 
maximum daily working-hours of motor-car 
drivers. 

In certain cases, employers' liability is 
governed by statute ; otherwise, there is no 
special legislation. 

Although not governed by statutory require
ments, similar conditions obtain in the case of 
canal employment as for railways. 

Maritime Commercial Law, Sailors' Law, 
Sailors' Minimum Age Law and Sailors' Employ
ment Agency Law are applicable to all ships 
except those not exceeding 20 tons and those 
which navigate only in lakes, rivers or bays. 



Article 21.- The competent Minister may 
lay down the qualifications required for 
appointment of railway servants. 

Article 23. - The local railways must lay 
down their own regulations with respect to 
actions of their employees contrary to their 
official obligations and duty and obtain for 
them the sanction of the authorities. 

In case the local railways fail to inflict 
the prescribed punishment, the competent 
authorities may intervene and do so. 

Article 24. - If a railway servant fails to 
perform his duties towards the passengers or 
the public, he will be liable to a fine not 
exceeding 30 yen. 

Article 25. - If a railway servant performs 
an act which is dangerous to passengers or to 
the public, contrary to his official duties or in 
neglect of his duties, he will be liable to 
penal servitude for a period not exceeding 
three months or to a fine not exceeding 
500 yen. 

Article 26. - If a railway servant allows 
a number of passengers to enter a train in 
excess of the maximum number fixed, he will 
be liable to a fine not exceeding 30 yen. 

Article 28. - If a railway servant neglects 
to open a level-crossing or causes a disturbance 
to traffic by leaving a wagon or other object on 
the level-crossing, he will be liable to a fine 
not exceeding 30 yen. 

Articles 19 and 21 are not applicable to 
national railways or railways owned by a public 
body and Articles 20 and 23 are not applicable 
to railways owned by a public body. 

Regulations for tramway servants. - The 
Decree of the Department of Railways No. 6, 



Japan 
(continued) 

Railway 

December 29th, 1923 : 
Article 1. - As regards the service regula

tions of tramway servants, the service regula
tions of the local railways are applicable to 
them, mutatis mutandis, except in so far as 
stipulations to the contrary are laid down in 
the present decree. 

Article 2. - Tramway managers must lay 
down the regulations for the appointment of 
engineers, drivers and conductors, which they 
must notify to the Minister of Railways and 
the Governor of the Prefecture concerned. 
Law No. 57. - Act respecting conciliation in 

labour disputes, dated April 8th, 1926 : 
If a labour dispute occurs in any of the 

undertakings for public transport by railway, 
tramway or vehicles propelled by steam, electri
city or other motive power, the administrative 
authority may, in accordance with the request of 
any of the parties concerned, set up a conciliation 
board. · This may also be done if the administra
tive authority deems it necessary, even if no 
request has been made by the parties concerned. 

When a notice has been received in accordance 
with the provisions concerning a labour dispute, 
persons other than the employers and workers 
who are actually connected with the dispute and 
officers or clerks of the employers' or workers' 
organisations to which they belong shall not 
instigate or incite either their employees or 
the workers connected with the dispute until the 
conclusion of the conciliation procedure. 

A.5. 
Road Inland navigation 

Law No. 34, concerning the minimum age for industrial employment, dated March 29th, 1923. The term "industry " for the purposes of this Act 
shall include the following undertakings: the transport of passengers or goods by road, railway, tramway, or inland waterway, excluding such transport 
as is mainly done by man-power. 

1. Persons under 14 years of age shall not be employed in industry; provided that this rule shall not apply to persons over 12 years of age who 
have finished the course at an elementary school. The provision of the preceding paragraph shall not apply to undertakings where only members of the 
same family are employed, or to the employment of children in industrial schools (technical schools) with the approval of the administrative authorities. 

2. Where children under 16 years of age are employed in industry, the employer shall compile a register containing their names, addresses, dates of 
birth and details of school career, and keep it at the work-place ; provided that this rule shall not apply in cases where such registers are provided 
according to the Regulations under the Factory Act, or according to the Mining Act. 



Latvia 

Liechtenstein 

Lithuania 

,., J •• 

3. Any competent official may inspect the work-place or its annexes, for which purpose he shall be provided with official credentials. 
4. Any person engaged in industry or intending to engage therein, or any employer, may request the person in charge of the census registration, 

or his substitute, to supply a certificate respecting the registration of any person engaged in industry or intending to engage therein. 
Any person who contravenes the provisions of Article 1 above shall be liable to a fine not exceeding 1,000 yen. 
Any person who contravenes the provisions of Article 2 above or without reasonable cause refuses, prevents or evades inspection by a competent 

official, or fails to answer his questions or makes false statements, shall be liable to a fine not exceeding 500 yen. 
'Vhere the employer is a minor not possessing the same legal capacity as an adult in respect of his business, incompetent to act, or a body corporate, 

the penal provisions which would apply to the employer shall apply to the legal agents of such persons or the person who represents the body corporate 
according to the relevant Acts and Orders. 

If a contravention of the provisions of this Act is committed by the employer's agent, the head or a member of his family, a person living in his 
household, one of his employees, or any other person engaged in his business, the employer shall not be exempt from penalty on the ground that the 
contravention was not committed by his order. 

The provisions relating to the employer under this Act shall apply to the occupier of the factory, or to the manager if appointed, in the case of 
factories coming under the Factory Act, and to the holder of the mining rights, or the mine manager if appointed, in the case of the mining under
takings. 

This Act, with the exception of the penal provisions, shall also apply in cases where a foreign State, a prefecture, a city, town or village, or any 
similar body, is the employer. 

Imperial Ordinance No. 276, respecting the administration of the Act concerning the relief of workers in case of accident, dated November 27th, 
1931. 

The hours of work are fixed by a special law, 
under which employees' work is classified as 
active, passive and effective. Active and 
passive work is calculated by means of a special 
co-efficient in terms of effective work, the total 
for which is 208 hours per month per person. 
The working-day for office staff must not 

· exceed six hours. 

Railway employees are State officials and 
therefore subject to the same regime as other 
officials. State employees contribute 6% of 
their wages to the Pension Fund. Employees 
are pensionable after twenty-five years of 
service, or, in the event of 50% incapacitation, 

The hours of work for the staff of motor
transport undertakings are governed by the 
general law, which is based on the principle of 
the eight-hour day. 

As regards social legislation, the provisions of 
the Liechtenstein Law concerning the protection 
of workers applies, as well as the Federal Law 
concerning the weekly holiday of drivers of 
motor vehicles. 

The hours of work for the staff of inland 
navigation undertakings are not covered by the 
general law, the conditions of their work being 
determined by the special features of the several 
navigable waterways and by the means of 
transport in question. 

The social regime in respect of employees of motor and water transport undertakings is regulated 
by the Ministry of the Interior. 



Norway 
(continued) 

New Zealand 

Netherlands : 
Home 

Territory 

Railway Road 

such action is considered necessary for the safety 
of traffic. No such rules have hitherto been 
issued, however. 

A.5. 
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In the main, the conditions of work, hours and wages are fixed in the same manner as in other businesses - i.e., by awards and agreements under 
the Industrial Conciliation and Arbitration Act, 1925. 

The working-hours of employees are governed 
by the General Railway Regulations, in accor-
4ance with Article 27 of the Railway Act. . .... . 

The only statutory provisions peculiar to 
transport undertakings are Regulations laid 
down under the Transport Licensing Act for 
the control of driving-hours and wages of road 
services licensed under that Act and under the 
Motor Vehicles Act, 1924, for the control of 
driving-hours for trade motors. 

The Transport Licensing Act requires the 
keeping of time-books and also provides that, 
unless otherwise provided in the licence, the 
licensee shall pay every person employed by 
him to drive any goods-service or passenger
service vehicle used under the authority of such 
icence not less than the wages prescribed for 
such employee in any award or awards from 
time to time in force and made by the order of 
the arbitration court under the Industrial 
Conciliation and Arbitration Act, 1925. This 
condition applies in respect of all licences, 
whether or not the licensees or their employees 
are parties to such award or not. 

New regulations as regards hours of service 
and rest for professional drivers of motor vehicles 
are in preparation. 



Netherlands 
Indies 

The conditions of service must be authorised by 
the Minister of the "Waterstaat ". 

Hitherto, there have only been regulations 
for motor-coach drivers. [See Royal Decree of 
July 31st, 1881 (Legal Gazelle, No. 121), recently 
modified by the Decree of August 13th, 1932 
(Legal Gazelle, No. 438.] 

The regulations for insurance against sickness, accidents and old age in all undertakings also apply to all transport undertakings. 

The Director of Traffic and of the "Water~ 
staat " lays down general rules as regards hours 
of work and rest for categories of employees for 
whom he considers it necessary to fix such 
rules in the interests of the service and of traffic 
security. In fixing these rules, he may depart 
from the provisions on labour contracts con
tained in the Civil Code of the Netherlands Indies 
(first three paragraphs of Article 1602 v), on 
condition that the number of days of rest is not 
less than fifty-two per annum. 

The manager of .the railway company must 
submit his regulations on hours of work a11d rest, 
drawn up in conformity with the rules of the 
Director of Traffic and of the "Waterstaat ", 
to that Director for approval. 

If the manager of the railway company and 
the Director of Traffic and of the" Waterstaat" 
cannot agree whether regulations are necessary 
for a certain category of employees, or on the 
contents of the regulations, the matter shall be 
decided by the Governor-General. 

Managers of railway companies may depart 
from the regulations regarding hours of rest and· 
work drawn up by the Director of Traffic and 
of the "Waterstaat" or by the Governor
General if the exigencies of the service or the 
safety of the traffic require it, and if such 
departure could not have been prevented by other 
measures .. Any such departure must be entered 
in a special register which must be sent monthly· 
to the chief of the railway supervision service. 

The Director of Trame and of the "Water-' 
staat " may allow exceptions to the rules on 
hours of work and rest fixed by him or by the 
Governor-General. 

* * * 
Working-hours of public motor omnibus and 

lorry drivers may not exceed twelve hours a 
day. In special circumstances, the overseer 
may authorise work not exceeding twenty-four 
hours in two days. If, however, the two periods 
of service mentioned above have altogether 
exceeded twenty-four hours, the excess must be 
deducted from the allowable maximum of 
twenty-four hours. 

Not more than two hours of rest may be 
deducted in calculating hours of work. 

At least one hour must be allowed for a meal 
during working-hours. 

During a working-day, drivers of public 
motor-omnibuses may not drive for more than 
eight hours. After driving for four consecutive 
hours, drivers must be given at least half an 
hour of rest. Drivers of public lorries may not 
drive more than ten hours during a working
day. 

Drivers of public motor-coaches are entitled 
to at least two days of rest per month. For 
every ten days of work which the driver has 
missed owing to sickness or leave, one day of 
rest may be deducted. 

The owner or user must post up in all garages, 
workshops and offices where he carries on his 
business, in a place accessible to the employees, 
the approved rules regarding working and rest 
hours in Dutch and in a native language com
prehensible to all employees .. 

Inland navigation of no importance. 



Poland 

Roumania 

A.5. 

Railway Road Inland navigation 

The conditions of employment of persons engaged in all kinds of transport undertakings are regulated by legislative provisions. 

In view of the exceptional importance to the 
public and the business community of railway 
communications, the labour of persons employed 
on the State Railways and on the private rail
ways managed by the State Railways is regu
lated somewhat differently from the labour of 
persons engaged on private railways not man-
aged by the State Railways, or in other transport 
undertakings. 

With the exception of persons employed 
under a labour contract, the service relations of 
the employees of the State Railways are 
regulated by special provisions. The relation 
is one of public law. 

In all forms of transport undertakings other than the State Railways, employment (engagement 
and discharge, ban on competition, remuneration of intellectual and manual workers) is regulated 
on a contractual basis (private law), hut the terms cannot be less favourable than under the current 
provisions of the labour contract. 

Provisions exist dealing with safety measures and labour hygiene, the prevention and cure of occupational diseases, the work of young persons and 
women, and hours of employment. They are also applied in all the various forms of transport undertakings, but with certain modifications due to 
the nature of transport work. There are, in addition, provisions regarding holidays for persons engaged in industry and trade, labour tribunals, labour 
exchanges and unemployment insurance. These regulations apply to the personnel of transport undertakings also, with the exception of those members 
of the staff of the State Railways whose employment is governed by the rules of public law and who, in the above matters, are subject to special 
regulations. 

Railway personnel is governed by a special 
law - ("Statutes of the Roumanian Railway 
Personnel" and "Workers' and Artisans' 
Statutes ") - which defines the rights and 
obligations of all railway personnel. 

No information available. The laws governing work in harbours and on 
hoard vessels are : Law for the Organisation of 
the Mercantile Marine ; Law for the Organisation 
of Labour in Harbours ; International Conven
tion respecting Compulsory Medical Examina
tion of Children and Young People in Employ-

. nient ; Convention respecting Compensation for 
Unemployment resulting from Shipwreck; Con
vention respecting the Minimum Age for the 
Employment of Young People as Trimmers or 
Stokers; Law for the Protection of Women and 
Minors in Employment. 



Siam 

Sweden 

Furthermore, work in harbours and on board 
ship is regulated by a series of general laws such 
as the Law on Social Insurance, the Law on 
Labour Cpntracts, the Law for the Settlement of 
Labour Disputes, etc. 

There is no special legislation relating to labour regulations m transport undertakings. 

The law on the restriction of working-hours 
applies, with certain modifications, to service 
on the railways ; for minors and workshop 
employees, the existing collective agreements 
apply. 

According to the law, every workman, unless 
otherwise provided, is insured in the State 
Insurance Institution against injury resulting 
from industrial accidents. The Swedish Rail
waymen's Union has also a collective accident 
insurance policy. 

In the case of both State and private railways, 
there are special provisions according to which 
the staff receive certain wages during sickness 
and are granted cheap hospital treatment (the 
railway administration paying two-thirds of the 
cost). Special provisions are applicable to the 
State Railways in this respect. 

As regards holidays, a fixed plan is followed 
in the State Railways. In the private railways, 
this question is settled in each individual case, 
a certain procedure being followed. 

Pensions are paid to the staff of the State 
Railways in accordance with the usual State 
provisions regarding pensions to individuals 
and their families (the officials paying one-third 
of the cost of the pensions and the State two
thirds). A special Pension Fund has been 
started by the private railways, which pays out 
pensions to employees and their families. The 
private administrations, however, contribute 
considerably less to the pensions than the State. 

The traffic permits provide that drivers on 
duty may not, as a rule, work for more than 
thirteen hours, including rests, out of twenty
four consecutive hours, but the authority grant
ing the traffic permit may restrict the hours of 
work still further. 

The driver of a motor-car in regular traffic 
must have obtained a special permit (driving 
licence) and have attained the age of 21 years. 

In other respects, the same regulations as in 
other occupations are applicable mutatis mutan
dis. 

The Shipping Law and subsidiary regulations 
contain provisions regarding hours of work, 
meals, sickness, etc. The provisions, to a great 
extent, follow those laid down internationally. 
The inspection of quarters on board coincides 
with the inspection of the vessels. Insurance 
against industrial accidents is provided for by 
law. There are legal provisions regarding the 
number of officers on board, but not regarding 
crews ; the number of the crew is generally fixed 
in accordance with practice on the basis of 
agreements with the trade unions. In the case 
of disasters at sea, the owners have a certain 
obligation to pay compensation to the families 
of the victims. 



A.5. 

Railway Road Inland navigation 

Czechoslovakia In all transport undertakings conducted on an industrial basis, the hours of effective work must not, in principle, exceed eight in the day and a 
maximum of forty-eight in the week. This rule also applies to undertakings managed by the State. The following exceptions to the general rule must, 
however, be noted : 

In public transport undertakings, the normal daily hours may be exceeded for certain categories of workers wherever the employee is liable to have 
to remain for a longer period at his post(" on call "),without having to perform more than six hours of effective work in the day. 

Transport undertakings are also empowered to take a four-week period as a basis for calculating hours of work, provided the total hours worked in 
that period d6 not exceed 192. Night-work is allowed in transport undertakings. · 

Special provisions exist for regulating the 
hours of drivers of motor vehicles. 

Their effective hours must not, in principle; 
exceed eight in each period of twenty-four 
hours, or a maximum of fourty-eight in the 
week. After five hours of continuous work at 
most, they must be given a rest period of at 
east fifteen minutes, and after three hours of 

continuous driving of a motor vehicle at most, 
a pause of ten to fifteen minutes. Driving is 
deemed to be continuous, even if stops have 
occurred, provided the latter do not exceed 
fifteen minutes altogether. Drivers must be 
granted once a week an unbroken rest period of 
thirty-two hours at least. 

Drivers of motor vehicles employed at, and 
residing on, the employer's premises, and 
engaged for a period exceeding one month, or 
carrying out tasks of a personal character, 
must be granted twelve hours of rest in every 
twenty-four hours, of which eight at least must 
be continuous rest during the night and half an 
hour must coincide with the noon period. 
Departures from the night rest principle are 
only allowed in individual cases of paramount 
urgency occurring at irregular intervals. At 
least once in every week, drivers must be given 
an unbroken rest period of eighteen hours, 
which should generally cover Sunday. Work 
on Sunday must be compensated by an appro
priate rest period during the week. 



Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

The railways are governed by special legisla
tion. 

Suitable rest periods for drivers of motor 
vehicles belonging to the Czechoslovak State 
Railways undertaking are provided for by the 
Minister for Railways, after consultation with 
the workers' representatives (delegate com
mittees) and in agreement with the Minister for 
Social Welfare in so far as the latter is called 
upon by the relevant legislation to collaborate 
with the Minister for Railways. 

With regard to motor transport, there are no 
special laws. New regulations are in preparation. 

No inland navigation. 

The hours of work and the leisure of workers in railway, motor and river transport undertakings are governed by law. 
For workers in the three transport categories under consideration, the working-day is as follows : 
Seven or eight hours for manual labourers; a shorter working-day (six or seven hours) for workers occupied in particularly trying or unhealthy forms 

of labour; six hours for intellectual workers and office-workers, and also for all workers between the ages of 16 and 18 ; four hours for adolescents 
between the ages of 14 and 16. 

All workers without exception are allowed paid holidays. 
In addition to the usual annual holiday of twelve to twenty-four working-days (without counting rest days), certain workers have extra holidays. 

Additional holidays for a period of twelve days are granted to workers in specially trying occupations, in particular : engine-drivers and assistant 
engine-drivers ; firemen on locomotives and stokers on board ship ; lorry and omnibus drivers. 

Railway, motor and river transport workers who have been employed in the same undertaking for more than two years obtain three extra days of 
holiday each year. 

In addition to the grants made in the case of temporary loss of working capacity, childbirth and burials and the pensions in case of the invalidity 
or death of the head of the family, transport workers have the right to old-age pensions independently of their working capacity. 

No information available. No information available. No information available. 



B. Possible Variations of the Regime described under " A ". B. 1, 2, 3, 4 and 5. 

1. Does this regime depend on the length of the route and, if so, under what conditions? Does it apply solely to transport as from a certain distance and, if so, 
what distance ? 

2. Does it depend on the geographical situation of the route as compared !with the existing lines of other means of transport (routes competing with existing 
lines, routes feeding existing lines, etc.) ? 

3. Does it depend on the category or quantity of the goods carried by a given means of transpol'i and, if so, what is this category or quantity ? Are certain 
goods reserved for a given means of transport ? 

4. Does the regime also apply to transport for account of industrial or other undertakings effected by their own vehicles or boats ? 
5. Are there any other special conditions relative to the application of this regime ? 

Union of South 
Africa 

Railway 

1. Not applicable to railways. 

2. No. 

3. See replies to questionnaire on road 
transportation. 

4. All railway vehicles are the property of 
the State-owned organisation. In regard to 
other vehicles, see replies to questionnaire on 
road transportation. 

Road 

1. See reply to 2. 

2. Depends entirely on the geographical 
situation of the route in relation to rail or other 
routes over which transportation is being 
carried on. 

Due regard is had to the transportation 
requirements of the public along the route, 
wherever it is proposed to operate, and to the 
question whether those requirements are or can 
be satisfactorily met by existing transportation 
facilities. 

3. Vehicles engaged in motor carrier trans
portation may be restricted to the conveyance 
of particular class or classes of goods or 
passengers. See also reply to 4 and 5. 

4. " Motor carrier transportation " means 
the conveyance of any persons or any goods on 
any proclaimed. transportation road by means 
of a motor vehicle : 

(a) For reward, or 

(b) In the course of any industry, trade 
or business of whatever nature; or by means 
of a motor vehicle the use whereof has been 
obtained for reward. 

Inland navigation 

No inland navigation. 



5. No. 

The conveyance by traders and manufacturers 
of their own goods by means of their own vehicles 
is gener;tlly restricted to the magisterial district 
within which their place of business is situate. 
In certain urban areas, however, the radius is 
extended to include two or more adjoining 
districts. In the areas described, the Board or 
local board, as the case may be, shall grant 
exemption from the obligation to take out a 
motor carrier certificate. See also reply to 5. 

5. Exemption from the obligation to take 
out a motor carrier certificate shall also be 
granted 

(a) · For the conveyance of goods within 
the Union of South Africa by one or more 
commercial travellers to some place or other 
to exhibit them, if such goods are not sold or 
offered for sale. 

(b) For the conveyance of newspapers by 
means of a motor vehicle belonging to the 
publishers of such newspaper : within a radius 
of 200 miles from the place where such 
newspaper is published. 

(c) For the conveyance by a building 
contractor of his own scaffolding and building 
plant, by means of a motor vehicle belonging 
to him :within a radius of 100 miles from his 
place of business. 

(d) For the conveyance of goods which, in 
the opinion of the Board or local board con
cerned, must necessarily be conveyed by a 
motor vehicle, by their seller for delivery to 
their purchaser, or by their purchaser on their 
removal from the place where he purchased 
them, or by their owner to a place where 
he intends to sell, use or store them, by 
means of a motor vehicle belonging to · 
such seller, purchaser or owner : within a 
radius of 100 miles from the place of such 
seller, purchaser or owner. 



Union of South 
Africa 
(continued) 

Argentine 
Republic 

Australia: 
Common

wealth 

Western 
Australia 

Railway 

1, 2, 3, 4 and 5. No information. 

1, 2, 3, 4 and 5. The activities of the 
Commonwealth Railways are confined to trans
port by rail. 

1, 2, 3, 4 and 5. No information. 

Road 

(e) For the conveyance by an oil company 
of petrol in bulk by means of a motor vehicle 
belonging to such company and designed or 
intended for the conveyance of petrol in bulk : 
within a radius of thirty miles from a bulk 
petrol depot of an oil company. 

1, 2, 3, 4 and 5. No information. 

• * * 

1. There are no definite rules ; each case is 
treated on its merits, although, in many cases, 
distance is given consideration (e.g., the opera
tion of road vehicles is usually authorised up to 
35 or 40 miles for transport of perishable goods). 
On the other hand, road transport is authorised 
to operate to and from areas remote from railway 
facilities, irrespective of distance. 

2. Geographical situation in comparison of 
existing services (e.g., railways) is taken into 
consideration. 

3. The category and quantity of goods are 
considered, but there is no fixed rule. Certain 
perishable goods, such as milk and cream, 

B. 1, 2, 3, 4 and 5. t;S 
~ 

Inland navigation 

1, 2, 3, 4 and 5. No information. 

There are no navigable waterways. 



South 
Australia 

New South· 
Wales 

fruit, export lambs, are conveyed by road 
vehicles, but mainly to the nearest market or 
factory only. 

4. No information. 

5. There are no definite conditions. As 
stated above, each case is dealt with according 
to its particular circumstances . 

• • • 

I, 2, 3, 4 and 5. The Government policy with respect to road transport, outlined in reply to 
questions under "A", is not specifically set out in legislation. The machinery is provided by the Road 
and Railway Transport Act, but the policy is left always entirely to the discretion of the Transport 
Control Board. The policy that has been adopted is based both on a consideration of the interests 
of the State Railways, and also on the convenience and advantages of road transport. The main 
object of the Board is to prevent unnecessary duplication of transport and economic waste. Where 
the railway service is considered adequate, road transport for hire is not permitted, but permits are 
granted in special circumstances, such as the urgency of delivery, the unsuitability of the railway 
time-table, the perishable nature of the goods, and, in rare cases, such as contracts, the cost of 
transport. Goods services in competition with the railways are licensed for distances up to 25 miles, 
because of the facilities which motor transport offers for door-to-door delivery, with a minimum of 
handling, and the consequent cheaper cost. 

In some instances where the railway route is circuitous, road transport by a direct road is 
permitted. Licence_s and permits are readily granted on controlled routes which feed the railways. 
Liqmsed carriers are prohibited from carrying certain heavy goods, such as wheat, artificial manures 
and firewood, which are carried by the railways a:t very cheap rates, and also wool, which is taken 
to the nearest railway-station. The Road and Railway Transport Act applies only to persons who 
carry goods for hire. The Board has no -jurisdiction over persons who carry their own goods . 

• * 0 

I, 2, 3, 4 and 5. The application of the regime referred to in " A " depends upon the efficiency of 
the particular means of transport for the service required. This is determined by relation to the 
extent to which the Railways are able to perform the service both in respect of the geographical 
situation and the particular class of goods. The requirements apply to vehicles used by industrial 
or other undertakings in the course of trade or business. 

* •• 

The regime described under " A " is not 
subject to any of the reserves mentioned in 
points I to 5 of the questionnaire. 



Australia 
(continued}: 
Queensland 

Tasmania 

RaUway Road · 

1. The application of the provisions of.the State Transport Act does not depend on the length 
of the route, but goods vehicles running on routes parallel to the railway system in excess of a 
distance of 15 miles from the point of commencement come within the ambit of the regulations. 

Where the route is short, however, or where vehicles are only operating to a limited time-table or 
where there are other special circumstances, fees less than the maximum fees are fixed by the State 
Transport Board. 

2, 4 and 5. See exemptions in answer to points A.1 (a) and (b), page 12. 

3. The regime des<'ribed under " A " does not depend either on the category or the quantity of 
the goods carried. No goods are reserved for any given means of transport. 

1, 2, 3, 4 and 5. No information. 

* * * 

1. In addition to the exceptions described 
in answer to points A .I (a) and (b), page 15, 
the following provisions are also in force : 

A passenger vehicle may be licensed as a cab 
(a vehicle which plies for hire in the street and 
seats not more than seven persons}, a coach 
(a vehicle which is used to conduct a regular 
service between two points at separate fares), 
a hire car (a hire car is a vehicle which seats not 
more than seven persons and does not ply for 
hire in the street or is not used to conduct a 
regular service}, or omnibus (a vehicle which 
seats more than seven persons and is not used to 
conduct a regular service between any two 
points). 

Goods-carrying vehicles may be licensed as a 
van (a vehicle which plies for hire in the street}, 
cart (a vehicle which does not ply for hire in the 
street or is not used to conduct a service between 
two extreme points}, or carrier (a vehicle used to 
conduct a goods transport service between two 
extreme points). 

B. 1, 2, 3, 4 and 5. 

Inland navigation 

There is no inland navigation. 

1, 2, 3, 4 and 5. No information. 



Cabs, carts, omnibuses and vans are licensed 
for use in one way traffic area only. Coaches 
and carriers are licensed for use on a specified 
route. Hire-cars may be licensed for one way 
traffic area or for the whole State. 

Traffic areas are defined in the following 
manner : Certain railway lines are selected as 
being essential to any system of transport, and 
the areas are so defined from a knowledge of 
local conditions that the use of a vehicle in one 
area is only reasonable competition with such 
essential lines. Each vehicle is required always 
to keep affixed a licence-plate and area-plate 
issued by the Department. These plates pro
vide a ready means of checking 95% of all 
transport without inquisitorial inspection and 
permit the owners to use their vehicle within the 
limits allowed by their area with full freedom, 
unless some special condition is attached to the 
licence. This sorts out the remaining 5%, 
which compete with the essential railway ser
vices, for special consideration. 

Coaches and carriers require to carry licence
plates and route-boards. Permits for the use 
of vehicles outside the area for which they are 
licensed are issued on payment of 8 1 / 3 % of 
all fares or freights chargeable for the journey. 
Such permits are issued when suitable or 
sufficient rail service, or public vehicles licensed 
for the route, are not available. 

Applications for vehicles to run in more 
than one traffic area are dea!L with on the merits 
of each case. Coaches are licensed where train 
services are unsuitable, to provide additional 
services at times or over areas not adequately 
served by railways, or as alternative means of 



Australia 
(continued): 
Tasmania 

(continued) 

Victoria 

Austria 

Beigium1 

B. 1, 2, 3, 4 and 5. ~ 

Railway 

Questions 1 to 5 apparently do not relate 
to the Railways of the State. 

Road 

transport in the public interesL. Fares and 
time-tables are fixed in such cases, and the 
passenger and freight tax, as previously men
tioned, is collected. 

2 and 3. No information. 

4. Vehicles used for industrial or other 
undertakings carrying their own goods are not 
subject to licensing. 

5. No information. 

* * * 
I, 2, 3, 4 and 5. No information. 

I, 2, 3 and 5. The regime described under "A~· is subject only to the reservations mentioned 
below under point 4. · 

4. Private lines built by undertakings for their own account only (industrial lines) are also· 
subject to the approval of the public authorities. Motor transport for the account of industrial 
undertakings is not, in general, subject to any special authorisation ; it requires an authorisation 
from the Federal Ministry of Commerce and Communications, however, in the case of communica~ 
tions adequately ensured by a public railways undertaking, if the distance covered exceeds 100. 
kilometres measured from the usual parking-place of the vehicle. · · 

Inland navigation 

Inland navigation of no importance. 

The regime described under "A "is also applied, ·mutatis mutandis, to private railways and to transport carried out for industrial and other under
takings by motor vehicles or vessels belonging to such undertakings. 

I. The length of the route does not affect the regime except in the case of the carriage of goods 
by road. 

2, 3, 4 and 5. No information. 

1 See A. I (a) and (b), page 18. 

As regards the carriage of goods by road, the 
following are not, in fact, subject to authorisa
tion, and must simply be provided with a 
" transport plate " an~ " transport certificate " : 

Transport within the precincts of maritime 
or river ports - viz., transport from or to 

1, 2, 3, 4 and 5. No information. 

(X) 



quays and warehouses, shops and yards in 
the ports, provided that the length of the route 
does not exceed 15 kilometres in a direct 
line in the case of maritime ports, and 
10 kilometres in the case of river ports ; 

Short distance transport - viz., transport 
within a radius of 10 kilometres from the 
centre of the commune in which the carrier's 

. headquarters are situated. 

2. Decisions as to the approval or rejection 
of any new means of transport depend mainly 
on public utility. New proposals are usually 
rejected when the existing public transport 
services are adequate for traffic requirements 
on the routes on which the proposed transport 
service would operate. 

' 3. Cases of this kind occur only in connection 
with the regulations on the carriage of goods 
by motor vehicle, which do not cover the 
following : 

The carriage of postal telegrams and postal 
parcels; 

The transport of corpses ; 
Occasional transport in an emergency ; 
Transport by means of : 

Private motor-cars ; . 
Industrial chassis certified for the trans

port of persons ; 
Two-wheeled self-propelling vehicles, 

including motor-cycles, and three-wheeled 
self-propelling vehicles the tare of which 
does not exceed 350 kilogrammes ; 

Trailers or side-cars drawn by the 
vehicles specified in the preceding para
graph. 

4. The regulations do not cover the follow
ing: 

The carriage of goods by motor vehicle, if 
Lhe carrier can prove that the goods trans
ported are his own ·property, or goods for the 
purpose of his trade, industry or undertaking; 



Belgium 
(continued) 

Brazil 

United 
Kingdom 

Railway 

1, 2, 3, 4 and 5. There are no reservations to 
be made as regards the regime described under 
" A " ; it is in general application throughout the 
country and for all land routes open to public 
traffic, whatever the quantity of the traffic. 

1, 3 and 4. The regime described under 
"A "is only subject to the reservations indicated 
in points 2 and 5 below. 

· Road 

Motor-bus or motor-coach services arranged 
by an employer for the sole use of his staff 
or family. 

5. In an emergency, or when there is a need 
for an occasional goods service by road which 
cannot normally be provided under existing 
authorisations, a special authorisation may be 
issued, valid solely for the carriage of the goods 
in question and for a period fixed in each 
particular case. 

In this connection, motor-bus and motor
coach services organised on account of unfore
seen events, or to make up for the temporary 
inadequacy or provisional or accidental suspen
sion of public transport services, are not covered 
by the legislation on passenger transport by 
road. 

1, 2, 3, 4 and 5. The regime governing road 
transport does not depend on the length of the 
route, the nature of the transport, or on any 
other factor. 

1. Passenger services. -The route on which, 
and the conditions under which, a service of 
stage or express carriages is to be operated is 
left to the discretion of the Traffic Commission
ers, who are required to have regard to certain 
considerations, such as the suitability. of the 
route, the extent to which the service is 
necessary or desirable in the public interest, the 
extent to which the needs of the proposed route 
are already adequately served, and the co
ordination of all forms of passenger transport, 

B. 1, 2, 3, 4 and 5. 

Inland navigation 

. 1, 2, 3, 4 and 5. The regime described 
under " A " is not subject to any of the reserva
tions mentioned in points 1 to 5 of the question
naire. 

1. The regime is applicable to all under
takings, irrespective of length. 



2. Existing operators have the right to be 
heard in opposition to applications for the 
authorisation of new railways. 

Tramways. - Existing operators have the 
right to be heard in opposition to applications 
for the authorisation of new routes. 

including transport by rail. There is no such 
control over the operation of contract carriages. 

Goods services. - There is no control over the 
length of route operated by goods vehicles, 
except that vehicles operated under "B " 
licences may, in the discretion of the area 
licensing authorities, be restricted as to their 
use for the carriage of goods for hire or reward. 

2. Passenger services. - The Traffic Com
missioners are empowered to decide if, in view 
of the geographical situation of the route as 
compared with the existing lines of other 
means of transport, it is necessary to make 
variations. In such a case, the considerations 
mentioned in point 1 above are to be borne in 
mind. 

Goods services. - When deciding whether or 
not to grant "A " and " B " carriers licences in 
so far as they authorise the carriage of goods for 
hire or reward, the licensing authorities arc 
required to have regard primarily to the interests 
of the public generally, including those of 
persons requiring as well as those of persons 
providing facilities for transport. They are also 
required to take into consideration any objec
tiOns wnicn may be made by persons who are 
already providing facilities, whether by means 
of road transport or any other kind of transport, 
for the carriage of goods for hire or reward 
in the district, or between the places which the 
applicant intends to serve. 

3. The first part of this question is covered 
by the answers to 1 and 2 above. There is no 
reservation of particular classes of goods to a 
particular means of transport. 

4. The carriage of goods in connection with 
the class trade or business requires the vehicle 
to be authorised under a "B " or " C " licence. 
There is no restriction on the extent to which 
vehicles may be used for this purpose. 

2, 3 and 4. No information. 



United 
Kingdom 
(continued) 

Bulgaria 

Railway 

5. Railways, tramways and trolley vehicles. -
Operation is subject to the observance of 
regulations made by the Minister of Transport 
for securing the safety of the public and for 
regulating the use of electrical power. 

The regime described under " A " does not 
depend on any of the reservations mentioned in 
points 1 to 5 of the questionnaire. 

------------

Canada 1. Many freight rates are related to distance. 
Some rates are issued to meet the competition 
of other services ; in this case, mileage is often 
disregarded. 

2. The regime described under " A " depends 
on the geographical situation of the route as 
compared with the existing lines of other means 
of transport ; geographical location does have 
a bearing on rates; for example, freight rates 
and passenger fares in British Columbia are, 
generally, higher than in other parts of Canada. 

3. The regime described under " A " depends 
on the category and the quantity of goods 

Road 

5. Passenger vehicles. - There are no other 
special conditions of importance, but as respects 
services of stage or express carriages the Traffic 
Commissioners can attach to the road service 
licence such conditions as _they may think 
desirable to ensure the safety and convenience 
of the public. 

Goods vehicles. - The system of carriers 
licences has been utilised as an additional means 
of enforcing certain safety regulations such as 
those relating to the speed of vehicles and the 
maximum hours of driving. For this purpose, 
the operators of goods vehicles are required 
to keep records of drivers' hours, of journeys 
performed and of goods carried, including the 
maximum weight of goods at any one time. 

The regime described under " A " does not 
depend on any of the reservations mentioned 
in points 1 to 5 of the questionnaire. 

The regime described under " A " does not 
depend on any of the reservations mentioned in 
points 1 to 5 of the questionnaire. It does not, 
however, apply to transport made for account of 
industrial or other undertakings effected by 
their own vehicles, but it is under consideration 
in some provinces. 

B. 1, 2, 3, 4 and 5. 

, Inland navigation 

5. There are no special conditions relative 
to the application of the regime described 
under " A ". 

No information. 

The regime described under " A " does not 
depend on any of the reservations mentioned in 
points 1 to 5 of the questionnaire. Transport 
by water is subject to the conditions of the 
Canadian Shipping Act and of the Water 
Carriage of Goods Act. 



China 

, ,. • .f 

transported. Freight rates often depend on the 
class. established by the Canadian Freight 
Classification and also are generally higher for 
less than car-load than for car-load quantities. 
In the past, practically no commodity rates 
were established for less than car-load business, 
but, owing to the competition of trucks. in 
recent years, some modification of this general 
rule has been necessary. 

4. The regime applies also to transport for 
account of industrial or other undertakings 
effected by their own vehicles. 

5. There are no special conditions reiatJve 
to the application of the regime described under 
"A". 

1. As the Railways are governed by law and 
by the railway regulations, the regime cannot 
vary according to the length of the route. 

2. Nevertheless, in order to maintain fair 
competition and facilitate the joint development 
of certain routes owing to their special geograph
ical situation, the companies are allowed either 
to fix special tariffs or to co-ordinate their 
transport with river, road or air transport 
companies. 

3. Special tariffs may be granted for the 
transport of goods of national economic impor
tance, provided that the carriage of a specified 
quantity of such goods is guaranteed each year. 

Up to the present, no goods have been 
reserved for a given means of transport. 

4. The Ministry of Railways has no supervi
sory powers over vehicles or boats belonging to 
private individuals. 

Private individuals or companies may, how
ever, provided they comply with the " Regula
tions for Private Railways ", open railway lines 
for their agricultural, industrial or mining 
undertakings, such railways being placed under 
the direction and control of the Ministry of 

The regime described under " A " does not 
depend on any of the reservations mentioned 
in points 1 to 5 of the questionnaire. However, 
as regards point 2, see answer given opposite for 
railways. 

The regime described under " A " does not 
depend on any of the reservations mentioned in 
points 1 to 5 of the questionnaire. However, as 
ugards point 2, sec answer given opposite for 
railways. 

4. This regime is also applicable to transport 
effected for account of industrial undertakings 
by their own means for purposes of gain. 



China 
(continued) 

Ecuador 

Estonia 

United States 
of America 

B. 1, 2, 3, 4 and 5. 

Railway Road IQiand navigation 

Railways. Under the "Regulations for the 
Operation and Repair of Private Branch Lines 
connected with the State Railways ", the 
construction of such branch lines for private 
use is also allowed. These branch lines are 
likewise placed under the direction and control 
of the Ministry. The railways and branch 
lines in question may be used only for the 
purposes for which they are intended. 

5. The organisation and administration of 
private and public railways which are not 
State owned are under the supervision of the 
Ministry of Railways, while the State Railways 
are under the direct authority of that Ministry. 

I, 2 and 3. There are no variations of the regime described above. The rates for motor-coaches, motor-omnibuses and steamships vary according 
to distance, due account being taken of competition and the requirements of trade. There are special regulations governing the carriage of certain 
goods -e.g., explosives, inflammable substances, etc., capable of causing damage that may increase the consignor's risks. 

4. The transport regime in force applies alike to State undertakings and to private undertakings of every description. 
5. There are no other special conditions worth mentioning relative to the application of this regime. 

I, 2, 3 and 5. The regime described under "A" is only subject to the reservations described in point 4 below. 
4. On a railway line belonging to a factory, 4. Industrial and commercial undertakings 4. . The regime does not apply to transport 

the transport of the factory's goods is free. do not need an authorisation to transport their effected by industrial and commercial under-
goods by their own means of transport. takings by their own means. 

I. Certificates of convenience and necessity to construct and operate a system of transport are not limited by law to a given length of route, but 
the definitive certificates usually specify the terminals between which the route is to extend. 

2. Competition with existing lines and potential volume of traffic to be delivered to connecting lines are elements that may be considered in 
connection with an application for a certificate. 

3. There is no limit on the kind or quantity of goods that may be carried by a given means of transport. 

4. Generally, the industries may effect transport of their own goods in their own vehicles without being subject to common carrier regulation 
if they do not serve the public. Such private carriers may be subjected to some safety measures as provided in the Motor-carrier Act of I935. 

5. A distinction is made between inter-State commerce subject to Federal regulation and intra-State commerce subject to State regulation, but 
in case of conflict, the former takes precedence over t.he latter. 



Finland 

France 

Greece 

1, 2, 3 and 5. The regime described under 
" A " is only subject to the reservation men
tioned under 4 below. 

4. There are no special provisions on this 
point ; anyone is free to transport his own goods. 

1. The regime depends on the length of the 
route to the extent that the granting of licences 
for local services differs from that for long
distance services. Licences for regular long
distance services are granted by the Ministry of 
Communications, and those for regular local 
services by the prefects of police. A local 
service is one of less than 30 kilometres. 

2, 3 and 5. The regime described under 
" A "is only subject to the reservations indicated 
in points 1 and 4. 

4. This kind of transport is free from all 
regulation. 

" 1, 2, 3, 4 and 5. No inform'~tion. 

1. The regime described under "A" is applied regardless of the route. 

2. The regime described under "A " does not depend on the geographical situation of the route. In its application, the need of converting 
competition between the various means of transport into co-operation, particularly as regards tariffs, is borne in mind, traffic being reserved for the 
means of transport to which it is best adapted, while as complete a collaboration as possible is encouraged between the main existing lines of transport 
and the services connecting with those lines. 

3. See under " Inland navigation ". 3. A provision on road services similar to 
that contained in the adjoining column " Inland 
navigation has been temporarily introduced by 
the decrees for the co-ordination of railway and 
road transport. Pending such co-ordination, 
no new public service may be established. All 
services operating on April 21st, 1934, have had 
to be reported, a new record has been made of 
their vehicles and, for the time being, the 
amount of traffic is restricted to what it was 
before that date. 

3. In order to reserve " miscellaneous goods " 
as far as possible for the railways, their transport 
by water requires preliminary authorisation 
from the Minister of Public Works. Such 
transport can only be effected by undertakings, 
companies or boatmen having effected such 
transport in 1932 and 1933 and only to the same 
amount (Decree of September 21st, 1934). 

4. No information available. 4. Road and water transport effected by an industrial or commercial undertaking by mea~s of 
its own vehicles or boats, for the purpose of transporting its personnel or goods belonging to ~t or 
forming part of its commerce, industry or services, are not governed by the public transport reg1me. 

5. There are no other special conditions relative to the application of the regime described under" A". 

1, 2 and 3. The co-ordinating regime does not depend on the length of the route, the geographical situation, the route, the category or quantity of 
the goods carried. It is based on the needs which have made themselves felt during the period of competition. In certain respects, co-operation 
is provided for on routes which feed railway lines ; and in other respects, on parallel routes. Co-operation is organised by the State according to 
the requirements of traffic and communications in the country. No goods are reserved for any given means of transport. 

4. Industrial undertakings in Greece are not sufficiently developed to possess private means of transport for their own traffic. 
5. There are no other special conditions relative to the application of the regime described under "A ". 

----------- ---------------



B. 1, 2, 3, 4 and 5. ~ 

Hungary 

India 

Railway Road Inland navigation 

1, 2, 3, 4 and 5. The regime described under " A "does not depend on any reservations. There are no special regulations. 

1, 2 and 3. Save as explained thereunder, the regime described under "A" does not depend on the length of the route. 
4. No information. 4. In so far as the question whether the regime applies to transport for account of industrial 

or other undertakings effected by their own vehicles or boats is concerned, see under A.l (a) and 
(b), page 25. 

5. State Railways are ow?ed by, and other railways controlled by, the central Government. With minor exceptions, road and inland waterways 
and the control of road and mland water transport are the concerns of provincial and State Governments. 

---~ ~ -------------------------------------------
Ireland 

Iceland 

Japan 

Latvia 

1, 2, 3, 4 and 5. The regime described under 
"A" is of general application. 

1, 2, 3, 4 and 5. In the case of road transport, 
the regime described under " A " is not applic
able to such business operated in " exempted 
areas" - i.e., circular areas of 10 or 15 miles 
radius around the more important cities and 
towns - as specified in the Road Transport 
Act, 1933. 

1, 2, 3, 4 and 5. In the case of canals, the 
regime described under " A " is of general 
application. 

The regime does not apply to transport of goods by the owner!J of such goods in vehicles or boats 
owned by them. 

Apart from these exceptions quoted above under "Road" and "Inland navigation", there are no exceptions from the application of the regime 
described under "A ", for reasons of geographical situation of the route, category or quantity of goods, or purpose for which the goods are intended. 

1, 2, 3 and 5. The regime described under 
" A " depends on the reservation mentioned 
under point 4 below. 

4. There are special regulations for transport 
effected for account of industrial undertakings 
by their own means. 

-------- ------------
1, 2, 3, 4 and 5. No. 

I, 2, 3, 4 and 5. The regime described under 
" A " does not depend on any reservation. 

1, 2 and 3. The regime described under 
" A " depends only on the reservation shown 
under point 4 below. 

4. With a few exceptions, the regime de
scribed under " A " does not apply to transport 
for account of industrial undertakings effected 
by their own means. 

5. No information. 

1, 2, 3, 4 and 5. The regime described under " A " does not depend on any reservation. 
------- ------------------------------------------~----
Liechtenstein . . No information. 

0> 



Lithuania 

Luxemburg 

Monaco 

Norway 

1, 2, 3 and 5. The regime described under 
" A " depends only on the reservation indicated 
under point 4 below. 

4. If rail transport is effected by services 
other than those of the railways, the above 
regime does not apply; it does, however, apply 
to transport effected in private trucks by the 
usual railway services. 

1, 2, 3 and 5. The regime described under 
" A " depends only on the reservation shown 
under point 4 below. 

4. The regime described under " A " applies 
to public railways, but not to private railway 
transport operated by industrial undertakings. 

1, 2, 3, 4 and 5. The regime described under 
" A " does not depend on any reservation. 

1, 2, 3 and 5. This regime does not depend either on the length or on the geogra;lJcal situation of 
the route ; taxation is based on turnover - that is, on the number of passengers and the quantity 
of goods carried. 

4. The operating tax on motor vehicles for 
personal or business use is 50% of the standard 
tax. 

1, 2 and 5, The regime described under 
" A " depends only on the reservations shown 
under points 3 and 4 below. 

3. The transport of goods by road is not 
regulated. The Traffic Code merely limits to 
140 kilogrammcs the useful load per centimetre 
of tyre width. 

4. The transport of goods by roads is not 
regulated. 

See A.l (a) and (b), page 27. 

Inland navigation of no importance. 

--------- -------·-· -------

1. The regime described under " A " does 
not depend on the length of the route. 

2. When called upon to decide whether an 
authorisation for the circulation of motor 
vehicles should be granted, in cases where such 
an authorisation is required (see A.l (b), 
page 28), the competent authority must take 
into consideration the interests of the other 
means of communication on the same or on 
adjacent routes. 

3. In taking a decision as mentioned in the 
previous paragraph, the competent authority 
may lay down complete or partial limits regard
ing the categories and quantities which may be 
carried in virtue of the authorisation - for 
example, the limitation of transport to passen
gers only, to goods only or to certain categories 
or quantities of goods. 

4. The regime docs not apply to transport 
for account of undertakings effected by their 
own means. 

Inland navigation of small importance. 



Norway 
(continued) 

New Zealand 

Railway 

• 

I, 2, 4 and 5. No information. 

Road 

5. In taking the decisions provided for in 
point 2, the competent authority may also 
make the authorisation subject to conditions 
other than those already mentioned - for 
example, conditions regarding the number qf 
vehicles which may be used and the number of 
journeys which may be made in a given time in 
the case of an authorisation to establish a regular 
service . 

I. The question of distance is only significant 
in the following cases : 

Town-carriers. - Carriers operating entirely 
within a borough, city or town area do not 
require a licence under the Transport Licensing 
Act, but obtain a " plying-for-hire " licence 
from the local authority. Their operations are 
restricted to an " exempted area " which is : 
In the four main centres, a defined area, in 
boroughs of 6,000 population and over, within 
a radius of 6 miles from the chief Post Office, 
and in other boroughs, within the borough 
boundaries. 

Taxis. - These obtain a plying-for-hire 
licence from the respective local authorities, 
and do not require a transport licence except 
in such instances as they desire to run a regular 
service and charge separate fares. 

2. Road transport goods licences in relation 
to railway lines. -There are two types of goods 
service licences, route licences and area licences. 

B. 1, 2, 3, 4 and 5. ~ 
00 

Inland navigation 

Inland navigation of no importance. 



Route licences. - In the past, road route 
licences have been granted to services in direct 
competition with the railway lines if considered 
necessary and desirable. The Government Rail
ways are now considering the purchase of these 
services from the private operator. · 

Area licences. - To provide a measure of 
protection to the railways, road area licences are 
restricted to carrying goods in competition with 
the railway for distances in excess of 30 miles, 
except for certain classes of goods which it is 
considered the road operator can handle to 
better advantage than the railway. 

Road passenger services in relation to railway 
lines. - Where considered necessary and desir
able, passenger services have been granted in 
competition with railway lines. Here the Rail
way Department has already purchased some 
of the road passenger services in competition 
with the railways, and an extension of this 
policy is possible. 

Road goods services in relation to each other. 
-Before a new licence is granted, the Transport 
Licensing Authority must consider the adequacy 
or otherwise of the existing services and whether 
it is in the public interest to grant another 
licence over that route or area. 

Road passenger services in relation to each 
other. - It is not usual to grant two licences 
over the same route, it being the Departmental 
policy to establish a controlled monopoly over 
all passenger road routes. Where two licensees 
operate over the same route, their time-tables 
are co-ordinated. 

3. The licensing system exempts only the carriage of newspapers. No classes of goods are 
reserved for a particular means of transport otherwise than is caused by the application of the 
"30-mile limit ". (See " Road ", 2, above.) 



New Zealand 
(continued) 

Netherlands: 
Home 

Territory 

Netherlands 
Indies 

Railway 

1, 2, 3, 4 and 5. The regime described under 
" A " does not depend on any reservation. 

1, 2, 3, 4 and 5. The regime described under 
"A " does not depend on any reservation. 

Road 

4. There is no control on truck owners 
carrying their own goods, although provision is 
madP. for the declaration by the Minister of 
Transport of any such service as a goods service 
subject to licensing under the Transport 
Licensing Act. This power has not yet been 
exercised and is reserved for border-line cases 
where the truck operator is endeavouring to 
avoid the provisions of the Act. 

5. There is a right of appeal for operators or 
applicants for licences to the Minister of 
Transport against the decision of the licensing 
authority. 

1, 2, 3, 4 and 5. The regime described under 
" A " does not depend on any reservation. 

* * * 
1, 3 and 5. The regime described under 

" A " depends only on the reservations shown 
in points 2 and 4 below. 

2. An authorisation may be refused if the 
extension of the means of transport would be 
liable to cause economic difficulties. 

4. Private lorries with a total authorised 
weight in excess of 200 kilogrammes, and public 
motor-omnibuses constructed so as to carry over 
1,000 kilogrammes of goods, do not, as a rule, 
require an authorisation. Nevertheless, such 
lorries and omnibuses require an authorisation 
to travel on routes on which, owing to the 
number of transport undertakings, the travelling 
of private lorries and omnibuses would involve 
serious economic difficulties. 

Authorisation may not be refused if the 
applicant proves that refusal would cause serious 
damage to his undertaking. 

B. 1, 2, 3, 4 and 5. 

Inland navigation 

1, 2, 3, 4 and 5. The regime described under 
" A " docs not depend on any reservation. 

Inland navigation of no importance. 



Poland 

Roumania 

I and 2. No information. I and 2. Concessions are required for the 
commercial transport of passengers and goods 
by motor vehicles irrespective of the length of 
the route (distance) covered by the transport, 
except in the case of commercial transport of 
goods by motor vehicles in the territory of a 
single commune, for which no concession is 
required. 

Transport policy aims at apportioning com
mercial services by motor vehicles in such a 
way as to serve those routes also which are 
inadequately served by other means of com
munication, and so that the motor service links 
up with other means of communications (feeder 
lines). On routes served by the railway, no 
obstacles are offered to the creation of a com
mercial motor service. Only in the case of 
long-distance traffic routes served by the rail
way is a certain limitation placed on the amount 
of the tonnage of the motor-lorries, with a view 
to co-ordinating the operation of existing traflic 
facilities. The above restrictions,- however, are 
only applied on a few traffic routes. 

I and 2. No information. 

3. The transport of certain goods is not reserved for particular means of transport, nor do certain means of transport have a given quantity of goods 
fixed as the only amount which they can transport (regulation of the quantity of goods transported). . 

4. No transport restrictions are imposed on industrial or commercial undertakings or ~n agricultural and forestry enterprises effecting transport 
solely for their own requirements and with their own means of transport. 

5. No information. 5. No information. 5. No information. 

1. Tariffs are generally fixed according to 
the kilometric distance, the minimum distance 
being 5 kilometres. 

2. A very small number of special tariffs 
exist to fight competition from other means of 
transport. 

3. Tariffs are fixed, as regards the quantities 
of goods carried, by dividing the different 
transport rates into three categories : under 
5,000 kilogrammes, from 5,000 to IO,OOO kilo
grammcs, and over IO,OOO kilogrammes. 

I, 2, 3, 4 and 5. No information. 1. There are no conditions as regards the 
distance traversed. 

2. The regime under " A " applies to all 
Roumanian waterways. There is no com
petition between railways, road transport and 
inland shipping. 

3. The regime is the same for all categories 
and quantities of goods. 

Explosives and inflammable material trans
ported in accordante with the conditions pro
vided in the International Police and Navigation 
Regulations constitute an exception. 



Roumania 
(continued) 

Siam 

Sweden 

Railway 

4. There are at present special station tariffs 
for industrial transport firms encouraged by the 
law for the purpose of developing national 
industries. 

5. No information. 

1 3 and 5. The regime described under 
" A'" depends only on the reservations indicated 
in points 2 and 4 below. 

2. Account is taken of the geographical 
situation of the route as compared with the 
existing lines of other means of transport, in 
deciding upon concessions. 

Road 

1. Omnibuses pay a route licence fee by the 
kilometre according to road classes, of which 
there are three. Above 50 kilometres there is a 
reduction of charge to a descending scale. 

2, 3 and 5. The regime described under 
"A " depends only on the reservations shown 
in points 1 (above) and 4 (below). 

B. 1, 2, 3, 4 and 5. ~ 

Inlm:~d navigation 

Certain categories of goods, in particular those 
which are cheap and fairly heavy, are usually 
sent by water, but there are no special regula
tions governing the matter. 

4. The same regime is applied in the case of 
transport effected by shipping companies and 
transport effected by the undertakings concerned 
with their own boats. 

5. There are no other special conditions 
relative to the application of this regime. 

1, 2, 3 and 5. The regime described under 
"A "depends only on the reservation mentioned 

·in point 4 below. 

~ 

4. The regime also applies to transport for account of industrial or other undertakings effected by their own means. 

1 and 2. The regime described under " A " 
depends only on the reservations shown in 
points 3 and ·4 below. 

1 and 2. The regime described under " A " 
depends only on the reservations shown in 
points 3 and 4 below. 

1. The provisions regarding the duties and 
number of the officers and the hours of work 
depend on the length and geographical situation 
of the route. These factors also influence the 
number of persons which. the vessel is entitled 
to carry and various technical details (number 
of lifeboats, height of the freeboard, etc.), as 
well as the safety regulations. There cannot be 
said to be any minimum distance. As a rule, all 
the above provisions and regulations become 
stricter in proportion to the length of the route 
and the responsibility of the work. 



Czechoslovakia 

2. The regime described under " A " does 
not depend on the geographical situation of the 
route as compared with the existing lines of 
other means of transport. 

3. The regime described under "A " does not depend on the category or quantity of the goods carried. There are, however, special safety 
regulations for the transport of inflammable oils, explosives, etc. 

4. No concession is required in the case of a 
railway built on entirely private property for 
private traffic. 

All the social legislation and regulations 
regarding liability are, however, applicable to 
such railways (industrial railways, etc.). 

5. No information. 

1, 2, 3, 4 and 5. No information. 

4. The prov\sions given above under A.l (b) 
and 1 (e), pages 32 and 67, regarding drivers' 
licences, registration and first inspection, etc., 
apply without change to such motor vehicles ; 
in such cases, however, the subsequent in
spection is not required. 

5. No information. 

1. All kinds of public transport under
takings are subject to control, whatever the 
area of the district served. In so far as irregular 
goods transport is concerned, this can only be 
allowed within a definite area ; the size of the 
area is in inverse proportion to the tonnage 
of the vehicle. For certain categories of goods, 
a larger area is exceptionally allowed. 

2. Only indirectly. Account is taken of the 
geographical situation of the route in relation 
to the railway system when considering requests 
for a reduction of the tax on the price of tickets 
in mass passenger transport. This tax is fixed 
at 20%, but may be reduced to 10% if the 
railway authorities raise no objection. The 
latter naturally refuse their consent in cases 
where the route competes with the railway. 

3. The nature of the goods is taken into 
account in regard to the extent of the area for 
which a concession is granted for the purpose 
of the irregular (professional) transport of goods 
(cf. reply under 1 above). The quantity of the 

4. There is practically no difference in the 
provisions, other than in respect of those 
regulating the relationship between the ship
owner and the shipper. 

5. The provisions of the Shipping Law 
regarding the duties of the officers and technical 
details in respect of the vessel, etc., are sup
plemented by a number of detailed administra
tive regulations. 

1, 2, 3, 4 and 5. No information. 



Czechoslovakia 
(continued) 

Turkey 

Union of Soviet 
Socialist 
Republics 

Railway 

1, 2, 3, 4 and 5. At present there are no 
reservations to the regime described under" A ". 

1, 2, 3, 4 and 5. The railway Statutes and the 
regulations and tariffs published in consequence 
of those Statutes are applied to the whole rail
way system in the Union of Soviet Socialist 
Republics. Exceptions are made as regards 
new construction, the liability of which for the 
goods they transport is limited, branch lines 
used by industrial undertakings (not open to the 
public) and local tariffs. 

Road 

goods carried is not a directly decisive factor, 
but has an indirect bearing on the question, 
since vehicles are dealt with according to their 
tonnage. 

4. The system described under " A " does 
not apply to this kind of transport. However, 
transport on behalf of industrial or other under
takings, in their own vehicles or boats, is governed 
indirectly by fiscal provisions ; the under
taking concerned only pays a tax imposed on 
motor vehicles at a reduced rate, if it comes to 
an agreement with the railway authorities 
regarding the use of its vehicles. 

5. There are no other specia conditions 
relative to the application of the regime 
described under "A ". 

1, 2, 3, 4 and 5. at present there are no 
reservations to the regime described under "A ". 

1, 2, 3, 4 and 5. No information. 

B. 1, 2, 3, 4 and 5. ~ 

Inland navigation 

No inland navigation. 

1, 2, 3, 4 and 5. · Ferries of local interest are 
the concern of the local Soviets of workers' 
representatives ; the ferry-boats may be used 
only for conveying passengers and goods from 
one bank to another and may not be moored 
outside a specified area. 

State organisations and co-operative organisa
tions may only possess the boats necessary for 
the internal needs of their production (e.g., 
for work in o)lter harbours, naphtha pumping, 
etc.) by a special order from the Soviet Govern
ment or by authorisation from the People's 
Commissariat for Water Transport. · 

>l:o 



Yugoslavia 1, 2, 3, 4 and 5. No information. 

-------· ~-~------~--~~~~--· ~ 

I. The regime described under " A " does 
not depend on the length of the transport route. 

2. Competing routes parallel to existing 
railway lines are not authorised. 

3. This regime does not depend on the 
category or quantity of the goods carried, as 
motor transport is authorised only to places and 
on roads where no railway communications 
exist. 

4. The regime described under " A " does 
not apply to transport effected for account of 
industrial or other undertakings by their own 
means. Industrial undertakings are free to 
convey goods (sold or bought) by their own 
means of transport. 

5. There are no other special conditions rela
tive to the application of the regime described 
under "A ". 

/ 

I, 2, 3, 4 and 5. No information. 

-------~~----~--- --------



C. Measures taken to co-ordinate the Various Means of Transport. C. 1, 2, 3, 4 and 5. 

1. Have the public authorities taken any action with a view to the rational co-ordination of transport ? If so, on what principles are these measures 
based? 

2. Have any aliempls been made to distribute traffic apart from the measures adopted to ensure safely and smooth operation ? 

3. Have any allempts been made, prior to administrative action, to promote agreements between the various means of transport, or has the administration 
taken direcl action ? 

4. What results have bem obtained up to the present ? 

5. Are there any special measures for facilitating transport co-ordination, such as: 

(a) Through rates for combined transport by the various means of transport under consideration and, if so, what are they ? 

(b) Through tickets and waybills for these various means of transport ? 

(c) 

(d) 

Union of South 
Africa 

Special rates on certain routes covered by one means of transport with a view to procuring traffic for another means of transport (for instance. 
special railway rates to river ports, etc.) ? 

Agreements in other forms between the various means of transport and, if so, on what bases ? 

Railway 

I, 2, 3, 4 and 5. See replies to questionnaire 
on road transport. 

Road 

1. In determining whether any application 
for a motor-carrier certificate or for the renewal 
or amendment of such certificate shall be 
granted or refused, consideration is given to 
the question whether the transport to which t~e 
application relates will adversely affect or assist 
other transport facilities and whether it can be 
co-ordinated in a manner which is economically 
sound and advantageous to the public. 

It is the policy to co-ordinate State owned 
transport services. 

2. Road motor transport is, as far as 
possible, restricted to act as a feeder service to 
the railways in order to eliminate wasteful 
competition. Conveyance by road motor trans
port is, however, authorised where, in the 
opinion of the Board or local board, goods must 
necessarily be transported by road. 

Inland navigation 

I, 2, 3, 4 and 5. No inland navigation. 



Argentine 
Republic 

Australia: 
Common

wealth 

3. No attempts to promote agreements have 
been made prior or subsequent to administrative 
action. 

4. This question does not apply to this 
case. 

5 (a) Combined rail and road fares and rates 
apply in respect of services operated by the 
State owned railways. 

(b) Through tickets, waybills, etc., are issued 
on services described in (a). 

(c) No special rates· are granted. 

(d) Co-operation between the railways, local 
authorities and other operators is encouraged 
as far as possible, although no agreements 
exist. 

1. Public authorities have taken action with a view to the rational co-ordination of transport. (There are no details as regards the nature of this 
action.) 

2, 3, 4 and 5 (a), (b) and (c) No information 
available. 

5 (d) See under "Railways ", A.1 (h), 
page 84. 

2, 3, 4 and 5. No information available. 

1, 2, 3, 4 and 5. As mentioned in the answer A.1 (/), owing to the country through which the 
Commonwealth Railways pass being sparsely settled- in the Northern Territory there is 1 mile of 
railway to every 10.5 white inhabitants -competition by road is almost negligible; and there are 
no inland waterways competitive with the railways. The competition by road is confined to a 
comparatively small amount of high-class goods traffic (wool, petrol and station supplies) carried 
by motor-trucks between Port Augusta and a few pastoral stations, and there is a small amount of 
passenger motor competition with the Commonwealth Railways between Port Augusta and Quorn, 
25 miles away. 

With" regard to the competition by motor-trucks between Port Augusta and the pastoral stations, 
the area concerned is in the State of South Australia and comes within the legislation of that State. 
Efforts have been made to have the roads used by the motor-trucks declared by the South Australian 
Control Board as "controlled routes " (in accordance with the South Australian Road and Railway 
Transport Act), but unsuccessfully. Efforts have also been made to secure co-ordination between 
the motor-carrier and the railways, but so far without success. The forms of co-ordination which 
have been considered are : 

For the withdrawal of the motor-carrier in consideration of a commission on freight diverted to 
the railway ; 

2, 3, 4 and 5. No information available. 



Australia 
(continued): 
Common

wealth 
(continued) 

Western 
Australia 

South 
Australia 

Railway Road 

By the adoption of a freight rate to cover both rail and road transport. 
The pastoral stations are distant from 27 miles to 122 miles from the nearest railway-station. 
The small amount of passenger motor traffic competitive with the Commonwealth and South 

Australian Railways will pr?bably cease to exist when the railway now under construction between 
Port August~ and Red Hillis completed and opened for traffic in July 1937. This new railway will 
reduce the distance by the pres~n~ route between Port Augusta and Adelaide by 70 miles and 
by several hours, as well as obviatmg one break of gauge and two changes of trains. 

* * * 

1. Legislation in force gives to a special Board authority to control the operations of road 
transport. Railways are given preference and road vehicles are not authorised to operate in 
competition with them, except where rail transport is deemed to be inadequate or inefficient or 
where the area concerned is remote from railway facilities or where road vehicles serve to "feed" 
the railway. 

2. No attempts have been made to distribute traffic independently of the measures adopted to 
ensure safety and smooth operation, except as set out in previous answer. 

3. No attempts have been made, prior to administrative action, to promote agreements between 
rail and road transport. 

4. Financial position of Railways (mainly 4. No information available. 
State owned) considerably improved, in spite 
of extensive reductions in tariffs. 

5 (a), (b), (c) and (d) There are no special measures taken to facilitate co-ordination of transport. 

* * * 

1. The Railways Commissioner has entered into an agreement with the proprietor of motor
lorries at Murray Bridge, who formerly did a large business on the roads, under which the Railways 
Commissioner hauls the goods and the motor-service proprietor does the collecting and the delivery, 
the total cost not being more than the former road rates. The contractor is allowed a slight con
cession in the rates and he guarantees the Railways a stated tonnage of goods each month. 

This arrangement would be extended to other districts, if the road traffic were of sufficient 
dimensions to warrant it. 

C. 1, 2, 3, 4 and 5. ~ 
00 

Inland navigation 

There are no navigable waterways. 

1, 2, 3, 4 and 5. No information available. 



New South 
Wales 

Some large provincial towns such as Po~t Pirie, Port Augusta and Renmark have co-ordinated 
passenger services with Adelaide. That is, instead of a circuitous journey by rail, part of the 
journey is made by rail and part by motor service . 

. 2. Not beyond restricting wool, wheat, super-phosphates and firewood to the railways where 
licensed carriers were previously in competition with the railways. 

3. No attempts at co-operation between services were made prior to the passing of the Road 
a~d Railway Transport Act. The contractor referred to in point 1 above proposed the arrangement 
himself because his former road service was parallel with the railway and he must have known 
it was improbable that he would receive a licence. 

4. The arrangement respecting transport between Adelaide and Murray Bridge is satisfactory 
to the railways, to the road contractor and to the public. No complaints have been made with 
respect to the co-ordinated passenger services between Adelaide and Port Pirie, Port Augusta, 
and :Renmark, the time of the journeys and the cost being no more now than under the direct road 
serv1ce 

5 (a), (b), (c) and (d) There is an agreement between the Railways Commissioner and the Adelaide Steamship Company, Limited, under which the 
Rail_ways Commissioner will receive goods in Adelaide, arrange for their shipment to Port Lincoln, and then carry them to their destination on Eyre 
Penm~ula by rail, the steamship company and the Railways Commissioner each receiving their ordinary charges. This arrangement dispenses with the 
necessity of the consignor or consignee having an agent at the point of junction of the shipping and rail services. 

With respect to the co-ordinated rail and road passenger services, the ticket issued by the Railways Commissioner covers the complete journey by 
rail and motor service. 

The Railways Commissioner works in co-operation with the River Murray Shipping Company with respect to traffic to and from points beyond 
Morgan, and there are preferential rates for wool and other produce brought from the other States. The Railways Commissioner also has sp~cial 
rates for particular districts, such as the south-east, which, in that case, were imposed many years ago in order to compete with coastal shippu~g; 
that is, cheap rates were charged from the south-east to Adelaide, a distance of over 300 miles, while the ordinary rates to coastal towns (about 50 m1les 
from the centre of production) were maintained. 

* * * 

1. By the passage of the Transport (Co-ordination) Act, 1931, which is based upon an attempt 1. There are no special measures with regard 
to inland navigation. to co-ordinate the various means of transport. The administration is based upon what best serves 

the public interest. The object of the legislation is to obviate unrestricted competition with 
established services which are considered to be the most economic in the interests of the State ,\ 
generally. (See reply to question A.3 (a) and (c), under the heading "Road", pagefdO aaEI ~.12)p 

2. Apart from the measures referred to in "A", legislation does not attempt to distribute 2. No attempt has been made to distribute 
traffic. traffic apart from other measures. 



Australia 
(continued): 
New South 

Wales 
(continued) 

Queensland 

Railway Road 

3. While some attempt had been made to promote agreements between the various means of 
transport prior to the passage of co-ordinating legislation, these attempts met with very little 
success. 

4. Prior to the passage of the legislation referred to, the State owned railways and tramways 
were operating at a considerable disadvantage by reason of unrestricted competition by road 
motor services, thus resulting in serious deficits being shown in their annual balance-sheets. The 
legislation referred to has had the effect of enabling the tramways to show a profit during the 
years I 935 and 1936, and the railways have reduced their deficit from £4,564,605 in 1931 /32 to 
£698,262 in 1935/36. It should be mentioned that, as the capital for the construction of railways 
and tramways has been provided by means of Government loans, interest has had to be met, and 
the results shown above are after taking into account payment. of interest and other statutory 
charges. 

In addition to these satisfactory financial results, it has been possible to effect considerable 
improvement in the railway and tramway services, as well as enabling privately operated road 
transport services to operate under satisfactory conditions. 

5 (a) and (b) Special measures have been taken by the railways to facilitate co-ordination. 
Combined rail and motor, rail and air, and rail and water transport is arranged in certain localities. 
Through fares are provided for combined transport by rail, road and waterways to approved tourist 
resorts and for tourist round-trips. In regard to the transport of goods traffic, special co-ordinated 
services have been arranged between the railways and motor transport carrying companies, whereby 
the railways convey goods to the nearest railhead and the carrying company contracts for delivery 
from that point. 

There is also a system of house-to-house removals of furniture. Under this arrangement, the rail
ways engage road-carriers to pick up furniture from the consignor's residence and convey it to the 
railway. On arrival at its destination, the furniture is unloaded and delivered by another road 
carrier. 

Through tickets and fares for transport by tram and ferry in certain districts. 
(c) and (d) Special rates are provided in connection with the co-ordinated services referred to in 

(a) and (b) above, but no other special rates are quoted by the railways . 

• 
* * * 

1. The co-ordination of transport is the principal object of the State Transport Act. As 
previously stated, the policy of the State Transport Board has been to limit the growth of un
necessary duplicate service. 

2. No attempt has been made to distribute traffic except that the limitation of the number of 
licences in so far as the road vehicles are concerned distributes the traffic between existing road 
services and the railways. 

3 and 4. Attempts were made by the Railway Department to co-ordinate services prior to the 
p~ssing of the State Transport Act, but in view of the competitive nature of most of the services 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

3. No attempts have been made prior to 
administrative action to promote agreements by 
inland navigation. 

4. None. 

5 (a), (b), (c) and (d) See opposite. 

No inland navigation. 



Tasmania 

Victoria 

r 1 L 

·concerned these were not successful. Since the passing of the State Transport Act, many co
ordinated 'services have been arranged operating in conjunction with the railway department .. 

5 (a) In quite a number of instances where there are now co-ordinated rail and road services, 
through booking of passengers and goods is arranged, and the tariffs are based on the railway tariffs 
for the aggregate railway and road mileage. 

(b) In connection with the co-ordinated services described in reply to questions 3 and 4, 
through tickets and waybills are arranged. This arrangement is made by the Railway Department 
having contract with road-carrying concerns for the conveyance of goods and passengers and by the 
Railway Department paying such concerns the price they tender for the conveyance of goods and 
passengers. Arrangements also exist for the through booking of passengers, goods and parcels to 
inter-State destinations in the other Australian States. Tourists are also provided with through 
tickets covering rail and road transport, hotel accommodation and admission to certain tourists' 
attractions. 

(c) Queensland has adopted a policy of decentralisation, and its rate schedule is so arranged 
that certain central and northern ports will obtain the benefit of the trade from the hinterland, 
notwithstanding that this is to a considerable extent prejudicial to railway revenue. In other cases, 
special rates are quoted to secure traffic in competition with shipping and road and also to assist 
industries which could not stand ordinary tariff rates. 

(d) No information available. 

* * * 

1 and 2. · The Transport Committee has been set up to co-ordinate transport. 

3. No attempt has been made to promote agreements between various means of transport. 

4. The results have been beneficial to both rail and road transport. 

5 (a) and (b) The Railways provide free pick-up and delivery of passengers from the principal 
cities, where they have to travel over a certain distance. 

Inclusive freights have been fixed for wool from railway-station to wool store. Cash on delivery 
service has been provided by Railways. 

(c) No special rates have been fixed for any route to procure traffic for other means of transport· 

(d) There have been no other agreements. 

1 and 2. No information available. 

* * * 

1. In 1933, Parliament passed the Transport 
Regulation Act, which requires that the opera
tion of all commercial road motor goods vehicles, 
and also road motor passenger vehicles operating 

I, 2, 3, 4 and 5. No information available. 

Inland navigation of no importance. 



Australia 
(continued) : 
Victoria 

(coni inued) 

Railway Road 

in country areas, shall be subject to the issue of 
a licence, in the granting or refusing of which 
regard must be had to the interests of the public 
generally, the effect upon existing services and 
certain other conditions of convenience and 
necessity. Exceptions are made in the case 
of road motor vehicles operating within certain 
local areas up to a distance of 25 miles, or for 
the carriage of perishable goods and certain 
other prescribed commodities. These vehicles 
shall be licensed, upon application, as a matter 
of right. 

Moreover, all road motor vehicles for the 
carriage of goods which were providing a 
regular service in 1933 are authorised to con
tinue operations, without regard to the condi
tions mentioned. 

Legislation also exists in the Motor-omnibus 
Act, 1928, requiring all omnibuses (i.e., vehicles 
capable of seating more than seven persons) 
operating within the Melbourne metropolitan 
area to be licensed. The conditions governing 
the grant or refusal of a licence are similar to 
those referred to in the Transport Regulation 
Act. 

2. Only to the extent that road motor 
vehicles are controlled under the provisions of 
the Transport Regulation Act (see answer to 
question 1 ). 

3. No attempt has been made to promote agr~ement between the various means of transport. 

4. With regard to passenger services, many road vehicles which, prior to the introduction of 
the legislation referred to in 1, were operating in direct competition with existing railways or 
tramways are now run as "feeders " to those services or, in some cases, are supplementing railway 
services. A fairly satisfactory measure of co-operation between the existing services has thus been 
obtained. 

'· 

C. 1, 2, 3, 4 and 5. 

Inland navigation 



In the case of goods services, all vehicles which had operated in 1933 are allowed to continue 
in competition with existing railway services (see 1). The competition is largely a matter of the 
rates offered, and in the absence of effective control over the various competitors, it has not been 
practicable to secure any measure of co-operation, apart from that referred to in answer to 
question 5. 

5 (a) Railway rates are generally from station to station, but the following special arrangements 
are made, if the circumstances demand, to obtain traffic : 

For the collection of goods and carriage to the railhead and for the delivery from the destination 
station to the consignee's address. -The collection and delivery by road is usually performed by 
independent carriers with the exception of a comparatively small proportion, which is handled 
by the Departmental road transport service. 

For the delivery by independent carriers of goods rail borne to the consignee's address at a 
through rate. - In some cases, a rebate of a specified amount representing cost of local delivery 
is granted to consignees. 

Through rates for a co-ordinated service are quoted by rail and boat and, where necessary 
to attract traffic, by rail and road. 

For passenger traffic, it is the common practice to issue combined rail and road motor tickets 
to destinations beyond the railhead, in many cases to tourist resorts, and in other instances 
to places not served by rail, or where the railway passenger service has been abandoned in 
favour of a road passenger service conducted in co-ordination with the railways. 

(b) Through tickets and through waybills are issued where there are co-ordinated goods and 
passenger services. 

(c) It is a general practice on this system to quote special competitive rates in competition with 
road transport. This usually takes the form of freight contracts for a specified period (usually 
twelve months) with the consignees for the despatch of all goods by rail in consideration of 
appropriate reductions in rates. . 

There arc comparatively few rates to compete with steamers locally, but between the capitals of 
adjoining States fares generally arc fixed on a competitive basis to compete with sea competition, 
and there arc also special inter-capital goods rates for the same purpose. Through tickets and 
waybills are used in such instances. 

(d) Arrangements are now in course providing for the exchange of air, rail and steamer tickets, 
HO Lhat a passenger holding a return ticket by one of these services can return by any of the other 
sc~rvices on application thereto and subject to an adjustment of fares. 



Australia 
(coni inued) : 
Victoria 

( conlinued) 

Austria 

Railway Road 

Agreements exist with a number of road transport services which act in co-ordination with the 
railways for the carriage of passengers undertaking to perform the road proportion of the co
ordinated service and to accept liability for such part of the journey. 

1. The first legislative measure for the apportionment of goods transport between railways and 
motor vehicles was the ordinance published in the Federal Laws Bulletin, No. 109, 1931, subjecting 
the commercial motor transport of goods to a regime of compulsory concessions, under which 
establishment of new services could be made conditional upon the existence of a real need. The 
next step was a law on motor services, subjecting a passenger or goods motor service to a concession, 
the granting of which was in turn subject to a series of conditions (guarantees concerning the 
safety, regularity and capacity of the service, existence of a need to be met by the service, guarantee 
that the need could be met, non-infringement of public interests). Finally, the Ordinance of 1933 
on Motor-lorry Traffic, as amended and reissued in 1936, endeavours to regulate competition 
between railway and road transport by fixing minimum tariffs in such a way as to reserve short
distance traffic for motor transport and long-distance traffic for railways, and by limiting to 
100 kilometres the maximum distance for transport in vehicles belonging to industrial or similar 
undertakings. 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

No legal provisions have yet been adopted with a view to co-ordinating railway or motor transport with water transport. 

2 and 3. The Federal Railways founded a motor-service undertaking a few years ago, and became 
the owners of various existing private concerns. As operators of motor services, they are in a 
position to conclude agreements with competing undertakings enabling them to eliminate 
undesirable competition and substitute motor services for uneconomic train services. In order to 
avoid tariff competition in the case of passenger services, the Federal Railways have also established 
a system of pools with various motor services. For the purpose of goods transport, they founded, 
in 1935, together with various transport companies, the "Oesterr. Rollfuhr-, Nahverkehrs- und 
Speditionsgenossenschaft reg. Ges. m.b.H." (Austrian Motor-lorry Traffic, Local Transport, and 
Forwarding Business Co-operative Society, abbreviated to " Rona "}, assigning to the Federal 
Railways transport exceeding 30 kilometres, for which the Forwarding Business Section should 
be responsible, and reserving for motor undertakings transport for distances under 30 kilometres. 

Competition between railways and waterways is generally governed by direct agreements between the companies concerned. Such agreements 
have been concluded in particular in regard to the transport of mineral oils and salt. Salt from the Salzkammergut is carried exclusively by rail. 

4. The ordinance concerning motor-lorry traffic has to a certain extent fixed the distribution 
of transport between railways and motor vehicles. This is shown, inter alia, by the fact that there 



Belgium 1 

I 

has been no appreciable change in the number of motor-lorries during the last few years. An ideal 
solution of the problem has not yet been found, however ; the minimum tariffs have had to be 
fixed at such a high level that there is a constant tendency to organise cheaper transport, to prevent 
which supervisory measures are generally of no avail. Attempts are therefore being made to 
replace the present regulations by others which would ensure genuine co-operation. 

The results of the above-mentioned agreements between railways and shipping companies have been generally satisfactory. 

5 (a) Through passenger rates are provided for combined rail and road and rail and water transport. There are at present no combined rates 
for goods transport by rail, on the one hand, and road or water transport, on the other. 

(b) Through tickets are provided for passenger transport, but no through waybills for combined rail, road and water transport. 

(c) In the case of railway routes to river ports, especially on the Danube, special rates are provided for goods which are to be transferred to boats. 

(d) There are no agreements of other kinds between the various means of transport. 

1. Under the regulations outlined in previous chapters, the Transport Department, when 
granting or renewing concessions or authorisations, endeavours to carry out a policy of rational 
co-ordination between the various means of transport. In this, it takes as basis the guiding 
principles summarised below : 

To check unregulated competition, which is harmful to national economic interests -in other 
words, to prevent waste and overlapping ; 

To impose an obligation on carriers to obtain from the legal authority such concession or 
authorisation as would be held in the ordinary course by any person operating an undertaking 
on the public highways ; 

To take into consideration to a reasonable extent the charges and obligations imposed on rail 
undertakings from which road transport is exempt ; 

To see that, as far as possible, each means of transport obtains the traffic for which it is most 
qualified; 

To give users who show a preference for road transport similar guarantees as regards safety 
and regularity as are provided on the railway ; 

To provide rapid, convenient and cheap transport for the public. 

In practice, of course, as much allowance as possible is made for vested interests. 

2. The Ministry of Transport hopes in this way to arrive gradually at a judicious distribution 
to each means of transport of the traffic for which it is most fitted. 

3 and 4. The Administration has, of course, done everything in its power to promote agreements 
between the various classes of operators. 

While very interesting results have been obtained as regards co-operation between main and local 
railways, agreements between rail and road services have hitherto been restricted in scope. These 

• Sec A. I (a) and (b), page 18. 

1, 2, 3, 4 and 5. No information available. 
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Railway Road 

agreements, moreover, relate only to local traffic. Thus the Societe nationale des Chemins de 
fer belges and the Societe nationale des Chemins de fer vicinaux usually give out contracts for their 
motor-bus services to private enterprise in return for a certain percentage of the receipts. 

On the other hand, the Transport Department does its utmost to promote the conclusion of 
contracts under which private operators whose authorisation is about to expire agree to continue 
to operate their services as " lessees " of the railway companies. 

5 (a) and (b) The train connections on the 
various systems have been improved ; main
line stations have been supplied with through 
tickets and now accept baggage for through 
registration to local stations, and vice versa ; 
ordinary, school-children's and workers' season 
tickets are also available under the combined 
service. 

For the rest, a scheme for through rates for 
the carriage of goods on main and local railways 
jointly is at present under consideration. 

5 (a) and (b) No information available. 

C. I, 2, 3, 4 and 5. 

Inland navigation 

(c) The railway undertakings have fixed certain special rates for traffic to some of the river ports, with a view to procuring special traffic for 
water transport. 

(d) In some connections, the railways have concluded agreements with motor-bus operators 
whereby the latter have ta~en over all or part of the traffic served by the railway ; this has enabled 
railways to withdraw all or part of their passenger services. 

1, 2, 3, 4 and 5. The Brazilian public 
authorities, both ·Federal and State, are at 
present considering measures to co-ordinate 
the various means of transport. However, in 
order to enable the railways, which form an 
important part of the national property, to 
compete with other means of transport, the 
Federal Government permits the railways to 
lower their tariffs freely and to conclude 
arrangements with industrial firms and under
takings as to transport rates. The results 
obtained from these measures are already 
appreciable. Furthermore, facilities have been 

1, 2, 3, 4 and 5. The Brazilian public 
authorities have not yet taken any measures 
for the co-ordination of transport, for the reason 
that competition between the various transport 
systems is much less severe than in other 
countries, where State intervention has become 
necessary. 

The position in Brazil is a normal one. The 
road, or more exactly the motor vehicle as a 
new means of transport, competes with the 
railway within its own limitation. However, 
the motor-car has, at the same time, created new 
markets and new sources of revenue for the 

1. The proposed regulations have been 
drawn up on the basis of reciprocal traffic, so 
as to enable goods to be carried from one part 
of the country to another under a single trans
port document. 

2. At the present time, inland waterways 
services in Brazil are run by single lines or 
systems which, as a rule, constitute the sole 
or the chief means of transport in the zone 
served, so that there is no need to distribute the 
traffic. 



United Kingdom 

given for the conclusion of agreements between 
railway and road transport undertakings, in 
order to reconcile their respective interests. 

1. By the Railways Act, 1921, four railway 
groups were established, to which all the pro
perty, rights, powers and duties of 121 con
stituent and subsidiary railway companies were 
transferred. The terms of amalgamation or 
absorption were settled by a special temporary 
tribunal-the Railways Amalgamation Tribunal 
- and embodied in schemes settled by that 
Tribunal, such schemes having effect as if they 
had been enacted by the Railways Act. (See 
reply relating to roads.) 

As regards tramways and trolley vehicles, 
some public authorities have taken action in this 
direction by the formation of joint boards or 
joint committees, composed of representatives 
of local authorities and private companies 
(including railway companies) ; or local author
ities only. Such bodies have been generally 
formed for the ·purpose of eliminating duplica
tion of effort and wasteful competition. 

2. No attempt has been made to distribute 
traffic apart from the measures adopted to 
ensure safety and smooth operation. 

3. Agreements have been made between 
railway com panics to promote co-ordination and 
eliminate undue competition, also respecting 

other means of transport by an influx of goods 
and passengers from regions which have opened 
up, and which have prospered and developed in 
consequence. 

In Brazil, the trend seems more towards a 
reduction of the charges on the railways than 
towards regulations which would hamper the 
development of road transport. 

1. Except in London, the action taken by 
the public authorities towards co-ordination of 
transport lies in the administration of the two 
licensing systems described in the previous 
answers. In the London area, the operation of 
all forms of local road passenger transport and 
the underground railways has been placed in the 
hands of the London Passenger Transport 
Board, and arrangements have also been made 
for a pooling of receipts with those of the 
suburban services of the main-line railway 
companies. There is also a statutory body -
the Transport Advisory Council - constituted 
for the specific purpose of giving the Minister 
of Transport advice and assistance in connection 
with the discharge by him of his functions in 
relation to means of, and facilities for, transport 
and their co-ordination, improvement and 
development. 

2. Only of a voluntary nature, and no precise 
information is available. 

3. No precise information is available, but 
it is known that a number of voluntary agree
ments have been made between the variow> 

r 
3. No, in view of the reply to the previous 

question. 

4. As the districts served are opened up, 
inland navigation is also progressing; on the 
whole, the results are satisfactory. 

5. No, in view of the replies to the previous 
questions. 

1. Canals. - Very little action has been 
taken by public authorities to co-ordinate trans
port on canals, though on several occasions 
the question has been examined. (See also 
5 (d) below. 

2. Canals. - No attempt has been made to 
distribute traffic apart from the measures 
adopted to ensure safety and smooth operation. 

3. Canals. -Amalgamation through private 
initiative of several canal companies into one 
combine - e.g., the Grand Union Canal. 



United Kingdom 
(continued) 

Railway 

the rates to be charged. As regards tramways 
and trolley vehicles, see answer to 1 above. 

4. In addition to the amalgamation of the 
railways direct action has been taken in the 
case of passenger transport in London. It is 
understood that considerable economies have 
been effected by the mergers referred to. . The 
same applies to tramways and trolley vehicles. 

5 (a) Rail-canal. - All railway and canal 
companies working railways or canals forming 
part of a continuous line of communication, or 
having their stations or wharves near together, 
are obliged by law to afford due and reasonable 
facilities for forwarding one another's traffic 
without unreasonable delay or undue preference. 
Reasonable facilities include the granting of 
through rates and fares on reasonable request ; 
but, in practice, combined railway and canal 
rates have not been found necessary to any 
important extent in this country. 

Rail-shipping. - Where a railway company 
maintains or works, or is a party to an arrange
ment for using, maintaining or working vessels 
for the purpose of carrying on a communication 
between any towns or ports, it is under a 
like obligation to grant through rates or fares. 

Road 

means of transport in various districts, and 
such agreements have been generally encour
aged. 

4. The results cannot be conveniently sum
marised, but much detailed information is 
contained in the annual reports of the Traffic 
Commissioners. 

Each of the amalgamated railway companies has statutory power to provide and work road 
vehicles in any district to which access is afforded by its system, other than London, subject, in the 
case of passenger-carrying vehicles, to certain limitations where a satisfactory service of tramcars 
or omnibuses is owned or worked by the local authority. In practice, the railway companies rarely 
provide road passenger services themselves and have generally been content to acquire substantial 
financial interests in existing road passenger operating companies, endeavouring thus to secure 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

Agreements have also been made between rail
way companies and canal companies to promote 
co-ordination and eliminate undue competition 
also respecting the rates to be charged. ' 

4. No information available. 

5 (a) See reply to 5 (a) opposite, under 
"Railway". 



Bulgaria 

co-ordination as between rail and road. They are associated in this manner at a great many 
points on their systems with road omnibus concerns, and this has brought about the inter
availability of rail and road tickets at a lar~e number of places throughout the country. 

The railway companies operate extensive road services in the larger towns for the purpose of the 
collection or delivery of goods conveyed by rail. The charge for such services is generally included 
in the railway rate. In addition, they have developed a system of country cartage services by 
motor-lorries in many outlying districts. These services collect and deliver merchandise within a 
radius of about 20 miles from the railhead' and thus act as feeders to the railways. The charges 
for these services are not included in the railway rates but, in effect, the services secure co-ordination 
as between rail and road, the charges being included in one account to the trader. 

(b) Generally, where through rates or fares or through bookings are in force in connection with the combined services noted in (a), th~ough tick~ts 
and through waybills are in use. In the case of traffic to and from the continent of Europe, certain international tariffs are in operatiOn for which 
special waybills and invoices have been agreed between the railway administrations concerned. 

(c) The significance of this question is not wholly appreciated, and it may be intended to apply to conditions obtaining on the continent of Europe 
rather than in Great Britain. 

(d) Rail-canal Conference. - In 1933, an unofficial agreement was reached between the four main-line railways, on the one hand, and the. Canal 
Association (which embraces all the important waterways in the country), on the other hand, providing for a period of five years for the sett.m~-up 
of a central conference, assisted, if necessary, by local conferences, of representatives of the railway and canal companies and of recognised associati?ns 
of by-traders, for the purpose of promoting the greatest possible measure of co-ordination and co-operation between rail and water transport.,protectmg 
the interests of each other in regard to the quotation of rates for competitive traffic, eliminating undue competition and obviating the reductwn o~ rates 
to an uneconomic level. It is also within the competence of the conference to consider arrangement for the pooling of traffic between the railways 
and canals. Five local conferences have been set up for the purposes of the Agreement, any difference on a local conference being referred to the central 
conference for decision. 

In 1932, the Minister of Transport consented to certain arrangements between the London, Midland and Scottish Railway Company. and the I:o~~on 
and North-Eastern Railway Company, with the object of effecting economies by the elimination of wasteful competition, for poolmg .and diVIdmg 
of receipts arising from traffic which is competitive between the two companies, after deducting from such receipts termi~als and ~orkmg. expens.es. 
The pool is, in short, the machinery whereby the two companies bring into a common account and share in agreed proportwns certam receipts which 
come to each of them in the ordinary course of their respective businesses by the application of their own schedules of rates and charge~ to the traffic 
which they carry. It establishes no other connection between the two companies, each retaining its own separate identity, its own capital, property, 
staff and managerial organisation. 

The Minister, in 1933, also consented to similar arrangements with the same object being made between the London, Midland and Scottis~ and 
the Grea.t Western Railway Companies and between the London, Midland and Scottish, the London and North-Eastern and the Great Western Railway 
Compames. 

(d) No information available. 

I. A special law on communications by motor vehicles, in force since 1935, contains provisions 
regarding the co-ordination of transport by rail and by motor-car. This part of the Jaw is applied 
as yet only to a small extent, however, and it is not yet possible to forecast its effects in this 
connection. The principle adopted is that of issuing licences to motor-transport undertakings 
working on regular routes, with minimum tariffs and co-ordination of time-tables with those of the 

No information available. 



Bulgaria 
(continued) 

Canada 

China 

Railway Road 

railways. It is also proposed to introduce co-ordination of transport in districts where a need for 
it is felt. 

2. No attempts have been made to distribute traffic, apart from the measures adopted to ensure 
safety and smooth operation. 

3. No attempt has been made, prior to 
administrative action, to promote agreements 
between various means of railway transport. 

4. See point 1 above. 
5 (a) and (b) See point 1 above. 
(c) There are no special tariffs in force for 

certain routes with the object of favouring other 
means of transport. 

(d) No agreements in other forms. 

3. Efforts have been made prior to adminis
trative action to promote agreements between 
various means of road transport. 

4. The co-ordination has not been realised. 
5 (a), (b), (c) and (d) There are no special 

measures facilitating co-ordination of transport. 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

1. The public authorities have not taken any action with a view to the rational co-ordination of transport. 
2. No attempt has been made to distribute traffic, apart from the measures adopted to ensure safety and smooth operation. 
3. No attempt has been made prior to administrative action to promote agreements between various means of transport. 
4. There are no results to be mentioned in the sphere of co-ordination, in view of the replies given below. 
5 (a) Through rates exist by agreement. 5 (a) No direct tariffs exist. 5 (a) Through rates exist by agreement. 
(b) Through tickets and waybills are in (b) No tickets or waybills exist. (b) Through tickets and waybills exist through 

existence, by agreement. agreement. · 

(c) Special rates exist for maritime ports. (c) No special rates exist to procure traffic (c) No special rates exist to procure other 
transport. means of transport. 

(d) No agreement of any form. (d) No agreement whatsoever. (d) No agreement of any form. 

1. The Ministry of Railways is the organ chiefly responsible for the co-ordination of rail and 
road transport, and it keeps the " National Economic Commission " informed of the position. As 
regards transport questions handled by it, this Commission consults the Ministry of Railways 
before reaching a decision. 

Co-ordination is based on the following principles : the prevention of competition between road 
and rail ; the rational use of roads and railways, so as to derive the maximum benefit from each of 
these means of transport. 

The public authorities in this country act 
both as advisers and as promoters of the rational 
co-ordination of highway transport. 

1. The existing regulations, such as the 
" Regulations for the Registration of Shipping 
Undertakings", the "Regulations relating to 
the Supervision of Shipping Undertakings " 
and the " Regulations to promote Co-operation 
between Shipping Undertakings ",contain provi
sions with a view to the rational co-ordination 
of transport and the prevention of competition. 



2. Apart from the measures taken to ensure 
safe and convenient transport, the Ministry of 
Railways is endeavouring to regularise the 
services of the various lines by revising tariffs. 
These are constantly readjusted, so as to give 
all lines an equal chance of obtaining as much 
traffic as they are able to handle. Similarly, 
special tariffs may be drawn up for certain lines 
during the periods when the rivers are in flood, 
so as to bring their traffic into line with that of 
river-transport undertakings. 

3. It is only during the last few years that 
the various means of transport have undergone 
any considerable development. When the first 
railway lines were opened to traffic, the question 
of competition between the various means of 
transport did not arise ; but even then the 
Government endeavoured to take steps to 
prevent unnecessary competition such as has 
been experienced in other countries. Con
sequently, the various means of transport in 
China work hand in hand, and competition may 
be said to be non-existent. 

4. The result is that each means of transport 
is developing at the same rate, while each is 
serving its own ends. The systematic co

. ordination effected during the last few years 
has brought about an improvement in rural 
economy and has stimulated industry. 

5. The following measures have been taken 
by the Ministry of Railways to facilitate 
transport co-ordination : 

2. No such attempts have been made. 

3. Prior to administrative action, conferences 
have been held to promote agreements between 
different means of transport. The administra
tion has also taken direct action. 

4. Rational co-ordination of highway trans
port has succeeded in bringing into being 
sixty through traffic routes along inter-city and 
inter-provincial trunk lines. The co-ordination 
of railway and water transport has extended the 
facilities of through traffic to all important cities 
in China. 

2. Apart from the pool system adopted for 
the sharing of freights, no other systems of 
distributing traffic have as yet been tried. 

3. The administration has endeavoured to 
promote agreements, but has taken no direct 
action. 

4. In commercial navigation, the value of 
Government regulation is beginning to be 
realised . 

{a) Through rates for combined transport between railways and boats for passengers, and between railways, boats and road-transport under
takings for goods. The so-called internal (in China) circular tickets for passengers are issued at a maximum reduction of 30% on the normal rates; 
reduced rates for goods are granted only in certain special circumstances ; 

(b) "Combined transport tickets for passengers "and "combined transport tickets for goods "are issued for the three means of transport; 
l':J 
'-l -



China 
(continued) 

Ecuador 

Estonia 

C. 1, 2, 3, 4 and 5. 

Railway Road Inland navigation 

(c) Railways and boats are allowed to fix special rates on certain routes, so as to procure traffic for each other; 

(d) Railway, river and road transport undertakings may conclude agreements for the co-ordination of their transport and the development of 
their traffic, provided such agreements are based on the principle of equality and mutual profits. 

5. Special measures taken for facilitating 
transport co-ordination are : 

(a) Through rates, usually based on the 
combined rates of participating carriers -
sometimes with a discount; 

(b) Through tickets and waybills for 
through traffic ; 

(c) Special rates are not common m 
highway transport ; 

(d) None, so far as highway transport is 
concerned. 

5 (a) There are no through rates for com
bined transport. 

(b) Through tickets or waybills exist. 

(c) There are no special tariffs. 

(d) Agreements exist for ensuring connec
tions between the various means of land and 
waterway transport. 

1, 2 and 3. There are a number of measures with a view to the rational co-ordination of joint transport systems, which are based on the requirements 
of the undertakings concerned, subject to the approval of the public authorities (Ministry of Communications, municipalities, police, etc.), the object 
being to safeguard security while developing traffic. 

4. The results obtained up to the present are satisfactory. 

5 (a) It has not yet been found possible to establish a very complete system of through rates for combined transport by the various means of 
transport. 

(b), (c) and (d) The price of passenger tickets issued by the Southern Railway Company includes the crossing of the estuary from Guayaquil to 
Duran, the terminus, or vice versa. 

1, 2, 3 and 4. See replies under A. 1, 2, and 3, pages 22, 39, 50, 62, 73, 81, 83, 107, 145. 
5 {a) There are through rates for combined transport by State and private railways, by State Railways and inland navigation lines, and by State 

Railways and motor services. 
(b) There are through waybills for State and (b) There are through tickets for State 

private railways. railways and inland navigation lines. 
There are through waybills for State and private railways, for railways and inland navigation lines, and for State Railways and motor services. 

(c) No special tariffs are applied with a view to procuring traffic for other means of transport. 
(d) No agreements exist under other forms. 



United States 
of America 

Finland 

1. The public authorities have taken action with a view to the rational co-ordination of transport. In regulating the rates on the several forms of 
transport subject to its jurisdiction, the Commission gives consideration to the effect which the rates on the one form of transport may have on the 
other and to the public interest in adequate transport service for the several forms of transport, but in so doing it is governed by the transport 
standards affecting the several forms of transport and has been given no authority to co-ordinate these forms of transport based upon any other 
consideration. 

. 2.. No attemp~s have been made .to ?istr.ibute traffic apart from the measures adopted to ensure safety and smooth application. Th~ C~mm!ssion 
IS Without authority to make such distributiOn solely for the purpose of dividing traffic between two or more forms of transport. Any d1stnbut10n of 
traffic would be merely incidental to such an adjustment of rates as the Commission might require. 

3 and 4. No attempts have been made, prior to administrative action, to promote agreements between the various means of transport. In son:e 
instances, carriers engaged in one form of transport may have an understanding with carriers engaged in another form not to propose changes .m 
their respective rates without notifying each other in advance that such changes are contemplated, but the Commission is without authority to reqmre 
~hem to do _so or to prevent the establishment of particular rates by carriers subject to its jurisdiction, unless such rates are shown in a formal proceed
mg before 1t to be in contravention of some provision of the Act which it administers. 

5 (a) The Commission has authority to require the establishment of through routes and joint rates for rail-water transportation. It has .no 
authority to require joint rates between motor-carriers and other carriers subject to the Act, but such carriers may voluntarily establish such jomt 
rates, which thereupon become subject to the Commission's jurisdiction. 

(b) Where joint rates subject to the Commission's jurisdiction are established for combined transport by the various carriers under consideration 
the Commission has jurisdiction over the matter of the issuance of through tickets and bills of lading. 

(c) Rail/inland navigation.- The Commission has authority to require a rail-carrier to make suitable connection between its line and tracks leading 
from the dock of a common carrier by water to the rail carrier's right of way, to establish through routes and maximum joint rates between and ~ver 
such rail and water lines, and to establish proportional rates by rail to and from the port, such proportional rates being defined as those which differ 
from the correspon~ing local rates to and from the port and which apply only to traffic which has been brought to the port or is carried from the port 
by a common earner by water. 

(c) No information available. 

(d) There are no agreements in' other forms. The agreements which must be filed with the Commission and the bases thereof have been discussed 
above. 

1. The railways have tried to co-ordinate 
transport services with motor-buses and ships 
on inland waterways, but with little success. 

2. The Railway Administration has just 
submitted to the Government a proposal for 
dividing transport services between railways and 
motor-bus lines, but the question is still un
decided. 

3. So far, there arc no agreements between 
the different means of transport. 

4. It is clear from the above that no positive 
result has been obtained as regards the collabora
tion in question. 

1, 2, 3, 4 and 5. There are no means of co
ordination of transport. 

1, 2, 3, 4 and 5. The Government has not 
yet had occasion to take measures to co-ordina~e 
shippin"' with rail and road transport. This 
has be~n done on the initiative of private 
undertakings. Such collaboration has scarcely 
existed until now, except for passenger trans
port, and this has been organised chiefly 
through travel agencies selling tickets including 
journeys by sea as well as by train or motor-bus. 
Only when the State grants a credit for the 
upkeep of a special sea route does it ascertain 
whether the schedule is suitable for passengers' 
needs and is drawn up with due regard, inter alia, 
to the schedules of other means of transport. 



Finland 
(continued) 

France 

Railway 

5 (a), (b), (c) and (d) There are no special 
measures for facilitating transport co-ordination. 
See under " Inland navigation ". 

Road 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

1. As the result of a detailed examination by the National Economic Council, the Government has adopted a series of measures to suppress the 
inordinate competition which has arisen between the various forms of public transport, a competition which is in.iurious to all parties, is recognised as 
one of the main causes of the railway deficit, and is, furthermore, opposed to the general interests of the nation. The regime adopted aims at replacing 
competition and duplication by co-operation between railway, road and water transport. 

Four decrees were issued to co-ordinate rail and road transport : 
The Legislative Decree of April 19th, 1934 (applying the Finance Law of February 28th, 1934); 

the Public Administrative Regulations of February 25th, 1935 ; the Public Administrative 
Regulations of July 13th, 1935; and the Public Administrative Regulations of November 14th, 
1936. 

The first Decree lays down the principle of the co-ordination of the two means of transport 
and sets up the Co-ordinating Committee ; the second Decree sets up departmental Technical 
Transport Committees and defines the general principles governing passenger transport; the third 
defines those governing goods transport ; and the fourth enlarges the membership of the Co
ordinating Committee and the departmental Technical Committees. 

The Co-ordinating Committee, on which the various categories of carriers and the public and 
administrative bodies concerned are represented, endeavours to secure departmental and regional 
agreements between the various carriers. The Committee may consult the Director-General of 
Railways, acting as Government Commissioner, and the Heads of Departments of the various 
Ministries. 

The departmental Technical Committees, whose composition is similar, are bodies appointed for 
purposes of information, investigation and supervision, which collaborate with the Co-ordinatmg 
Committee. They keep a record of vehicles, in pursuance of the Decree of April 19th, 1934, and 
examine the special cases which the Administration submits to them. Their main task, however, 
is to determine the bases of the agreements concerning passengers and goods to be submitted to the 
Committee. They endeavour to secure the consent of all undertakings, and, after the agreements 
have received the approval of the Minister of Public Works, supervise their application. 

The general principles of the co-ordination of railway and road transport are the following : 
(a) Passenger transport is reserved for the railways, and for contractual motor services on 

the routes of the former which are open to such traffic. Compensations granted to suppressed 
road services, in the form of services on closed railway routes ; services between the principal 
towns on the main lines ; operation, for account of the local railways, of motor services 
substituted for train services ; taking-over of services abandoned by the contractual undertakings. 

The suppression of local lines and contractual road services requires the consent of the authority 
making the concession. 

The main systems may facilitate agreement by entrusting the operation of lines with little 
traffic to local companies. 



I 

As regards the allocation of traffic among carriers, only services operating on April 21st, 1934, 
are taken into account. The period of existence of the service is taken into account in the 
allocation of compensations. 

Agreements must specify maximum tariffs, routes and time-tables. 
Passenger-carriers are required to carry mails, for which service they are remunerated. 

(b) In the case of goods traffic, preference is, in principle, given to road services for short
distance transport and to railways for long-distance transport, a fair apportionment being made 
of transport over medium distances. 

Agreements specify : 
In the case of the main systems, the lines completely closed to goods traffic ; on other lines, 

closed stations and stations for district centres (" gares-centres "). Road services are used for 
local traffic in districts with closed lines, and within districts served by "gares-centres ", and, in 
general, for purposes of collection and delivery. 

In the case of local railways :services which they have suppressed, and motor services substituted 
for trains, in each case in agreement with the authority making the concession. Road services 
will replace the former, and may be entrusted by the Companies with the operation of the latter. 

In the case of contractual motor services : the compensations which can be offered to free services 
for the traffic the latter had to relinquish. 

The road-carriers who are retained must be in possession of a public transport card entitling 
them to effect transport for short distances (50 kilometres or less), medium distances (up to 100 
or 200 kilometres, according to the district), or long distances (without limit), respectively. 

The holder of the transport card must pay an annual fee to the Treasury, determined according 
to the distance and nature of the transport. 

Goods-carriers are under the obligation to operate services regularly and efficiently. Vehicles 
must be provided with distinguishing marks indicating the category of transport effected. Waybills 
are compulsory. Material must be kept in good condition. 

The Legislative Decree of May 15th, 1934, and the Public Administrative Regulations of September 21st, 1934, provide for the co-ordination of 
railway and water transport, as follows : 

Limitation of the number of river boats ; limitation of the transport by water of miscellaneous goods, which are, in principl.e, to be re~er-.:ed for 
the railways ; the conclusion of agreements apportioning traffic among the different means of transport, such agreements bemg made bmdmg by 
the Minister's sanction. 

The conclusion of direct agreements is facilitated by the constitution of a Central Co-ordinating Committee and seven regional Co-ordinating 
Committees for rail and water transport (Decree of September 21st, 1934). 

2. The reply to this question is contained in the reply to the preceding question. The object of co-ordination is to secure a fair division which will 
ensure safety and facilitate traffic. 

, 3. The basis of the regime is the conclusion of agreements. In cases of disagreement, the Central Co-ordinating Committee is empowered to 
arbitrate. 

4. The co-ordination of rail and road transport, as protected and organised by the various 
regulations explained above, has only been begun, as strong objections were made in Parliament 



France 
(continued) 

Greece 

C. 1, 2, 3, 4 and 5. 

Railway Road Inland navigation 

and in the various local assemblies to the whole principle of a co-ordination based only on agreements 
between carriers. The Minister of Public Works has therefore decided to postpone giving his 
sanction to the passenger transport plans drawn up by the Departmental Technical Committees. 

The Decree of November 14th, 1936, enlarged the membership of the various Co-ordinating 
Committees by the introduction of representatives of the public bodies affected and of rail and road 
users, and the Minister of Public Works has undertaken a revision of the texts in force, in 
collaboration with the reorganised Co-ordinating Committee, for the purpose of replacing the 
agreement system by a regime of authorisation. 

Pending the termination of this new investigation, road services are being substituted for railway 
passenger transport services, wherever partial agreements have been concluded with the consent of 
local authorities. · 

As regards goods traffic, the register for the limitation of vehicles provided for by the Decree of 
July 13th, 1935, is now completed. 

Four general agreements (Rhone, Canal du Midi and Garonne lateral canal, Loire and Breton canals) and numerous local agreements have 
been concluded for the co-ordination of railway and water transport. 

5 (a) There are no through rates for combined transport by the various means of transport. 
(b) There are combined tickets for passengers, but no waybills for goods, except a few house-to-house rates. 

(c) Only two such rates exist- one for promoting the transport of goods to an inland port, and the other for providing a reduced price in the 
case of departures from an inland port. 

(d) The regime for co-ordinating railway and water transport has led to agreements for the distribution of traffic fixing a percentage for each 
means of transport. Agreements for the co-ordination of railway and road transport are now under consideration. 

1 and 2. The Government has passed legislation to secure a rational co-ordination based on the 
fundamental principle of the distribution of transport according to local needs and the capacity 
and adequacy of each of the two means of transport. 

The law regulating railway and road transport was promulgated on December 30th, 1936. 
Under this law, the following traffic is deemed to be inter-communal traffic : any transport effected 
by mechanical means between two places more than 20 kilometres distant from one another in the 
case of motor-omnibuses and more than 50 kilometres distant in the case of motor-lorries. 

The State determines and supervises services, tariffs and time-tables, and grants concessions for 
fixed routes. 

In the case of a road system serving places connected by rail, the service is preferably granted to 
the railway companies, which may either operate it themselves or farm it out. Concessions are 
granted for five years. 

The maximum total weight of loaded vehicles may not exceed 10 tons. Motor-lorries may not 
exceed 2.5 metres in width and 3.2 metres in height. 

No inland navigation. 



Hungary 

India 

• 3. Before the public authorities took action, the State Railways agreed with co-operative motrir
transport undertakings to operate certain services parallel to, or terminating at, railway lines. 

4. Before action had been taken by the State, the results of the agreement concluded between 
the railways and the road-carriers were not very satisfactory, but at the present time, owing to the 
intervention of the public authorities, results are very satisfactory in the case of both means of 
transport. 

5 (a) and (b) A considerable number of special measures facilitate transport co-ordination, such 
as joint tariffs and through tickets and waybills issued at railway-stations or joint offices. 

(c) All rates for railway and motor transport are special rates, with a view to increasing the 
volume of traffic carried in co-operation by the carriers. 

(d) Agreements based on "separate Conventions "were concluded before the coming into force 
of the law regulating transport. 

1, 2, 3 and 4. The various transport undertakings are free to conclude, according to their requirements and with the assistance of the public 
authorities, agreements with a view to rational co-ordination of transport. 

5 (a), (b) and (c) Special measures for facilitating transport co-ordination also exist in Hungary, such as : through rates for combined transport 
by the various means of transport ; through tickets and waybills ; special rates on certain routes covered by one means of transport with a view to 
procuring traffic for another means of transport. 

(d) Agreements for the regulation of transport have been concluded between rival undertakings. 

1. Action is being initiated. The principle aimed at is free competition between various means of transport with similar privileges and obligations 
and subject to comparable control with a leaning towards the protection of the capital invested in railways to the extent that it can offer equal service 
with competitors. These principles are difficult of full statement. 

2. No attempt has been made to distribute traffic, apart from the measures adopted to ensure safety and smooth operation. 

3 and 4. Railway administrations have made sporadic attempts to come to agreement with 3 and 4. There is generally no competition, 
road-transport undertakings for joint services, but lack of organisation and protection from excessive but some on main routes between inland water 
competition of road transport has generally prevented success. In one case, the administraLion transport and railway and road transport. In 
of a railway guaranteed by the Government of an Indian State has obtained, and is working Bengal, agreements are in existence between 
satisfactorily, a monopoly of road transport on certain roads. railways and inland waterway transport 

organisations with a view to sharing the traffic 
of certain riverine ports by periodic adjustment 
of rates. 

5 (a), (b) and (c) Generally no, but the development of through rates and booking for passengers and goods by rail and road and by rail and inland 
water route is bemg fostered, wherever possible. 

(d) Sec reply to 3 and 4 above. 

------------------------- -----------------



Ireland 

Iceland 

Japan 

Railway 

I, 2 and 3. A considerable measure of co
ordination in regard to rail transport was 
effected by the amalgamation of the railways 
referred to under A.I (c), page 40. 

Road 

C. 1, 2, 3; 4 and 5. 

Inland navigation 

Legislative action designed to provide for the rational co-ordination of transport includes provisions enabling the railway and canal companies to 
engage in road transport and to acquire compulsorily (on payment of compensation) the passenger and merchandise road-transport licences of 
competing private operators ; power to the Minister for Industry and Commerce to authorise the cessation of train services on particular sections of line 
and the substitution therefor of road services ; and an obligation on all merchandise road-transport licensees to submit for Governmental approval 
all agreements proposed to be entered into with other road-transport operators. These, coupled with the statutory obligation on road-transport 
licensees to provide road transport facilities where and when required, have been designed to eliminate unnecessary overlapping of services, whilst 
ensuring the rational development of road transport. 

4. Measured in terms of the financial results obtained by the railway companies, the provisions 
outlined have been instrumental in securing a progressive improvement in both rail and road 
transport every year since I933- the year in which the co-ordinating road legislation was enacted. 

5 (a), (b) and (c) By the operation of inter-Company agreements, through tickets and waybills 
are available over all the railways in Ireland, while, to a limited extent, each company's rail tickets 
are available for return by omnibus, and vice versa. 

By agreement between the companies concerned, a fixed relationship is maintained between rail and canal freight rates on competitive routes. 
Special railway rates to ports are normally granted, but such rates are subject to approval by the Railway Tribunal and may not be granted so 

as to prefer unreasonably one port to another. 

(d) No information available. 

I. As the rational co-ordination of transport 
is very desirable, the Minister of Railways has 
from time to time taken steps to encourage such 
co-ordination. The principles which the Gov
ernment aims at are to abolish unnecessary 
competition between the various means of 
transport, on the one hand, and to improve the 
transport services, on the' other. 

(d) No information available. 

Motor-cars being the only means of transport 
in this country, there are no replies to this. 

I, 2, 3, and 4. No information availal:>le. 

(d) No information available. 

I, 2 and 3. The public authorities take no 
special action, except that they endeavour to 
ensure the safety and smooth operation of the 
transport. 



Latvia 

2. No measures have been taken to distribute 
the traffic, apart from the measures adopted to 
ensure safety and smooth operation. 

3. The authorities encourage co-ordination 
between the various means of transport, but 
so far they have not taken any direct action. 

4. Results have been obtained in the 
amalgam::~tion of a large number of concerns ; 
remarkable decrease in unnecessary competition 
as regards fares, etc. 

4. Establishment of the licence system in 
force. 

5 (a) A system of through fares for combined transport by the various means of transport is in force between the .railway, the tramway, the 
motor-bus and the steamer concerns. The through rates generally represent the sum of the rates for the various stages of the journey in question. 

(b) There are through tickets and waybills The system of through transport has been 
for these various means of transport. practised. 

(c) There are no special rates with a view to 
procuring traffic for other means of transport. 

(d) There are no other agreements than those 
mentioned above. 

1. The measures taken up to date concern only the co-ordination of railway and motor 
transport, the object being to prevent competition between them, .which is inevitable when the 
motor transport is run parallel to a railway line, a situation which is not desirable if the railway 
is able to ofTer the public the same advantages. Concessions for the establishment of motor
transport lines are granted with the consent of the railway administration and the Department of 
Posts and Telegraphs, final authorisation being given by the Minister for Communications. 

2. No attempts have been made to distribute traffic, apart from the measures adopted to 
ensure safety and smooth operation. 

3. Attempts have been made to promote agreements between the railways and concessionaries 
of motor-transport lines by buying back concessions. Again, in some cases, the administrations 
have refused to issue or to extend concessions, in order to avoid competition. 

4. Positive results have been obtained, as regards passengers only, by abolishing motor-transport 
lines where these existed side bY. side with the railway lines, except when the motor services offered 
certain advantages over the ra1lways - for example, when the station is outside the town, or the 
distance and duration of the journey by rail are greater than in the case of motor transport. No 

1, 2, 3, 4 and 5. No measures of co-ordination 
have been taken. 



Latvia 
(continued) 

Railway Road 

results have yet been obtained as regards competition in the transport of goods. Although a 
concession is also necessary for a regular motor service for the carriage of goods, this is quite often 
carried on illegally, without a concession, the authorities finding it difficult to detect cases of this 
kind. Again, irregular motor transport by a route parallel with the railways is fairly frequent. 
A law governing motor transport is being prepared. 

5 (a) In several cases, the Railway Administration has itself decided to operate motor services 
running side by side with the railways, or has itself established motor services running parallel 
with a narrow-gauge railway (width, 0.6 metre), in order to provide the public with more rapid and 
convenient means of communications. 

(b) The Railway Administration also operates, in certain cases, motor-omnibus lines taking 
traffic to and from the railway-stations. Through rates and through tickets for combined transport 
of the kind referred to have been introduced only in exceptional cases. 

(c) There are no special rates to procure traffic for another means of transport. 

(d) Agreements between railway and motor transport have been established in virtue of which 
motor transport is used by the railway in certain cases for the carriage of baggage from house to 
station and vice versa. 

C. 1, 2, 3, 4 and 5. 

Inland navigation 

---------------------------------------------------------------
Liechtenstein 

Lithuania 

No information available. 

I. The Minister of Communications is empowered by law to fix the routes for motor transport 
by road, with due regard to the interests of the railways, postal communications and other public 
interests. 

I. The rational co-ordination of transport is a matter for the authorities ; the guiding considera-
tions are public utility and the interests of the State. . 

2. The railways have attempted to distribute traffic by the development of inland water transport. 

So far as inter-urban traffic is concerned, motor and water transport is regulated by the 
Highways Authority, similar powers in regard to traffic in the larger towns being exercised by the 
mayors. Traffic is distributed so as to ensure safety and smooth operation. 

3. The road transport services are to be approached with a view to the organisation of through 
transport. 

4. No results have been obtained up to the 3 and 4. No administrative action has been taken to promote agreements between various means 
present. of transport. 



Luxemburg 

Monaco 

Norway 

Y' 5. No special measures have yet beeh taken ; hut it is proposed : 
(a) To introduce through rates for combined transport by rail and road; 
(b) To introduce through tickets and waybills for such combined transport. 

5. There are no special measures for facilitat
ing the co-ordination of motor traffic. 

(a) and (b) There is no permanent system of through rates or through tickets for the various 
means of transport. 

(c) There are no special motor and water transport rates on particular routes with a view to 
procuring traffic for another means of transport. The only measure of this kind in force is the 
prohibition of the transport of certain goods by water. 

(d) There are no agreements in other forms between the various means of transport. 

1. The co-ordination of the various means of transport is now under consideration. No 
regulations have so far been issued by the public authorities. 

2. No attempts have been made to distribute traffic, apart from the measures adopted to 
ensure safety and smooth operation. 

3. No action of this kind has so far been taken. 

4. The need for co-ordinating transport has not yet become imperative. 

5 (a), (b), (c) and (d) There are no special rates existing to procure traffic for another means 
of transport. 

See A.I (a) and (b), page 27. 

1. In gr~nting the authorisations mentioned 
under B.2, the competent authority must bear 
in mind the rational co-ordination of all the 
various means of public transport, and must 
seek to ensure that the transport needs of the 
community should be met in the most econom
ical and effective manner. 

1. The Law of February 20th, 1926, on motor vehicles contains provisions for the regulation 
of relations between rail and motor transport. These provisions include one to the effect that 
authorisation for the commercial transport of passengers and goods by motor vehicle according 
to a regular time-table must be given by decision of the Ministry of Labour, when these services 
may be regarded as liable to create competition detrimental to public means of communication. 
The Department of Labour may also withdraw a permit for the operaLion of a route issued by the 
National Roads Administration, when it considers that competition of this kind may be created. 

Inland navigation of no importance. 

Inland navigation of little importance. 



Norway 
(continued) 

Hallway Road 

Transport authorisations may be su~ject to detaile~ rules concerning, for example, time-tables, 
charges, the carriage of mail for specified remuneration, etc. 

At the moment, there is no real regulation of relations between railways and motor services not 
running at regular times. 

2. In certain places with a purely local traffic, the railways organise motor services for part 
of the passenger traffic. 

3. See reply to question 1 above. 

4. See reply to question I above and to 
questions 5 (a) el seq. below. 

5 (a) The State Railways have concluded 
agreements for the transport of goods with the 
principal motor services running lines which 
start from railway-stations. For some routes 
there are also agreements of the same nature 
providing for the issue of through tickets. 

(b) The waybills and types of tickets in 
regular use on the State Railways are employed 

The general instructions drawn up by the 
Ministry of Labour for the authorisation of 
regular services include rules for the equipment, 
comfort, etc., of vehicles, in order that pas
sengP-rs and owners of goods may be given a 
satisfactory service. 

3. The Ministry of Labour and the other 
authorities responsible for the administration of 
road traffic have endeavoured, in a number of 
cases, to promote agreements for the co
ordination and distribution of traffic, etc., 
between the motor services subject to authorisa
tion, and also as regards railways and maritime 
communications ; the Ministry of Labour has 
further taken certain action to make suitable 
arrangements for the restriction or withdrawal 
of authorisations to run motor services and other 
similar services. 

4. It is believed that the steps hitherto taken 
have helped to provide traffic requirements on 
economic lines. 

5 (a) Combined tariffs are extensively used 
as between motor services and railway lines, 
and are also employed as between motor services 
and steam navigation services. The rates vary 
according to the various combined routes. 

(b) In the cases mentioned in (a) above, a 
through ticket is used for the whole of the 

C. 1, 2, 3, 4 and 5. S5 
~ 

Inland navigation 



New Zealand 

,_ 

for the combined transport mentioned in (a) 
above. 

(c) There are no special rates of transport 
with a view to procuring traffic for another 
means of transport. 

(d) Combined transport similar to that 
mentioned under (a) has been organised between 
the State Railways and the principal inland 
navigation services and coastal shipping services. 

combined route. 

(c) There are no special rates of transport 
with a view to procuring traffic for another 
means of transport. 

(d) There are no other agreements existing 
other than those mentioned above. 

1. This is done through the transport 
licensing policy. 

With passenger services a policy of controlled 
monopoly is followed whereby one licence is 
granted for one route and other applications 
for licences over that route refused. In certain 
instances prior to the introduction of the 
Transport Licensing Act, two or more services 
were running over one route, and it was 
necessary to eliminate the unnecessary services 
and co-ordinate the time-tables of the services 
left. The unnecessary services were eliminated 
by arbitration or amalgamation. Through ser
vices have been organised between two distant 
points by the co-ordination of the time-tables 
and routes of three or four different operators 
and the fixing of through fares shared between 
the operators concerned on the basis of the 
mileage of the route each covers. 

With goods services, a policy of controlled 
competition is being followed. The wants of 
an area are ascertained and licences sufficient 
to cope with the needs of that area granted. 

1. As far as passenger transport is concerned, licences have been granted to privately owned 
road services in competition with the rail only where there has been a demand for them. Time
tables and routes of other road services have been co-ordinated with the rail services. 

There has been a recent change of policy, and the Railway Department has purchased some of 
the road passenger services in competition with the railways. These services are now being run by 

Inland navigation of little importance, 



New Zealand 
(continued) 

Railway Road 

the Railway Department, thus providing duplicate means of transport under the one control over 
certain routes. 

With goods traffic, a policy of single ownershir for long-distance haulage is being followed. 
Negotiations are now proceeding between the Railway Department and the long-distance road 
route operators to arrive at the purchase price of the road service. It is the intention of the Railway 
Department as with passenger transport, to provide duplicate road and rail services over the main 
routes. Thls will, in the main, have the tendency to confine the activities of the private road
transport operator to short-distance haulage and acting as a feeder service to the State owned road 
and rail services. 

A restriction has been placed on road operators not operating over a defined route by a recent 
legal provision which prohibits the carrying of goods in competition with the railways for distances 
in excess of 30 miles, except in those instances where the commodities concerned can be best 
handled by road transport. 

2. No information available. 

3. No information available. 

2. Only within the road goods transport 
industry have licences been issued to operators 
restricting them to the carriage of particular 
classes of goods within certain areas or over 
certain routes. 

3. None, prior to the introduction of the 
Transport Licensing Act, 1931. 

.4. It Is difficult to assess the proportions of general improvement in the transport industry that 
are due to general economic recovery and other factors and to administrative action respectively. 
The following figures give details of the total improvements in railway traffic and road-transport 
traffic since the introduction of the Transport Licensing Act. 

The control of road passenger services was undertaken in 1932 and road goods services in 1933. 

Passenger revenue: 

Railways ... 
Road services . 

Goods revenue: 
Railways .. 
Road services . 

1935 1936 
£sterling 

1,368,688 1,466,617 
872,132 929,480 

4,430,530 
2,037,000 

4,659,714 
2,070,000 

C. 1, 2, 3, 4 and 5. 

Inland navigation 



Netherlands: 
Home 

Territory 

~ 

Pro fils and losses : 
Railways, goods and passengers : losses 
Road passenger services : profits . . 
Road goods services : profits 

Total capital inveslmenl on road services: 
Passenger services 
Road services . . . . . . . . . . . 

1,243,395 
65,393 

215,000 

870,583 
2,237,000 

1,248,574 
97,488 

265,000 

737,050 
1,924,000 

5 (a) The Railway Department quotes for door-to-door deliveries- e.g., furniture and effects- throughout New Zealand, which consists mainly 
of the north and south islands, which are connected by a privately owned steamer service. The Department arranges for the steamer freight, and 
also arranges for collection from house to house transit either in its own lorries or in conjunction with local carriers. · 

The Railways have free delivery areas, where goods are delivered from the rail to store or shop. 
The areas covered are town areas only. The rail charge includes the delivery charge. 

Truck rate system - whereby the road operator or an organisation of road operators in two 
centres guarantees to send so many railway-truck loads of goods each week between the.two centres. 
The Railway Department quotes a special rate for the trucks. The freight is collected by members 
of the carriers' organisation at one end and delivered by members of the same organisation at the 
other end. The freight charge made by the organisation covers collection, the rail freight and 
delivery. 

(b) Through tickets and waybills cover mainly passenger transport : 

Through the Government Tourist Bureau.- This Department issues boat, rail, air and road service tickets for all services in New Zealand, deducting 
10% of the fares for commission. Tickets are also issued to cover travel by road and rail, rail and boat, or for all three means of transport, the 
tickets necessary being enclosed in a folder. 

For a through road service embracing three 
or four operators, through tickets can also be 
issued by the booking-offices of the firms 
concerned or their agents. 

The railway may issue tickets for combined rail and road travel and so on. There is a fairly 
complete system of booking-offices, the Government Tourist Bureau being the main one. 

(c) There are special rates on certain routes covered by one means of transport, but of very little importance. 

(d) None, apart from those already mentioned, including the " tmck-rate " system outlined in (a) of this section. 

1 and 4. The principles on which the Government's policy is based are as follows : 
All means of transport must be considered as a whole. 
Private road-transport undertakings cannot be allowed to take remune1·ative transport in the densely populated districts while leaving the less 

remunerative transport in the less populated parts of the country to the railways. . 
The freedom of means of transport seriously competing with the railways must be limited by licences and concessions as regards the transport 

of passengers and goods. 



Netherlands 
(continued): 
Home 

Territory 
(continued) 

Netherlands 
Indies 

Poland 

C. 1, 2, 3, 4 and 5. ~ 

Railway Road Inland navigation 

Unprofitable railway lines must be abandoned. 
In distric~s n? longer served b,Y _abandoned railway lines, _oth_er means of communications must take their place. If necessary, such new means 

of commumcat10n may be subsidised out of the Commumcatwns Fund (Verkeersfonds). 
When the canals now under construction have been completed, no further ones will be .-onstructed if they are liable to be detrimental to the 

Communications Fund. 
No monopolies will be granted for road transport. 

2 and 3. No information available. 

5 (a) Contracts have· been concluded between the railway companies and other transport companies arranging for communications in individual 
parts of the country. 

(b) There are through waybills for the different means of transport. 

(c) No information available. 

(d) No information available. 
* * * 

1. The action of the public authorities is confined to the limitation of competition between the 
different means of transport, while leaving transport undertakings free to agree on the division of 
the volume of passengers and goods to be carried. 

Regulation is solely based on the principle that any authorisation liable to cause serious economic 
difficulties must be refused. 

2. The distribution of traffic is settled independently of the measures adopted to ensure safety 
and smooth operation. 

3. Transport commissions will be set up in 1937. These commissions will keep in touch with 
questions connected with the transport of goods ; they will intervene in the event of conflicting 
interests between transport undertakings, and the Director of Traffic and of the "Waterstaat" 
may consult- them before taking steps concerning the transport of goods. 

4. As results have not hitherto been satisfactory, the commissions described under. 3 have been 
set up. 

As regards the transport of passengers, excessive competition has already been reduced by the 
refusal of authorisations. 

5. There are no special measures to facilitate transport co-ordination. 

1 and 2. The application of the concession system with the commercial transport of passengers 
and goods by mechanically propelled vehicles (motor vehicles) is designed, inter alia, to co-ordinate 
such transport with other means of communication, more particularly the railways. As far as 
relations with the railways are concerned, the principle underlying the system of concessions is to 
accord the most liberal treatment to motor services. With a view to satisfying adequately the 
traffic requirements of the population, concessions for the commercial transport of passengers and .. . 

Inland navigation of no importance. 

No information available. 

0> 



Roumania 

goods by mechanically propelled vehicles may only be issued to contractors who have sufficiently 
strong financial backing. The existence of a railway line does not preclude the establishment 
of an undertaking for the commercial transport of passengers and goods by motor vehicles on roads 
running parallel with the railway. 

A certain co-ordination in the operation of both these forms of transport is secured by the proper 
correlation of motor-omnibus time-tables, which are approved by the authority issuing the 
concession for commercial transport by motor-omnibuses. 

As regards the commercial transport of goods, the operations of motor vehicles and railways 
were until recently co-ordinated by means of a minimum tariff, but this co-ordination is now 
effected by fixing the tonnage of the mechanically propelled vehicles serving a given route. 

As Poland still has an insufficient number of motor vehicles, tonnage restrictions in commercial 
motor services are only applied on a few long-distance routes. 

3 and 4. Undertakings exist for the commercial transport of goods by motor vehicles on 
particular routes. In addition, it is proposed to issue concessions for the commercial transport of 
goods by motor vehicles in particular areas inside the boundaries of a few districts, but only to 
persons who submit to the authority issuing the concession an agreement concluded with the State 
Railways concerning co-operation with the railways (joint service) in the commercial transport of 
goods by motor vehicles. 

5 (a), (b), (c) and (d) As motor transport in Poland is still comparatively undeveloped, co
ordination between motor and rail transport can easily be secured. In the case of the commercial 
transport of passengers, this is achieved by means of the motor-omnibus time-tables which are 
fixed (approved) by the central authorities, so as to provide the necessary connections with railways 
and to comply with theprinciple that motor-omnibus departures shall take place at corresponding 
intervals between the arrivals and departures of trains. In the case of the commercial transport 
of goods, it was until recently compulsory for concession-holders to observe the minimum tariffs 
and transport schedules approved (regular.ty of transport). As this had the effect of hampering the 
development of motor services generally, tare-weight regulation has now been introduced, in the 
sense that only on a few long-distance routes is a restriction imposed on the tare weight of the 
motor vehicle which can be used for transport on those routes. Furthermore, the foundations 
have been laid of a system of combined transport by motor-car and rail on a single waybill on the 
basis of agreements concluded between the motor-transport concerns and the State Railways. · 

1, 2, 3 and 4. No information available. 

5 (a) Through rates and tickets are provided 
by the railways and shipping companies for 
combined rail and water transport. 

1, 2, 3, 4 and 5. No information available. 1, 2, 3 and 4. No information available. 

5. Agreements exist between the State 
river-navigation undertaking and the Rou
manian railways for combined transport rates. 



Roumania 
( conlinued) 

Siam 

Sweden 

RaUway 

The transport of goods is effected on a com
bined waybill and hill of lading. 

(b), (c) and (d) No information available. 

Road 

I. The Board of Railway Commissioners and the Committee on Highways are so organised and 
appointed that the authorities concerned with the various means of transport are represented there
on, the aim being so to co-ordinate those means of transport that they may supplement each other 
instead of competing with one another. 

2, 3, 4 and 5. No, the necessity for doing so not having arisen. 

C.l, 2, 3, 4 and 5. 

Inland navigation 

(a) The Roumanian railways and river
navigation undertakings also participate in the 
various international through rates organised 
by the main Danube shipping companies and the 
railways of the Danube countries. 

(b) Through passenger-tickets and waybills 
are used under the combined Roumanian railway 
and river-navigation tariff. 

(c) Certain special rates exist in the case 
of combined railway and river traffic, so that 
each undertaking may assist the other by 
increasing its traffic. 

(d) Agreements exist between the various 
Danube shipping companies - e.g., for the 
transport of petroleum products. 

I, 2, 3, 4 and 5. No information available. 

I. On June 30th, 1932, the King in Council requested certain administrators to assist in carrying out a comprehensive enquiry into the question of 
measures to settle the relationship between motor traffic, railways, and navigation, and questions connected therewith, in a sound manner, from 
various points of view. These persons, who undertook to enquire into the traffic of the year 1932, sent in a comparative summary of railway an~ road 
traffic on January 19th, 1934 (State Official Reports, 1934 : 33), gave an opinion on February 28th, 1935, together with a draft decree relatmg to 
public motor traffic (State Official Reports, 1935 : 12), and on February 29th, 1936, reported on the relationship between land and sea traffic (State 
Official Reports, 1936 : 16). No decision regarding State intervention has, however, yet been taken. Further enquiries are being made into these 
questions. 

2. On granting concessions for motor-car or railway lines, certain consideration is given to 
existing transport undertakings. See under A.1 (g), page 83. 

3. There is a considerable degree of co- 3. There is a considerable degree of co-
operation between rail and omnibus traffic, on operation between rail and omnibus traffic. 
the initiative of the respective administrations. Of the 3,032 road-traffic undertakings in the 

country at the end of the year 1932, only 122 
' 

2. No information available. 

3. Co-operation takes place between the 
various shipping undertakings in accordance 
with private economic principles. In a small 
number of cases, there is also? co-operation 

"' co co 



In the case of the State Railways, such traffic 
co-operation (promoted by the railway admin
istration) took place in 1935 between sixty-nine 
stations and ninety-six different omnibus lines. 
In addition, the State Railways have reached 
an agreement with the General Post Office 
regarding joint traffic with fourteen postal 
omnibus lines. 

The private railways have, to a great extent, 
similar co-operation in both passenger and goods 
traffic with omnibus lines and other motor-car 
lines. 

A number of railways, including the State 
Railways, operate omnibus and motor-car lines 
of their own. 

> 
had no connection with any place situated on a 
railway. Of the 2,000 railway-stations in the 
country, 1,238 were connected with motor-car 
lines. 

In the case of the State Railways, such traffic 
co-operation (promoted by the railway admin
istration) took place between sixty-nine stations 
and ninety-six different omnibus lines. In 
addition, the State Railways have reached an 
agreement with the General Post Office to 
sell through tickets to and from certain stations 
in traffic with fourteen postal omnibus lines. 
In the case also of the private railways, through 
tickets are sold for traffic between railways and 
omnibus lines. 

Similar co-operation takes place for goods and 
passenger traffic, and through tickets are sold 
to a very considerable extent. 

,. 
between navigation and other' means of traffic 
for the carriage of goods. In tourist traffic, . 
such co-operation is frequent - e.g., for round 
trips, combined or alternative boat, train and 
motor-car journeys, for which through tickets 
are on sale. 

A number of the larger shipping companies 
also operate motor-car lines of their own. 

4. Where agreements have been reached on the subject, the means of transport have been utilised to better advantage. 

5 (a) No information available. 5 (a) No information available. 

{b) In the cases mentioned in 3 above, through tickets are generally sold both for passengers 
and goods. 

(c) Special tariff reductions are sometimes 
applied for routes on which sea traffic is also 
maintained - i.e., in joint traffic with certain 
regular .steamship routes. 

(d) No information available. 

(c) No information available. 

(d) No information available. 

5 (a) In certain port tariffs, goods tran
shipped from vessels to motor vehicles or 
railways, or vice versa, are subject to lower port 
dues. See also under 3 above. 

(b) No information available. 

(c) No information available. 

(d) No information available. 

-·-·--·---·---------------------------------------------

Czechoslovakia With a view to obtaining co-ordination, especially between road and rail transport, the Government of the. Republic has appointed a special 
Committee to draw up a general transport plan. 

1. Action by the public authorities in this connection, as described in the replies to the questions 
in Section A of the questionnaire, for the moment aims rather at checking the competition offered 
Lo the railways by certain kinds of motor transport, considered unsound or undesirable from Lhe 
point of view of the national economy, than at establishing co-ordination between them. 



Czechoslovakia 
(continued) 

Turkey 

C. 1, 2, 3, 4 and 5. 

Railway Road Inland navigation 

Railway I Inland Navigation. 
1. The relation between the Czechoslovak State Railways and shipping companies (most of which are owned by the State) has been settled in 

detail by a contract in which provision is made for the following : 
The issue of documents for through transport by combined rail and river services, the increase of the legal and material security of such transport 

and the other advantages which may accrue through close collaboration ; 
Tariffs for through traffic in districts served, on the one hand, by rail and, on the other, by inland waterways; 
The safeguarding of affiliated undertakings through a common policy of tariffs and advertising. · 

2. The tendency to distribute transport between railways and motor services exists 2. No information available. 
independently of any measures taken ·to ensure safe and easy traffic. In this connection, it is 
characteristic that safety of road transport is governed by a different law (Law on Motor Vehicle 
Traffic) from the law dealing with the Regulations governing, and the taxation on, motor transport 
(Law on Transport by Motor Vehicles and the Taxes to which it is subject). · 

3. No attempt has been made to promote agreement between the various means of transport. 3. No information available. 
The tendency to favour agreements between rail and road services appears to a certain extent, 

in the provisions referred to above, concerning reductions of the tax on tickets for mass transports 
(cf. B.2, page 253), and in the provisions concerning the reduction of taxes on the private transport 
of goods if the undertaking in question comes to an agreement with the railway authorities regarding 
the utilisation of its motor vehicles (cf. B.4, page 254). 

4. Experience up to th~ present has not been sufficient to enable an answer to be given to this question. 

Railway I Inland Navigation. 
5 (a) Mention should be made of the transhipping tariffs applied to the transport by rail of goods intended for subsequent transport by water. 
Further, there is a through tariff for combined rail and water transport between Hamburg, Magdeburg, Dresden and the ports of Bratislava and 

Komarno, on condition that the previous or subsequent transport should be on the Danube. The tariffs are inclusive. These tariffs apply to the 
Czechoslovak State Railways·and the Czechoslovak Elb shipping company. . 

The through tariff also applied to combined transport between the Polish Railways and the Danubian States which passes over the Czechoslovak 
Railways with transfer of goods in the ports of Bratislava or Komarno. This tariff, which applies to the Polish State Railways and the Czechoslovak 
State Railways and the Danubian shipping companies, which carry on a regular transport service, provides for inclusive rates by rail and special rates 
by water. 

(b), (c) and (d) No information available. 

1, 2, 3, 4 and 5. As competition is not sufficiently keen in Turkey, no provision has been made 
for co-ordination. 

No inland navigation. 

~ 
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Union of Soviet 
Socialist 
Republics 

Yugoslavia 

,..- • • r 
1. The rational co-ordination of the various means of transport is assured by the system of State plans to which these means are subjected, in the 

same way as are all other elements of Socialist economy. The inonthly plans for the three means of transport under consideration are drawn up by the 
Government, and the execution of these plans is obligatory upon both the transport services themselves and the State enterprises and other economic 
unit!! served by them. 

2, 3, 4 and 5. No information available. 

Railwayflnland Navigation. 

2. Transport of goods in combined through traffic by rail and water, the conditions of the transfer of goods at point of transhipment and the 
methods of accounting between railways and shipping services are dealt with in special regulations. . 

3. The reciprocal liability of railways and shipping services for failure to carry out projects concerning the transhipment of goods in combined 
traffic is decided by legislation. 

4. An official list fixes the points of transhipment at which railways effect the transfer of goods to shipping services and vice versa. 

5 (a) A special regulation governing combined through traffic by rail and water for the carriage of passengers. 
{b) In combined through traffic, use is made of through waybills, valid from the point of departure to the destination, through luggage bookings 

and through tickets for passengers. 
(c) and (d) No information available .. 

1, 2, 3, 4 and 5. No information available. 1. No action has been taken with a view to 
the rational co-ordination of transport. 

2. No attempts have been made to distribute 
traffic, apart from the measures adopted to 
ensure safety and smooth operation. 

3. No attempts have been made, prior to 
administrative action, to promote agreements 
between the various means of transport. 

4. The Union of Motor-omnibus Under
takings of Yugoslavia has been authorised to 
organise motor-omnibus transport throughout 
the whole kingdom, in order that such transport 
may later be co-ordinated with railway trans
port. 

5. No special measures exist for facilitating 
transpot-t co-ordination. 

1, 2, 3, 4 and 5. No information available. 

-----:---------------------·--



D. Measures for prolecling, safeguarding and adapling Means of Transport. D. 1, 2 and 3. 

1. Are any special measures, other than, for instance, those mentioned under A.I (C) and (g) and 3 (d) above, taken on behalf of a given means of 
transport ? 

2. Are they any measures (laritfs, for instance) prompted by general considerations which are prejudicial to a given means of transport ? In such cases, 
is compensation given by the Stale and, if so, what ? . 

3. Are any measures taken by a means of transport (for instance, railways) with a view to adapting it to the situation created by the development of other 
means of transport (such as technical reorganisation, rationalisation of services, speeding-up of transport, additional facilities for users, elc.) ? 

Union of South 
Africa 

RaUway Road 

1. There are no special measures taken on behaU of a given means of transport. 

2. There are no measures prejudicial to a given means of transport. 

3. The incidence of competition is only 
partially responsible for improvements affecting 
any railway transport which are mainly due to 
the desire for progress and economic working. 
Competition is an important factor; and in 
suburban areas, where the incidence is most 
felt, the conversion of suburban lines in the 
larger centres from steam to dectric traction 
has either been, or is being, effected. The 
general speeding-up of main-line trains, follow
ing an extensive programme of improvements 
to tracks, bridges and locomotives, coupled with 
a quotation of a special rate for motor-cars and 
bicycles accompanying passengers to · holiday 
resorts, has had the effect of diverting holiday
makers from the roads to the rail. 

Long-distance goods traffic is protected by the 
provision of the Motor-carrier Transportation 
Act. To cope with competition over short 
distances, combative road services have been 
inaugurated. 

3. See answer opposite, under "Railway". 

Inland navigation 

No inland navigation. 



Argentine 
Republic 

Australia: 
Common

wealth 

1, 2 and 3. No information. 1, 2 and 3. No information. 

1. There are no special measures taken on behalf of a given means of transport. 

2. Tariffs are framed by the railways for goods in nine classes, and the principle adopted in 
classifying the goods is to charge what freight rate the traffic can hear. With motor-carriers 
charging a flat rate for all classes of goods, as against the railway method of charging what the traffic 
will hear, the experience is that the motor-carriers are getting the carrying of wool and other high
class traffic, and leaving to the railways the carrying of agricultural produce, manures and such like, 
which are carried at unremunerative rates. These tariffs were fixed according to classes of goods 
used in the national economy of the people. Wheat, flour and other agricultural products necessary 
for life hear the lowest rates, while ice-chests, gramophones, plated goods, etc., not being necessities, 
are classified at the highest rates. · 

In some instances, the Minister administering 
the Commonwealth Railways Act, in order to 
assist in the development of a large territorial 
area, directs the Commissionner to reduce rates 
or to depart otherwise from an existing 
practice. Where the dirrction adversely 
affects the accounts of the railways, the 
loss occasioned to the Commissioner is certified 
to by the Commonwealth Auditor-General, 
and the amount involved is provided by 
Parliament in the Annual Appropriation Act 
and paid to the Commissioner. There is provi
sion in the Commonwealth Railways for this 
procedure. 

3. As previously stated, a new railway is 
being constructed from Port Augusta to Red 
Hill. New locomotives and tenders are being 
constructed to provide a fast express service 
and to haul heavier .loads. With the opening 
of the railway from Port Augusta to Red Hill, 
it is anticipated that twenty-four hours will he 
saved in the journey between Perth and Sydney, 
a distance of 2,759 miles. 

3. No information. 

I, 2 and 3. No information. 



Australia 
(continued): 
Common

wealth 
(continued) 

Western 
Australia 

Railway· 

The lounge-cars and the dining-cars on the 
Trans-Australian trains have been · equipped 
with air-conditioning plants ; and the comfort 
of the passengers is being constantly studied in 
every direction. 

· Fares have been reduced. Holiday excursion 
fares (at one and two-thirds of the single fare) 
between the Eastern States and Western 
Australia have now been adopted as the ordinary 
return fares. In other cases :of inter-capital 
travel, return fares on the basis of two single 
fares less 10% have been adopted. 

A comprehensive scheme on a national scale 
for advertising railway travel through Australia 
has been entered into by the Commonwealth 
Railways and the State Railway systems. 

Reductions have been made in the rates for 
wool and in other commodities. l\Iore would 
be done in this direction to develop traffic 
between the Eastern States and Western 
Australia, but the Western Australian Railways 
have refused to co-operate with the Common
wealth Railways and the other systems in 
quoting reduced rates for through goods busi
ness, much of which, as a consequence, is now 
carried by steamers. 

Roa.d 

* * * 
1. There are no special measures other than those mentioned in the answers to the two questions 

given below. 

2. There are no special measures, but in several instances road services are subsidised by the 
State as an inducement to {lrovide low tariffs, etc. 

3. In several instances, improved rail faci
lities have been provided. In addition, exten
sive rail tariff reductions have been allowed. 
These improvements were not, however, provided 

3. No inrormation. 

D. 1, 2 and 3. t5 ... 
Inland navigation 

There are no navigable waterways. 



South 
Australia 

New South 
Wales 

to cope with competitive forms of transport, 
but in the general course of business, having 
been made financially possible when road 
transport competition had been eliminated. 

* * * 

1, 2 and 3. The Board does not grant road licences or permits (except in special circumstances) 
in districts which are well served by the railways. Where a sufficient number of road licences 
operate, the Board does not encourage further competition, and it refuses permits to casual carriers 
who would unnecessarily compete y;ith the licensed services, even though the casual carriers may 
offer to carry at lower rates. The Railways have endeavoured to meet road competition (the greater 
part of which is due to privately owned cars and to lorries in which persons carry their own goods, 
these not being subject to control by the Transport Control Board) by reducing rates, improving 
rolling-stock, speeding up trains and providing other improved facilities. 

* •• 

I, 2 and 3. No information. 

1. No special measures have been taken on behalf of a given means of transport. 

2. There are no measures prompted by general considerations which are prejudicial to a given means of transport. 

3. Measures have been taken to combat 
conflicting forms of transport. These include : 

Reductions in rates and fares; 
Acceleration of services ; running of addi

tional services ; 
Provision of new and improved types of 

trains and rolling-stock generally ; 
Provision of sleeping accommodation for 

other than first-class passengers ; 
Appointment of special commercial officers 

to canvass for traffic ; and 
Increased publicity. 

As regards tramways, the measures taken 
include : 

Reduction of fares ; 
Acceleration of services ; 
Concession fares during off-peak hours ; and 
Modernisation of tramway rolling-stock. 

3. No information. 

.. 
... * 

3. There are no measures taken with a 
view to adapting transport by inland naviga
tion to the situation created by the development 
of other means of transport. 



Australia 
( conlinued): 
Queensland 

·Railway Road 

1. One of the primary objects of the State Transport Act was the protection of the railways and 
other existing means of facilities from uneconomic competition. 

2. This is dealt with in reply to C.5 (c), 
page 261. The railways are not compensated 
for the loss of traffic by rates which are designed 
in keeping with the policy of decentralisation to 
divert traffic to shipping companies at Central 
and Northern ports. 

3. Some of the actions taken by the Railway 
Department to meet motor competition are 
given below : 

Introduction of cheaper fares in the metro
politan suburban area between 9.30 a.m. and 
4.45 p.m., and issue of weekly season tickets; 

Extension of availability of cheap tickets to 
the seaside ; 

Reduction in fares and guarantee for 
special trains ; 

Quotation of special rates and entering into 
contracts for specific periods ; 

Reduction in freight charges on certain 
lines of traffic up to 100 miles; 

General reduction in freights and fares ; 

Revision of Regulations in regard to railing 
days; 

Allowance of goods of a lower or higher class 
to assist each other to obtain the truck-load 
and class-rate minima ; 

Establishment of Traffic Advisory Boards 
in large centres of the State. These Boards 
meet at least once monthly and comprehen-

3. No information. 

D. I, 2 and 3. 

Inland navigation 

No inland navigation. 



Tasmania 

Victoria 

sively survey the position of the department 
in relation to competition with other means of 
transport and submit recommendations ; 

Withholding of lower classification and 
concession rates from persons who use motor 
transport for higher rated traffic ; 

Allowance of free return of motor-cars and 
motor-cycles with side-car (accompanied by 
two passengers) and motor-cycles (accom
panied by one passenger) accompanying 
passengers on holidays. 

Allowing extended break of journey to rail
way passengers to and from competitive points 
if they travel both ways by rail. 

Allowing a concession of 75% on season 
tickets to wives of season-ticket holders, etc. 

1 and 2. No information. 

3. The railways have adopted Sentinel 
Cammell steam-cars and improved passenger 
units for their services, and passenger services 
have been speeded up. 

1. See answer to C under "Railway"· and 
"Road", page 261. 

* * • 

1, 2 and 3. No information. 

• •• 
1. No information. 

2. Many special railway rates, particularly freight contract rates, are made in competition with 
road transport. Free and open competition exists between the railways and road transport in 
respect of rates. No compensation is given by the State. 

3. Apart from the making of special railway 
rates to meet the competition of road transport, 
progressive improvements in service have been 
made to attract railway patronage. Railway 
services, for both passengers and goods, have 

3. No information. 

1, 2 and 3. No information. 

Inland navigation of no importance. 



Australia 
(continued): 
Victoria 

(continued) 

Austria 

RaUway 

been increased and greatly accelerated, and 
trains have been scheduled at more convenient 
times. The conditions in respect of the packing 
of certain classes of goods have been considerably 
liberalised, and door-to-door delivery has been 
arranged in many cases. Increasing use is 
being made of containers, especially for the 
carriage of parcels and fragile goods. 

Substantial reductions have been made in 
passenger fares generally, and the comfort 
of passengers has been catered for by improving 
the railway tracks. Experiments are now being 
conducted in the use of motor-cars upon branch 
lines of sparse traffic, in order to provide at low 
cost a faster and more convenient service. 

D. 1, 2 and 3. 

Road Inland navigation 

1. There are no special protective measures other than those mentioned under A.l (f) and (g), pages 70 and 79. 

2. Railways and, to a lesser extent, shipping companies are required, for reasons of public utility and in the interest of the State, to carry certain 
goods and certain classes of passengers at specially reduced rates. 

As regards the restrictions applied to motor 
traffic by the ordinance on motor-lorry traffic,, 
see C.l, page 264. 

The State provides compensation to undertakings only in respect of certain classes of transport at reduced rates -e.g., reductions granted to public 
employees. 

3. See particulars under C. 2 and 3, pages 264. 

In the case of goods transport, an attempt 
was first made to introduce reduced rates for 
specified goods and routes. A general reduction 
was subsequently made by applying the " short
distance scale " (" Nahbareme ") to articles in 
the higher tarifT categories for distances not 
exceeding 100 kilometres, provided certain 

'>.. 

3. No information. 3. An active policy of rationalisation is 
being pursued in the sphere of navigation. 
For the past few years, a pool of Austrian, 
Hungarian and German Danube navigation 
companies has been in existence. Attempts are 
being made, in the interests of all parties, to 
extend ~his pool to include all Danube shipping 
compames. 



Belgium 1 

minimum quantities were consigned in this way 
by a single consignor. Furthermore, the tariff 
charged for full trucks was also applied to single 
packages sent by one consignor from one station 
with several waybills for various stallions of 
destination. This facility was later extended to 
consignments made in several stations by one 
consignor only, provided considerable quantities 
were thus consigned. 

In order to compete with road transport, 
door-to-door consignments (now abolished) were 
introduced, enabling single parcels to be trans
ported promptly and at reasonable rates, and 
on the sole responsibility of the railway, from 
the house or business headquarters of the con
signor to the house or business headquarters of 
the consignee. 

The speeding-up of the collective transport 
of single packages for long distances is also of 
some importance. Such transport was intended 
to keep or regain for the railways the custom 
of business-men. For this purpose, " light goods 
trains " were even introduced for large consign
ments. Special trains are also being run with 
a similar object for milk transport, and con
tainers have recently been introduced in con
siderable numbers. 

: 1. No information. 

1 See A. I (a) and (b), page 18. 

1. In order to safeguard the receipts of 
undertakings already established, the specifica
tions of motor-bus services sometimes prohibit 
the taking-up or setting-down of passengers on 
certain common sections ; moreover, the general 
regulations applicable to motof-coachcs provide 
that 'these 'may not be converted into ' real 
motor-bus services - that is to say·, they are 
generally required to make a fixed tour. 

1. No information. 



Belgium 
(continued) 

Railway Road 

2. Certain reduced tariffs prompted by· general considerations are made compulsory on the 
railway administrations, such as reductions for large families, disabled ex-servicemen, soldiers, etc. 
Several of these reduced tariffs have been embodied in the contracts which will henceforward 
have to be accepted by motor-bus companies. 

The State pays compensation to the Societe 
nationale des Chemins de fer belges and the 
Societe nationale des Chemins de fer vicinaux 
for reductions granted to large families. 

3. In the sphere of the reorganisation of 
services, the efforts of the railway companies 
have been concentrated on increasing productive 
work. The Societe nationale des Chemins de 
fer belges has, in particular, endeavoured to 
achieve this aim by : 

Regrouping of services, and particularly of 
the workshops, many of which have been 
abolished ; and improvement in methods of 
work in the offices, where mechanisation has 
been carried to an advanced stage ; the 
introduction of planning for all works, includ
ing those on the track; the organisation of 
chain labour to the greatest possible extent; 
the improvement of working conditions, 
particularly by the provision of better light
ing; the creation of a modern industrial 
accountancy system and of improved statis
tical and documentary services. 

From the point of view of operation, this 
Company has endeavoured to increase the 
number of installations open for traffic and has 
regraded the existing installations. Realising 
the excessive operating costs of certain lines 
with small traffic, the Company has introduced 
on these lines a simplified method of operation 
which, at present, extends to nearly a quarter 
of the total lines. 

3. No:information. 

Inland navigation 

2. No information. 

3. No information. 

D. 1, 2 and 3. Col) 
0 
0 



The number and speed of passenger trains 
have been increased. More frequent services, 
with trains at fixed intervals on certain lines, 
have extended the travelling facilities in Bel
gium. · 

The loads and speed of goods trains have also 
been increased, and their time-tables adjusted 
so as to speed up transport. 

Consignments in complete wagon-loads have 
been speeded up as far as possible, and those 
intended for export through Belgian ports are 
sent in a single night and delivered at the wharf 
at a fixed time. 

The Company has doubled the number of 
motor-lorry undertakings for the collection and 
delivery of parcels at home ; at present, it 
has a house-to-house service in 1,300 communes, 
with a total of six million inhabitants. 

The principal means employed by the So
ciete nationale in its endeavour to maintain 
its traffic has been the introduction of numerous 
special tariffs, determined by the necessities of 
competition with other means of transport. It 
has endeavoured to deal with this problem on 
broad business lines, on the principle that in a 
comparatively simple tariff system, such as its 
own, some prices suitable for one particular 
class of goods as a whole may normally, in 
special circumstances, become prohibitive for 
some of them, and that a special tariff then 
becomes necessary for such goods, taking into 
account the conditions of tonnage and material 
employed. Railway costs are thus reduced to 
a minimum. 

Apart from these special tariffs, there are other 
kinds - namely : 

The special tariffs which the Societe 
nationale has created for promoting the 
activities of certain industries ; the special 
tariffs for competition with foreign routes ; 
the special tariffs set up to acquire occasional 
traffic, generally due to public works; the 



Belgium 
(continued) 

Railway 

special tariffs introduced to maintain facilities 
for the transport of certain goods ; the special 
tariffs for competition with waterways and 
motor transport. These tarif\'s are so devised 
as not to affect the receipts of traffic not 
subject to competition. 

As regards stock, the principal changes have 
been the putting into service of 1,500 metal 
coaches, " Superpacific" locomotives, electric 
trains on the Brussels-Antwerp line, and single, 
double and treble rail-motors driven by steam, 
Diesel engines and Diesel electric engines. 

Similar progress has been made in the 
standardisation and utilisation of locomotives, 
coaches and wagons. 

The following reforms preceded the reorganisa
tion of the service of rolling-stock and loco
motives : 

Centralisation of the allocation of loco
motives for the whole system by a single 
service ; centralisation and specialisation of 
workshops, so as to ensure continuous work 
with fewer shops ; simplification and stan~ 
dardisation of the maintenance and distribution 
of rolling-stock and locomotives; reduction 
and centralisation of locomotive overhaul and 
major repairs workshops. 

As regards the permanent way - to ensure 
the safety of trains travelling at great speed -
it has been necessary to provide the railway 
system with a very solid permanent way and with 
a perfect lay-out, the entrance and termination 
of curves being specially designed to obviate 
shocks. 

The signalling systems have also been 
improved. 

Various improvements have been made m 
order to increase safety at level-crossings. 
/).. A 

D. 1, 2 and 3. 

Road Inland navigation 



Brazil 

United 
Kingdom 

The Societe nationale has given attention 
to the goods service installations; modern sheds 
to meet present-day requirements have been 
constructed at a large number of stations. 

Important changes aimed at improving the 
services and increasing the facilities offered to 
the public have been made in the goods reception 
services at main stations. 

In order to meet the situation resulting from 
the economic depression and from competition, 
the Societe . nationale des Chemins de fer 
vicinaux has ·also taken steps which may be 
summed up as reduction of expenditure and 
modernisation of equipment. It has energetically 
pushed forward the electrification of lines on 
which the volume of traffic is sufficient to justify 
such a step. On lines with less traffic, it has 
replaced steam-trains by rail-motors. .At pre
sent, about 250 rail-motors are in use and are 
much appreciated by the public. 

1, 2 and 3. The Brazilian Government has 
taken no measures to protect railways. Apart 
from the provisions already mentioned, nothing 
has been done for the benefit of the railways. 
In a general way, railway managements are 
trying to improve their services to meet the 
competition of road transport. For this purpose, 
they are creating commercial and railway 
propaganda departments, speeding up traffic 
and instituting road services. 

1. Railways. - No special measures have 
been taken on behalf of railways. · 

Tramways and trolley vehicles. - Tramway 
services are in some cases protected by an 
obligation imposed upon a public service vehicle 

1, 2 and 3. No official steps have been taken 
to increase or protect road traffic. 

1. No special measures have been taken on 
behalf of road transport. 

1, 2 and 3. No special steps have been taken, 
since competition in inland navigation is prac
tically non-existent at the present time. 

1. Canals. - No special measures have been 
taken on behalf of canals. 



United 
Kingdom 
(continued) 

Railway 

operator to charge higher fares on a tramway 
route than the corresponding tramway fare. 

Road 

D. 1, 2 and 3. 

Inland navigation 

2. There are no measures promoted by general considerations which are prejudicial to a given means of transport. 

3. Railways. - In recent years, much has 
been done by the railway companies in the 
direction of rationalisation, speeding up and 
provision of additional and improved facilities, 
which has mitigated competition. Rates of 
fares for both goods and passenger traffic have 
also been reduced to a level competitive with the 
charges offered for transport operated under 
vastly differing conditions. Such reductions 
were not applied to traffic not affected by road 
competition. Further, as regards passenger 
traffic, the railway companies have recently 
offered more and more attractive facilities, special 
reduced fares, etc. 

As regards goods, the railway companies have 
endeavoured to provide more attractive facil
ities, such as the extension of ·the use of 
containers, by which means a door-to-door 
transit is given, avoiding intermediate handling; 
also the opening of rail-head distribution 
centres to which traffic can be sent in bulk for 
disintegration and separate delivery, and im
proved warehouse accommodation. 

Tramways and trolley vehicles. - In the case 
of tramways, much has been done in this 
direction by means of (a) substituting the tram
ways by trolley vehicles or motor-omnibuses ; 
or (b) improved rolling-stock and higher speeds. 

3. As regards road transport, there is a 
tendency towards the formation of larger units 
and, as regards passenger services, the control 
exercised by the Traffic Commissioners has 
enabled operators to undertake some rationalisa
tion of services which would have been imprac
ticable under the conditions of unrestricted 
competition which previously prevailed. Great 
technical progress has been made by both forms 
of road transport. 

3. Canals. - In individual cases, important 
measures have been taken by private initiative 
to meet the competition created by the develop
ment of other means of transport. 



Bulgaria 

Canada 

China 

1. No special measures have been taken on 
behalf of railway transport. 

2. State Railways have established pro
tective tariffs, but only in localities where the 
competition of road transport is too severe. 

3. The measures taken by the railways are 
the following : 

Speeding-up of trains ; improvement of 
travelling conditions ; speeding-up of goods 
transport; abolition of formalities ; granting 
of new facilities to railway users, etc. 

-· I, 2 and 3. No information. I, 2 and 3. No information. 

I. There are no special measures taken on behalf of a given means of transport. 

2. The State grants compensations according 
to the Maritime Freight Rates Act, but not 
according to the Crow's Nest Agreement Act. 

3. The railways have, in some sections, made 
their rate inclusive of collection and delivery 
service on Jess than car-load lots and have 
substantially reduced their rates which do not 
include collection and delivery, on both car-load 
and less than car-load traffic, to meet the 
competition of trucks and water-carriers. 

I. There are no other measures taken on 
behalf of railway transport. 

2. There are no measures prompted by 
general considerations prejudicial to railways. 

2. There are no measures prompted by 
general considerations which are prejudicial to 
road transport. 

3. There are no measures with a view to 
adapting road transport to the situation created 
by the development of other means of transport. 

I. No special measures besides those men
tioned. 

2. So far, no measures prompted by general 
considerations have been taken which are 
prejudicial to road transport. 

2. One steamship is subsidised to run be
tween Point Pelee and Kingsville, Ont., on Lake 
Erie - Government subsidy under the Depart
ment of Trade and Commerce. 

3. There are no measures with a view to 
adapting inland navigation transport to the 
situation created by the development of other 
means of transport. 

I. No special measures besides those men
tioned have been taken on behalf of transport 
by water. 

2. State river undertakings must grant 
reduced rates for transport on behalf of tht• 
State or a public service, or the transport of 
monopoly products. In return, the State trans
port companies are given preference for such 
transport. 

~ 
c 
:.• 



China 
(continued) 

Ecuador 

Estonia 

Railway 

3. The traffic on certain railway lines has 
been affected to some extent by the establish
ment of new road and air services. This has 
made it necessary for the railways to carry out 
improvements by providing faster transport 
and better accommodation for passengers, so 
as to recover the former traffic. 

1. The State has a monopoly over the State 
Railways and has a controlling interest in the 
Southern Railway (Guayaquil and Quito Rail
way Co.). 

2. Notwithstanding the general competition 
of motor traffic, due to the continual develop
ment of the high-road system, railway rates have 
been established so as not to prejudice the 
interests of owners of other transport under
takings. In other words, the volume of traffic 
now carried by the railways as a result of. the 
greater length of their lines enables them to 
operate on a sound business basis while offering 
the public the advantages of increased efficiency 
and greater convenience. What is now aimed 
at is an economical transport policy with the 
object of stimulating indirect productive capa
city, etc. 

3. There has thus been a substantial rise in 
the railway revenues, notwithstanding the 
present economic difficulties due to competition 
in the form of an increase in other means of 
transport. 

Road 

3. Special measures, such as rationalisation 
of service, speeding-up of transport, additional 
facilities and reduction of fares, have commonly 
been taken in highway transport, in order to 
adapt to the situation created by the develop
ment of other means of transport. 

1, 2 and 3. No information. 

D.1, 2 and 3. 

Inland navigation 

3. Road development has done a con
siderable amount of harm to shipping. Shipping 
undertakings have accordingly endeavoured to 
meet the new situation by improving their 
services and the accommodation for passengers. 

1, 2 and 3. No information. 

1. There are no special measures taken on behalf of a given means of transport. 
2. There are no measures prompted by general considerations which are prejudicial to a given means of transport. 

3. The railway administration has tech- 3. There are no measures taken by road and inland navigation transport with a view to adapting 
nically reorganised its services, has speeded up it to the situation created by the development of railway transport. 
transport and has lowered tariffs for passengers 
and goods. 



United States 
of America 

1. No special measures have been taken on behalf of any given means of transport. 

Railways and motor-vehicle lines are aided by being compensated for carrying the mails. 
Various other aids have been afforded public carriers in the States, such as 

land grants to railroads, construction and maintenance of highways, 

and the loan of public funds at low interest rates. 

Canal tolls are sometimes collected, the chief 
of which are those of the Panama Canal, for the 
operation and maintenance of the canal. 

improvements of channels and docks for water
ways, 

2. There are no measures prompted by general considerations which are prejudicial to a given means of transport. 

3. The measures taken by the railways to 
adapt themselves to the situation created by 
the development of other means of transport 
are the following : 

To a somewhat limited extent, the securing 
of traffic by the contract truckers without tariff 
restrictions may be said to work to the dis
advantage of common carriers, to whom such a 
method is not open. 

In some situations, the railway companies have substituted bus or truck operation for rail service, 
where a branch line of railway has been abandoned, or where station-to-station service for short 
distances parallel to the line of railway is involved. In other cases, extensions of service beyond the 
line of railway by bus or truck instead of construction of new railway has occurred. Other means 
employed by railways for meeting truck competition consist of the use. of freight containers inter
changeable between trucks and railway-cars and the hauling of trucks or their trailers on railway 
flat cars for the major portion of the haul. 

In the passenger field, cheaper rates for the 
transport of private motor-cars accompanying 
passengers, air-conditioning of railway-cars, 
lower mileage fares in all classes of cars, more 
frequent use of low round-trip fares, modernisa
tion of existing equipment, construction of 
stream-lined light-weight equipment, speeding
up of the various classes of trains, and lower 
prices for meals are some of the means Ubed to 

To some extent, the unrestricted rates of 
the water lines heretofore have also operated to 
the disadvantage of the railways, whose tariffs 
are fixed by legal formalities. 

3. No information. 



United States 
of America 
(continued) 

Finland 

France 

Railway 

secure traffic. In some cases, the railways, in 
order to maintain their passenger traffic, have 

Road 

provided dual services of rail and bus operation, ostensibly in competition, which gives the prospec
tive passenger the choice of rail or highway transport. 

1. No special measures have been taken on 
behalf of railways. 

2. There are no special measures prejudicial 
to transport by railway. 

3. Railways have taken the necessary steps 
to accelerate the speed of trains, increase 
passengers' comfort and reduce fares. 

1, 2 and 3. No special measures have been 
taken for protecting, safeguarding or adapting. 

D. 1, 2 and 3. 

Inland navigation 

1, 2 and 3. No special measures have been 
taken for protecting, safeguarding or adapting. 

1. No special measures have been taken on behalf of a given means of transport. 

2. There are no measures prejudicial to any of the means of transport under consideration. 

3. The rapid development of means of 
transport competing with the railways (road 
transport and mechanisation of water transport) 
has brought railway transport to its maximum 
perfection as regards speed, reduction of working 
expenses, comfort provided for passengers, 
safety, etc. 

Thus important technical progress has been 
made as regards traction and rolling-stock, 
making it possible to speed up passenger 
transport still further and to draw heavier goods 
trains. 

Similarly, the use of self-propelling carriages 
for passengers over a great number of short or 
medium distance routes has made it possible to 
reduce working expenses, to cut down running
times very considerably, and to increase the 
frequency of trains, thus providing better 
services for the public. 

The use of metal coaches for passengers has 
increased safety and comfort. 

3. No information. 3. No information. 



Greece 

Hungary 

The adoption of a new uniform and perfected 
signalling system, and of new technical devices 
to regulate the intervals between trains (block, 
despatching), has also led to an increase in the 
safety and efficiency of the railways, which are, 
fundamentally, the quickest, most comfortable 
and safest means of transport for long and 
medium distances. 

1. No special measures are taken on behalf of a given means of transport. 

2. No measures are taken which are prejudicial to a given means of transport. 

3. Before the Law of 1936, the railways took 
various steps to suppress competition, such as 
improvement of schedules and rolling-stock, 
great reductions in rates, especially the rates for 
the numerous categories of goods carried by 
competing road undertakings, increase in the 
number of districts with a door-to-door service, 
popular excursion trains, various facilities for 
groups of passengers, reduction of unemploy
ment tax, etc. 

3. No information. 

1. No special measures are taken on behalf of a given means of transport. 

2. No measures are taken which are prejudicial to a given means of transport. 

3. Motor transport has made it necessary for 
the railways to take special technical measures 
and to make changes in the running of trains 
with a view to the protection of passengers and 
the rationalisation of services. These measures 
include the motorisation of railways, which 
speeds up transport, reduces costs and ration
alises services. 

3. No information. 

No inland navigation. 

3. No information. 



India 

Ireland 

Iceland 

Japan 

D. 1, 2 and 3. 

Railway Road Inland navigation 

1. No special measures are taken on behalf of a given means of transport. 

2. The general tariff and the duty levied on motor spirit is alleged by road transport interests to be prejudicial to them. Certain steamship 
companies complain that the Government guarantee of interest afforded to certain railways in competition with inland waterways is prejudicial to 
them. Such cases are rare. No change of substance is contemplated, nor is any compensation given. 

3. Measures of this sort are constantly being studied and put into force by railway administrations. 

1. As it was evident that the capital invested 
in the Amalgamated Railways Company had 
become largely unremunerative, provision was 
made by the Railways Act, 1933, for the 
reduction of the capital by approximately a 
half. This has resulted in a position of much 
greater financial stability for the amalgamated 
company. 

2. No case has arisen where Governmental 
measures prompted by general considerations 
have proved prejudicial to a given means of 
transport. 

3. The railway amalgamation referred to 
under A.1 (c), page 40, above, has been followed 
by a progressive scheme of reorganisation of 
headquarters staffs, the rationalisation of ser
vices and the elimination of duplicate terminal 
organisations previously maintained. 

1. For the local railways, there are cases in 
which subsidies are given on certain conditions 
under the Local Railways Law. 

1, 2 and 3. No information. 1, 2 and 3. No information. 

1, 2 and 3. No. 

1, 2 and 3. No information. 1 and 2. No information. 

w ...... 
0 



Latvia 

Liechtenstein 

Lithuania 

2. If local railways or tramways are unable 
to continue in business and close their services 
owing to the fact that new national lines are 
set up near or parallel to them, the Government 
pays them compensation. 

3. As the railways have been suffering from 
the competition of bus services, which have 
greatly developed in recent years, they are 
endeavouring, on the one hand, to cut down 
their expenditure by rationalising their opera
tions, and, on the other, to reduce fares and 
run more frequent trains at increased speed. 

3. Some measures have been taken in order 
to adapt inland navigation undertakings to the 
situation created by the development of other 
means of transport. (No fuller details have been 
given with regard to these measures.) 

1. Apart from the regime described under " A ", no other measures of this description have been taken, though the Department of Roads and 
Highways is obliged, before issuing a concession for the establishment of a regular motor-omnibus service, to consult the Railway Administration in 
each case, the final decision in the matter resting with the Minister for Communications. 

2. There are no measures which are prejudicial to a given means of transport. 

3. Among the measures taken by the Rail
way Administration to protect itself from 
competition by motor transport and to meet the 
new situation, the following may be mentioned, 
apart from the organisation of combined trans
port referred to under C.5 (d), page 280 : 
simplification of consignment formalities, in
crease in the number of trains, speeding-up of 
goods traffic, speeding-up of trains, opening of 
new stations and halts, etc. 

3. No information. 

No information. 

3. No information. 

1. No special measures have been taken other than those mentioned under A.l (f) and (g), pages 75 and 82, and C.5 (c), page 281. 

2. The Minister of Communications has 2. There are no measures which are prejudicial to a given means of transport. No compensation 
power to fix the routes for motor transport, is given by the State. 
with due regard to the interests of the railways. 
Motor-transport fares on routes served both by 
motor and railway services are the same as 
third-class railway fares. No compensation is 
given by the State. 

e.> --



Lithuania 
(continued) 

Luxemburg 

Monaco 

Norway 

RaUway 

3. Railway transport has been speeded up. 
The railways are also contemplating the intro
duction of door-to-door transport, the simplifica
tion of formalities in connection with the 
acceptance of goods on despatch and a more 
efficient system of apportioning receipts. 

Since the development of motor transport, 
the railways have been increasing train speeds, 
the frequency of trains, and the number of 
stops. Rail-cars are in operation on certain 
lines. 

Road 

3. No information. 

1, 2 and 3. No measures of protection, safeguarding and adaptation have been taken. 

1. No special measures have been taken on 
behalf of the railways. 

2. There are no measures prejudicial to 
railways. 

3. The railways have carried out technical 
rationalisation of their transport activities, 
particularly by constructing motor vehicles and 
using them for the transport of passengers, and 
by electrification. The time taken for passen~er 
travel has been considerably reduced and that 
for the transport of goods has also been shor
tened. Delivery of goods by lorry has been 
organised. Cheap trains are run on special 
occasions, such as skiers' trains in winter and 
seaside and excursion trains in summer. 

See A.l (a) and (b), page 27. 

1. The State budget for the period July 1st, 
l936, to June 30th, 1937, provides a credit of 
450,000 kroner for expenditure on the running 
of the various motor services, and 150,000 
kroner for the purchase of motor vehicles 
engaged in these services. 

2. There are no measures which are pre
judicial to transport by road. 

3. There are no measures for the adaptation 
of road transport to the situation created by 
the development of other means of transport. 

D. 1, 2, and 3. 

Inland navigation 

3. No information. 

Inland navigation of no importance. 

Inland navigation of no importance. 



New Zealand 1. No special measures other than those indicated above have been taken. The carriage of 
goods or passengers for hire or reward on the part of unlicensed carriers is not permitted and offences 
are punishable by fines. 

2. In the stress of competition between the State owned Railways and private road interests, 
the original railway tariff has been, in some cases, abandoned and lower rates, called local rates, 
were adopted to draw back goods traffic to the railways. The Minister of Railways has full control 
of railway rates. No compensation is paid to transport interests affected. 

3. Whilst the railways in New Zealand have, 
for many years, been faced with competition 
mainly for conveyance of parcels and goods 
traffic both by sea and road, it is only during 
more recent years - say, from about 1922 -
that competition from motor transport assumed 
serious proportions. By the year 1924, the 
latter form of competition had become so intense 
that it was recognised that, if the railways were 
to hold their own in the field of transport, some 
definite policy would require to be formulated 
to 1>afeguard their interests. The initial step 
taken in this connection was the formation of 
a commercial branch, whose function it was to 
conserve the railways' business and seek avenues 
for the expansion of its activities. In the 
matter of new business, it was laid down that 
particular attention would require to be given 
to the following points : 

Offering additional facilities calculated to 
induce travel in connection with all special 
events; 

Arranging special excursions, house and 
school picnics, etc. ; 

Maintaining a close contact with the 
business and farming communities ; 

Provision of facilities for the through 
booking of passengers and goods by rail and 
allied services between points not served by a 
continuous line of railway; 

3. No information. 

1 
Inland navigation of no importance. 



New Zealand 
(continued) 

RaUway 

The institution of local rates in certain areas 
to meet com~etitive and special conditions. 

Dealing separately with the passenger and 
goods sections, the principal matters which have 
engaged attention are : 

Passengers. - In order that greater con
venience might be afforded the public in the 
matter of the purchase of tickets and the 
reservation of seats and sleeping-berths, centrally 
situated booking offices have been established 
in most of the principal cities. At a number 
of these offices, luggage may be checked. In 
addition to these main offices, many agencies 
conducted by private individuals on a com
mission basis have been established throughout 
the Dominion. 

The institution of rail-cars between various 
towns near the main centres of population at 
second-class fares is being developed to speed 
up passenger transport, provide additional 
service and reduce costs. 

A scheme of electrification of suburban railway 
lines is being adopted to draw suburban 
passenger traffic. This scheme is nearing com
pletion. 

A considerable amount of attention has been 
devoted to the question of fares and, in addition 
to the lowering of the general fare-level through
out the Dominion, certain reductions in the 
ordinary rates have been made with a view 
to meeting particular classes of road competition 
and with the object of popularising rail travel. 

Briefly stated, the principal adjustments which 
have been made as regards fares are the follow
ing : 

Ordinary single fares reduced by approxi
mately 20%; 

D.l, 2 and3. 

Road Inland navigation 



Holiday excursion fares for return journeys, 
previously issued during recognised holidays 
only and to special events, have now been 
introduced as the standard return fare. As 
compared with the fares they displaced, this 
alteration represented a reduction of approxi
mately 25%. 

In order to cater better for the travel require
ments of the country-dweller, provision has been 
made for the issue of cheap return tickets at 
approximately the cost of the ordinary single 
fare from certain country stations to principal 
centres on recognised shopping days. The issue 
of these tickets has up to the present been con
fined to south island districts. 

It has been recognised that the development 
of week-end passenger travel provides an 
extensive field for exploitation, and with a view · 
to catering for this class of business, attractive 
fares (approximately single fare for the return 
journey) have been instituted between stations 
in the more populous areas. These week-end 
tickets are issued on Friday afternoons and 
Saturdays, and, in certain cases, where suitable 
train services are provided, on Sundays, and for 
the return journey have a restricted availability 
up to and including the following Monday. 

Provision has been made for the running of 
regular Sunday services between cities and 
adjacent towns in a number of areas in both 
islands. Attractive fares on a zone basis are 
charged, and the tickets arc available for travel 
on the day of issue only. 

Close personal contact has been maintained 
with show associations, trotting and racing clubs 
and other clubs, societies and organisations. 
In connection with the events in which they are 
interested, special fares and travel arrangements 
commensurate with the importance and attrac
tiveness of the event in each case have been 
arranged. 

Organised excursions principally for week-end 
outings, and also organised tours for. special 



New Zealand 
(continued) 

RaUway 

parties of business-men, farmers and other special 
groups have received attention. 

The following business is also actively sought 
after : School and factory picnics, hiking trips, 
sporting and tourist parties, family parties, 
bandsmen, fire brigades men, etc. 

With a view to assisting those who desire to 
set aside small amounts towards the purchase 
price of rail tickets, provision has been made 
for travel " savings " stamps to be available for 
sale at railway booking offices. The stamps, 
which are printed in denominations of Is., 2s., 
2s. 6d. and 5s., may be purchased at times 
convenient to the buyers and held in special 
folders supplied by the Department until such 
time as they are handed in as part or full pay
ment for the required ticket. 

Parcels and goods. - In order to meet 
competition from road motor services and 
coastal shipping, the standard railway rates have 
been reduced in many areas in both the north 
and south islands, the extent of the reductions 
varying according to the nature and acuteness 
of the competition. 

There are some classes of merchandise which, 
by reason of their nature or through other 
circumstances, require expeditious transport, 
and in order to provide the best possible service 
for this class of traffic, it has been arranged, in 
cases where the ordinary services might not be 
considered as suitable, to forward such goods by 
express, mail, or passenger trains where circum
stances permit of this being done. The charge 
for this special service varies according to the 
nature and quantity of the goods and also the 
length of the journey for which fast transport 
is required. 

Another service calculated to expedite the 

D. 1, 2 and3. 

Road Inland navigation 



r ~ 

transport of goods, particularly long-distance 
traffic, has been provided by the institution of 
express goods trains between the main centres. 

In an endeavour to equalise the standard of 
service given by rail as against that by motor, 
the policy of undertaking the delivery of rail
borne goods to consignees' premises in certain 
localities has been extended where the circum
stances have justified the provision of this 
service. 

• In certain areas which are particularly favour
able for exploitation by competitive road or 
sea services, it has not been possible to hold 
traffic to rail, notwithstanding drastic reductions 
in the tonnage charges ; and in some of these 
cases, the practice of charging on a truck basis 
has been adopted. Under this system, the 
charges are based on a flat rate per wagon 
between two specified stations, an important 
provision being that a specified minimum 
number of wagons will be used each week. The 
experience so far gained leads to the conclusiOn 
that, in certain circumstances, the system has 
much in its favour. A modification of the truck
rate system, which is being experimented with, 
is the fixation of a charge per ton with a specified 
minimum tonnage per truck and minimum 
number of wagons per week. Any quantity in 
excess of the minimum tonnage per wagon is 
charged for at a flat rate per ton, which is on a 
lower basis than the initial charge per ton. 

To .provide for the carriage of goods between points not served by a continuous Ii~e of railway a system of through booking, including carriage 
by rail, sea and road, as may be required, has been instituted. Under this system, the railway undertakes the conveyance of goods and parcels traffic 
between practically any two points in the Dominion. 

In conjunction with the through booking of 
goods and parcels, provision has been made for 
the clearing of goods through the Customs 
Department at ports of arrival and their 
despatch to inland towns. 

The handling of household removals, includ
ing, in addition to transport by rail (and sea 



New Zealand 
(continued) 

Nether lands: 
Home 

Territory 

Netherlands 
Indies 

Railway 

when necessary), packing, cartage to and from 
rail, and unpacking, has been provided for. 
This venture is giving marked satisfaction to 
the public, and a large number of transactions 
are being dealt with. 

The policy of maintaining close contact with 
the business and farming communities through 
its business agents and station staffs has been 
adopted by the Department in furtherance of 
its efforts to hold and secure traffic. An ener
getic advertising campaign is conducted in 
newspapers, and other media for the same 
purpose, and with the additional object of 
fostering public relations. 

D.1,2and3. 

Road Inland navigation 

1 and 2. There are no special measures of protection, safeguarding and adaptation. 

3. The railways have already introduced 
Diesel-electric traction. Electrification is being 
extended. The transport of goods by rail has 
been reorganised. In order to be able to 
provide door-to-door transport, the Netherlands 
railways have formed an auxiliary organisation 
-the "A.T.O." - which fetches and delivers 
goods by lorry. 

1 and 2. No information. 

3. The competition of road traffic, both as 
regards passengers and goods, has obliged the 
railways and tramways to reduce their tariffs 
very substantially. Moreover, the frequency 
and speed of trains has been increased on 
several lines to meet such competition. 

* * * 
1, 2 and 3. No information. Inland navigation of no importance. 

, 
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Poland 

Roumania 

Siam 

Sweden 

~ r 
1. No special measures have been taken on behalf of any given means of transport. 

2. As a method of conveying bulk freight 
' and as the predominant means of transport, 

railways have, as · in other countries, special 
transport obligations (business tariff, free con
veyance) which affect the finances of the railway 
~ystem. 

3. Both in the interest of the economic 
development of the country and also with a view 
to adapting its transport capacity to other 
means of communications (motor transport) 
which may compete with it, the railways are 
steadily rationalising their services and introdu
cing improvements in the technical, transport 
and tariff departments and are, in addition, 
setting up their own motor-omnibus lines. 

1. No special measures are taken on behalf 
of railway transport. 

2. No measures are taken which are pre
judicial to railways. 

3. The Autonomous Railway Administration 
has endeavoured to meet the situation created 
by the development of other means of transport 
by introducing technical and administrative 
measures and granting tariff reductions. 

2. There are no measures which are pre
judicial to road transport. Such transport is 
not subject to the obligations mentioned 
opposite. 

3. No information. 

1, 2 and 3. No information. 

2. There are no measures which are pre
judicial to river transport. This is not subject 
to the obligations mentioned opposite under 
"Railway". 

3. No information. 

1. No special measures are taken on behalf 
of river transport. 

2. The measures taken to protect shipping 
are not prejudicial to other means of transport. 

3. Shipping has developed at the same pace 
as other means of transport. 

New passenger boats have been built with a 
view to securing the maximum comfort, so as to 
promote passenger and tourist traffic. 

The number of boats for the ever-growing 
volume of goods traffic has also been increased. 

1, 2 and 3. The necessity has not arisen for taking measures of protection, safeguarding and adaptation. 

1. There are no special measures on behalf of any given means of transport, except possibly that, as mentioned above, when concessions are granted 
in individual cases, certain rights of priority are reserved for existing railways or shipping undertakings. 



Sweden 
(continued) 

Czechoslovakia 

D. 1, 2 and 3. 

Railway Road Inland navigation 

2. There are no measures which are prejudicial to any given means of transport. 

3. The railways have carried on intensive 
work with a view to reducing the need for staff 
and bringing down working expenses. Train 
connections have been improved both in num
bers and in speed. A number of lines have been 
electrified. Attempts at rationalisation, includ
ing those made by private railways, have been 
directed towards the question of stores and the 
operation of workshops, which have in many 
cases been separated from the actual railway 
operation. 

Tariffs have been lowered and special tariff 
reductions have been granted, though not to 
the extent required by competition, pending the 
contemplated regulation of the relations between 
the railways and motor goods traffic. 

3. Co-operation takes place to a great extent 
between railways and omnibus services. · 

3. Shipping undertakings are gradually tend
ing to use larger and faster vessels. In order to 
make navigation possible to a greater extent in 
winter, the vessels have in many cases been 
strengthened against ice. Motor-ships are in
creasingly used, so that there has been a 
reduction in the need for staff and in operating 
costs. More modern equipment is being intro
duced in ports (cranes, etc.). 

The State Shipping Loan Fund has been 
reorganised ; shipowners can obtain loans from 
this fund against the usual security. 

As regards both sea freights and port dues, the 
tariffs have been adjusted so that the differentia
tion in respect of the value of the goods trans
ported has been considerably decreased ; more 
weight has also been given to the length of the 
voyage - i.e., the freight rates are calculated 
in more direct relation to the freight costs. 

The tariffs of the regular lines usually follow 
the changes in the railway tariff. Any revision 
of the tariffs of regular lines which may be 
required takes place at the beginning of each 
season ; changes in the tariff are also made during 
the season, as far as possible at the time when 
the railways change their tariffs. 

1. No special measures have been taken on behalf of any given means of transport. 

2. The following measures have been taken 2. No information. 2. No information. 
for railways which are, naturally, prejudicial to 
the other means of transport - for example, 
considerable reductions for the transport by 
rail of foodstuffs and fodder for districts affected 
by natural disasters, for transport connected 
~ . 



Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

with various humanitarian institutions, ~educ
tions in the fares for school-children and work
men, free tickets for members of the legislative 
bodies, etc. 

As regards compensations granted, losses are 
shown as a deficit in the State Railways 
accounts, but are borne by the Treasury. 

3. With regard to the measures taken in recent years by the railway authorities in order to meet 
the situation resulting from the development of road transport, the following should be mentioned : 

Reorganisation by closing down all lines on which there is little traffic 'Or replacing them by road 
services; the use of motor-trains on secondary lines; and, finally, the general speeding-up of 
transport; 

As regards tariffs, it should be mentioned that in recent years tariff reductions have been made 
increasingly dependent on the condition that forwarding agents benefiting from them should reduce. 
their road transport. Certain special tariffs of general concern - as, for instance, those applying 
to the transport of coal - have been made dependent on the same condition. 

1, 2 and 3. Railway transport can be protected 
from competition by road transport, through 
the tariffs. 

1, 2 and 3. No information. 

Railway finland Navigation. 1, 2 and 3. No information. 

3. No information. 

No inland navigation. 

1, 2 and 3. The railways are being reconstructed for the purpose of accelerating transport and offering greater facilities to users. 
Transport and forwarding bureaux have been created in connection with the railways and shipping lines ; inland waterway lines are organising 

handling services and services for long-term warehousing of goods, etc. 
Another measure contributing to the co-ordination of the different means of transport is the mechanisation of the work of loading and unloading 

at transhipment points. 
Further, the production of mooring facilities and the construction of warehousing depots, together with the extension of transhipment points, 

contribute to the constant improvement of conditions in the combined services of transport by rail and water. 

1. There are no special measures taken on behalf of any given means of transport. 
2. There are no measures which are prejudicial to a given means of transport. 

3. The railways administration has taken 
various measures, both as regards tariffs and of 
a purely technical nature, to improve transport. 

3. No information. 3. No information. 



E. Basis of lhe Policy adopted. E. I and 2. 

I. Is this governed primarily by national economic policy, or by the desire to protect and obtain a return on the capital invested in the undertakings, or by 
the desire to make those investments indirectly productive ? 

2. If the policy adopted in regard to the different means of transport or one or other of them is determined by reasons other than those set forth under E.! 
above, do these relate to considerations: 

Union of South 
Africa 

Argentine 
Republic 

Australia: 
Common

wealth 

(a) Of a social order - the desire to combat unemployment, on the one hand, and to avoid dismissing statf, on the other; 
(b) Of national defence and security; 
(c) Of public utility in general - and, if so, what ? 

Railway Road 

I. The policy is to protect existing transport services and eliminate wasteful competition. 
2 (a), (b) and (c) The question does not arise in the case of the Union of South Africa. 

I and 2. No information. 

I. So far as the northern territory is concerned, 
the policy of reducing freight rates, wharfage 
and other charges is a governmental one 
designed to assist in the development of that 
large and unpopulated area. In connection 
with the other Commonwealth Railways, the 
object of the policy adopted is to produce 
additional revenue, so as to reduce the loss in 
operation, or to make a contribution towards the 
interest payable by the Commonwealth Govern
ment. 

2 (a) The policy adopted has not been 
determined by considerations of a social order. 

(b) The policy adopted is determined 
incidentally, but not principally, by considera
tions of national defence and security. 

I and 2. No information. 

Inland navigation 

No inland navigation. 

I. Article 4 of Law No. 12346 on transport 
co-ordination reads : 

The Commission created by this law must 
co-ordinate all means of transport by water 
and sea, with a view to best serving public 
interests and the general economy of the 
nation. 
2. No information. 



Western 
Australia 

South 
Australia 

(c) The policy adopted has for its object a 
better and cheaper service for the travelling 
public. 

• • • 
1 and 2. The basis of the policy adopted in the matter of transport has been governed, 

primarily, by national economic policy. (No other details have been given.) 

• • • 
1. The policy adopted was, in the first place, based on a desire to protect State Railways, 

but it is left to the Board to determine what is best in the economic interests of the State and to 
regulate road transport and, to some extent, rail transport accordingly. The main objective of the 
Board is to protect the industries of the State from duplicating transport costs. The view is taken 
that the interests of the State as a whole come before the interests of any particular district, or any 
particular persons. 

The railway policy generally in South Aus
tralia has been governed primarily by national 
economic considerations. Although an effort 
is made to secure a return which will cover the 
fixed charges on the capital invested, this 
cannot always be achieved. South Australia 
is, to a large extent, a primary producing State, 
and the Railways' policy has been to assist in and 
pioneer the opening-up of various new lands or 
settlements. The rate policy has, in general, 
been to charge "what the traffic will bear ". 
There is a tendency, however, to render this 
policy impracticable with the rapid extension 
of road competition, which makes serious inroads 
on the higher paying freight commodities. 

The co-ordination of road and rail transport by the Transport Control Board has to a great extent 
modified this form of uneconomic competition, and endeavours to allot to the various classes of 
traffic the most efficient and economic transport. 

2 (a), (b) and (c) The questions of unemployment and national defence and security do not enter 
into the problems which the Transport Control Board has to solve. Although the question of 
national defence and security is always borne in mind in connection with the question of transport, 
this is by no means the basic factor underlying the construction or retention of railways or other 
transport undertakings. 

• • • 

No inland navigation. 

1 and 2. No information. 



Australia 
( conlinued): 
New South 

Wales 

Queensland 

Railway 

I and 2. The policy is governed by considera
tions of preserving the Government asset 
represented by the Railways from the effects of 
unregulated competition which resu!Led in 
wasteful overlapping and duplication of service 
to the u!Limate detriment of the national 
economic welfare. To this extent, the policy 
is governed by national economic policy arising 
from the necessity for protection of the State 
owned Railways which, in addition to perform
ing common carrier service, perform a national 
function in the opening-up of large primary 
producing territories, fostering development and 
serving defence purposes. 

The same principle is involved in regard to 
the Government owned tramways. 

Road 

I and 2. See opposite under "Railway". 

* * * 

I and 2. The only means of transport that is subject to regulations in Queensland is that under
taken by commercial motor vehicles in competition with the railway. The underlying motive 
is that the railway system of Queensland is essential for the transport of its primary and low-grade 
traffic, which, as previously stated, comprises the bulk of the goods available for transport. These 
conditions must be transported cheaply or not at all, and the railway rate structure is so arranged as 
to provide unremunerative rates for such products. To compensate for these unremunerative rates, 
goods of greater value and lesser bulk are charged higher rates in accordance with their capacity 
to pay. It is these higher rated goods for which competing motor vehicles cater, and if motor 
vehicles were allowed to run ad lib. and abstract the higher rated commodities from the railways, 
the ability of the railways to convey primary and low-grade products at existing rates would be 
greatly reduced and primary production would suffer. The deficit on railway operations must be 
made good by the general tax-payer, and it is in the interests of the community as a whole that, 
unless the advantages of motor transport are pronounced, the growth of the duplicate services 
should be curtailed. The position is also vital from the standpoint of national economics, as the 
transport industry would probably become very seriously over-capitalised. The question of 
employment also enters into the matter, as railway transport provides more local employment than 
motor transport. 

E. I and 2. ~ 

Inland navigation 

I and 2. Public safety is the basis of the 
State's policy in respect of inland navigation. 

No inland navigation. 

... 



Victoria 

Austria 

Belgium1 

~- ~ rr 
1 and 2. The basis of the policy adopted is governed primarily by national economic policy. (No fuller details have Been given.) 

1. The Railways being State-owned, the 
final financial responsibility for the results of 
their operation is upon the tax-payers of the 
State. The basis of railway policy, broadly, is 
that the income from the services, over-all, 
should meet the costs of operation, including 
the interest charges on the capital investment, 
although actually railway costs have always 
exceeded railway revenue, the deficiency being 
made good by taxation. 

2. No information. 

1 and 2. The policy adopted has been gov
erned primarily by the desire to balance the 
State budget, as the Treasury is obliged, both by 
law and through force of circumstances, to meet 
the railway deficit (mainly due to the large 
number of pensions), and the Government must 
accordingly take all necessary steps to keep that 
deficit within reasonable bounds. General con
siderations of a social order (unemployment) 
and concerning national defence, etc., have also, 
of course, contributed to this tendency. 

* * * 
1 and 2 .. The basis of the legislative scheme 

is provided, in the first place, by the national 
economic policy - e.g., the Statute requires 
that, in determining applications, the Board 
shall " have regard primarily to the interests of 
the public generally, including those of persons 
requiring, as well as those of persons providing, 
facilities for the transport of " passengers or 
goods. 

1 and 2. No information. 

1. The Government's policy in regard to transport is chiefly based on the general economic 
interests of the country. Without neglecting the question of invested capital, the Government 
endeavours primarily to provide commerce and industry with the greatest possible facilities and 
the most economical transport. In this connection, the regulations mentioned above were also drawn 
up 'Yith the idea of providing the maximum security and efficiency for users of public transport 
serviCes. 

• See A. I (a) and (b), pago 18. 

In order to increase safety on the roads, the 
Transport Department has also partially extend
ed the regulations to the " private " transport 
of passengers by road for remuneration ; these 

Inland navigation of no importance. 

1 and 2. No information. 

1 and 2. No information. 



Belgium 
(continued) 

Brazil 

Railway Road 

" private " services are, of course, still exempt 
from an authorisation, but they are subject to 
certain technical obligations (strength and 
comfort of their vehicles, compulsory insurance, 
periodical inspection of vehicles, medical in
spection of drivers, etc.). This new system 
has recently been applied to vehicles with 
accommodation for more than six persons, and 
will shortly be extended to vehicles with 
accommodation for six persons or less. 

2. Generally speaking, the policy adopted also takes into account, as far as possible, the 
necessity of combating unemployment and the exigencies of national defence. 

I and 2. The policy followed as regards trans
port services is governed by considerations of 
public utility or necessity and national defence ; 
but the preservation of the important national 
asset represented by 33,300 kilometres of 
railway line is also a primary consideration. 

Brazilian statesmen have not lost sight 
of the countless interests which depend directly 
or indirectly on the prosperity of the railways, 
and' which cannot be neglected without serious 
harm to the community. The Brazilian admin
istration, in fact, is at present engaged in framing 
suitable legislation for land transport which will 
ensure to every transport system its own sphere 
of activity. In order to guarantee equality of 
fiscal treatment to the two transport systems, 
the Federal Government has already, in accor
dance with a formal provision of the Constitution 
of the Republic, abolished the traffic taxes on 
passengers and goods which, being difficult to 
collect on the roads, were an unfair burden on 
railway traffic. 

I and 2. The principles guiding the develop
ment of the road system of Bra~il, and the policy 
followed in regard to this means of transport, 
are based on the necessity of developing the 
national economy by stimulating production 
and the exploitation of natural resources and 
facilitating transport. Social considerations are 
likewise taken into account, as, for example, m 
the north-east of Brazil, where road construction 
forms part of the anti-drought measures to 
enable the population, which is continually 
being decimated by this scourge, to settle 
permanently in the region and take a part in the 
life of the national community. Road policy 
is also governed by political considerations which 
aim at continually strengthening the bonds of 
national unity by ensuring easy communication 
between the various regions of the country ; and, 
finally, by considerations of national defence. 

E. I and 2. ~ 

Inland navigation 

I and 2. The existing inland waterways 
services have been established simply to meet 
the requirements of the various zones served, 
and not to protect the capital invested ; public 
utility in general, is the only aim in view. 



United Kingdom 

Bulgaria 

Canada 

} 
1 and 2. Apart from the municipal ownership of certain local passenger services, the means of transport are privately owned and are conducted, 

subject to the statutory and regulatory provisions referred to under previous heads, as commercial undertakings. State regulation is in the main 
directed to ensuring safety in operation, and where, as in the case of railway services and of road passenger services, a measure of control is established 
over the charges made or the services provided, such control is generally exercised by judicial or quasi-judicial bodies. · 

1. The bases of the policy adopted have been governed primarily by national economic policy. 

2 (a) As regards social considerations, un
employment is combated up to the limit of the 
available credits or the sums allocated to the 
" Social Insurance " fund. 

(b) National defence and security enter into 
consideration up to a point, but this aim cannot 
be realised for lack of sufficient credits. 

(d) Public utility has always been the first 
consideration in the policy pursued by the State 
Railways as regards both their construction and 
their operation. Facilities (tariff reductions) 
have always been granted . to cultural and 
charitable organisations and to passengers 
travelling to health resorts, watering-places, etc. 

1 and 2. While one of the large railways is 
owned by the State, it is operated as a private 
concern, with a desire, similar to that of other 
railways, to obtain a return on the capital 
invested. 

In the case of Canadian coal, the Government, 
as a national policy, pays a subvention to 
increase its use in competition with foreign 
sources of supply. 

The Government has, by statute, also required 
the railways to establish rates on grain and 
grain products from Western Provinces to Fort 
William on the basis in effect in 1898, known as 
"Grow's Nest " rates, although it is claimed by 
the railways that such rates are unremunerative. 

2. No information. 

1. The policy adopted is governed by the 
desire to obtain return on capital invested. 

2 (a) The policy adopted is not governed 
by considerations of a social order. 

(b) It is not governed either by motives 
connected with the national defence or security. 

(c) No information. 

1 and 2. No information. 

1. The policy adopted is governed by the 
desire to obtain return on capital invested, 
except in so far as subsidised steamships are 
concerned, which is a national economic policy. 

2 (a) and (b) The policy adopted is not 
inspired by considerations relating to unemploy
ment or national defence and security. 

(c) On the other hand, considerations of 
public utility are borne in mind. In the case of 
subsidised steamships, this is met by providing 
transport of passengers and freight. 

- - -·---------------- ·---- -----



China 

Ecuador 

Railway 

1. As most railways are State undertakings, 
this policy is based principally on national 
economy ; the yield from the capital is of minor 
importance. Consequently, all normal and 
special tariffs are drawn up according to the 
value, and not the cost, of the service. 

2 (a) The Chinese railways, in so far as this 
is necessary and they are in a position to do so, 
make wide use of technicians for their services. 

(b) The requirements of national defence 
and security enter into consideration. 

(c) As a rule, railways grant every facility 
to industries or undertakings of public utility, 
and not only to those exclusively of interest to 
the national economy. 

1. The railway policy adopted is no different 
from that followed all over the world. Efforts 
are naturally directed towards economy, though 
not at the expense of the various services. 
Every means known to modern railway science 
is used to ensure a steady income. 

2 (a) There are other considerations of a 
social order which govern the operation of the 
railways : the purpose aimed at is to run them 
according to a carefully thought-out administra
tive plan, involving a considerable saving from 
which the public cannot fail to benefit. 

(b) Encouragement and support are given to 
national defence and security. 

(c) The utilisation of a large part of the 
country's natural resources is promoted. 

Road 

1. The Chinese highway policy is primarily 
governed by the national economic policy and 
secondarily by the desire to protect and obtain 
return on the capital invested in the under
takings, as well as to make investments in
directly productive. 

2. In determining highway policy, very little 
attention has been given to other considerations. 

1 and 2. No information. 

E. 1 and 2. 

Inland navigation 

1. The policy adopted is based on the desire 
to reconcile the various interests involved. 

2 (a) and (b) The policy adopted does not 
take into account considerations of a social order 
or the national defence and security. 

(c) It is guided, on the other hand, by 
considerations of public utility, with a view to 
developing the transport of passengers and 
goods. 

1 and 2. No information. 



Estonia 

United States 
of America 

Finland 

1. Capital is invested in the railways in the 
interests of national economic policy and of the 
State. Transport has been promoted in the 
interests of national economic policy and with a 
view to the protection of the capital invested. 

2 (a) and (b) The policy adopted with regard 
to railways is not governed by considerations of 
a social order of national defence and security. 

(c) The considerations of public utility which 
govern the policy adopted are apparent by the 
desire to create favourable conditions for 
traffic and to lower the cost of transport. 

_,. 
1. The motor services compete with the other 

means of transport on the basis of free competi
tion. 

2 (a) and (b) The policy adopted is not 
governed by considerations of a social order or 
national defence and security. 

(c) But account is taken of considerations 
of public utility, in order to provide easy and 
direct communications. 

.t 
1. The licensing system has been introduced 

with a view to the protection of invested capital. 

2 (a) Questions of a social order do not enter 
into account. 

(b) Considerations of national defenc~ and 
security are, to a certain extent, taken into 
account. 

(c) For reasons of public utility, an effort 
is made to provide easy and frequent com
munications. · 

1. The policy adopted with regard to regulations is based primarily on national economic welfare, but the regulatory laws provide for consideration 
of the need for revenues sufficient to enable the carriers, under honest, economical and efficient management, to provide service. . 

2 (a) Social security legislation in the United States applies alike to all forms of transport. 

Retirement of superannuated railway em
ployees, however, is covered by special legisla
tion which supersedes similar provisions in the 
general legislation. 

(b) The President, in time of war, is empowered to take over any or all systems of transport and to control and operate the same during the 
emergency. 

(c) Regulation of public utilities is peculiar to a specific character of utility and not general in scope. 

1. Generally speaking, all the matters men
tioned in this point of the questionnaire have 
been taken into account as far as was possible. 

2. For the benefit of the railways, numerous 
requests to set up motor-bus services have been 
refused. 

1. When the motor-bus services were estab
lished, the points chiefly examined were 
whether the request submitted concerned a 
necessary service and whether any previous 
service on that line was protected. An 
endeavour was made to protect invested capital 
by giving the old undertaking priority over a 
new undertaking when the service was extended. 

2. The progress of motor traffic is due to the 
desire to improve communications, especially 
in regions where they were poor ; in addition, 
the public's liking for this new means of trans
port must be taken into consideration. 

1 and 2. No information. 



France 

Greece 

Hungary 

India 

E. 1 and 2. 

Railway Road Inland navigation 

1. The various public transport undertakings are an instrument of the national economic policy. They represent, in the form of invested capital, 
a considerable part of the nation's wealth. Their maintenance is thus important in two ways : 

As a public service, which must be operated in the way best adapted to the needs of the users, traffic being reserved for the means of transport 
to which it is best suited ; 

From the point of view of their credit, which in the case of the larger undertakings, is intimately linked with that of the State. 
The policy adopted in the general interest has therefore been, at the same time and with the same end in view to develop traffic to improve the 

means of transport, to co-ordinate their progress, and to protect and obtain a return on the capital invested. ' . ' 

2 (a) For the purpose of combating unem- 2 (a) No information. 2 (a) No information. 
ployment, the Government has requested Par-
liament to include in its programme for the 
reduction of unemployment, adopted in 1934 
(known as the " Marquet Plan "), an item 
totalling 2,725 million francs, to be spread 
over seven years, for work on railways. The 
Government has been at pains to include only 
works affecting safety and works which appeared 
certain to yield a return. 

(b) Reasons of defence and national security, however, often lead the Government to undertak~ works which are not necessary for purely 
commercial service. In such cases, the whole or part of the cost is generally borne by the war budget. 

(c) There is nothing to indicate in addition to the considerations of public utility mentioned above. 

1 and 2. The policy adopted is based on the considerations set forth under A.l, and A.2 (b) 
and (c), pages 25, 40, 51, 63, 74, 82, 89, 112. 

No inland navigation. 

1. The aim of measures of this kind is to develop national economic activities (a large number of agricultural and industrial products benefit by 
low transport rates) and to protect invested capital and enable undertakings to be run profitably. 

2. The various transport undertakings can be artificially developed so far as is necessary in the public interest, and, of course, within the limits 
of the funds available. 

I. The policy is primarily to obtain a 
reasonable return on the capital invested in the 
undertakings, but this is, not infrequently, 
subordinated to the general economic and 
industrial policies of the Government of India 

1. This question is governed primarily by 
national economic policy. 

1. The policy adopted is governed primarily 
to protect and obtain return on the capital 
invested. 



Ireland 

Iceland 

Japan 

Latvia 

and also, in exceptional cases, to considerations 
of national defence and security. 

2. There is also the consideration in India 
that the prosperity of the people is bound up 
with low rail freights for agricultural produce 
and low-grade goods over long distances, which 
it will be difficult to maintain if high-grade 
and short-distance traffic is lost to them. 
Finally, there is the necessity that the adjustment of different means of transport should be gradual and not attended by violent reactions on freights 
or labour. 

1 and 2. The basis of the policy adopted was governed primarily by considerations of national economic policy and the realisation that, for many 
years to come, the railways would represent the most economical means of transport for the entire country. The adoption of this policy was 
influenced by the desire to avoid further dismissals of staffs from the well-ordered employment afforded by the railway companies, and to encourage, 
if possible, an increase of such employment - either on the railways or on the roads. 

1. Railway policy is governed primarily by 
national economic policy, but, as the national 
Railways fall under the special account in the 
national budget, it is also governed by the 
desire to protect, and obtain a return on, the 
capital invested in the undertakings and by the 
desire to make those investments direcLJy or 
indirectly productive. 

With regard to the local railways, they aim 
primarily at obtaining the maximum return on 
the capital invested. 

2. No information. 

No reply needed. 

1. No information. 

2 (a) and (b) No information. 

(c) The chief aim is the convenience of the 
public, which consists in speedy transport and 
cheap fares. 

1 and 2. The chief aim of the policy adopted 
is to ensure the safety and the smooth operation 
of the local transport. 

1. The co-ordination policy adopted is based on national economic policy. It cannot be a matter of indifference to the ~utho~ities whether l~nt?
distance transport of any description is organised and operated by the State in the interests of the Government's economic policy or whether It IS 
operated by private individuals whose sole preoccupation is to make big profits. 

2. No information. 2. No information. 2. No information. 



Liechtenstein 

Lithuania 

Luxemburg 

Monaco 

Norway 

New Zealand 

E.·1 and 2. 

Hanway Road Inland navigation 

No information. 

1. The basis of the policy adopted is gov
erned primarily by national economic considera
tions. 

1. The policy is based on national economic considerations, in order to ensure an adequate 
return on the capital laid out. 

2 (a) Unemployment and the dismissal of staff are not taken into consideration. 
2. The policy adopted by the railways is 

based on considerations of national defence and 
security and of public utility in general. 

(b) and (c) The policy defined under 1 above is also determined by considerations of national 
defence and security. 

1 and 2. The policy so far has been one of expectancy, pending the time.when the regulations 
in force in neighbouring countries yield results which can be studied. 

1. The majority of the railways belong to 
and are operated by the State. There are 3,684 
kilometres of State Railways and only 368 of 
private railways, and the latter are of little 
importance. Transport policy is therefore de
termined by the interests of the State and of 
the community. 

2. See point 1 above. 

See A.1 (a) and (b), page 27. 

1 and 2. The objects mentioned in this 
question may be duly taken into consideration 
by the authorities responsible for dealing with 
these matters. Generally speaking, however, 
they play a minor part in the regulation of 
motor traffic. 

1. The policy adopted for the control of road transport is governed primarily by national 
economic policy. A subsidiary aim has developed to give a certain amount of protection to the 
State owned railways to make that system of transport self supporting and not dependent on the 
State funds to cover losses; 

The main policy in the control of road transport is reflected in the Act brought in to control it
viz., in considering any application for a passenger-service or goods-service licence, the licensing 
authority shall generally have regard to : 

The extent to which the proposed service is necessary or desirable in the public interest ; and 
The needs of the district or districts as a whole in relation to passenger or goods transport. 

These conditions satisfactorily answered, the licensing authorities must then consider : 
The financial ability of the applicant to run the service; 

Inland navigation of no importance. 

Inland navigation of no importance. 

Inland navigation of no importance. 



Netherlands : 
Home 

Territory 

Netherlands 
Indies 

The terms and conditions on which the applicant proposes to run the service - viz., fares and 
time-tables ; 

The transport services, whether by land or water, already provided in respect. of the localities 
to be served ; 

The transport requirements of such localities ; 
The vehicles to be used on the service ; 
The condition of the roads to be traversed and load and speed restrictions ; and 
Any evidence submitted by owners of transport equipment already serving the area. 

The desire to protect the State owned railways is expressed by an amendment to the Act during 
1936 which applies the 30-mile limit to goods transport by road in competition with the railways, 
except where special exemption is granted, and by the policy of the railways to buy out competing 
road route services or strongly opposing the renewal of road licences. . 

Before giving preference to the railway, however, the licensing authorities must be satisfied 
that the rail can provide a service at least equal to that provided by road and that the transport 
needs of the localities concerned will not be hampered. 

The railway policy of keeping the railway 
freights generally down to an average of 2 1/ 2d. 
per ton-mile, and freights on commodities which 
have a direct hearing on the development of 
the primary industries of the country down to 
a low figure, has been followed practically since 
the inception of the railways in the Dominion, 
and this policy has been governed primarily 
by national economic considerations. 

2. This question does not apply to New Zealand. 

1 and 2. The policy adopted is solely based on considerations of transport economy. 

••• 
1. The only ground for public intervention is the public advantage of a well-regulated 

transport system. 

2. Considerations of national defence intervene in transport policy only if the execution of 
transport works would seriously endanger national security. 

Inland navigation of no importance, 



Poland 

Roumania 

Siam 

E. 1 and 2. 

Railway Road Inland Navigation 

1 and 2. Transport policy is adjusted so as to comply with the principles dominating national economic policy as a whole. 
The principles underlying transport policy are based on the need for encouraging the construction of new railway lines, the creation of other forms of 

communications and the safeguarding of all forms of transport which discharge their functions properly. · 
Transport policy also aims at ensuring that transport undertakings pay their way. Some railway traffic, however, must be regarded as un

remunerative. Similarly, certain motor-borne traffic carried by organisations of a public character is unremunerative, but is carried in order to promote 
the interests of business circles and the resident population. 

I. The policy of the autonomous adminis
tration of the Roumanian Railways, as a State 
institution, is determined solely by considera
tions of general public interest. 

2 (a) See A.5, page 228. 

(b) National defence and security are taken 
into account. 

(c) Considerations of public utility are taken 
into account. 

I. The policy adopted as regards State 
Railways is governed by national economic 
policy. 

As regards private railways, control over 
tariffs is so exercised as to safeguard the public 
interests. 

1 and 2. No information. 

1. The policy adopted is governed solely 
by national economic policy. 

I. The policy of the State, which owns a 
large part of the Danube shipping, is not 
governed by the desire to secure a direct return 
on the capital invested. It endeavours, indi
rectly, to promote the public welfare. 

2 (a) There is no unemployment, since there 
has, as yet, been no question of laying up 
inland shipping. 

(b) No information. 

(c) Water transport is of special importance 
in the general economy of the country, as it 
is well adapted to the principal native exports 
(cereals, timber and oil products), which are 
particularly bulky and cheap, and provides a 
ready means of access to foreign markets. 

1. The policy adopted is governed by na
tional economic policy. 

2 (a) Considerations of a social order (the desire to combat unemployment and to dismiss staff) do not enter into consideration. 

(b) Considerations of national defence and security are taken into account. 

(c) Account is taken of considerations of public utility, especially the need of facilities of communications for purposes of administration 
and public instruction. 



Sweden 1. The necessary consideration is given to 
the enormous amount of capital invested in the 
existing railways. In this. connection, the 
question has been raised of nationalising the 
private railways (about a hundred in number) 
or combining them into as large units as 
possible for the sake of rationalisation. 

This consideration of " saving " the capital 
invested in the railways will, however, probably 
not be decisive in settling the question of the 
future regulation of relations between railways 
and motor goods traffic. (See also point 2 
below.) 

2 (a), (b) and (c) There are probably few 
countries in Europe where the railways have 
such an important task to perform in the 
national economy as in Sweden, and any 
considerable reduction or loss of railways would 
probably be particularly disastrous for Swedish 
cultural and economic life. A very large part 
of the State railway system - more than a 
third - consists of " cultural railways ", built 
without expectation of a reasonable economic 
profit. Many private railways also, though 
ineffective or unremunerative from a private 
economic point of view, are indispensable to 
the districts through which they run. In 
countries where the population is more evenly 
distributed and natural conditions in the various 
centres are more uniform than in Sweden, and 
where traffic undertakings supported solely by 
traffic receipts are able to meet all traffic 
requirements, the question might be settled 
ultimately on the basis of the economic interests 
of the undertakings. But when these condi
tions are lacking - and in Sweden they exist 
only within restricted areas - it is particularly 
necessary that the economic interests of the 
community should take precedence over those 
of private undertakings. Surpluses obtained in 
districts where the traffic is profitable must, 
within certain limits, be applied to meet the 
needs of traffic in districts which are less densely 
populated or in which economic conditions are 

1. In the first place, an economic and cul
tural policy is applied for the entire country. 
In this connection, private economic interests 
must, for the present, be subordinated to the 
interests of the community. (See the remarks 
on railways.) 

2. No information. 

I and 2. No information. 



Sweden 
(continued) 

Railway 

less favourable ; the rates for the carriage of 
passengers or goods, which might be consider
ably lowered within a certain district if its 
requirements alone were considered, must be 
maintained at a higher level, in order that 
rates in districts with less traffic may not be 
higher than users can afford. 

E. 1 and 2. 

Road Inland navigation 

Czechoslovakia 1. · The transport policy followed in the legal settlement of the relation between road and rail 
transport has been governed primarily by the necessity of maintaining the railways as a vital factor 
in the economic life of the country- in particular, in connection with the cheap rail transport of 
goods in bulk. If carriage by motor were to attract a continually increasing amount of the valuable 
goods traffic, it would not be possible to maintain low tariffs for goods in bulk. 

1 and 2. No information. 

Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

2. The necessity of keeping up the railways 2. No information. 
with a view to national defence is also, of 
course, taken into account. 

1 and 2. ·National defence, the development of the national economy, and public utility are the 
major considerations. 

No inland navigation. 

1 and 2. Questions relating to the co-ordination of the means of transport by rail, by inland navigation and by road are, like all other questions 
relating to the economic policy of the Union of Soviet Socialist Republics, regulated in conformity with Article 2 of the Constitution of the Union 
of Soviet Socialist Republics, which states that "the economic life of the Union of Soviet Socialist Republics is determined and directed by the State 
national economic plan, with a view to the increase of social wealth, the constant raising of the material and cultural level of the workers, the firm 
establishment of the independence of the Union of Soviet Socialist Republics and the strengthening of its defensive capacity ". 

I. The measures in question have been taken 
to protect the interests of the railways, which 
were beginning to be seriously threatened by 
the competition of other forms of transport. 

2. The policy adopted in this respect has 
not been determined by any other measures. 

I and 2. No information. 1 and 2. No information. 



F. Difference. of Treatment as between Means of National and Foreign Transport. 

Does such a difference exist in the case of any of the three means of transport under consideration and, if so, in what form ? 

Union of South 
Africa 

Argentine 
Republic 

· Australia: 
Common

wealth 

Western 
Australia 

South 
Australia 

New South 
Wales 

Queensland 

Tasmania 

Victoria 

Hallway Road Inland navigation 

No difference exists in the case of any of the three means of transport. No inland navigation. 

No information available. No information available. No information available. 

There is no " foreign transport " in Australia. · 

* * * 
No information available. No information available. No inland navigation. 

* * * 
No such difference arises in South Australia. Inter-State transport is subject to the same laws and policy as intra-State transport. 

The railways of each State of the Common
wealth of Australia are separate entities, and 
in the few cases where the Jines of one State are 
carried beyond its border into an adjoining 
State, the fares and conditions, etc., applicable 
in the home State operate also in that part of 
the adjoining State to which the respective 
Jines run. 

* * * 
Inter-State road operators are subject to 

the same regime as intra-State road operators. 

* * * 
There is no "foreign transport " in Australia. 

* • * 

In view of the insular nature of Australia, 
this consideration does not apply. 

No inland navigation. 

There is no difference as between national and foreign transport. 

* * * 
As Australia is a Commonwealth, this question, apparently, has no application to local conditions. 

~- -- -------------------- -------



Austria 

Belgium1 

Brazil 

United Kingdom 

Bulgaria 

Canada 

China 

Railway 

Foreign railways operate only short frontier 
sections in Austria. In principle, no difference 
of treatment exists between national and 
foreign railways. 

Road 

Subject to reciprocity, there is no difference 
of treatment between national and foreign · 
motor transport. 

No such difference exists as between national and foreign transport. 

' See A. I (a) and (b), page 18. 

Railway undertakings, whether national or 
foreign, receive absolutely equal treatment. from 
the Brazilian authorities. 

No information available. 

No information available. 

Railway freight rates on traffic to and from 
ocean-points are, generally, on a lower basis 
than applicable for domestic consumption. 

There are no railways in China operated by 
foreigners, with the exception of the following 
lines, which are of a special character and over 
which the Ministry of Railways has no effective 
control : The Manchurian railways ; The British 
section of the railway from Canton to Kowloon. 

In the sphere of road transport, all transport 
undertakings, whether national or foreign, 
receive precisely the same treatment. 

No information available. 

No information available. 

No difference of treatment exists between 
national and foreign transport. 

Foreign carriers must usually own local fran
chise and pay regular licence fees. 

Foreign transport is non-existent in highway 
transport. 

F. 

Inland navigation 

The same treatment is accorded to national 
and foreign shipping. Except as otherwise 
provided in the Danube Statute, the treat
ment accorded to foreign flags' is. governed 
primarily by the provisions of the relevant 
commercial treaties. 

No information available. 

Foreign transport is confined to the operation 
of part of one inland waterways service ; there 
is no intention of replacing this by a national 
service, as the joint service is satisfactory. 

No information available. 

No information available. 

A difference of treatment exists in that a 
foreign vessel is prohibited from carrying 
passengers or freight from one place in Canada 
to another place in Canada. See Canada 
Shipping Act, Part XIII - Coasting Trade of 
Canada. 

No such difference exists. 

1: 



Ecuador 

Estonia 

United States 
of America 

Finland 

France 

Greece 

~' 

There are no differences as between national 
and foreign transport. 

Foreign wagons are admitted on the basis of 
the international Conventions. 

No information. 

No information available. 

As regards foreign motor vehicles and drivers, 
the provisions of the International Convention 
on Motor Traffic are in force. When driving in 
Estonia, they are subject to the Estonian laws 
on the same basis as national vehicles and 
drivers. 

No information available. 

There is no difference of treatment as between national and foreign transport. 

No information. Public road services which are subject to 
co-ordination and authorisation may be admin
istered only by French citizens or by companies 
governed by French law. Exceptions may be 
made in favour of foreigners who were operating 
services in France before April 19th, 1934, by 
the Minister of Public Works in consultation 
with the Minister for the Interior and the Co
ordinating Committee. The same applies to 
services operating on both sides of the frontier 
and managed by foreigners. 

Difference of treatment between national and foreign means of transport is fundamental, as, 
apart from the considerations mentioned above, co-ordination has been governed by the special 
position of communications in Greece. (No details of this difference have been supplied.) 

No information available. 

There is no difference of treatment as between 
national and foreign transport, except that 
the coasting trade is reserved to Estonians 
and Estonian vessels. 

No information available. 

Commercial navigation in Finnish waters 
is permitted to foreign vessels with the restric
tion that they are not allo\ved to engage in 
coasting trade. Unless otherwise agreed with 
the country concerned, lighthouse dues with an 
increase of 100% are levied on foreign vessels; 
but in treaties of commerce, foreign vessels are 
generally placed on the same footing in this 
respect as Finnish vessels. In all other respects, 
foreign vessels have the same rights as Finnish 
vessels. 

Purely inland navigation is restricted to the 
national flag (Ministerial Decree of August 26th, 
1932). 

There is no inland navigation. 



Hungary 

India 

Ireland 

Iceland 

Japan 

Latvia 

Liechtenstein 

Lithuania 

Luxemburg 

Monaco 

Norway 

Railway Road Inland navigation 

From the point of view of treatment, Hungarian law makes no discriminaLion between national and foreign means of transport. 

No information available. No information available. No information available. 

Railway companies operating both within and without the country. hav~ equal r_i~hts, in t~e territory .served by them, wit~ the ~~alga mated 
Railways Company to engage in both rail and road transport. The hcensmg provisiOns applicable to private operators effectively hmit the road 
transport industry to nationals, and none of the internal waterways extend beyond the national territory so as to be used for foreign transport. 

There is no difference of treatment between 
national and foreign transport. 

No. 

No information available. There is no difference of treatment as between 
means of national and foreign transport. 

Only national transport undertakings exist in Latvia. In the case of timber-floating on the Latvian rivers, the rafts and their crews are subject 
- apart from the general regulations for the floating of timber - to Customs inspection, the necessary formalities being carried out at the Latvian 
frontier. 

The Lithuanian Railways are State owned, 
and the question of differences of treatment 
therefore remains open. 

No information. 

Motor vehicles use local fuel, and are therefore 
protected by the operating tax. 

No such differentiation is made as between means of national and foreign transport. 

See A.l (a) and (b), page 27. 

No such differentiation is made as between means of national and foreign transport. 

No information available. 

Inland navigation of little importance. 

Inland navigation of no importance. 



New Zealand 

Netherlands: 
Home 

Territory 

Netherlands 
Indies 

Poland 

Roumania 

Siam 

Sweden 

'""" -No such differentiation is made as between means of national and foreign transport. 
... 

Inland navigation of no im{)o'i-tance. 

No such differentiation is made as between means of national and foreign transport. 

* * * 
No such differentiation is made as between means of national and foreign transport. 

International co-operation as regards railways 
is based on a system of Conventions and 
treaties guaranteeing the equal treatment of 
foreign and national transport. 

The State operates the railways through the 
Autonomous Administration of the Roumanian 
Railways, which have · II ,22I kilometres of 
railway track and II,310 kilometres of road 
services. 

Special concessions for the operation of rail
ways and motor services are only granted to 
Roumanian companies or citizens. 

No discrimination is made as regards the 
transport of articles of national and foreign 
origin. 

There is no foreign concessionaire company. 

There is no differentiation of treatment as 
between means of national and foreign transport. 

Foreigners engaged in commercial motor 
transport in Poland require a concession in the 
sam€) way as Polish nationals. 

No information available. 

No difference of treatment. 

No information available. 

Inland navigation of no importance. 

Navigation and rafting on inland waterways 
in Poland are authorised on the basis of interna
tional treaties or in virtue of permits issued 
by a Government department. 

In accordance with the provisions of the 
Danube Statute, no discrimination is exercised 
as regards either transport on the international
ised Danube waterway or transport between 
Roumanian ports. . · 

National shipping has priority in the case of 
inland transport. 

Inland navigation is reserved for nationals. 

In .foreign traffic, the vessels of all foreign 
nations are placed on an equal footing with 
Swedish vessels, provided that reciprocal treat
ment is granted to Sweden in the foreign 
countries concerned. 

In inland navigation, the vessels must be 
Swedish ; as mentioned above, however, the 
vessels of certain foreign nations have been 
placed on an equal footing with Swedish vessels 
in coasting traffic, in accordance with existing 
navigation agreements. 



Czechoslovakia 

Turkey 

Union of Soviet 
Socialist 
Republics 

Yugoslavia 

F. 

RaUway Road Inland navigation 

In the treatment of foreign means of transport, the principle of reciprocity is generally observed. 

There is no differentiation of treatment as between means of national and foreign transport. No inland navigation. 

No information available. No information available. No information available. 

There IS no differentiation of treatment as between means of national and foreign transport. 



G. Observations on the Points raised by the Questionnaire. 

Any special aspects of the problem. 

Union of South 
Africa 

Argentine 
Republic 

Australia: 
Common

wealth 

RaUway 

No information available. 

No information available. 

Under the terms of Section 51 of the Common
wealth of Australia Constitution Act, the 
Commonwealth has the power -with the consent 
of the State or States concerned, to acquire 
any railway of a State, and to construct railways 
in a State. 

In the exercise of this power and with the 
consent of the States concerned, the Common
wealth constructed the Trans-Australian Rail
way from Port Augusta to Kalgoorlie. The 
Commonwealth acquired from the State of 
South Australia the railway from Port Augusta 
to Oodnadatta and subsequently extended the 
railway from Oodnadatta to Alice Springs. 
Apart from the railways which are owned and 
operated by the Commonwealth, and with the 
exception of 934 miles which are privately 
owned, the whole of the railways of Australia 
are owned and operated by the various States. 

Each State' controls matters relating to 
transport regulation and control within its own 
borders. The States, however, have no control 
of any kind over railways owned by the 
Commonwealth and operated in a State. 

Road 

·No information available. 

No information available. 

Co-ordination of transport on an Australian basis formed the subject of investigation and report 
in 1929 by a Committee appointed by the Commonwealth. In February 1932, at the instigation 
of the Commonwealth and State Governments, a Conference of Australian railways and transport 
authorities, with an independent Chairman, investigated certain aspects of transport in Austr~Iia 
and submitted a report, together with an independent report by the Chairman. The questiOn 
of co-ordination of the transport services of Australia has since received consideration. So far, 
however, no material steps have been taken to secure co-ordination. 

* * * 

Inland navigation 

No inland navigation. 

No information available. 



Australia 
(continued}: 
Western 

Australia 

South 
Australia 

New South 
Wales 

Queensland 

Tasmanla 

Victoria 

Austria 

Railway Road 

There are no other aspects of the problem relating to transport co-ordination. 

••• 
The transport legislation of S~l!th Australia d!ffers .from th~t of some of t~~ other States in t~at 

there is no restriction or regulation (beyond registration and msurance conditions) of persons usmg 
their own cars and trucks and carrying their own goods. It is from these privately owned vehicles, 
the owners of which are unrestricted as to the hours they work, that the Railways Department has 
to meet the greatest measure of competition. 

• •• 
There are no special aspects of the problem. 

••• 
There are ~o special aspects of the problem. 

• • • 

No information available. Road transport has been controlled in this 
St11te for over ten years . 

• • • 
There are no special aspects of the problem. 

There are no special aspects of the problem. 

G. 

Inland navigation 

No inland navigation. 

No information available. 

Th~ volume of inland navigation is com
pa~al!vely small compared with sea navigation, 
b.emg mamly con~ned to the.Murray and Darling 
riVers and certam reservOirs. On the River 
Murray special considerations arise, owing to the 
waters of the river being wholly in New South 
Wales .. A vessel crossing from bank to bank 
is therefore subject to Commonwealth control. 

No inland navigation . 

No information available. 

Inland navigation of little importance. 



Belgium1 

Brazil 

United Kingdom 

Bulgaria 

Canada 

China 

Ecuador 

Estonia 

United States of 
America 

Finland 

France 

Greece 

Hungary 

India 

- -
~ ........ 

No steps have yet been taken (o; the co~~rdination of water transport with other forms of transport. The question is now b~ing studied. 

' 1 See A.l (a) and (b), page I~. 

There are no special aspects of the problem. 

There are no special aspects of the problem. 

There are no special aspects of the problem. 

There arc no special aspects of the problem. 

There are no special aspects of the problem. No information available. 

No information available. No information available. 

No information available. No information available. 

The free circulation of foreign vessels on inland 
rivers, stipulated in the treaties imposed on 
China, seriously hampers the development of 
Chinese undertakings, and interferes with the 
right of inland navigation. If this problem is 
to be solved satisfactorily, it is absolutely 
essential that this right should be restored to 
China without any restriction. 

No information available. 

No information available. 

It is a fixed policy of the United States Congress to preserve competition, not only between the different forms of transport, but a~so withi_n a given 
form of transport. Thus, while consolidation of the railways into a limited number of systems, which may be regarded as a partial solutiOn ?f the 
problem of co-ordination, is encouraged by legislation, it is provided that competition shall be preserved as fully as possible, and wherever practiCable 
the existing routes and channels of trade and commerce maintained. 

No information available. No information available. No information available. 

No observations. No observations. No observations. 

There are no special aspects of the problem, as co-ordination has only recently been introduced. 

No observations. No observations. 

Roads preceded railways. Railways have frequently been constructed parallel to good metalled 
roads, relegating them for the time being to local importance. Motor transport has now developed 

No observations. 

No information available. 



India 
(continued} 

Ireland 

Iceland 

Japan 

Latvia 

Liechtenstein 

Lithuania 

Luxemburg 

RaUway Road 

on these roads in competition with railways. There is a metalled road parallel to and within ten 
miles of about half the railways in British India, and 25% of metalled roads are parallel with 
railways. The development of further roads complementary to the existing system and to 
railways has been arrested : (a) by the general depression and shrinkage of revenues and (b) by 
the development of motor transport on metalled roads which requires heavy expenditure for their 
strengthening or reconstruction. Also, railways are a central subject, and roads and the control of 
road transport a provincial one. 

No information available. 

There are no othe1· aspects of the problem. 

A review of the operation of the Road 
Transport Act, 1933, published in the March 
1936 issue of the Irish Trade Journal gives, in 
some detail, information on the salient points 
of the legislation dealing with transport of 
merchandise by road. 

No. 

No information available. 

Motor transport, taking advantage of the existing scales for railways rates - low charges for 
goods of small value and high charges for valuable goods -is capturing the latter business, to the 

. serious detriment of the railways. To obviate this difficulty, the Ministry of Communications is 
framing a draft law concerning motor transport outside the urban administrative radius, the object 
of the law being to allow goods to be carried by motor transport over short distances and by the 
railways over longer distances. 

No information. 

The problem has no special aspects. . 

The problem has no special aspects. 

Inland navigation 

No information available. 

No information available. 

No special remarks. 

--:-.-;;.y;<.-----------------~---'~----'-"-~--------------------·---r·,-.. --:--~~--..,------------
-'1'.. ,......e,._ 

G. 



Monaco 

Norway .. · 

New Zealand 

Netherlands : 
Home 

Territory · 

Netherlands 
Indies 

Poland 

Roumania 

Railway construction in Norway at present 
consists chiefly in the extension of one .main line 
towards the south and another towards the 
north. As a rule, no branch lines are constructed 
before it has been considered whether the 
traffic cannot satisfactorily be dealt with by 
motor services. 

See A. I (a) and (b), page 27. 

There are no other aspects of the problem .. 

Important factors in the transport situation in New Zealand are as follows : 

The configuration of the country has resulted in the railways being in most cases close and 
parallel to the main highways. 

Several branch railways were built many years ago to serve comparatively sparsely populated 
districts. 

Practically all motor vehicles and their products are imported. Save for the raw material, a 
large proportion of the railway machinery and plant is manufactured in New Zealand. 

The standard of living is high and the community is accustomed to the conveniences, comfort 
and advantages provided by motor transport. There are, for example, road services owned 
by the Railways Department serving the same territory and termini as the rail services. 

As the country is small and consists of two main islands, the hauls are· comparatively short. 
Due to the main products being dairy and agricultural in nature, transport is subject to 

seasonal fluctuation. 

There are no special aspects of the problem. 

* * * 

There are no special aspects of the problem. 

No information available. No information available. 

No information available. No information available. 

The question of inland navigation does not 
· appear to have any special interest in the co-
ordination of transport. · 

Inland navigation of little· importance. 

No information available. 

No information available. 



Siam 

Sweden 

Czechoslovakia 

Turkey 

Union of Soviet 
SJcialist 
Republics 

Yugoslavia 

Railway Road 

There are no special aspects of the problem. 

' There are no special aspects of the problem. 

. If the Czechoslovak system of transport is considered from the point of view of the co-ordination 
of rail and road traffic, the following conclusions may be drawn : 

There is only one provision in the law which explicitly refers to co-ordination. It is the provision 
in paragraph 6/3 of the Law of April 12th, 1935, which makes it obligatory for authorities competent 
to grant concessions of all kinds to consider, when examining the question of the public utility of 
proposed motor services, " whether the needs of the public are not already sufficiently and suitably 
met by the railway or other means of transport already existing". 

The law does not confine itself to this instruction, and does not allow the local goyernment 
authorities a free hand to decide independently as to the utility of new motor services. · · 

The Department of Railways takes an important part in the procedure preceding the grapt 
of a concession. This Department is responsible for seeing, while taking the general interests into 
account, that in every case co-ordination between rail and road traffic is established, or is at least 
planned and made possible. 

The Railways Department is far from considering the above measures as entirely effective means 
of attaining the co-ordination desired, and it continues, by following attentively methods applied 
abroad, to consider a system of co-ordination which,· while taking into account the particular 
conditions in the country, would facilitate the attainme~t of that object. 

·No information available. No information available. 

No information available. No information available .. 
(~ 

+' 

No information available. No information available. 

• 

Inland navigation 

No information available. 

• 'No inland navigation. 
~: 

No information available. 

No information available. 

G. ~ 
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