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" 4. Continental internationalisation of commercial transport aviation.

" 5. Fixing on a similar basis of maximum tonnage per unit for non-interna-
tionalised civil aeroplanes.

"6. Corresponding measures concerning the trade in and private manufacture
of arms."

These proposals followed one another in logical sequence, and the French delegation was
convinced that, if the Disarmament Conference were to adopt them, it would have stopped
the race for armaments, it would have assured and guaranteed the safety of nations, and,
whatever the results of the rest of its work, it would have created a red-letter day and
rendered a service to mankind.

The Marquess OF LONDONDERRY (United Kingdom) thanked M. de Jouvenel for his
speech and congratulated him on the valuable contribution to the Commission's work in
the form of a concrete proposal and for laying down lines along which the Commission could
proceed with its task, whether in plenary committee or in sub-committee.

The original proposals made by the French delegation for the internationalisation of
civil aviation in connection with the reduction or abolition of military aviation had been so
far-reaching that the United Kingdom delegation had been unable to accept them. They
had, however, been modified in the second proposal of April 14th (document Conf. D./115.),
and the third version just submitted was undoubtedly worthy of every consideration.
The United Kingdom delegation would give the proposals its closest attention and would,
after the requisite study, submit its opinions regarding them. More than that he could not
for the moment say.

To turn to the argument raised by Mr. Biddell, the problem of the internationalisation
of civil aviation was, on the contrary, one which touched all parts of the world and upon
which it was the right and duty of the Commission to express a very definite opinion;
aviation was developing so rapidly that the day of close interconnection between all
countries throughout the world was not far distant.

M. de Jouvenel had referred to the race for armaments, calling to mind bitter
recollections of the catastrophe of 1914, a repetition of which everyone was determined to
avoid. It could not, however, be justly stated that such a race was in progress to-day.
M. de Jouvenel had, in particular, stated that expenditure on air armaments was of special
importance. Here Lord Londonderry could not agree. The air budgets of some nations -
certainly that of the United Kingdom - were less at the present time than they had been for
some years past. Nothing would give his delegation greater pleasure than to see the reduction
of air armaments, and he was gratified to feel that this sentiment was uppermost in the
minds of all the members of the Commission.

He fully agreed with M. de Jouvenel's argument that the establishment of international
rules for the protection of civil populations was essential in order to put an end to the
increasing menace presented by air armaments. On the other hand, however, aviation
must be developed in the interests of the whole of mankind. Any rules formulated must
therefore be so drafted as to protect civilians against air attack but at the same time to
avoid hampering the development of science.

He agreed that it was important to limit and restrict the size of the machines which
could carry devastation into civilian areas, and he was sure that a satisfactory figure could
be achieved. At the same time, he felt that there was no need to restrict the size or
development of the machines, which meant so much to civilian transport.

It was often argued that international rules counted for very little; history provided
some flagrant instances of their violation. To his mind, however, such rules would be of
the greatest value in the post-war world provided that the closest possible attention were
devoted to the way in which they were drawn up. He was confident that it was not
beyond the Conference's capacity to come to some agreement on a scheme by which
weapons hampering the progress of civilisation would be removed, greater understanding
created between the nations, and security and confidence - so essential to prosperity -
promoted throughout the world.

The PRESIDENT pointed out that, of the six items in the proposal submitted by M. de
Jouvenel, the first three were outside their Commission's terms of reference as laid down
in the General Commission's resolution. His points 4, 5 and 6, however, came within
the Commission's competence and could be discussed under the head of paragraphs 4 and 5
of the adopted basis of discussion. 1

The reference to the first three points submitted by M. de Jouvenel was, however,
justifiable in that military and civil aviation could not be considered apart, and, in view
of this, reference might be made to them in any report on civil aviation submitted to the
General Commission. Suggestions for controlling civil aviation must obviously be based
on various hypotheses as to the action to be taken in regard to military aviation, and
M. de Jouvenel's first three points might well form the basis of one or more such hypotheses.

1 See Minutes of the twenty-second meeting.
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Although the United Kingdom delegate had not actually said so, he had implied that
proposals for internationalisation were contrary to the intrinsic interests of the development
of civil flying. This was not necessarily the case, and the danger could easily be avoided
if the regulations to be adopted were carefully drafted.

He would point out that the international regulations fell into two categories, the first
covering peace, the second war-time. In the case of war the ordinary rules of war would
of course prevail, and it was therefore useless - as had been proved by bitter experience -
to envisage any new regulations incompatible with those.

Mr. DULLES (United States of America) said that the points raised by Mr. Riddell,
with whose conclusions he concurred, very largely covered his delegation's point of view.

M. de Jouvenel had recognised the regional character of the question of the inter-
nationalisation of civil aviation, stating that in some parts of the world - he had
specified North America - it would not necessarily apply.

He had said, too, that all States had a vital and direct interest in the progress of
disarmament. This was only too true, and, if the Commission's discussions should prove
that a scheme for internationalising civil aviation were practicable and valuable as promoting
disarmament in Europe, the United States Government would give it its sympathetic
consideration in an endeavour to find for its own civil aviation, within constitutional limits,
a method of control to prevent its use for direct military purposes.

To turn to the question of subsidies, the technical study submitted by the Spanish
delegation' stated that " the development of aviation is still at an experimental stage,
necessitating the financial support of Governments which it receives at present chiefly
for military reasons ". In his speech delivered at the last meeting, M. de Brouckere had
indicated that he held similar views. The United States delegation was anxious to make
it clear that no such subsidies were paid by its Government, though the assistance given
by means of mail contracts and organised airways was sometimes referred to as an indirect
subsidy. He drew the Commission's attention to the statement to this effect given on page 10
of the " Collection of Replies to the Questionnaires concerning the Organisation of National
Civilian Forces " (document Conf. D.C.A.8). It was noteworthy that the direct and indirect
aid given by the United States Government to its railway and motor transport traffic in the
early stages of their development far exceeded any assistance now given to civil aviation.

TWENTY-SIXTH MEETING

Held on Friday, June 24th, 1932, at 10.30 a.m.

President: M. DE MADARIAGA

33. TECHNICAL STUDY ON THE INTERNATIONALISATION OF CIVIL AVIATION (continuation) 
EXAMINATION OF THE BASIS OF DISCUSSION SUBMITTED BY THE SPANISH DELEGATION
(continuation).

M. BRANDENBURG (Germany) said that the French delegate's remarks made at the
previous meeting covered important points which, following on the preparatory work
carried out by the Technical Commissions, were actually before the General Commission.

He would refrain from dealing with the question of chemical and bacteriological warfare,
which was not so closely connected with military aviation as with the weapons which the
other Commissions were studying. He must, however, protest against the arguments raised
by MN. de Jouvenel, when he said that to refuse to internationalise civil aviation in
the form proposed would be to render disarmament in the field of military aviation
impossible. This was going too far. There was obviously no objection to the carrying out
by the Air Commission of the task assigned to it by the General Commission and to its
discussing, conditionally, all the possible means likely, in the case of the abolition or
limitation of military aviation, to prevent the reappearance, in the form of converted
civil aircraft, of the armaments which had been abolished or limited.

The German delegation was fully prepared to take part in such work, but considered
that the internationalisation of civil aviation was rendered the less desirable in that the

1 See Minutes of the twenty-third meeting.
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proposals submitted to the Commission up to the present showed a marked tendency
effectively to militarise civil aircraft, envisaging their use, if required, to combat war by
warlike means. Such a step would divert civil aircraft from their commercial task and
encourage the development of aircraft only half suited to their true use. Such a method
would result not in the demilitarisation but the militarisation of civil aviation.

To avoid this danger, the German delegation had proposed the general acceptance
of the provisions which the Conference of Ambassadors in 1926 applied to civil aviation
in Germany. In this connection, M. Brandenburg referred to his declaration of June 15th,l
and asked the French delegate if he thought it possible that the disarmed countries, whose
civil aviation was still, under the Treaty of Versailles, subject to many severe restrictions,
would be ready to accept fresh restriction of their civil activity without the certainty
that decisive measures would in fact be taken in the field of military disarmament - the
Conference's proper sphere.

So far as he knew, there had been no question of subordinating the problems of naval
disarmament to that of the internationalisation of commercial navigation, still less of
taking such measures, for example in connection with railways or motor transport. He
had himself submitted proposals intended to deprive civil aviation of all threatening
characteristics, but he would not go so far as to suggest that those who opposed these
proposals- which were nevertheless those adopted by the experts at the Conference
of Ambassadors - would be responsible for wrecking all prospect of disarming military
aviation.

He was equally opposed to another idea to which expression had frequently been
given of late. Under the pretext that certain non-European nations were against the
internationalisation or international control of civil aviation, it had been stated that the
scheme should be confined to Europe. If the Air Commission considered that civil aircraft
should, in certain conditions, be considered as weapons, to subject these weapons to control
in Europe only was impossible. Moreover, it would be difficult to know which countries
were exclusively European States. The fact that the intervention of non-European
war material had been a decisive factor in the last war could not be questioned." There
could therefore be no question of limiting to Europe only the control of the most rapid
and mobile of arms. Internationalisation, if brought into force, must cover the whole
world, for one civil aviation subjected to political handicapping could not effectively
compete against another which had full liberty to develop.

Germany would not oppose any reasonable control of civil aviation, provided that
definite progress was made in the matter of military disarmament. Unfortunately,
no appreciable results had so far been achieved in this field. A concrete proposal had
been submitted by President Hoover and warmly supported by Italy, but could the
same be said of M. de Jouvenel's proposal regarding bombing aircraft? His scheme
mentioned the prohibition of air bombardment, but subject to the following restriction:
"apart from the field of battle or air bases and long-range artillery emplacements ".
Thus, not only bombers, but bombs too, would continue to exist, and a future war
could only lead to what M. de Jouvenel had so strikingly described when he had pointed
out that abolition on paper was not enough, and that, if chemical, bacteriological,
incendiary and air warfare and the bombing and massacre of civil populations were to
be prohibited effectively, the instruments thereof must be abolished.

M. Brandenburg was the less convinced that the measures advocated by the French
delegation constituted a concrete means of disarmament in that Germany, disarmed,
had developed her civil air bases to meet the needs of civil aviation, and that these bases
and airports were situated in the most populous regions and in the immediate neighbourhood
of large towns. Such, for instance, was the case with the Tempelhof Aerodrome, at
Berlin itself.

Certain delegations considered that only large aircraft constituted a menace. If that
were so, the States would undoubtedly have economised on costly special bombing
aircraft, confining construction to large civil aircraft only - an economic reserve of powerful
offensive weapons. Militarists had not, however, done so, knowing full well that the larger
the machine the less the total fighting material carried; two low-tonnage machines could
carry a heavier useful load than a single machine of the combined tonnage of the two.
Further, it was well known that the risk diminished with every subdivision into smaller
units, while the manoeuvring capacity, the ease of handling in flight and the value from
the military point of view in general increased correspondingly. He would here refer
to the technical explanations furnished time and again by the various delegations during
the Air Commission's study of qualitative disarmament.

To conclude, he would request the Commission to take into consideration other
measures than internationalisation, this being, in his opinion, an ineffective and, indeed,
a dangerous course to pursue. He would once again draw the attention of the delegations
to the provisions applied by the Conference of Ambassadors to Germany and to the dangers

1 See Minutes of the twenty-third meeting.
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to which attention had been drawn by the United Kingdom delegate at the previous
meeting: the Commission must avoid taking decisions likely to hamper the technical
development of a means of world traffic which tended more than any other to contribute
to closer relations between the nations.

M. FIERLINGER (Czechoslovakia) was glad that the German delegate was not opposed
to the idea of an international control of civil aviation. Moreover, there was no question,
at the moment, of accepting a binding formula in advance. The Commission had merely
to discuss and define certain ideas which would lead to a solution, failing which its work
must necessarily be vague and fruitless.

It had already been admitted that civil aviation could, in certain circumstances, become
a dangerous weapon. The limit to be fixed for the abolition of military aviation depended
to a large extent upon the degree of control exercised over civil aviation. The Air Commission
should avoid going back over accepted ground and should concentrate upon seeking a
practical solution along empirical lines. It must consider the international status of
pilots and personnel, their war and peace time duties, the control and just apportioning
of material which was compatible with good technical and commercial administration.
Results in this field would depend, in a large measure, upon the goodwill of the States.
The task involved was not to create a rigid world system, but to give more definite shape
to already existing germs of international organisation. The idea of a world system
could not be considered until the earlier stages had been completed.

President Hoover's message contained no proposals in this respect, but he supposed
that the President of the United States of America had not wished to prejudge European
interests. The hesitation shown by certain delegations might tend to increase the doubts
of those who considered civil aviation a potential weapon. If these fears were to be
dispelled, civil aviation must not be allowed to develop along military lines. The only
possible method was to envisage a system of internationalisation taking full account of
commercial, economic and technical needs.

As regards the question of method, the preparation, in sub-committee, of a synoptic
table of all the questions raised by the various schemes submitted would not be without
value. In any case, the problems of internationalisation and control should take
precedence over all others; no other question could be profitably considered until they
were settled.

M. HERRERA (Spain) submitted, on behalf of the Spanish delegation, the following
draft reply (document Conf. D./C.A.39) to paragraphs 2 and 3 of its basis of discussion: 1

"Admitting the possibility of a classification of civil aircraft,2 one finds the
following: aircraft for purposes of transport, posts, forestry and photography, to which
should be added school and sports machines.

"Between these various categories of civil aircraft, no such precise differences
exist as are found between the different classes of military machines. At the same
time, whatever their use, civil aircraft require certain general constructional features
which render the machines more or less satisfactory for the various purposes of
military aviation.

" Aircraft designed for purposes of transport are constructed specially with a
view to lifting a big useful load, and their most likely military use would be bombing
and the transport of troops and warlike material. Postal aircraft, which are required
to have a wide radius of action and a high rate of speed, could be most satisfactorily
employed, from a military standpoint, for purposes of liaison. Aircraft constructed for
forestry supervision and photography possess characteristics similar to those of
scouting planes, while school machines can be used both for civil and military
instruction. Sports machines are not, generally speaking, of use for military purposes.

"It is clear, then, that aircraft employed in the various civil aviation services
can, by a relatively simple adaptation, be utilised in the principal military aviation
services, except for chasing and fighting in the air, which demand quite special
characteristics (ceiling, climbing speed, horizontal speed, capacity for easy handling
in acrobatic flying and at the same time carrying a big useful load) which aircraft
built for civil purposes do not possess.

" These two military activities - chasing and fighting in the air - are, however,
at the same time the most essentially defensive, whereas those for which civil aircraft
are most adaptable (bombing, transport, scouting or liaison) have, or may have, an
offensive character or constitute an auxiliary element in offensive action. It may
be affirmed, then, that the military use of civil aviation material is more efficacious
for offensive than for defensive purposes in the air.

See Minutes of the twenty-second meeting.
2 That of the " Taschenbuch der Luftflotten, Abteilung Handel und Verkehr".



- 113 

" On the basis of these general considerations, the value of civil aviation material
in relation to its utilisation as an air armament may be defined as follows:

"(a) Such material may increase the offensive power of military aviation
for countries possessing the latter, but cannot appreciably increase its defensive
capacity;

"(b) For countries who do not possess any military aviation, the utilisation
of civil aviation material may supply the elements of an air arm peculiarly
adapted to offensive action.

"As regards security, the effects of civil aviation material would appear to
be as follows:

"(a) Should military aviation be abolished entirely, the civil aviation
material of countries in which the latter is most highly developed, especially
as regards transport aviation, would constitute a menace to the security of the
neighbouring countries, since no country would possess material for aerial defence.

"(b) Should military aviation be abolished above certain limits, civil material
might take the place of the military aircraft prohibited, and thus constitute a
menace to the security of other countries whose defensive military aviation, for
chasing or fighting purposes, was not sufficiently developed.

M. Herrera explained that the most important act arising out of this document was
that practically all civil aviation material could be utilised for purely offensive military
purposes. This conclusion was easy to understand; defensive military machines (chasers,
etc.) must necessarily possess characteristics which were both difficult and costly to
achieve. No civil aircraft possessed such characteristics.

The Spanish draft reply dealt with material only, whereas the German proposal
(document Conf.D./C.A.381 ) covered personnel also. What was true of material was equally
true of personnel, while civil air crews could easily, and without much training, be used for
offensive purposes, defensive aircraft, on the other hand, required a highly specialised
personnel, trained to execute often stunt manceuvres and able to use machine-guns.

The Spanish draft reply should therefore be amended, and from the paragraph beginning
"On the basis of these general considerations " to every mention of civil aviation
material should be added mention of "civil aviation personnel ".

M. LAURENT-EYNAC (France) pointed out that the French proposal (document Conf.
D./C.A.402 ) was intended to supply the Disarmament Conference with a means of abolishing
chemical, bacteriological and incendiary air warfare, not only by mere prohibition, but
by the abolition of the means of carrying out such warfare. The aeroplane was one of the
most dangerous and most-to-be-feared means of waging this form of war. The French
proposals submitted at the last meeting were in full harmony with President Hoover's
proposal, which advocated the abolition of bombing aircraft and bombing from the air.
Such a measure must, in Europe, inevitably lead to the internationalisation of civil
aviation. Here, subject to this reservation, the French delegation supported the United
States proposal. Since the German delegate admitted that this proposal constituted
a concrete scheme for disarmament, he must also admit its logical and inevitable
consequence - internationalisation.

Apparently the German delegate feared, in the first place, that the internationalisation
of civil aviation would lead to a harmful limitation of its commercial development and,
in the second place, to under-estimating the military capacity of large commercial aircraft.

M. Laurent-Eynac did not think that the internationalisation of civil aviation was
likely to hamper its development; on the contrary, civil aviation should, by its very nature,
be international and internationally administered. If it continued to be administered
along national, and sometimes even nationalised, lines, there was a risk that, while budgets
would be uselessly increased, civil aviation would not develop to the full. On the other
hand, the pooling not only of the meteorological and g ound organisation, but also of
State subsidies, would bring about a reduction in the expenditure of each country.
Moreover, mail and freight transport and business in general, with more effective means
at their disposal, would develop the more in that air mail would be internationalised at
the same time. No further proof therefore was necessary. Internationalisation would
lead, not to the restriction of aviation, but to its natural and inevitable development.
Further, it offered the advantage of a guarantee to those who feared the militarisation
of civil aviation. If each State continued to develop its own civil aviation, the latter

1 See Minutes of the twenty-fourth meeting.
2 See Minutes of the twenty-fifth meeting.
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might be subject to certain military influences. Such was in fact already the case.
Certain large commercial machines had carried out demonstration flights across the world
which had not been entirely civil in character. The control of all participating States
would on the other hand, eliminate all military considerations. Lastly, the
internationalisation of civil aviation would permit an effective control of the manufacture.
of aircraft, of the technical possibilities of each country, in other words, of what was
called " air potential ". M. Brandenburg had stated that he was, in principle, in favour
of such control, and M. Laurent-Eynac did not despair of being able to develop this
idea, in sub-committee, into its extreme form- internationalisation.

Turning to the second point - the danger constituted by civil aviation in air warfare -
he maintained that, if the Disarmament Conference agreed to prohibit chemical,
bacteriological and incendiary warfare, it should also agree to prohibit the most dangerous
means thereof, namely, heavy-tonnage machines. President Hoover had stated that
attacking forces must be reduced, which involved the reduction, amongst others, of
aircraft of long-flying radius, the most dangerous of all. In order to achieve this, such
aircraft must, if possible, be abolished in the military, and internationalised in the
civil, sphere.

As regards the bombing possibilities of small machines mentioned by the German
delegate, M. Laurent-Eynac would refer to the trenchant reply made by the Spanish
delegate: such machines could not be considered as means of attack. As M. Herrera
had emphasised, civil personnel was, thanks to its training on great international airways,
suitable for long-distance offensive expeditions. Small machines did not, on the contrary,
lend themselves to bombing operations. Immense numbers of such machines were necessary
in order to carry out bombing operations. M. Laurent-Eynac was doubtful of their value,
and they could not in any case inspire the panic which could be created by heavy bombing
aircraft.

To sum up, the French delegation wished at all costs to render air warfare impossible.
In order to do this, it was necessary to go to the furthest extreme; by dealing first with
prohibition and its logical consequence- the internationalisation of civil aviation--
the Conference would have done useful work. Such internationalisation was not Utopia,
and, if the Commission did not recommend the principle to the General Commission, it
would have only accomplished half its task. The prohibition of air bombardment and
the internationalisation of civil aviation were two measures indispensable to the maintenance
of peace.

M. SZENTKERESZTESSY (Hungary), in reply to the second part of paragraph 2 of the
Spanish delegation's draft basis of discussion, submitted, on behalf of his delegation, a
proposal regarding the military value of civil aviation as a whole. This proposal was based
on a study of the possible relationship between the aviation of two States. The following
cases might arise:

First case: Both States posses a civil and a military air force. Here, the civil aviation
is undoubtedly of value to the military air force, the value increasing with every increase
in the size of the civil air fleet. It would be even more considerable if one of the two
States possessed no civil air fleet.

Second case: Both States possess a civil air force only. Here, both the civil air forces
might be of military value, the degree thereof depending upon the respective strength
of the two forces.

Third case: One of the two States only possesses a military air force, while both possess
a civil air fleet. Here, it is incontestable that the aircraft constructed for purely civil ends
is less suitable for armament, either for defensive or offensive purposes, than the military
machines, which may be considered not simply as armed aircraft but as genuine air
weapons.

Obviously, therefore, the offensive characteristics, the efficacy and the menace of
civil aviation were less than those of military aviation. Whereas a State possessing both a
military and a civil air fleet could unite these to form a single unit, a State possessing a
civil air fleet only, supposing it were to risk its use in war, would enter the struggle armed
with a very poor means of warfare.

Given that one of these States undertook an offensive, it would inevitably encounter
defensive action on the part of its adversary, and possibly a counter-offensive. The State
possessing no military aviation could neither force the defence of the other nor defend its
own forces if attacked, since civil aeroplanes, being both inadequately armed and unsuitable
for combined action in close formation, would be easily exposed to defeat.

On the other hand, a force composed of military and civil aviation combined could not
only easily repel an offensive action carried out by civil aviation alone, but could also
assume the offensive itself and carry out any task assigned to it without fear of a check, as
the adversary would possess no means of defence or counter-offensive.



- 115 -

This proved that civil aviation, backed by military aviation, might act at any time and
at any place, whereas civil aviation acting alone could only be used for action at night.
Aseve, however, night flying presented greater difficulties than that by day, the efficacy
of civil aviation would thus be considerably reduced. Further, night flying required
staff and machines with special training and characteristics as yet rarely to be found in
civil aviation. Lastly, the fire of defensive guns and machine-guns or an attack by
chasers specially adapted to night flying would render the task of such civil aircraft
exceedingly difficult, if not ineffective.

Civil and military air fleets combined could, on the other hand, strike a particularly
effective blow at civil aviation by attacking its apparatus and bases. Meeting with no
resistance, they could continue these attacks uninterruptedly by night or day, and could
thus be sure of ruling the air, whereas civil aircraft alone would soon be rendered
completely powerless.

These facts led the Hungarian delegation to the following conclusions: A State
possessing both military and civil aviation could launch an offensive, with the greatest
chance of success, against a State possessing a civil air fleet only. Inversely, a State which,
possessing a civil air fleet only, launched a similar attack against a State provided with a
military air fleet must expect certain annihilation.

Since commercial fleets were in a position similar to that of civil aviation as a whole,
it would be easy to adapt to the latter the following text from the report of Sub-Commission
A (page 151, paragraph 5):

" The military value of the commercial fleets of a country, as a whole, varies
in proportion to its own size and the size of the naval forces of a country."

If this were done, a text acceptable to all present might be achieved. The Hungarian
delegation therefore proposed the following:

" The military value of civil aviation, as a whole, depends upon its importance
and the importance of military aviation in thine same country."

M. VLIEGEN (Netherlands) once more drew attention to his delegation's point of view.
It advocated the prohibition of all aerial bombardment and, consequently, not only the
abolition of bombers but the adoption of the measures necessary to prevent the use of
civil aviation to supplement bombing aircraft. To this end, the Netherlands delegation
was prepared, if necessary, to support the idea of the internationalisation of civil aviation,
provided that this would not hamper its technical and commercial development.

The most recent French proposals ont this matter had been a disappointment to his
delegation. There was no question therein of the prohibition pure and simple of air
bombardment, this being proposed only " apart from the field of battle or air bases and
long-range artillery emplacements". This amounted to saying that bombing aircraft
were to be maintained. He hoped that the French delegation would amend its text so as
to eliminate all exceptions. M. Laurent-Eynac had talked of prohibiting air warfare,
but M. Vliegen was forced to note that such was not the sense of the French proposal.

The Netherlands point of view was supported by President Hoover's proposal, which
stated:

" Air Forces. - All bombing planes to be abolished. This will do away with the
military possession of types of planes capable of attacks upon civil populations and
should be coupled with the total prohibition of all bombardment from the air."

M. Vliegen considered that if the French delegation were prepared to delete under
paragraph 2 of its proposal the phrase following the words "Prohibition of aerial
bombardment ", and if the Conference were, as a result, to prohibit all aerial bombardment
absolutely, it would have taken a great step forward.

M. BRANDENBURG (Germany) warmly supported the proposal made by the Netherlands
delegate and suggested that the Air Commission should discuss the question of the absolute
prohibition of aerial bombardment.

The PRESIDENT regretted that he could not accede to this request. The German
delegation could only submit such a proposal to the General Commission. Speaking
in his capacity of Spanish delegate, ne could assure it that were it to do so it would have
his support. Were the General Commission to adopt this proposal, it would be submitted
in due course to the Air Commission, which could not until then embark upon a subject
outside its terms of reference.

M. VOUGT (Sweden) pointed out that the terms of reference given by the General
Commission to the Air Commission covered the technical study of the internationalisation
or strict control of civil aviation. The Air Commission could not therefore deal with the
political aspect of the question. He endorsed the suggestion that a sub-committee should
be appointed to undertake this study.
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M. BRANDENBURG (Germany) stated that he viewed the question differently. Under

the terms of the General Commission's resolution, the Air Commission was requested
to consider not only the question of the internationalisation or control of civil aviation
but " any other measure calculated to prevent signatory Powers from using this aviation
for military purposes ". This resolution, he thought, empowered the Air Commission
to recommend the General Commission to discuss the most effective means of achieving
the end in view, in particular, the most general point at issue - the dropping of bombs
from the air. Nevertheless, the German delegation would not press the matter, and
would not object to the appointment of a sub-committee.

The PRESIDENT recognised that the text of the resolution justified the German delegate
in his opinion. Nevertheless, M. Brandenburg's proposal exceeded the Commission's
terms of reference to such an extent that he would prefer to refer it to the General
Commission. Moreover, the question of interpretation no longer arose, since the German
delegate had accepted the suggestion to appoint a sub-committee.

M. SIMONSEN (Denmark) stated that his delegation shared the view that the
internationalisation, or at least the strict supervision, of civil aviation was indispensable
if measures for the abolition of aerial bombardment were to be effective.

Nevertheless, it agreed with the Swedish delegation that it would be useful to take steps
which would throw light upon practical possibilities of realising the internationalisation
or control of civil aviation. He therefore drew attention to the Danish memorandum
of April 13th (document Conf.D.112) which proposed:

"That a small technical commission be appointed to examine, in conjunction
with the Commission for Air Navigation placed under the authority of the League
of Nations, with the International Air Navigation placed under the authority of the
League of Nations, with the International Air Traffic Association, consisting of
national associations grouped together for commercial purposes, and with the
International League of Aviators, the possibility of internationalising civil aviation
or of instituting strict international supervision over it, with the object of preventing
its employment for military purposes."

He proposed that the Air Commission should consider whether it would not be well
to appoint a sub-committee for this purpose.

M. DE JOUVENEL (France) stated that his delegation supported the proposals for the

appointment of a technical sub-committee. It hoped that the discussions therein would
dispel many misunderstandings as regards interpretation and would reconcile the various
views held.

34. APPOINTMENT OF A SUB-COMMITTEE AND PUBLICITY OF ITS MEETINGS.

The PRESIDENT stated that the basis of the sub-committee's work would be the basis
of discussion proposed by the Spanish delegation (document Conf.D./C.A.36), within the
framework of which it would supply formulae which it might be possible to draw up in the
light of the proposals already submitted by the different delegations and any others
received later. This sub-committee would submit a final draft of the plenary Commission.
He suggested that it should consist of the Bureau and the delegates of the following
countries: Argentine, Belgium, United Kingdom, France, Germany, Hungary, Italy, Japan,
Netherlands, Poland, Sweden, the United States of America, and the Union of Soviet
Socialist Republics.

The President's proposal was adopted.

At the request of various delegations, the Commission decided that the sub-committee's

meetings would be held in pubblc.
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ANNEXES.

DOCUMENTS OF THE AIR COMMISSION.

Conf. D./C.A.1(2).

Geneva, May 23rd, 1932.

REVISED LIST OF MEMBERS OF THE AIR COMMISSION
(February 27th June 24th, 1932).

President: M. DE MADARIAGA (Spain).

Vice-Presidents: M. COSTA DU RELS (Bolivia), succeeded from May 24th, 1932,
by M. VALLOTTON (Switzerland).

Colonel MARINOFF (Bulgaria).

Rapporteur: M. BOHEMAN (Sweden), succeeded from June 15th, 1932, by
M. LANGE (Norway).

Country Members Substitutes

Afghanistan: Lieut.-General Mohamed M. A. HusEIN Aziz Khan.
OMAR Khan. Captain Mohamed ALI Khan.

YvSUF Khan.

Union of South Africa: Major F. F. PIENAAR. Mr. H. CAMP.
Major-General A. J. BRINK.

Albania:

United States of America: The Hon. Norman DAVIS. Mr. A. W. DULLES.
The Hon. Hugh WILSON.

Argentine Republic: Dr. Carlos QUINTANA. Captain Jose GREGORES.
Lieut.-Colonel Pedro L. ZANNI.

Australia: Mr. J. G. LATHAM. Mr. F. G. SHEDDEN.
Sir Granville DE LAUNE RYRIE.

Austria: Colonel LOHR.

Belgium: Count CARTON DE WIART. General GILLIEAUX.
M. DE BROUCIERE.
M. VAN DER DONCKT.

Bolivia: M. A. COSTA DU RELS. M. A. OSTRIA-GUTIERREZ.
Colonel SERRANO.

Brazil: Captain Altahyr E. ROZSANYI.

United Kingdom of Great
Britain and Northern
Ireland: The Marquess of LONDONDERRY. Group-Captain

J. T. BABINGTON.

Bulgaria: Colonel MARINOFF.

Canada: Dr. W. A. IRIDDELL. Lieut.-Colonel
H. D. G. CRERAR.

Chile: M. VALDES-MENDEVILLE. M. GAJARDO.
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Country Members Substitutes

China: General Moo SONG WHANG. Major-General S. K. YAO.
Dr. HSIA CHING LIN.

Colombia: M. A. J. RESTREPO.

Costa Rica: M. V. FIGUEREDO -LORA.

Cuba: M. A. DE AGUERO Captain E. A. PRIETO.
Y BETHANCOURT. . C. DE ARMENTEROS.

Czechoslovakia: M. FIERLINGER. M. F. RUZEK.
Lieut.-Colonel J. PLASS.

Denmark: M. J. SIMONSEN. Vice-Admiral H. W. WENCK.
M. I. A. HANSEN. Vice-Admiral H. RECHNITZER
M. PURSCHEL. Colonel J. D. DE STEMANN.
M. STENSBALLE. Captain A. C. C. SORENSEN.

Egypt:

Estonia: M. A. SCHMIDT. M. J. KODAR.
Colonel R. TOMBERG.

Ethiopia: Comte LAGARDE, due D'ENTOTTO.

Finland: Colonel MARTOLA. Lieut.-Colonel V. REKOLA.
M. P. HJELT.

France: M. PAINLEVE. M. LAURENT-EYNAC.
M. PIETRI. M. R. MASSIGLI.
M. DUMESNIL. M. MOYSSET.
M. CAQUOT. M. AUBERT.
M. DE JOUVENEL. Colonel MOUCHARD.

Germany: M. Ernst BRANDENBURG. M. FISCH.
Major REINECKE.

Greece: General Mazarakis AINIAN. Major J. DIMAKIS.
M. A. CONTOUMAS.

Guatemala :

Haiti:

Honduras 

Hungary: Count A. APPONYI. Colonel G. DE SIEGLER.
M. P. DE HEVESY. Major SILLAY.
Colonel Henri SZENTKERESZTESSY.

India: Sir Henry WHEELER. The Rt. Hon. Sir
Samuel HOARE.

H.H. the AGA Khan.
Colonel D. B. Ross.
Major-General J. E. S. BRIND

Irish Free State: Mr. J. J. HEARNE. Mr. S. LESTER.

Italy: M. BALBO. General PIccIO.
M. DE MARINIS.
General Arturo CRocco.
Colonel MARTUCCI.

Japan: M. N. SATO. M. H. HOTTA.
General I. MATSUI. General Y. TATEKAWA.
Admiral 0. NOGAI. Admiral W. KOMAKI.

Latvia - General A. KALEYS. M. FELDMANS.

Liberia: Dr. A. SOTTILE.
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Country Members Substitutes

Lithuania: Colonel LANSKORONSKIS.

Luxemburg:

Mexico: Major MERCADO. Colonel Othon LEON.

Netherlands: M. W. H. VLIEGEN. M. V. E. WILMAR.
M. V. H. RUTGERS. M. E. Th. VEER.
Captain J. A. GAUW.

New Zealand: Sir Thomas M. WILFORD. Mr. C. KNOWLES.

Norway: Dr. C. LANGE. M. E. COLBAN.
M. IRGENS.
Captain OTTO.
Major STEFFENS.

Panama: M. Narciso GARAY.

Persia: M. SEPAHBODI.
Colonel A. RIAZI.
Captain S. CHEYBANI.
Captain HEDAYAT.

Peru:

Poland: General BURHARDT-BUKACKI. M. E. RACZYNSKI.
Colonel DE BAURAIN.
Expert: Major KWIECINSKI.

Portugal: General Ivens FERRAZ. Dr. J. Lobo D'AVILA LIMA.
Rear Admiral J. DE

SOUZA E FARO.

Roumania: M. Constantin ANTONIADE. General Th. DUMITRESCO.
M. V. V. PELLA.
Colonel STOICESCO.

Sa'udi Arabia: Sheikh Hafiz WAHBA. M. E. DUSSAC.

Siam: Prince PRIDI. Phya RAJAWANGSAN.

Spain: M. S. DE MADARIAGA. M. PEDROSO.
M. Leopoldo PALACIOS. M. L6PEZ OLIVAN.

Lieut.-Colonel
Emilio HERRERA.

Sweden: M. E. C. BOHEMAN. M. VOUGT.
M. 0. NYGREN.
M. STENBECH.

Switzerland: M. . VHALLOTTON . H. H.HBERLIN.
M. C. GORGE.

Turkey: Necmeddin SADIK Bey. APTULAHAT Bey.
Expert: Colonel NURI Bey.

Union of Soviet Socialist
Republics: M. LANGOVOY. M. Boris STEIN.

Uruguay: Doctor P. LuISI. M. CosIo.

Venezuela: M. L. F. CALVANI.

Yugoslavia: M. C. FOTITCH. Adviser: Lieut.-Colonel
General JIVKOVITCH. B. NAOUMOVITCH.
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PRELIMINARY NOTE.

At its fifth meeting on March 17th, 1932, the Air Commission adopted a resolution
requesting the Bureau:

" (1) With the assistance, if necessary, of the Secretariat, and of the competent
International Organisations, to prepare, in order to facilitate its task, an objective
documentary study summarising the principal works of these International
Organisations, and the official proposals of the delegations on the internationalisation
of civil aviation, and also the proposals of delegations with regard to any other measure
calculated to prevent the signatory States from using this aviation for military
purposes;

"(2) To circulate all the concrete proposals relating to the question, together
with statements of the reasons for them, which the Commission recommends the
delegations to send in to the Bureau as soon as possible;

" (3) To prepare a study on the organisation of the national civil aviations on
the basis of the information which the Bureau trusts the delegations will supply to it;

"(4) To prepare a programme for the resumption of the Commission's work."

As regards Point 3 of this resolution, the Bureau requested the delegations to be good
enough to send it before April 4th, 1932, the information requested in the following
questionnaires (documents Conf.D./C.A.6 and Conf.D./C.A.7):

FIRST PART

A. QUESTIONNAIRE (DOCUMENT CoNF.D./C.A.6).

1. The authorities under which civil aviation is placed. A brief account of the
organisation of the said authorities. Supervision exercised over civil aviation.

2. State what undertakings operate the national air lines or any part of those air
lines. Give brief particulars of their organisation and of the characteristics of
the lines operated.

3. Undertakings operating air lines outside the national territory. Give brief
particulars of their organisation (stating whether these lines are operated by
a single undertaking or by a pool) and of the characteristics of the lines operated.

4. Organisations and private persons practising flying as a sport or for touring
purposes.

5. Are such undertakings, organisations or private persons in receipt of a Government
subsidy? If so, what is the system on which such subsidies are granted?

6. Organisation of the wireless service.

7. Organisation of the meteorological services.

8. Statistical particulars:

(a) Length of the air lines (in kilometres);
(al) Length of air lines equipped for night flying;
(b) Number of air ports;
(bl) Number of air ports equipped for night flying;
(c) Number of kilometres flown in 1931;
(d) Number of passengers carried (regular services) in 1931;
(e) Mail and packages carried (in kilogrammes) in 1931.
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B. REPLIES TO QUESTIONNAIRE (DOCUMENT CoNF.D./C.A.6).

Union of South Africa Delegation.

Geneva, March 22nd, 1932.

1. Civil Aviation in the Union of South Africa is placed under the control of the
Ministerial Department of Defence.

The department is in charge of the Minister of Defence and there is a separate
subdivision, under the control of the Director of Air Services, which deals with matters
relating to Civil Aviation and the administration of the South Africa Aviation Act.

2. There are two companies running air lines in South Africa, one from Cape Town
to Port Elizabeth, East London, Durban and Cape Town to Johannesburg, and the other
from the mandated territory of South West Africa to Kimberley.

The companies carry air mails, and are paid subsidies by the Union Government
to the extent of £8,000 and £7,000, respectively.

3. Imperial Airways Limited, with headquarters in London, have organised a London
to Cape Air-Mail Service. The company is being paid a subsidy of £400,000 over a period
of 5 years, £80,000 per annum. The company is understood to be a private organisation.

4. There are five recognised civil air clubs organised within the Union.

5. The organisations under (4) are not in receipt of any subsidy.

6. The wireless service is controlled by the Minister of Posts and Telegraphs.

7. The meteorological department is a separate organisation but renders considerable
assistance to the Defence Department in determining wind velocities and aerial conditions
generally.

8. Length of air lines in kilometres:

Cape Town, Port Elizabeth, East London and Durban ........ 1,600
Cape Town to Johannesburg ................... 1,200
South West Africa to Kimberley ................. 1,440
That portion of the London to Cape Air-Mail Service flying over Union

territory ......................... 2,080

Length of air line equipped for night flying . .............. Nil
Number of air ports (Cape Town and Germiston) . ........... 2
Number of air ports equipped for night flying .............. Nil
Number of kilometres flown .. . ............ . No statistics
Number of passengers carried .................. No statistics
Mails and packages carried . ............... Statistics not available
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German Delegation.
Berlin, April 6th, 1932.

1. The Reich Ministry of Transport at Berlin (Aviation Department); regulation,
supervision and development of aviation.

2. (a) Deutsche Luft-Hansa A. G. at Berlin.
(b) Deutsch-Russische Luftverkehrs G.m.b.IH., Berlin.
(c) Deutsche Verkehrsflug A. G., Nuremberg-Fiirth.

All three companies operate regular air lines carrying passengers, mail and goods,
the companies mentioned under (a) and (b) both within the country and abroad, and the
company mentioned under (c) only within the country.

3. Air lines entirely outside the national territory are not operated by German
companies. When German lines cross the frontiers of the Reich, they are usually operated
jointly with foreign companies, except in the case of the German-Russian line (see 2 (b)
above). A list of the operating (pooling) agreements concluded by the Deutsche Lufthansa
with foreign countries is attached in the Annex.

4. Numerous associations belonging to the Deutsche Luftfahrtverband at Berlin
engage in flying for sport, including the Aero Club of Germany and the Sturmvogel, a
workers' air association at Berlin.

5. The undertakings mentioned under 2 (a)-(c) receive support from the Reich or
the States; subsidies to the organisations mentioned under 4 for development purposes
are forbidden under No. IV of the Paris Air Agreements of May 22nd, 1926. The air
transport lines are subsidised on the basis of the number of kilometres flown, according to
a definite schedule, the rate depending on the type of aeroplane employed.

6 and 7. The air wireless and meteorological services are carried on by the Central
Air Security Office of the Ministry of Transport of the Reich.

8. (a) 30,000 kilometres (including lines outside national territory); the total is
subject to the seasonal changes in air traffic.

(al) 1,600 kilometres equipped for night flying (within the national territory).
(b) 94 first and second class airports;
.(bl) 15 airports are equipped for night flying;
(c) Number of kilometres flown: 10,400,000 (in 1931) 
(d) Number of passengers carried: 99,000 (in 1931);
(e) 2,600,000 kilogrammes (in 1931).

The figures given for (c)-(e) are approximate calculations based on the particulars
so far available, the official statistics not yet having been completed.

Annex.

LIST OF JOINT (POOLING) AGREEMENTS.

German Foreign Route
company company

D. L. H. Farman Berlin-Cologne-Paris.
D. L. H. Farman Berlin-Saarbruck-Paris.
D. L. H. Swissair Zurich-Munich-Salzburg-Vienna (with Oelag).
D. L. H. Swissair Geneva-Berne-Zurich-Stuttgart-Halle/Berlin.
D. L. H. Swissair Geneva-Berne-Zurich-Munich-Salzburg-Vienna.
D. L. H. Swissair Geneva-Basle-Mannheim-Frankfort-Cologne-Essen/

Amsterdam.
D. L. H. Swissair Basle-Zurich-Munich-Vienna.
D. L. H. S.A.M. (Bln.) Munich-Venice-Rome.
D. L. H. A. B. A. Malmo-Copenhagen-Luibeck.
D. L. H. Det Danske Luft- Hamburg;

fartselskab Farman Malmo-Copenhagen-Hamb urg;
D.L.H. K.L.M. 509, 511:
D. L. H. Sabena 517.
D. L. H. D. D. L. Berlin-Stettin-Copenhagen.
D. L. H. Cechoslov Berlin-Dresden-Prague-Vienna (with Oelag).
D. L. H. Cechoslov Marienbad-Karlsbad-Chemnitz-Halle L.
D. L. H. Oelag Berlin-Dresden-Prague-Vienna-Budapest (not operated

at present).
D. L. H. A. L. J. Berlin-Munich-Milan.
D. L. H. J. A. L. Cologne-London.

Note. - In addition to the Annex mentioned in No. 3, a copy of Nachrichten fuir Luftfahrer, Nos. 1-2,
1932, is attached to the reply, giving a general account of the position of German aviation at the end of 1931.
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United States of America Delegation.

Geneva, March 28th, 1932.

1. With respect to civil aviation in the United States, it is necessary to distinguish
between the control of technical aeronautical features and the control of police, commercial
and economic features. The direction of technical aeronautical matters relating to national
aircraft engaged in air commerce between the United States and foreign territory, and
between two or more of the individual States, is under the civil authority of the Federal
Government, while technical direction of these features for air commerce wholly within
one State is under the civil authority of that State. On the other hand, every civil aviation
enterprise is organised or incorporated under the commercial laws of some one of the States,
and police regulatory powers are exercised separately by each of the several States in
which the enterprise conducts its business.

The organisation under the Federal Government concerned with civil flying in the
United States is in the Department of Commerce, except that the Department of
Agriculture operates the meteorological service. The Department of Commerce has a
special Aeronautics Branch under an Assistant Secretary of Commerce for Aeronautics,
this branch being further subdivided among the Director of Air Regulations, the Chief
Engineer of the Airways Division, and the Director of Aeronautic Development.

The Director of Air Regulations is responsible for the examination and licensing of
pilots, mechanics and aircraft; the examination and approval of aircraft and engines
applying for approved type certificates as to airworthiness; the examination and approval
of flying schools; the inspection of aircraft for licensing; the determination of causes of
civil aircraft accidents ; the enforcement of theAir Commerce Act, the Air Commerce Regu-
lations and the Air Traffic Rules ; and the assessment of penalties thereunder.; the issuance
of certificates of airworthiness for export to aircraft to be exported to foreign countries
having reciprocal agreements with the United States ; the transfer of title to aircraft assigned
Department of Commerce markings; and the examination and inspection of scheduled
air passenger transport routes in interstate commerce making application for a certificate
of authority to operate such service.

The Airways Division operates under the rules, laws and regulations applicable to the
lighthouse establishment, and, so far as practicable, through the regular district organisa-
tions of the Lighthouse Service. The Airways Division is organised into four units - survey,
construction, weather and communications, and radio.

The Survey Section determines airway routings, selects sites for beacons and
intermediate landing-fields, and concludes all negotiations for licensing these sites and for
conditioning the fields for use by aircraft.

The Construction Section arranges for the purchase and shipment of all lighting equip-
ment for intermediate fields and supervises its erection and installation under contract
or by Airways Division field forces.

The Weather and Communications Section selects, establishes and supervises the
operations of airways weather reporting stations and airways communication stations.

The Radio Section designs, procures and supervises the erection and installation of
radio equipment for communications stations and radio beacons.

Maintenance of the intermediate landing-fields and beacon lights is accomplished by
the district organisations of theLighthouse Bureau, to which have been added the necessary
special personnel.

The Aeronautic Development Service embraces all activities of the Aeronautics Branch
in connection with assisting communities in the selection and development of airports;
the rating of airports ; the promotion and correlation of aeronautic research ; the publication
and dissemination of aeronautic information; the publication of air navigation maps and
airway bulletins; and the general promotion work of the Department looking towards the
development of Civil Aeronautics. The Aeronautic Development Service is divided into an
Aeronautic Information Division; an Aeronautics Research Division; an Airport Section;
an Airways Mapping Section; and special research committees.

The Federal Government extends its technical direction only to public aircraft and
private aircraft engaged in general business activities, and exercises no other regulatory
powers whatever, either of an ordinary police nature or of the financial organisation or
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detailed operation of the enterprise. The technical supervision by the Federal Government
for aircraft engaged in interstate or foreign commerce covers the following fields:

1. The grant of registration to individual national aircraft not registered under
the laws of a foreign country.

2. The rating of aircraft as to airworthiness.

3. The periodic examination and rating of airmen operating aircraft in interstate
or foreign commerce.

4. The examination and rating of air navigation facilities, including airports,
available for the use of aircraft engaged in interstate or foreign commerce, and the
examination and rating of flying-schools, instructors, and equipment if request is
made by the owner.

5. The establishment of air traffic rules generally applicable throughout the
United States.

6. The establishment of air space reservations for Federal governmental purposes.

7. The designation and establishment of civil airways, including air navigation
facilities (except airports) such as special maps, beacons, weather services, intermediate
and emergency fields, etc.

8. Specific regulations governing the use of governmental airports and repair
facilities by private persons.

9. Regulations of the navigation and commercial activities of foreign aircraft
flying over United States territory.

10. The establishment of ports of entry and regulations as to the entry and
clearance of aircraft, and immigration, Customs and public health inspections at such
ports.

11. The publication of information bulletins concerning aeronautical information,
treaties and laws.

12. The application of penalties for the infraction of Federal aeronautical laws.

The individual States provide for similar technical regulation for aircraft engaged solely
in intra-state flying (except as regards general air traffic rules), as well as general police
regulation. Different States have their supervisory bodies organised in different ways, there
being no universal standard pattern.

2. The air lines in the United States are operated by 32 different companies. These
companies are all privately owned commercial concerns organised to manage and operate
the air lines owned by them.

There are 111 domestic routes in the United States, covering 49,000 kilometres. Of this
number, 66 carry mail, 94 carry passengers and 63 express. The length of these routes,
the character of the service furnished, the schedules of traffic, and the present operators
of the 111 domestic routes are furnished in Air Commerce Bulletin, No. 13, dated January 2nd,
1932, pages 330 and 331.

3. The air lines of the United States extending outside the national territory are
operated by 7 different companies. These companies are all privately owned commercial
concerns organised to manage and operate the air lines owned by them.

There are 17 foreign routes, covering 32,100 kilometres. Of this number, 15 carry mail,
11 carry passengers, and 7 express. The length of these routes, the character of the service
furnished, the schedules of traffic, and the present operators of the 17 foreign routes are
furnished in Air Commerce Butlletin, No. 13, dated January 2nd, 1932, page 332.

4. The answer to this question may best be given by analysing the distribution
by purpose of the civil aeroplanes in the United States. Lighter-than-air aviation is of
small importance, since there are no more than four or five privately owned dirigibles in the
country.

There was a total of 10,673 civil aeroplanes in the United States on January 1st, 1932.
Of these, 7,547 were licensed by the Federal Government and can be classified. Of the
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remainder, it is estimated that not more than 1,500 are fit for use; most of these are small
and are used in schools, or for purely local taxi service, or are in the hands of private owners
who employ them for sport or pleasure. It is impossible to give an accurate estimate either
of the distribution of the unlicensed aeroplanes or the total amount of flying done by all civil
aircraft. The information in the following tables must therefore be considered in the light of
this unknown feature, and final conclusions accepted with due caution.

TABLE I. - DISTRIBUTION BY PURPOSE OF LICENSED CIVIL AEROPLANES.

Purpose Number

In hands of aeroplane manufacturers ........ . 489
Air transport companies ................ 561
Government owned civil aeroplanes ....... .. . 69
Non-aeronautical companies. ............. 211
Dealers, distributors, and flying services ... 1,755
Schools . . . . .. . . . . . . . . . . . 107 
Flying clubs . .................. 1751
Individual owners .................. 3,938
Unclassified . . . . . . . . . . . . . . . . . . . .. 242

Total . . . 7,547

TABLE II. - ESTIMATED PERCENTAGE OF PRIVATE FLYING TIME BY PURPOSE.

Purpose Percentage

Pleasure .......... 26.8
Instruction .......... 25.6
Business .. . ...... . 13.0
Sight-seeing .......... 11.7
Experimental .......... 9.5
Cross-country .......... 6.7
Miscellaneous .. ...... . 6.8

Note. - This is an estimate of flying other than on regular air lines, and is based on reports from a selected
group of 500 aeroplanes.

TABLE III. - CLASSIFICATION OF LICENSED AEROPLANES BY TYPE AND CAPACITY.

Type Capacity Number

Landplanes:

Open-cockpit ...... . . . 1, 2 and 3 place 4,676
Open-cockpit .. . ...... . 4 place and up 71
Closed-cabin ............ 1 2, 3 and 4 place 1,390
Closed-cabin ............ 5 place and up 885

Amphibians and Seaplanes:

Open-cockpit ...... . 1, 2 and 3 place 29
Open-cockpit .. . ....... 4 place and up 26
Closed-cabin .. ........ 1, 2 and 3 place 12
Closed-cabin .. . ....... 4 place and up 103

Unclassified (includes 41 autogiros) .................. 113

Total ... 7,305

On January 1st, 1932, there were in the United States 17,701 persons having active
civil pilot's licenses under the Federal Government. Of this total number, 9,226 persons
hold private licenses only - i.e., they are not permitted to engage in any flying for
commercial purposes.

5. Subsidies or loans are not granted by the United States Government to any
privately owned aeronautical undertaking or organisation. The only assistance of an

1 These figures are obviously low, and are doubtless considerably increased by unlicensed aeroplanes.
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economic nature given is that comprised within the system of technical aids such as air
navigation facilities and engineering and trade information published by various
governmental bureaux, and in the form of contracts for the carriage of mail by air.

At present, the total payments to contractors for carrying air mail exceed the special
receipts, but the gap between these two figures is decreasing year by year, and profits
now accrue to the Government for many of the shorter hauls. Air mail contracts are also
granted to transport lines engaged in foreign as well as domestic air commerce.

Payment for the carriage of domestic air mail is computed after consideration of the
following variables:

(a) Weight of mail carried;

(b) Space occupied by the mail;

(c) Distance mail is carried.

To the base rate computed from these variables, percentage bonuses are added for

(1) Night flying;

(2) Difficult terrain;

(3) Fog conditions;

(4) Radio equipment in the aeroplane;

(5) Passenger capacity of aeroplane;

(6) Multimeter aeroplanes.

It may be pointed out that there is no minimum payment system, although the base
rate per pound for light loads is greater than that for heavy loads.

No connection exists between the control of civil aviation exercised by the Government
and its military aviation. The technical aid and air mail contracts are awarded solely for the
execution of commercial purposes. The incorporation in civil aeroplanes of features valuable
from a military standpoint, the establishment of airways with military strategic usefulness
or the employ of military airmen or engineers by commercial firms are not only not encouraged
but are not even enquired into. It is the definite policy of the United States Government to
maintain this separation, and it therefore gives assistance only to encourage and improve
safe and rapid transportation.

So far as is known, the only economic aid given regularly by State and municipal
governments is of a technical nature, such as the establishment of municipal airports and
landing-fields. Community gifts of land or money to aeronautical companies are made to
some extent, as is often done with other transportation enterprises. The amount of State
and municipal aid is not known, nor can it be easily ascertained, since it varies greatly from
year to year, is entirely under the control of local authorities, and no agency exists for the
collection of information of this character.

6. The Radio Section of the Aeronautics Branch of the Department of Commerce
designs, procures and supervises the erection and installation of radio equipment for
communications stations and for the radio beacons.

The Weather and Communications Section of the Aeronautics Branch of the Department
of Commerce selects, establishes, and supervises the operations of airways weather reporting
stations and airways communications stations. On July 1st, 1931, there were in operation
53 Department of Commerce radio broadcast stations established for the broadcast of weather
information. They are used also to report departures, arrivals, passengers, cargo,
meteorological data and for general communication between aeroplanes and the ground
where commercial radio systems do not exist.

In addition to these Government-owned radio facilities, many of the large transport
companies have established their own radio stations, and employ them for communicating
to stations on their routes, as well as for furnishing weather conditions and instructions to
their aeroplanes while in flight.

On July 1st, 1931, there were 55 radio range beacons of the aural type placed at
strategic positions along the main airways to aid pilots in maintaining their course, especially
during bad weather.

7. The Meteorological Service for the Airways of the United States is operated by the
Weather Bureau of the Department of Agriculture in co-operation with the Weather and
Communications Section of the Aeronautics Branch of the Department of Commerce.

On July lst, 1931, there were in operation 53 completely equipped upper-air
meteorological stations, most of them located at important airports. These offices furnish
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weather reports at frequent intervals, day and night, to four principal collecting centres.
Supplementing this information are reports received from about 200 additional regular
weather bureau stations and reports made by several hundred " airways-keepers " of the
Department of Commerce, who care for their fields and handle messages coming in over
the 9,500 miles of the automatic teletype system connecting the principal fields and Weather
Bureau offices.

Based on these reports, the Weather Bureau makes forecast of flying conditions which
are available to fliers at all of the principal airports. All airways stations transmit to their
respective collecting stations, as well as to all nearby stations, information regarding local
storms, fogs, and weather changes as they occur.

Weather reports are broadcast by Government radio stations several times a day, and
are also transmitted by automatic teletype or ordinary telegraph to stations along the
airways.

8. (a) Length of the air lines (in kilometres): 81,100.
(al) Length of air lines equipped for night flying: 30,000 kilometres approximately.
(b) Number of airports: 2,113 (March lst, 1932).
(bl) Number of airports equipped for night flying: 727 as on March 1st, 1932.
(c) Number of kilometres flown (in 1931) : 77,000,000 by the regularly established

transport companies.
(d) Number of passengers carried (regular services) in 1931: 469,981 on regular

domestic services; 52,364 on the foreign routes operated by United States
companies. Total 522,345.

(e) Mail and packages carried (in kilogrammes) in 1931:

Mail ........ 4,135,000 (domestic service)

~Express.* * * * *8 17220 000.
Freight. . . . ..

Australian Delegation.

April 4th, 1932.

1. At a Conference of the Commonwealth Federal Ministers and State Premiers
in May 1920, an agreement was reached whereby the Commonwealth Government was to
introduce a Bill for the control of aerial navigation in Australia.

In December 1920, the Commonwealth Parliament passed the Air Navigation Act,
the object of which was (a) to carry out the provisions of the Convention on Air Navigation
signed in Paris on October 13th, 1919; (b) to apply the principles of the Convention,
not only to international flying, but to internal flying in Australia and generally to
legislate by regulation on the subject matter.

Regulations were drawn up under this Act to provide inter alia for the registration
and periodical inspection of aircraft, licensing of aerodromes, examining and licensing
of personnel engaged in flying and in upkeep of machines, prohibition of trick flying, rules
of the air, etc.

The date of commencement of the Act was fixed by Proclamation as March 28th, 1921,
and regulations issued came into force on that date.

The Controller of Civil Aviation was appointed in December 1920 to administer the
Act and regulations.

Organisation. - The Minister for Defence, who is a member of the Cabinet, is virtually
the head of the Civil Aviation Department and responsible for Government policy and
legislation in connection therewith.

Control is exercised through the Controller of Civil Aviation, who has direct access
to the Minister for Defence.

The Controller of Civil Aviation is responsible for the administration of civil aviation
in the Commonwealth.

The Civil Controller's staff consists of (1) Deputy-Controller of Civil Aviation,
(2) Director of Flying Operations, (3) Director of Aerodromes and Ground Organisation
and (4) an inspection Department responsible for air worthiness and technical details.

2. National air lines in the Commonwealth are divided under two headings, subsidised
and unsubsidised.

Subsidised Services. - The following are the subsidised services now being maintained
under contract with the Civil Aviation Department; the frequency of the services being
weekly in each case:
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Distance
Contractor Route (miles)(miles)

West Australian Airways, Ltd. . . Perth - Derby 1,467
West Australian Airways, Ltd. . . Derby - Wyndham 600
West Australian Airways, Ltd. ... Perth - Adelaide 1,450
Queensland and Northern Territories

Aerial Services,. Ltd .. .. . Brisbane - Camooweal -
Cloncurry - Normanton 1,484

Queensland and Northern Territories
Aerial Services, Ltd. ...... Camooweal - Daly Waters 475

Total air line distances of subsidised services ............. 5,476

Unsubsidised Services (operating under Postal Department contracts):

Australian National Airways, Ltd. . Brisbane - Sydney 500
Australian National Airways, Ltd. .. Sydney - Melbourne 475
Australian National Airways, Ltd. . Melbourne - Launceston (via

Bass Straits) 265
Queensland Air Navigation Co. . . Brisbane - Townsville 736

(It should be noted that the above-mentioned services are temporarily suspended under
financial stringency.)

Other Unsubsidised Services (passengers and goods only):

Aircrafts Proprietry, Ltd ...... Brisbane - Toowoomba 75
New England Airways, Ltd. . . Brisbane - Lismore 98
Burnett Air Navigation Co., Ltd. . . Murgon - Kingaroy - Manago -

Brisbane 118
Aerial Services, Ltd. ........ Rockhampton - Clermont 270

The above-mentioned organisations operate on a commercial basis and are responsible
for the purchase and maintenance of their own aircraft, engines, etc. The machines operated
by the various companies are of the light single-engined commercial type with the exception
of West Australian Airways, Ltd., Australian National Airways, Ltd., who operate twin-
and triple-engined aircraft of a bigger class.

3. The Commonwealth of Australia have no air lines operating outside the national
territory.

4. The following organisations exist for practising flying as a sport and for touring
purposes:

(a) The Aero Club of New South Wales;
The Aero Club of Queensland;
The Aero Club of Victoria;
The Aero Club of South Australia;
The Aero Club of Western Australia;
The Aero Club of Tasmania;
The Central Queensland Aero Club;
The Bendigo Aero Club, Bendigo, Victoria;
Pratts Pty., Ltd., Geelong, Victoria.

(b) The de Haviland Pty., Ltd., Sydney, N.S.W.;
Adastra Airways, Ltd., Sydney, N.S.W.;
Australian National Airways, Ltd., Sydney, N.S.W.;
Air Taxis, Ltd., Wagga, N.S.W.;
Wings, Ltd., Perth, W. Australia;
Subiaco Flying Club, Subiaco, W. Australia;
Baker Flying School, Perth, W. Australia;
Queensland Air Navigation Co., Ltd., Brisbane, Queensland;
C.C. Matheson Flying School, Brisbane, Queensland;
The Larkin Aircraft Supply Co., Ltd., Melbourne, Victoria.

5. The clubs and flying training schools mentioned under 4 (a) are organised by and
are under the supervision of the Department of Civil Aviation, and receive assistance from
this Department in the form of aircraft on loan and/or cash bonuses in respect of pilots
qualifying through such clubs or training schools.

The flying training schools under 4 (b) are purely commercial enterprises which
receive no Government assistance in any form.
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6. There is no special organised wireless service in respect of civil aircraft operating
in the Commonwealth.

7. A meteorological officer functions in each capital city of the Commonwealth,
and the following are issued daily from the Central Meteorological Bureau:

(1) Weather charts;
(2) Rainfall maps;
(3) Bulletins showing pressure, temperature, wind, rain, cloud extent and weather.

Weather forecasts can be obtained from this source on application at any time, and
forecasts are transmitted by the Bureau to various points by wireless, telegraph, and
telephone.

8. (a) Length of air lines in kilometres . ........ 12,900
(al) Length of air lines equipped for night flying ..... ... Nil
(b) Number of airports ................. 9
(bl) Number of airports equipped for night flying .. ...... Nil
(c) Number of kilometres flown in 1931:

Subsidised routes .. . . ............ 896,325
Unsubsidised routes .. . .............. 1,173,910

(d) Number of passengers:
Subsidised routes ................... 7,427
Unsubsidised routes .................. 6,798

(e) Mails and packages carried in kilogrammes:
Mails:

Subsidised routes .. . . .......... . 12,390
Unsubsidised routes ................ 8,158

Packages:
Subsidised routes ................. 201,925
Unsubsidised routes .. . .......... . 12,554

Austrian Delegation.
April 17th, 1932.

1. In Austria, the Air Office ("Luftamt") of the Federal Ministry of Commerce
and Communications at Vienna, as the air authority, is responsible for dealing with all
questions connected with the Government's powers and functions in regard to aviation.
This Office therefore also exercises official control over civil aviation and is responsible,
not only for the administration of the three public air-ports at Vienna, Graz and Klagenfurt,
but for the wireless, meteorological and other services connected with the safety of air
traffic in Austria.

2 and 3. The "Oesterreichische Luftverkehrs Aktiengesellschaft ", known by
abbreviation as the " Oelag ", with headquarters at Vienna is the only Austrian air
navigation undertaking with a regular service.

The " Oelag ", to which the Austrian Government pays subsidies calculated on the
basis of the kilometres travelled, had in its service, in 1931, 9 aeroplanes (of which 6 were
Junkers machines type F-13, 2 Junkers machines type G-24 and 1 Junkers machine type
G-31) and an air staff of 20 (including 11 pilots, 5 wireless operators and 4 mechanics);
it flew on 18 air lines (counting from one air-port to another)--viz., Vienna-Berlin, Vienna-
Prague, Prague-Dresden, Dresden-Berlin, Vienna-Budapest, Vienna-Graz, Graz-Zagreb,
Zagreb-Belgrade, Graz-Klagenfurt, Klagenfurt-Venice, Vienna-Venice, Salzburg-Klagenfurt,
Vienna-Salzburg, Salzburg-Innsbruck, Innsbruck-Munich, Innsbruck-Bolzano, Bolzano-
Trent, Trent-Milan (see map A, page 133).

The " Oelag " operated three of these lines independently -viz., those of Vienna-
Salzburg, Salzburg-Innsbruck and Salzburg-Klagenfurt - and the other lines jointly
with other air navigation undertakings.

The " Oelag " has concluded pooling agreements with:
The limited liability company " Deutsche Luft-Hansa A.G. " for the lines Vienna-

Berlin and Vienna-Budapest and also with the "Magyar Legiforgalmi R.T. " as regards
the last line;

The "Drustvo za Vazdusni Zaobracaj A.D. " for the lines Vienna-Graz, Graz-
Zagreb and Zagreb-Belgrade;

The " Transadriatica Societa Anonima Italiana di Navigazione Aerea" for the
lines Vienna-Graz, Graz-Klagenfurt, Klagenfurt-Venice and Vienna-Venice;

The " Deutsche Luft-Hansa A.G. " and the " Ceskoslovenska Letecka Spolecnost "
for the lines Vienna-Prague, Prague-Dresden and Dresden-Berlin; and

The "Deutsche Luft-Hansa A.G. " and the "Societa Avio Linee Italiane ", for
the lines Innsbruck-Munich, Innsbruck-Bolzano, Bolzano-Trent and Trent-Milan.
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The "Oelag ", which is a member of the I.A.T.A., has taken charge in the Austrian
air-ports of the commercial and technical operating services of the five foreign undertakings
mentioned above and of the last three of the four following air navigation companies also
operating a regular service in Austria - viz., Cicna, Swissair, Magyar Legiforgalmi
Idszvenytarsasag and Polski Linje Lotnicze Lot; in return, the similar services required
by the " Oelag "in foreign air-ports are performed by the respective national air navigation
undertakings.

4. Flying for sport, including gliding (Segelflug):
Two flying schools possessing 13 machines, 2 associations possessing 4 machines,

and about a dozen associations possessing a certain number of gliders.

Flying for touring purposes:
Five undertakings possessing 7 machines and 21 private owners possessing

1 machine each.

5. No subsidies have been paid out of public funds.

6. The wireless service in connection with air navigation is placed in Austria under
the administration and direction of the Air Office of the Federal Ministry of Commerce
and Communications and is provided by the three wireless stations at Vienna, Innsbruck
and Klagenfurt, by the two auxiliary wireless stations at Graz and Salzburg and by three
direction-finding stations (at Vienna, Graz and Klagenfurt) possessing six long-wave
transmitting posts and five short-wave transmitting posts. (For the local distribution
of the said stations and their radio-technical installations, see map B, page 134.)

These stations are operated in conformity with the "Regulations of the International
Wireless Service for Aviation "

7. In Austria, the meteorological service is also placed under the administration
and direction of the Air Office of the Federal Ministry of Commerce and Communications
and is carried on by the three observatories at Vienna, Innsbruck and Klagenfurt under
the direction of professional meteorologists, and by other auxiliary meteorological stations
at Graz and Salzburg. These stations are operated in accordance with the " Regulations
for the International Meteorological Service for Aviation " and the Austrian executive
provisions.

For the system of meteorological observation stations, see map C, page 135, and
Annex C 1, below.

The bulletins of the Austrian Meteorological Service are issued during the hours of air
service by the Vienna wireless station (wave-length 1,260) at H1+05 and H+35 and by the
Klagenfurt wireless station at H+25 and 1H+55.

8. (a) "Oelag" system, 3,916 kilometres.
(a 1) In Austria, there are no air lines equipped for night flying.
(b) In Austria, there are 6 public air-ports and 4 private air-ports, including 3 for

hydro-aeroplanes (for their geographical situation, see map B, page 134).
(b 1) Only the Vienna air-port is equipped for night flying. Owing to the importance

of this air-port (in 1931, 14,272 passengers and 663,690 kilogrammes of packages were
carried in the regular service), it is equipped with the most recent lighting appliances.

(c) Number of kilometres flown in 1931 by the " Oelag ": 618,024.
(d) Passengers carried in 1931 by the regular service of the " Oelag ": 8,799.
(e) Mail and packages carried in 1931 by the regular service of the "Oelag ": 228,048

kilogrammes.

Annex C 1.

LIST OF IDENTIFICATION NUMlBERS OF THE AIR METEOROLOGICAL OBSERVATION

STATIONS IN AUSTRIA, AS AT OCTOBER 16TH, 1931.

Longitude Altitude
Idoelntificatioii Name of observation station East of Latitude above

No. Greenwich sea-level
(metres)

801
802 Sch6ckel, Stubenberghaus (W) (2) . . . 150 28' 47012' 1,446
803 Sonnblick, Observatory (K) (2) . ... 120° 58' 470 34' 3,105
804 Villacher Alpe, Ludwig Walterhaus (K) (2) 130° 40' 460 36' 2,166
805 Hochobir, Observatory (K) (2) ( . . .. 140° 29' 460° 30' 2,142
806 St. Paul im Lavanttal (K) (2). .... 140° 52' 460° 42' 400
807 Strass bei Spielfeld (K) (2) . . . . . 150 38' 460° 44' 255
808. Judenburg (K) (2). ..... .... 14 ° 40' 470 10' 734
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Stations d'observation meteorologique adrienne en Autriche
Air meteorological observation stations in Austria 
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.Identificatin Longitude Altitude
Identifcation mName of observation station East of Latitude above

No. Greenwich sea-level
(metres)

809 St. Anton am Arlberg (I) (2) ...... 100 16' 470 08' 1,287
810 Lienz in Osttirol (K) (1) ........ 120 46' 460 50' 673
811 Lunz (W) (2) ........ .... 150 02' 470 52' 600
812 Vienna meteorological station, aerodrome 160 31' 480 13' 156
813 Innsbruck meteorological station, aero-

drome . . ........ 11 25' 470 17' 573
814 Klagenfurt meteorological station, aero-

drome .............. 140 20' 460 39' 449
815 Auxiliary meteorological station, Salzburg,

aerodrome (W) ..... 130 00' 470 48' 434
816 Auxiliary meteorological station, Graz,

aerodrome (W) ........... 150 27' 460 59' 334
817 Melk, Stift, (W) (2) ....... . 150 20' 48013' 228
818 Wels (W) (2) . ....... .... 140 02' 480 09' 317
819 Linz (W) (1) .... ...... 140 19' 48017' 257
820 Wiener Neustadt (W) (2) ....... 1615' 470 49' 268
821 Villach (K) (4) .. ...... . . 130 51' 460 37' 501
822 Gleichenberg (W) (2) . .. . .. 150 55' 460 53' 317
823 Semmering, Pass. (W) (3) ....... 150 50" 470 38' 985
824 Monichkirchen (W) (3) ........ 16 02' 470 31' 980
825 Bruck (W) (4) ......... .. 15016" 470 25' 487
826 Hartberg (W) (4) .. ....... . 150 58' 47017' 360
827 Feldkirch (I) (2) ........... 90 36' 47014' 459
828 Neumarkt in Steiermark (K) (2) . . . . 140 26" 470 04' 830
829
830 Arnoldstein (K) (3) ... ..... . 130 43' 460 33' 579
831 Seefeld (I) (4).. ........... 110 11' 470 20' 1,180
832 Amstetten (W) (3) .. .... .. 140 52' 480 07' 275
833 Maurach im Achental (I) (4) .. . 110 45' 470 25' 955
834 Kufstein (I) (3) .. . ....... 120 10' 470 35' 503
835 Reutte (I) (3) . .... . 100 43' 470 29' 854
836 Lermoos (I) (4) .. ........ . 100 53' 470 24' 995
837 Grobming (K) (2) ... ....... 130 54' 470 27' 826
838
839 Wald im Paltental (K) (4) . .. 140 41' 470 27' 843
840 Patscherkofel, station of the cable rail-

way (I) (2) .. . 110 28' 47013' 2,248
841 Hafelekar, station of thecablerailway(I)(2) 110 23' 470 19' 2,334
842 Brenner See (I) (3) ......... 110 31' 470 01' 1,309
843 St. Johann im Pongau (1) (2) ... .. 130 12' 470 21' 640
844 Zell am See (I) (2). . . ....... 12 48' 47019' 758
845 Tamsweg (K) (2) ........... 13 49' 470 07' 1,021
846 Eibiswald (K) (4) . ... . .. .... 15015' 460 41' 362
847
848
849
850
851 Payerbach (W) (1) . .. ... .. 150 52' 470 41' 480
852
853
854 Vocklabruck (W) (4) . . ...... 130 40' 48 ° 00' 433
855 Deutsch Altenburg (W) (4) . . . . . . . 16 55' 480 08' 178
856 Bludenz (I) (4) ....... . . ... 90 49' 47 ° 09' 585
857
858 WSrgl (I) (4) . . . .. . . . . . . 12 04' 470 29' 511
859 Mauthen im Gailtal (K) (4) . . . . . 130 00' 46 40' 707
860 St. Gilgen (W) (4) . .130 21' 470 46' 550
861 lHungerburg, station of the Hafelekar cable

railway (I) (2) ... 11° 24' 47017' 858
862 Seegrube, station of the iHafelekar cable

railway (I) (2) . .......... 11o 23' 47018' 1,905
863 Igls (I) (2) .:........ . ... 11° 25' 47014' 876
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Belgian Delegation.

April 27th, 1932.

In Belgium, the Government does not operate any air-transport undertakings.
Regular air transport is carried on by the Societe anonyme belge d'Exploitation de la

Navigation a6rienne.
The Government's role is confined to the establishment and maintenance of the ground

organisation of the lines, whose installations (landing grounds, hangars, etc.) are
administered and whose services (operation, signals, beacons, wireless telephony, wireless
telegraphy and direction-finding) are carried on by the staff of the Air Administration.

In the Congo, the task of establishing the ground organisation of the lines at the expense
of the colony has been assigned to the S.A.B.E.N.A.; the use of this ground organisation
is free on condition that the Company maintains it at its own expense.

The Government and the Colony are doing their best to develop commercial air
navigation, and they grant the S.A.B.E.N.A. an annual subsidy to enable it to cover its
operating deficit; the basis on which these grants are paid differs for the lines operated
in Europe and in the Congo and in respect of the arrangements for the future Belgium-Congo
line.

Apart from the S.A.B.E.N.A., mention should be made of the following:

1. The civil-aviation schools whose operating centres are at the aerodromes of
Deurne, Gosselies, St. Hubert, Liege, Le Zoute and Ostend.

2. The organisations engaged in aeronautical construction (construction and
repair of aeroplanes and engines for the needs of civil and military aviation).

3. The tourist air clubs whose purpose is to encourage flying for touring purposes
in Belgium.

In Belgium, the organisations dealing with civil aviation are entirely separate from
those dealing with military aviation.

Brazilian Delegation.

Geneva, June 23rd, 1932.

1. Civil aviation in Brazil is under the "Departamento de Aeronautica Civil "
(Department of Civil Aviation), which comes directly under the " Ministerio da Viagao
e Obras Publicas" (Ministry of Communications and Public Works).

The Department of Civil Aviation, the task of which is to supervise the services
connected with civil and commercial aviation, was created by Decree No. 19902 of
April 22nd, 1932.

It consists of three sections: I. Administration; II. Operation; III. Traffic.
These sections maintain up to date a register of aircraft, supervise the condition of the
material and the navigating and technical staff, control the traffic revenue and draw up
statistics concerning movement.

2. The national air lines are at present operated by the following undertakings:

1. "Empresa de Viagao Aerea Rio Grandense (Varig)": Brazilian nationality.
Seat: Porto Alegre.

2. " Sindicato Condor Limitado ": Brazilian nationality. Seat: Rio de Janeiro.

3. "Panair do Brazil, S.A.": Brazilian nationality. Seat: Eio de Janeiro.

4. " Compagnie Generale Aeropostale ": French nationality. Seat: Paris.

The largest shareholder of the "Empresa de Viapao Aerea Rio Grandense" is the
Government of the State of Rio Grande do Sul, and the line receives, in addition, a subsidy
and other advantages from that State.

The "Sindicato Condor Limitado " is financially assisted by the German group of
the " Luft-Ilansa."

In the same way, the " Panair do Brazil ", joint-stock company, is connected with the
North-American group of Pan-American Airways, Sue., and its lines in Brazil belong to
the system of airways operated by that group, which are subsidised by the United States
Postal Department.
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Finally, the "Compagnie Aerienne Aeropostale" receives a grant from the French
Government to keep in operation the international airway France-South America, to
which the Brazilian branch belongs, from Natal along the coast as far as the Uruguayan
frontier.

In addition to these undertakings, the following have received concessions to operate
commercial air lines in Brazil: the " Empresa de Transportes Aereos, Cia Ltda " (Eta)
and the "Companhia Aeropostal Brasileira," both being of Brazilian nationality. These
companies are not at present in operation.

The lines operated by the four above-mentioned undertakings are the following:

A. "Empresa de Viacao Aerea Rio Grandense" (Varig):

(a) Central line: Porto Alegre-Santa Cruz-Santa Maria, with optional and
occasional calls at Cachoeira and a projected extension as far as Cruz Alta. Length
of line: to Santa Maria, 269 kilometres; to Santa Cruz, 396, kilometres. Frequency
of journeys: one flight per week in each direction.

(b) S outhern lines: (1) Porto Alegre-Pelotas-Rio Grande. Length of line:
255 kilometres. Frequency of journeys: one flight per week in each direction.
(2) Porto Alegre-Rio Grande-Pelotas-Bage-Sant'Anna do Livramento. Length of
line: 630 kilometres. Frequency of journeys: two flights a week in each direction.

The traffic on the above three lines (in the central line, to begin with, only as
far as Cruz Alta) will be inaugurated early in April of the present year for the transport
of passengers, packages and mail.

B. "Sindicato Condor Limitado ":

(a) Rio-Natal line: Rio-Victoria- Caravelas -Belmonte-Ilh6os -Bahia-Aracaj i-
Penedo-Maceio-Recife-Joao-Pess6a-Natal. Length of line : 2,345 kilometres. Frequency
of journeys: one flight per week in each direction.

(b) Rio-Porto Alegre line: Rio-Santos-Paranagua-S. Francisco-Florianopolis-
Porto Alegre. Length of line: 1,415 kilometres. Frequency of journeys: one flight
per week in each direction.

(c) Corumbd-Cuyaba line: Corumba-Porto Joffre-Cuyaba. Length of line : 465
kilometres. Frequency of journeys: one flight per week in each direction.

The traffic on these three lines, for the transport of passengers, packages and
mail, is maintained with complete regularity. The undertaking is considering the
extension of the line from Corumba as far as S. Paulo, the following being the probable
itinerary: S. Paulo-Baurit-Aragatuba-Tres Lagoas-Campo Grande-Corumba-Cuyaba.
This will make it possible to establish at Corumba, or at Porta Suarez, joint traffic
with the "Lloyd Aerien Bolivien ".

The undertaking also operates a postal sevice for Euroe in connection with the
German liners of the South-American lines ; the transhipment of postal mail is effected
off the island of Fernando do Noronha.

It is probable that at some future date the system of air lines of the undertaking
will be joined up with that of the " Luft-Iansa " by means of the Zeppelin dirigible
line, which will again be tested this year (four journeys, one every fortnight between
Friedrichshafen and Natal, during March, April and May, and six others in the course
of September, October and November).

C. " Panair du Bresil, S.A.":

This operates a line Belem (State of Para)-Buenos Aires : Belem-S. Luiz-Amarragao-
Camocim - Fortaleza - Natal - Recife - Maceio - Bahia - Ilheos - Caravellas -Victoria- Rio-
Santos-Paranagua-Florianopolis-Porto Alegre-Rio Grande-Montevideo-Buenos Aires.
Length of line: 6,485 kilometres. Frequency of journeys: one flight per week in each
direction, for the transport of passengers, packages and mail.

This line operates jointly with the Pan-American Airways, Inc., at its two
extremities: (a) at Belem with the Pan-American aeroplanes, which have authorisation
from the Brazilian Government to fly over the north coast of Brazil from Oyapock
to Belem, whether bound for North America via the Antilles and Miami, or for
Venezuela, Colombia, Central America and Mexico, via Cristobal; (b) at Buenos
Aires with the aeroplanes of Pan-American Grace Airways, Inc. (Panagra), which
operate the air traffic along the Pacific coast from Buenos Aires to Cristobal, via
Santiago (Chile).

With a view to accelerating postal interchange between the two Americas, the
"Panair du Bresil, S.A." is studying the possibility of establishing an internal line
which will go from S. Paulo to Belem via the Tocantins and Araguaya rivers.
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D. " Compagnie Generale Aeropostale ":

Brazilian Section of the international line France-South America: Natal-Recife-
Macei6 - Bahia - Caravellas - Victoria - Rio - Santos - Florianopolis - Porto Alegre-
Pelotas. Length of line (Natal-Buenos Aires section): 4,650 kilometres. Frequency
of journeys: one flight per week in each direction.

The South-American air section of the international line (Natal-Buenos Aires-
Santiago, covering 5,850 kilometres) is connected with the Europe-Africa air section
(Toulouse-Perpignan-Barcelona -Alicante-Malaga - Tangier- Rabat - Casablanca - Agadir -
Cape Juby-Villa Cisneros-Port Etienne-St. Louis-Dakar, 4,695 kilometres in length)
by means of the transoceanic section (Dakar-Porto Praia-Fernando do Noronha-Recife,
3,090 kilometres in length) which is covered by rapid boats (avisos) only. The company
only carries mail.

3. Of the four undertakings just mentioned, two at present operate lines outside
Brazilian territory: (1) the " Panair du Bresi], S.A.", section Belem-Buenos Aires, over
Uruguayan and Argentine territory; (2) the " Compagnie G6nerale Aeropostale ", in the
Europe-Africa section and the South-American section, in the part corresponding to the
Uruguayan, Argentine and Chilian territories.

To sum up, the Brazilian commercial air lines are as follows:
Kilometres

Varig: Porto Alegre-Santa Maria ........... 269
Porto Alegre-Rio Grande ... ... .. 255 1,154
Porto Alegre-Sta. Anna do Livramento .... 630

Condor: Belem-Buenos Aires . ........... . 2,345
Rio-Porto Alegre ............... 1,415 4,225
Corumba-Cuyaba .......... 465

Panair: Belem-Buenos Aires ................. 6,485

Aeropostale: Natal-Buenos Aires ............... . 4,650

Total........ 16,514

These lines are operated autonomously by the four companies mentioned; the
Government does not know of any pool having been organised among them.

4. At present there are four organisations in Brazil for the purpose of practising
flying as a sport:

(a) The Brazilian Air Club, with its headquarters at Rio de Janeiro, which is the
Brazilian delegate to the " Federation Aeronautique Internationale ".

(b) The Natal Air Club, having its headquarters at Natal (State of Rio Grande do
Norte);

(c) The Air Club of S. Paulo, at S. Paulo.

(d) The Air Club of Parana, at Curityba (State of Parana).

These organisations are not yet in full activity. It is thought, however, that in the
course of this year they will be able to co-operate effectively for the development of touring
by air, for which Brazil offers great possibilities.

5. None of the above-mentioned undertakings for commercial air traffic in Brazil
receives subsidies from the Government; they have its support, however, as regards all
possible administrative facilities, to the extent and in the form laid down by Article 53 of
Decree No. 20914, which regulates the operation of civil air services in Brazil. These
companies are exempt from federal, State and municipal taxation. They also enjoy reduced
rates for Customs duties on imported material.

6. The wireless service provided for the safety, guidance and traffic administration of
commercial aviation is at present supplied by the air undertakings themselves by means of
stations installed at the principal places of call on their lines. Stations of the different
companies are established at the following points:

Condor : Natal, Bahia, Bio de Janeiro, Santos, Paranagua and Porto Alegre;

Panair : Belem, Fortaleza, Bahia, Rio de Janeiro and Porto Alegre;

Aeropostale: Natal, Recife, Macei6, Bahia, Caravellas, Victoria, Rio de Janeiro,
Santos, Florianopolis, Porto Alegre and Pelotas.

These stations, which are installed and operated on a provisional basis, will be placed
under the " Regulations for the Operation of Wireless Services ".
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7. The air meteorological service is provided by the Directorate of Meteorology, by
means of observations supplied direct to the air navigation undertakings by the Central
Institute of Meteorology at Rio de Janeiro.

The Directorate of Meteorology is now thinking of laying the foundations of the air
meteorological system, so as to be able to ensure, with its own resources and those of the
undertakings, the weather forecast service, which constitutes an indispensable factor for
the safety of air navigation.

8. The annexed tables and diagram contain statistics concerning commercial
aviation in Brazil during the period from 1927 to 1931.

(a) The extension of traffic lines during this period (1927 to 1931) is shown in the
statistical tables mentioned above. During the present year (1932), the distance
covered (as from the month of April when the service " Empresa de Viaqao Aerea Rio
Grandense " will be inaugurated) will amount to 16,514 kilometres.

(b) The only line equipped for night flying is that from Natal to Pelotas, which forms
part of the South-American section of the international line France-South America,
operated by the "Compagnie Generale Aeropostale", the aeroplanes of which make use
of the airports of the " Compagnie Aeropostale bresilienne " which have been prepared
and installed at Natal, Recife, Macei6, Belmonte, Caravellas, Victoria, Rio de Janeiro
(Jacarepagua), Santos, Florianopolis, Porto Alegre and Pelotas, and also the "Campo dos
Affonsos (Rio de Janeiro) " of the Army Aviation School.

The airports of the " Compagnie Aeropostale bresilienne " are marked by red lights,
and each possesses, in addition, two groups of reflectors of the Brandt and Feuilleret type.

The " Compagnie Generale Aeropostale " has a night service on its line between Buenos
Aires and Pelotas, and between Victoria and Macei6, going north, and between Natal
and Macei6 and Santos and Pelotas, going south, when the atmospheric conditions are
favourable. When that is not the case, the aeroplanes remain at Victoria for the night,
going north, and at Santos, going south.

(c) There are at present two types of airports, installed on a provisional basis, which
will have to comply with the provisions of Decree 20914, Article 54:

Land Aerodromes 

Natal, Pitimbu aerodrome; Recife, Ibura aerodrome; Macei6, Macei6 aerodrome;
Bahia, Itapoan aerodrome; Belmonte, Belmonte relief aerodrome; Caravellas, Caravellas
aerodrome; Victoria, Goiabeiras aerodrome; Rio de Janeiro, Jacarepagua aerodrome;
Santos, Santos aerodrome; Florianopolis, Adolphe Konder aerodrome; Porto Alegre,
Grevatahy aerodrome; Pelotas, Pelotas aerodrome; Jaguarao, Jaguarao relief aerodrome.

These aerodromes belong to the " Compagnie Aeropostale bresilienne " and are utilised
by the aeroplanes of the " Compagnie Generale Aeropostale " which normally land and take
off at Rio de Janeiro, at the military airport of the " Campo dos Affonsos ". Under
Decree No. 20,914, these aerodromes, as stated above, will enter the category and comply
with the regime of airports in general - that is, they will cease to be private use as they
have been hitherto and may be utilised by aircraft belonging to any individual or
undertaking.

laritime Aerodromes.

These aerodromes consist of areas marked off by the Ministry for Communications
and Public Works in the ports of call of seaplanes. Only the "Sindicato Condor" and
" Panair du Bresil " at present make use of seaplanes.

There are areas set apart for seaplanes in the following ports: Belem, S. Luiz,
Amarracao, Fortaleza, Natal, Joao Pessoa, Recife, Macei6, Aracajui, S. Salvador, Ilheos,
Belmonte, Caravellas, Victoria, Campos, Rio de Janeiro, Santos, Paranagua, S. Francisco,
Florianopolis, Laguna, Porto Alegre, Pelotas and Rio Grande.

For the present, aeroplanes from abroad pass through the Customs at the airports
of Belem (State of Para) when they are aircraft of the Pan-American Airways coming
from North America, Rio Grande when they are aircraft coming from Buenos Aires, and
Pelotas when they are aircraft of the " Compagnie Generale Aeropostale " coming from the
Argentine. Aeroplanes of the latter company coming from Dakar pass through the Customs
at; Recife.

The " Panair " of Brazil and the " Sindicato Condor " have established at the maritime
aerodromes of call for their seaplanes, in proportion to the importance of the lines which
they serve, the most necessary land installations for the purpose of guiding and ensuring
the safety of traffic, of refuelling aircraft and of taking on and landing passengers and
packages.

(d) Only the airports of the "Compagnie Aeropostale bresilienne " are prepared
for night flying as mentioned above (reply to item 8(b)).

(e) and (f) The statistical tables hereafter contain data concerning the passengers and
mail carried in 1931.
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OBSERVATION.

Brazil is a signatory to the protocols of three international Conventions on aerial
navigation:

The Convention of Paris of October 13th, 1919;
The Ibero-American Convention of Madrid of November 1st, 1926
The Havana Convention of February 15th, 1928.

The general provisions of the Convention of Paris - accepted in the Madrid and
Havana Conventions with very slight amendments - have served as a basis for Brazil's
international aviation policy, principally as regards the administrative provisions appearing
in the Annexes to the Paris Convention.

TABLE OF BRAZILIAN CIVIL AIRCRAFT (March 23rd, 1932).

Registered Kind Type Passenger Useful load
No. Accommodation (in kilogrammes)

Empresa de Viagao Aerea Rio Grandense (Varig).

P-BAAC Aeroplane Morane Saulnier 1 85
P-BAAD ) Nieuport Delage 4 380
P-BAAF ) Junkers F 13 4 400
P-BAAG ) Junkers F 13 4 400
P-BAAH ) Junkers Junior 1 75
P-BBAC ) Klemm L 25 1 195
P-BBAD , Klemm L 25 1 195

Sindicato Condor Limitado.

P-BAAA Seaplane Dornier Wal 9 1,000
P-BAAB )) Dornier Merkur 6 360
P-BABA )) Junkers G 24 8 1,040
P-BAFA )) Junkers F 13 4 360
P-BAGA )) Junkers F 13 4 360
P-BAIA ) IDornier Wal 10 1,150
P-BAJA )) Junkers F 13 4 320
P-BAKA )) Junkers F 13 4 320
P-BANA )) Junkers W 34 7 250
P-BAOA )) Junkers W 34 7 250
P-BAPA )) Junkers W 34 7 250
P-BAQA )) Junkers G 24 11 820

Companhia Aeropostal Brasileira.

P-BEAA Seaplane Late 25 4 1,073
P-BEAB )) Late 25 4 851

Panair do Brasil, S. A.

P-BDAA Seaplane Commodore C 16 20 1,741
P-BDAB Amphibian Sikorsky S 38 B 8 810
P-BDAC )) Sikorsky S 38 B 8 810
P-BDAD )) Sikorsky S 38 B 8 810
P-BDAE Seaplane Commodore C 16 20 1,741
P-BDAG )) Commodore C 16 22 1,741
P-BDAH ,) Commodore C 16 24 1,741
P-BDAI )) Commodore C 16 22 1,741
P-BDAJ )) Commodore C 16 22 1,741
P-BDAK Amphibian Sikorsky S 38 B 8 739
P-BDAL )) Sikorsky S 38 B 8 739

Private or Sporting Aviation.
Name of owner

P-BBAA Aeroplane Klemm L 20 Egon Prates et Carlos Chevalice
P-BABB Seaplane Dornier-Libelle Karl Loyd
P-BABF Aeraplane Phoenix Meteor L 2 d Joao Derschum & Cia
P-BABII )) Schwalbe K 1 1 c Carlos Llubisch
P-BABJ Convertible Fleet 2 Paulo da Rocha Vianna
P-BABL Aeroplane Moth D. H. 60 Raphael d'Oliveira
P-BABM )) Moth 60 X Raphael d'Oliveira
P-BARR ,, Breguet Bidon 19 Joao Ribeiro de Barros



STATISTICS OF COMMERCIAL AVIATION IN BRAZIL.

Flying personnel and material Traffic Transportation
Average length

Year^~ ~ of lineYear Duration
(in kilometres) Aircraft Pilots Number Distance flown of flights Passengers Groackages Luggage Freight

of flights (in kilometres) Hours Minutes (in kilogrammes) (in kilogrammes)(in kilogrammes)

1927:
Varig . . 290 4 3 104 28,310 243 35 643 101,225 5,789 210,355
Condor Sindikat 2 1,415 2 2 29 21,860 152 27 . -

Latkcore . . . 4,650 9 9 25 69,415 448 10 - 156,241 - -

Total ... 6,355 15 14 158 119,585 844 12 643 257,466 5,789 210,355

1928:
Varig ...... 530 8 7 358 95,360 738 10 1,483 158,566 10,666 452,768
Condor .1,415 9 7 711 335,814 2,466 14 1,021 1,417,000 9,593 1,458,000
Aeropostale . . 4,650 47 16 109 481,185 3,410 55 - 8,112,820 

Total . . ... 6,595 64 30 1,178 912,359 6,615 19 2,504 9,688,386 20,259 1,910,768

1929:
Varig . .. .. .. 530 7 7 353 98,235 768 54 1,510 409,995 10,536 1,122,466
Condor .1,415 8 10 902 508,590 3,552 25 2,141 4,967,000 19,081 6,486,000 ^
Eta4 . . 650 2 2 111 37,500 375 00 - 12,821 — 169,622 
Aeropostale . . . 4,650 40 11 110 495,805 3,515 33 — 18,660,711 -

Total ... 7,245 57 50 1,476 1.140,130 8,211 52 3,651 24,050,527 29,617 7,778,088

1930:
Varig ...... 290 8 7 285 81,360 582 17 893 487,180 6,647 2,411,750
Condor ..... 4,225 11 12 1,244 734,236 4,838 06 2,529 6,318,000 17,217 6,965,000
Nyrba 5 . 6,338 11 13 130 412,251 3,163 00 1,245 1,947,956 - 232,000
AMropostale . . . 4,650 40 14 108 480,130 3,429 42 — 23,193,135 -

Total . ... 15,503 70 46 1,767 1,707,977 12,013 05 4,667 31,946,271 23,864 9,608,750

1931:
Varig ...... 524 5 4 281 40,921 318 48 168 186,408 661 612,220
Condor ..... 4,515 13 10 1,023 705,730 4,570 32 2,837 12,381,670 24,938 9,154,716
Panair ..... 6,485 13 8 337 619,795 3,953 34 2,097 10,884,000 21,019 12,149,000
Aeropostale . . 4,650 37 7 105 488,250 3,254 03 - 24,455,678 

Total . ... 16,174 68 29 1,746 1,854,696 12,096 57 5,102 47,907,756 46,618 21,915,936

1 " Empresa de Via~go Aerea Rio Grandense ".
2 In 1928, converted into "Sindicato Condor Limitado ".
3 In 1928, transferred to "Compagnie Ge6nrale Aeropostale ".
4 " Empresa de Transportes Aereos ".
a " Nyrba do Brasil S.A.", in February 1931, changed its name to "Panair do Brasil S.A.".
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DIAGRAM CONCERNING COMMIERCIAL AVIATION IN BRAZIL FROAL 1927 TO 1931.

DEPARTEMENT DE LAtRONAUTIQUE CIVILE — 1 — 1 I
Diagrammes du trafic commercial oarien au | 

1927 Brsil I

I l 4 DEPARTMENT OF CIVIL AVIATION ii 
______ Diagramsof the Commercial AirTraffic in

Brazil 

. r /

United Kingdom Delegation.

April 8th, 1932.
1. Adminintstration.

In Great Britain and Northern Ireland the regulation and control of civil aviation
is exercised in accordance with the Air Navigation Act 1920, through which effect was
given to, inter alia, the obligations of this country as a party to the Convention for the
Regulation of Aerial Navigation 1919.

The chief administrative officer (under the Secretary of State for Air, through whom
responsibility to Parliament is expressed) is the Director of Civil Aviation, who is charged
with:

(i) The administration of the provisions of the Air :Navigation Act, 1920,
and of the regulations issued thereunder

(ii) The registration and certification of aircraft;
(iii) The licensing and certification of pilots and other technical personnel

engaged in civil vition;
(iv) The licensing of aerodromes;
(v) The organisation of civil air routes;

14 t I N1 1 ^ B B §

N^ ^ co s 
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(vi) The administration of schemes of Government assistance to civil aviation
undertakings;

(viiat) The consideration of all matters connected ith international flying;

(vi) The interchange of information relating to civil aeronautics within the
British Empire.gdom Del

1. A dmirtistoration.

2. L icen sing of Pronn. er n t ltion and contro o l on

is exercised in accordance with the Air Navigation Act 1920, through which effect was

Tie numbn er of personnel liceioces in foreun as a pDecember 31st, 1931,e C follows

Pilots, public transport ............... 315

Pilots, privnatie office (.r the eet tte , t 091

(i) The administration of the provisions of the Air Navvigavion Act, 19201

and of the reavigators .issued thereuder88

iGround engisne anderstificatin of a t.1,156

(imi) The licensing and certification of pilots and other technical personnel
engaged in civil aviationg

(i2., The licensing of P oerodrome
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3. Civil Aircraft.

On December 31st, 1931, there were on the Air Ministry register 924 civil aircraft
of the following descriptions:

Regular air transport ................. 35
Other air transport and aerial work ........... 166
Flying schools .................... . 104
Flying clubs ..... ............... . 62
Demonstration and experimental types .......... 99
Privately owned .................... 385
Held by agents for resale ................ 73

924

Aircraft construction in this country is not subsidised.
There are at present 28 firms engaged in the construction of air frames and 14 in the

construction of aero engines, while more than 100 are concerned with the manufacture
of aircraft and engine components and accessories. The output of these firms is in some
cases, however, confined to aircraft and engines of military types.

Most of the leading firms are members of an association styled "The Society of British
Aircraft Constructors, Ltd."

4. Ground Organisation.

At the end of the year 1931 there were 33 aerodromes licensed for public use, 4 of
which were State-owned and 8 municipally-owned. In addition, there were 25 aerodromes
licensed for private use, including 3 municipally-owned, and 99 licensed for short pleasure-
flights.

The Air Ministry undertakes the provision of wireless telegraphy and meteorological
facilities for civil aviation. In addition, the Automobile Association, under arrangements
made with the Air Ministry, is now undertaking to a limited extent regular broadcasting
of weather reports and forecasts from a wireless station at Heston.

The ground organisation, including route lighting, of the air routes to the Continent
is undertaken by the Air Ministry.

5. Air Operations.

Civil aviation activities in this country may be categorised as follows:

(a) Regular air transport.
(b) Other form of air transport.
(c) Aerial work (survey, photography, etc.).
(d) Flying schools.
(e) Light aeroplane clubs.
(f) Private flying.
(g) Gliding.

(a) Regular air transport.--The only regular air services at present are those operated
by Imperial Airways 'Ltd., viz.:

(i) London-Paris.
(ii) London-Paris-Basle-Zurich (summer only).

(iii) London-Brussels-Cologne.
(iv) London-Karachi, via Italy, Greece, Palestine and Iraq.
(v) London-Cape Town, via Italy, Greece and Egypt.

These services are maintained by the Company under contracts with the Air Ministry
which provide for financial assistance from the State on a downward sliding scale, so framed
as to call forth efforts from the Company to become commercially self-supporting by the
time the agreements terminate. Air mails are carried on these services under arrangements
made with the Postmaster-General.

The routes operated are all international. There are at present no internal regular
air services, nor are any other air transport companies subsidised by the State.

(b) Other forms of air transport. - The number of organisations specialising in air taxi
work and in point-to-point air transport as occasion demands is twenty-four.

Forty undertakings are engaged in providing short pleasure-flights and in giving
air displays.

The following table of the distances flown in the course of the various air operations
referred to in sub-paragraphs (a), (b) and (c) during 1931 afford some indication of the
relative extent of these activities:
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Miles
Regular air services ................ 850,744
Air taxi flights ... . 753,256
Short pleasure flights and flying under sub-paragraph (c) 522,000

(c) Aerial work. - The two main forms of aerial work are:

(i) Air survey and photography;
(ii) Sky writing.

Air survey and photography is, for the most part, in the hands of two companies and
their subsidiaries. Occasional photographic contracts are, however, undertaken by flying
clubs and firms normally engaged in other operations.

Sky writing in this country is in the hands of one company, which has specialised
in this form of aerial work for several years.

(d) Flying schools.- There are twenty organisations engaged in giving flying instruction
as distinct from flying clubs. In many cases, these schools have been established by aircraft-
constructing firms, to whose sales organisation they are closely allied. These schools are
not State-assisted.

(e) Flying clubs. -There are twenty-three subsidised flying clubs. The present subsidy
consists of a grant of £10 in respect of a member who qualifies for the issue or renewal of
pilot's licence. The grant is reduced to £5 in the case of an ex-wartime pilot, but is not
payable for serving members of the Royal Air Force, the Royal Air Force Reserve or the
Auxiliary Air Force. The maximum sum payable to any one club per annum is £2,000.
The average total membership of these clubs during 1931 was 6,580, of whom 1,573 held
pilots' licences at the end of the year. In addition, there are some fifteen clubs not State-
assisted, making a total of thirty-eight clubs in all.

Eighteen of these clubs are affiliated to the Royal Aero Club, which undertakes the
are responsibility of controlling in this country the sporting side of civil aviation.

(f) Private flying. - There are about 320 private owners of aircraft. Most of these
members of one or more flying clubs.

(g) Gliding. -Gliding is controlled by the British Gliding Association, to which, at
the end of 1931, eighty-six gliding clubs were affiliated with a total membership of 5,500,
of whom 362 held various certificates of proficiency.

8.1 Statistical Information.
Approximate

kilometres
(a) Length of air lines regularly operated (internal and external) . 12,930
(al) Length of air lines equipped for night flying (internal only) 120
(b) Number of airports (i.e., licensed aerodromes and seaplane

stations intended to be used permanently as such) .. . . 57
(bl) Number of airports equipped for night flying ........ 3
(c) Number of kilometres flown on regular air service. . .... 141,790,000
(d) Passenger ton-kilometres on regular air services ....... 1,075,670
(e) Freight (mail and packages) ton-kilometres on regular air

services .. . . ... .. ..... .... 692,330

Bulgarian Delegation.
April 11th, 1932,

1. Civil aviation is under the Ministry of Railways, Posts and Telegraphs (Ministry
of Communications). This Ministry has three departments:

(a) Department of Railways and Ports;
(b) Department of Posts, Telegraphs and Telephones;
(c) Department of Aviation.

Civil aviation is controlled by the Ministry of Railways, Posts and Telegraphs and
by the Cabinet.

1 Note by Secretariat. - No reply has been received to questions 6 and 7.
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2. The Civil Aviation Authorities are pursuing the study of the possibilities of the
national air lines. These relate chiefly to the two central lines:

(a) Sofia - Varna and (b) Sofia - Burgas.

For the moment, none of these lines are operating. There are no private undertakings.

3. Undertakings operating air lines outside the national territory: None.

4. There are no organisations or private persons practising flying as a sport or for
touring purposes.

5. No subsidies are granted by the Government.

6. The organisation of the wireless service is as follows:
One receiving and transmitting station at Bujurishdeh;
One receiving and transmitting station at Varna.

7. The organisation of the meteorological service consists of:
One central meteorological service with five aerodrome stations, twelve

meteorological stations and nine auxiliary stations.
This service issues meteorological reports three times a day.

8. Statistical particulars:

(a) Length of lines under construction:

Sofia - Varna . . . . . . . . . . . . . . . . . . 400 km.
Sofia - Burgas ....................... 360 km.

(al) There is no equipment for night flying.
(b) There are three airports, at Bujurishdeh, Varna and Burgas.
(bl) No airport is equipped for night flying.
(c) 45,000 km. were flown in 1931 in experimental flights.
(d) Number of passengers carried (regular services): None.

Number of passengers carried during experimental flights: 24.
(e) Mail and packages carried: None.

Postscriptum: The foreign companies Cina, Deutsche Luft-Hansa and Lote are
authorised to operate in Bulgaria certain lines forming part of the international system
as follows:

The Cina operates the line Belgrade - Sofia - Svilengrad.
The Deutsche Luft-Hansa line operates the portion of the Berlin - Istambul line

which passes over Bulgarian territory.
The Lote operates the line Bucharest - Sofia - Salonika.

In 1931 these companies carried:

Mail Packages Passengers

CompanyCompany Imported Exported Imported Exported Arrivals Departures
kg. kg. kg. kg.

Cina ..... . 343 44 7,070 2,103 68 115
Luft-Hansa . . . . 4,045 272 2,327 5,433 
Lote . . . 102 99 1,687 1,773 308 296

Canadian Delegation.
Geneva, July 5th, 1932.

1. In Canada, aeronautics is a function of the Federal Government and is administered
by the Minister of National Defence.

The Civil Aviation Branch is a division of the Department of National Defence. Its
head, the Controller of Civil Aviation, reports to the Deputy-Minister of National Defence.

Air regulations were promulgated on December 31st, 1919, and provide for the
registration and inspection of aircraft, aerodrome licences, examination and licensing of
personnel, rules of the air, dangerous flying, interstate flying, etc.
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The Civil Aviation Branch has two main divisions - e.g., Air Regulations Division
and Airways Division.

Each division is in charge of a superintendent.
The superintendent (Air Regulations) has a staff of inspectors to carry out the duties.

To afford prompt and efficient service to aircraft operators, the country has been divided
into five districts with branch offices and resident district inspectors (Civil Aviation).

The superintendent (Airways) is charged with the inspection, licensing, and registration
of airports; the supervision, development and maintenance of Government civil airports;
and the investigation and development of air-mail routes. A staff of inspectors is employed
and the country divided into two districts, with branch offices and resident district
inspectors (Airways).

2. The following air-mail services are operated under contracts with the Post Office
Department (June 1st, 1932):

Route Route Miles Operator

Amos-Chibougamau . . 190 General Airways Ltd.
Amos-Siscoe ....... 42 General Airways Ltd.
Leamington-Pelee Island . . . 22 National Air Transport Ltd.
Moncton-Charlottetown . 110 Canadian Airways Ltd.
Moncton-Magdalen Islands 200 Canadian Airways Ltd.
Narrow Lake-Sioux Lookout 336 Canadian Airways Ltd.
Peace River-North Vermillion . 167 Canadian Airways Ltd.
Quebec-Seven Islands . . . 345 Canadian Airways Ltd.
Seven Islands-Anticosti . . . 120 Canadian Airways Ltd.
Winnipeg-Pembina. . . . . . 66 Canadian Airways Ltd.
McMurray-Aklavik . . . .. 1,676 Canadian Airways Ltd.
Montreal-Albany . . . . . . 200 Canadian Colonial Airways.
Montreal-Rimouski . .. . 330 Royal Canadian Air Force.
Prince Albert-Lake La Ronge 162 Brooks Airways Ltd.
Vancouver-Victoria . 61 Canadian Airways Ltd.

3. Montreal to Albany, N.Y., air-mail service is operated by Canadian Colonial
Airways Ltd.

A passenger and freight service is operated between Toronto, Ontario, and Detroit
(Michigan) by Canadian Airways Limited.

An air-mail and passenger service is operated between Winnipeg and Pembina to
connect with the United States air line to Chicago, Ill. The mail between Winnipeg and
Pembina is carried under Post Office contract with Canadian Airways Ltd.

A passenger service is operated between Vancouver, Victoria, and Seattle by Canadian
Airways Ltd.

4. Twenty-three Light Aeroplane Clubs, with a total membership of 2,639, and
41 private owners of aircraft.

5. Light Aeroplane Clubs are subsidised by the Government, the following being
the system on which a subsidy is granted:

Each club is required to:

(a) Provide its own flying field;

(b) To arrange for the services of an instructor and air engineer;

(c) Have at least thirty members prepared to qualify as pilots;

(d) Have not less than ten members already qualified.

And in return the Government provides:

(e) Each approved club will receive two aeroplanes and engines as an initial
grant;

(f) A further issue annually, for a period of five years, will be made of one
aeroplane and engine complete, providing the club purchases an aeroplane of equal
value;

(g) The sum of $100 will be granted to each club in respect of each member
who qualifies as a pilot;
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(h) The sum of two dollars per hour will be granted to each club for a club
member continuing his training and qualifying for a commercial pilot's certificate.

(i) An issue of closed aircraft in lieu of open aircraft to clubs graduating at
least twenty-five pilots will be made;

(j) One parachute will be loaned to clubs providing one at their own expense.

6. The stations of the Royal Canadian Corps of Signals are available to aircraft
operators if required. Five radio directional beacon stations were erected in Western
Canada as an aid to navigation on the night-flying air-mail service between Winnipeg and
Edmonton. These beacons were erected and are maintained by the Royal Canadian Corps
of Signals, Department of National Defence.

7. Meteorological information for civil aviation is available on request from the
Meteorological Office, Department of Marine.

A copy of the Report on Civil Aviation 1931 is attached. Detailed information on
the foregoing is contained therein.

8. (a) Length of the air lines: 8,108 kilometres.

(al) Length of air lines equipped for night-flying: 2,116 kilometres.

(b) Number of airports: 77.

(bl) Number of airports equipped for night-flying:

Lighted airports: 11.
Lighted intermediate airports: 38.

(c) Number of kilometres flown: 11,337,458.

(d) Number of passengers carried (regular services in 1931): 3,720.

(e) Mail and packages carried:

1. Total mail carried: 213,589 kilogrammes.

2. Total freight carried additional to 1: 1,077,100 kilogrammes.

Chinese Delegation.
April 18th, 1932.

1. Chinese civil aviation is under the Ministry of Communications in which a "Civil
Aviation" Department has been created for the purpose of supervising such aviation.

2A. The Chinese Air Transport Company operates the following Chinese airways:

(a) Shanghai, Nanking, Kiukiang, Hankow, Ichang, Wanhsien, Tsunking and
Chengtu.

(b) Nanking, Hsu Chow, Tsinan, Tientsin and Peiping.

(c) Shanghai, Ningpo, Wenchow, Foochow, Amoy, Swatow and Canton.

This Company is a joint stock company established under an agreement between
the Chinese Ministry of Communications and the American Air Transport Company.

members, of which the Director-General of the Company is Chairman ex officio.

B. The Europe-Asia Aviation Company operates the following lines of the Chinese
airways:

(a) From Shanghai to Europe via Nanking, Tientsin, Peiping, Manchuli and
Asiatic-Eussia.

(b) From Shanghai to Europe via Nanking, Tientsin, Peiping, Urga and Asiatic-
Russia.

(c) From Shanghai to Europe via Nanking, the Provinces of Kangsu and of

Sinkiang and Asiatic-Russia.

This Company is a joint stock company, established jointly by the Chinese Ministry
of Communications and the German " Luft-Hansa " Company, for the transport of mail
between Europe and Asia. Its capital is three million Chinese dollars. It is managed by
a Board of Directors consisting of nine members.


