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Introduction

This is the first number of the CMI News
Letter.

We should have liked to introduce it

with some striking pictures, of our Pre-
sident Lilar guiding the Assembly, of

our CLO, J.Ramberg, making a faorceful
intervention at an international session
and of our acting Treasurer, H.Voet, che-
cking accounts from the printers. Alas,

economy would not permit it.

New Literature

The practitioner of maritime law has
probably slready observed that some "lasa-
ding" text-books have appeared in nesuw
editions. However, to whom it may conce-
rn should be mentioned Scrutton on Char-
terparties and Bills of Lading (1974),
Gilmore & Black, the Law of Admiralty
(1975) and Healy & Sharpe, Cases and ma-
terials on Admiralty (1974). The Univer-

sity of Genoa has published "Studies on

the revision of the Brussels Convention
on bills of lading (1974)" and the Insti-
tut du droit international des transpor-
ts (Rouen) has published a study on a
document for combined transport (1975),
An account of the law of contracts of
affreightment in the socialist States is

given in J.lLopuski - J.Holowinski, Der

Sesfrachtvertrag im Recht der europdi-
schen Sozialistischen L&ndsr (DDR edi-
tion,Berlin, 1974 by R. Richter), H.
Schadee, Transport (ed.Kluwer, Rotterdam
1974) contains a valuable "loose-leaf"
compilation of texts of international
requlations of the law of transport
(international conventions as well as

current rules and practices).

Published by CMI Eeadmuarters:

/o Tessrs.

Wle hope that what follows will newverthe-
less catch the reader's eye. The purposs
is to give a brief summary of what is on
within the CMI, of our activities in va-
rious International Organisations and
also glimpses from elsewhers,

Your reactions to this experiment and
your suggestions for next issue are ea-
gerly awaited.

K.P.

S.G.E,

THE 1969 CONVENTION ON CIVIL LIABILITY
FOR OIL POLLUTION DAMAGE HAS ENTERED
INTO FORCE!

The above Convention entered into force
1975-06-19. The text of the Convention
as well as the text of the supplementary
1871 "Fund Convention" - which has not
yet entered into force - will appear in
CMI Documentation II together with in-
troductory observatioms, Suffice it to
say that the regulstion of liability for
0il pollution damage in the two Conven-
tions should be regarded as special and
exceptional. It should by no means be
used as a pattern for forthcoming amend-
ments by tfe law relating to the shipow-

ner's liability.

Henry Voet~Oenicot, 17, Borzmestraat, B 2000 Antwerp, Belgium.




Hague Rules

The UNCITRAL Working Group on Interna-
tional Legislation on Shipping finalized
its draft convention on the carriage of
goods by sea in its eighth session (New
York, Februsty 1975). A report from that
session has been made by the chairman of
the CMI Intermnatienal Subcommittee, Mr.
J.Cunningham, and the Chief Legal Offi-
cer, Professor Jan Ramberg (Doc.1975 I

p. see also HR=21 with appendix 1-3).

An UNCTAD meeting hes besen scheduled for
$-16 January 1976 in Geneva to consider
the draft canvention. Presumably, the
guestion of policy will be resolved at
that meetimg and the implementation of
the resolutions will be left to a mee-
ting of UNCITRAL in the spring of 3976
(probably April in New York). If the
draft could be finalized at that meeting
a diplomatic cenference will probably be
held already in 1977,

The draft convention does not follow the
CMI 1974 Hamburg Hague Rules Recommenda-
tion with respect to the basis of liabi-
lity, i.s. that the defsnces of error in
the navigation and firs should be rstai-
ned and that only the somewhat "obscure”
defence of "error in the management of
the ship" be eliminated. However, the
rasclution of the UNCITRAL Working Group
was taken in spite of the strong opposi-
tion of Belgium, Japan, Polend, USSR and
the United Kingdom, This matter has sin-
ce then been discussed within different
Shippers' Councils, particularly with
respect to the economic implications of
a changed distribution of risks betwesn
cargo-cwners and carriers. R meeting
will take place in the International
Chamber of Commerce in Paris 8 October
1975 for the purposs of ascertaining the
majority opinion of shippers. The CHNI
will be represented by the Chief Legal
Officer, professor Jan Ramberg. If it
should turn out that shippers are basi-
cally agsinst a changed distribution of
the risks as preposed by the UNCITRAL

lorking Group, it is difficult to see

what considerations could possibly induce
governments to press upon the partiles to
contracts of carriage by ssa a solution
which according to their own opinion is

not called for,

York Antwerp Rules 1974

The revised version of the York Antwerp
Rules that was adopted at the CMI Confe-
rence in Hamburg simplified General Ave-
rage and should heavs the overall effect
of speeding up settlements,. '
Deductions new for old in rtespect of
ship's damage are virtually jettisoned
except for vessels more than 15 years
old. Compare the lang and complicated
Rule XIII inm the 1950 versicn with the
rule as it now stands and you will see
the difference. Cargo velues will now
normally be based on invoics wvaiues.

The time consuming and often fruitless
investigstions to ascertain "market va-
lue" should virtuaslly disappear in a
number of cases if not always. Uniformi=-
ty of practice will follow from the new
provision that ship’s valus shoulg be
assessed without taking into account the
effect, benaficial or detrimental of a
demise or time charterparty to which the
ship shall be committed. finmally, the re-
te of intsrest for GA expenditure sacri=-
fices and allowances is made more up to
date in that it is raised from 5 to 7
per cent p.a.

The CMI also decided to establish conta-
ct with the A,I.D.E. and the I.,U.M.I, to
try to simplify GA documents. As a re=
sult a document on GA guarantes was pre-
pared early this year and is at the time
this is writtem about to be examinsd by
the I.U.M.I. Conference in Tokyo,

The YAR 1974 =are now gradually coming
into operation, having met with the ap~-
proval by the shibping and insurance
world.

1t is interesting to note in this con-
mection that the "Peking Adjustment Ru-
les of 1975" have more similarities with

the YAR 1974 than differencies




'Conﬂﬂnedi?anspan

In commecticn with the 1974 Hamburg Con=
ference the Assembly of the CMI charged
professor Kurt Grénfors, Gothenburg,with
the task te follow the deﬁelopments af
ths law of combined transporté arnd to
suggest, whenever proper and suitable,
any further initiative which might be
taken by ths CMI. Professor Gronfors in-
forms ass follows an the present situa-
tion.

Since the introduction of the CMI Tokyo
Rules in 1969 and the subseguent trans-
formation of these Rules into the so-
called TCM=-Dtaft, resulting from the
Round Table Conferences arranged by
UNTDROIT, the subject has been referred
to the UN-bodies (IMCO =and UNCTAD). The
project has been deferred due to disa-
greement on basic principles and the

~prospects of an international convention

‘regulating the contract of combined tran-
'sbpr£ ¢ithin the foresseable future are
:;QDQHtFQI. Howsver, a naw mesting has
_been. schedulsd by UNCTAD in Genava 16

" February - 6 March 1976.

- §5till, the initiatives taken by UNIDROIT
" already in the 1930s and by the CMI in
“the 1960s and the “amalgamated" TCM-

'jjdfaft_haue had a considerable success.

In fact, the TCM draft constitutes the

" ‘gaverming "law merchant" in this field,
“&ince it has been embodied in the cur-
rent combined transport documents, e.g.
the "Cambiconbill®, introduced by the
Baltic and Intsrmational Matitime Confae-
rence {(BIMCC), amd the "FIATA Combined
Transport 8ill of Lading® (FBL) introdu-
ced by the freight forwarders’ world or-
ganization. They have thereby bean built
an = more elaborate system and could be
said to constitute "the second genera-
tion" of combined transport documents
(see, ®.g., Gr&nfors,Container biils of
lading - a new trend in documentstion,
Festschrift fir Clive M, SchmitthoFF,
Frankfurt a.m. 1974 pp 18?—205).-The im=
pact of these documents is further evi-
demced by the ICC "Uniform rules for a
combined transport document®{Paris 1973,
proposed amendments in 1975, ICC Doc.
396/61 Bis.) and by the study performed

by the Imstitut du Droit international
des transports (IDIT, Rouen 1975} which
is based upon the FBL.

Indeed, in view of the success of the

TCWM draft as a madal contract, the ab-

ssnce of an international convention has
not bezen Falt as a seriocus drawback., It
should be barme in mind that the Tokyo
Rules and the subssguent TCM-draft are

bessd on the principle of fresdom af

contract. The liability system is optio-

pnal in so far that it does not come in-
to effect unlass m combined transport
document as described in the draft has
bsen issued, Thus, the draft, by its own
terms, is primarily intended as a model
contract and, as has bsen said, that
purpose has to a very large axtent al-
ready been achisved.

Néuartheless, a further reason behind
the TCM-draft was to achievs by interna-

tional legislation = negotisble combined

document, Howsver, experience has shown
that international commarce seems to be
able to manags without such legislative
support. First, the need for negotiable
documents in combined transport opera-
tions ssems to be very modest (Dﬁe of
the biggest contaimer lines has informed
that less than 10% of the goods are co-
vered by bills of lading). Secand, in
some countries, it is possible for ths
parties themselves to achieve negotiabi-
lity by a proper issuance and wording of
the document and, anyway, negotiability
may develep by custom of the trede or by -
nationmal legislaticn in such countries
where this is indispemsable. Third, the
ICC, in its amended "Uniform Customs

and Practice for Documentary Credits”
{Annex to Doc No 470/243) which will en-
ter into force before the end of this
year, have te a certain - although in-
sufficient - extent taken notice of the
changed transportation techniques by in-

troducing a new article on combined

‘transport documents (ert 23).

Undoubtedly, the Taokyo Rules and the
TCM-draft have at the right time provi-
ded a proper solution and showed the

strength of organizations, such as the




€M1, efficienfly to serve international
commerce when its need could not be sa-
tiafied by legislative action, But the
development of the transport industry
and its organizationel structurs has not
come to =an end. In the view of Professor
Cr8nfors it may well be thet the Vokyo
Rules and the TCM-drafi could be further
developed anmd that the "nstwork liabili=-
ty primpciple", which canstitutes ane of
their main ingradients, should be modi-
fied or aven discarded. Also in this re-
gard the CMI has shown its flexibility
and foresight by discussing ths pnossibi-
lity to "translate” the fynmiform liabi-
lity principle™ into an alternative com-
bined transpart document (the so-called
"yNIDGC", CMI Documentation 1973 III

p 204 et seg). True, for ths time being

intsrnational commerce has adopted it-
self to and ssems to be satisfisd with
the "network liability principle"”. But,
as has besn said, one should Tsckon with
the possibility of future changes. And
the CMI should be proud to have been the

first international organization to have

initiasted a study as to how such develop.

ments could be met by a combined trans-

port document of "the third generatien®.

UNCTAD studies on charter-parties

and marine insurance

The Executive Council of the CMI has de-
cided to follow the further developments
of the above-mentioned studies and to
offer its co-operation if decisions will
be taksn towards unification of the law
by means of legislation or the slebora-
tion of standard conditions. It has been
resolved that the subject needs to be
further examined., Questionnaires have
been sent out to governments by UNCTAD
with respect to charter-parties as wall
as marine insurance. Answers to thsse
guestionnaires ars sxpscted to have rea-
ched the UNCTAD Secretariat before the
end of September 1975.

Liability of sea terminals

The Executive Council of the CMI, upon
the recommendation of some National
associations, has initiated a study on
the azbove subjact. The Chief tLegal Offi-
cer, professor Jan Ramberg, has baen
charged with the task to draw the gui-
ding lines for the study and to prepare
the matter for the International Subcom-
mittes which may later be appointed in
order to draft a text to a "model con-
tract" or an internatiomal convention as
the case may be,

A guestionnaire has been sent to the Na-
tional Associations {5T-1, XI1I-74) and
replies have been submitted by elsven
associations (St 2-12).Although further
replies are expected in due course, pro-
fessor Ramberg will give an account of
his prelimimary thoughts in Documenta-
tign 4975 I1I. It will sppear that a chap-
ge of the risk distribution between the
cargoowner and the sea carrier of the
kind proposed in the draft intermational
convention on the carvisge of goods by
sea by the UNCITRAL Working Group on In-
tsrnational Shipping Legislation will be
of comparatively little pragtical impor-
tance in view of the "loopholes" in the
cargo-owneT's protection in the initial
and terminal stages of transpeortatian,
An extension of the shipowner’s liabili-
ty beyond the ship's tackle will be an
insufficisnt move, since jindepsndent
cargo handling and storage companies will
in many cases, intervene bafore the car-
go is tendered to the sea carrier far
shipment and sfter the completion of the
sea voyage but before actual delivery to
the congignee himself. The study will
show that the liability of such indepen-
dent entities varies in the different
ports and that, in practice, an increa-
sed ssa carrier’s liebility will be cold
comfort for the cargo-owner, when hs has
to bsar ths greatsr part aof the risk for
loss af or damage to the cargo anyuwsy
during the "eritical® periods before and
after shipmant.

It will ke suggested that the CMI explo-
res the possihilities to, at least as
"first step®, elaborate a '"model con-

tract" for sea terminszals.




surrendered in U.S. law!

The United States Supreme Court has in
its decision of 1%75=-05-19 in United Sta=-

tes v, Relisble Transfer Co surrendered

tha traditional principls that, when
koth parties are found to be guilty of
contributing fault, property damages ars
agqually divided whatever the relative
degres of their fault may have been.This
principle meant that the law of the
United States differed from the ruls of
art.,4 of the 1910 Brussels (ollision Cor-
vention which expresses the principls

af division of damages according to the
partiss’ proportional fault. The "Relia-
ble Transfer® caese signals the adoption
of the last-mentioned principle and,
consequently, one of the obstacles for
ths United States to ratify the 19140
Brussels €frllision Convention has been
:frémdued. 1t should perhaps be pointed

”fdu£_that the case did not concern a

.T7fccilisian but zn action against the Sta-

Hfté:to recover for damages to ths vessel
"“ caused by a stranding to which the fai-
lure to maintain a breakwater light had
been one of the contributing factors,.
But the dicta of the Supreme Court are
in general terms and definitely appli-
cable to the division of damages bstween
tortfeasors in maritime casualties gene-~
rally. The following words deserve to be
guoted:

"fie hold that when two or more parties
have contributsd by their Fault to caussg
property demage in a maritime collision
or stranding, liability for such damage
is to be allocated among the parties
praoportionately to the comparative de-
gree of their fault, and that liability

for such damages is to be allocated
equally only when the parties are equal-

ly at fault or when it is not possible
fairly to measure the comparative degree
of their fault., "

Nevertheless, there is a further, and

Equal division of damagas in both-to-blame collision cases

perhaps more signifikcant, differance be-
tween the law of collisions of the Uni-
ted States and the principles embodied
in the 1910 Brussels Collision Conavan-
tion. According te the Convention liabi-
lity for damage to property, in particu-
lar to cargo, is borne by each vesssl in
propartion te the degres of tha respsc-
tive faults. It is only in respsct of
death and personal injury claims that
they are liable jointly and severally so
that the claimants can recover in full
from any one of them., Under the law of
the United States, the tortfeasors are
liabla jointly and severally for proper-
ty claims as well, This msans that, in
fact, the defence of error in navigation
is rendered inoperative in both-~to-blame
collision cases, since the cargo owner
may obtain full recovery from the non-
carrying vessel which then in turn could
obtain contribution from the carrying
vessel., And the special "both-to-blame™
tlauses which have been disigned to re-
mady this peculiar'"back wash™ hava bagn
held invalid in the United Stataes (The
Esso Belgium 343 U.S5, 236). The guestion
aow arises whether or not the adoption
by the Supreme Court of the principle of
proporticnate fault of the 1910 Brusseals
Collision Convention means that the

principle of separate liability for da-

mege to property will also be accepted,.

This question is inextricably linked
together with the pending revision of

the Hague Rules. If, as suggested in the
CMI 1974 Hamburg Hague Rules Recommenda=-
tions, the defence of error in naviga-
tion is retained, it is difficult to ses
why it should not operats in both-to-
blame collisions ss well.The arguments
presented for the retention of the defen-
ce are equally, or perhaps even particu-

larly, valid in such contingencies.




Carriage of goods by inland waterways

The =fforts to unify the law of carriage
of goods by inland waterways have resul~
ted into @ draft convention {CAN) propo-
sed by UNIDROIT in the late 1950s and
the so-called 1973 Gtrashourg Rules revi-
sing the text of the CMN draft, But any
implsmentation of these proposals have
so far stranded on the "be or not to be"
of the defence of error in navigation.
prticle 14.1 of the CMN draft has besn
patterned upon the corresponding provi-
sion of the Hague Rules (art.4.2 (2)) -
which means that the defence also inclu-
des errars "in the management of the
ship" - while article 13.1 of the 1973
Strasbourg Rules limits the defance to
purs navigatiomal errors {cf., the cor-
responding CMI 1974 Hamburg Hague Rules
kecommendation). In a meeting arranged
by UNIDROIT 13-17 January 1975 furtner
efforts were made to teconcile the dif-
fersnt visws {see Etuds: XXVII - Doc.2%,
UNIDRDIT 1975), As a rasult, it is now
proposed that the controversial issue
should be 1lsft outside the scope of man-
datory legislation so that by contractual
provision the carriser may axampt himself
from liability i.a. when "he proves that
the loss or damage was due to a cause
other than a defect in seaworthiness or
a lack of care owed to the goods™,
However, States may disallow such a con-
tractual exemption from liability in
respect of contracts which designate 2
place of unloading in their respective
territories.

The techmique to describe the mandatory
scope of regulation, rather than tao enu-
merats the permissible defences,is ad-
vantageous in so far as the arror in na-
vigation defence dues not have to be
conspicuously spelled out. But the prac-
tical difficultiee in drawing the divi-
ding lime between permissible and non-
permissible defences - which caused the
CMI in its 1974 Hemburg Hague Rules Re-
commendations to suggest the retention
of the defence of error "in tne naviga-
tion of the ship" and the deletion of
the defence of error "in the management
of the ship" - will be maintained by

the text now proposed.

Study on Shipbuilding Contracts

The first report by the Chairman of the
{mternational Subcommittee, Professor
Francesce Besrlingieri, was sent out to
the Nationasl Associations last ysar
{5aCc 22/1%=74) =nd the sscond report
together with a new gyuestionnaire has
been presanted in September 1975 (sBC-
75 and 36). The second report contains
valuabls information om the legal posi-
tion and current practices of the va-
rious countries with respect to:
1. Performance guarantees of the Builder
2. Shipbuilding finance and securities
in connection therswith
4, Settlement of disputes on urgent mat-
ters during construction
4. Cancellation of Shipbuilding con-
tracts.
A& new meeting of the International Sub-
committes will later take place in Lon-
don 23-24 Oktober 1975 where the replies
of the National Associations to the se-
cond guestionnairs will be discussed
with a view to presenting a third report
to the Assembly in 1976,

Hovercraft

Within the CmI an International Subcom-
mittee was constituted in 1968 uncer
the chairmanship of our distinguished
late Yice President James-Paul Govare
who prepared a first draft convention
relating to Hovercrafts (see CMI Coc.
1969 II1,p. 154). Unidroit has subse-
quently taken on the subject. The mes-
tings have so far concentrated on the
legal status, registration and nationa-
lity of Hovercraft and otner questions
of public law. However, the next mee-
ting which is scheduled for 10-15 Novem-
ber 1975 will deal with the private law
aspects such as lisbility towards pas-
sengers and third parties. Qur Vice-
Prasident Dr Walter MUller,Switzerland,
as well as Miss Alessandra Xerri,Italy,
have kindly accepted to represent the
CMT. '




Limitation of shipowner’s liability

The resvision of the 1957 Inaternaticnsal
Convention for the unificeation of cer-
tain rules relating to the limitation of
the lisbility of owners of sea-going
vessels has now been discussed in three
meetings of IMCO's Legal Commitiee (3-

7 Jume 1974, 20=-24 January and 16-20
June 1975), The CMI has been representad
at the first meeting by Lord Kenneth

Qfficer, Professor Jan Ramherg {sae re-
port LIM 29 VII-74) and st the subse-
guent meetings by Rein and Remberg.
IMCC has expressed its appreciation of
the preparatory work performed by the
CMI and the discussion proceeds on the
basis of the so-called "Maxi Draft*,i.s,
a full new convention text rather than
a Protocol to the 1957 Convention (the
"Mini Draft“}, preparsed at the CMI 1974
Hamburg Conference {sess CMI Dacumenta-
.tion 1974 11 p. 304 et sea.).Houwever,
"“the decision to use the "Maxi Draft® as
:the working paper has basen taken without
prejudice to the final method of achie-
ving the desired amendments of the pre-
sent Convention,

The Legeal Committee has discussed all
the draft articles. Howaver, the views
expressed are so far only preliminary
and the forthcoming decision with ras-
psct to the new limits of liability is
gtil]l difficult to foreses. The CMI,
upon the request of IMCO, has supplemsn-

ted its Hamburg "Recommendations on the

new limits of liability" with further

information on the organization of the

insurance market and the effect of limi-

tation in the settlement of claims as

well as the capacity of the insurance

market to provide coverage for incresased

risks resulting from higher limits. It

is difficult to draw amy certein conclu

sions on the basis of the availzble

facts. The following Questions are still

open and have to be further considered

and resolved:

~ Should the limits for smaller ships

be substantially increased?

= Should there be any increase for me-

dium sized ships and, if so, is it de-

Diplock, Mr Alex Rein and the Lhief Legal

gsirable tao go further than the 2.000
francs per ton limit of the 1969 Ciwvil

Liability for 0il Pollution Convention?

- Should there be a lower per ton figure
for very large ships or an absoluts

maximum for such ships?

- What effect would a delstion of the
sea carriser’s defences of error in the
navigation and the management of the
ghip and of fire - as proposed by the
UNCITRAL Working Grouvp on Internatio-
nal Legislation on Shipping - have on
the limits?

- Should there be any special "maximum®
for passenger claims {no such "maximum
" axists above the per capita limits
of 1974 Athens Convention)?

- Should there still be %two separate
funds for personal claims and property
claims respectively or only one fund
with priority for persomal claims?

It sesms possible to make the general

observation that IMCO's Legal Committse

does not favour any substantial changes

af the present principles of the 1857

Convention, Hence, the suggested enlar-

gemsnt of the category of persons enti-

tled to limit coentained in article 1.2.

of the CMI "Maxi Draft" ("...

person rendering service in direct con-

and any

nection with the navigaticn or manage-

ment of the ship®) has been rejected.

Although the Legal Committee has expre-
ssed a certain understanding for the
need to give & better protection to sal-
vors - in particular when they do not
operate from their own ships of from

any ship at all (cf. the "Tojo Maru" ca-
se, 1971 1 Lloyd's rep. 341) = it is
still uncertain whether special rulas
for salvors will be accepted,

The principie to make the right of limi-
tation less breakable suggested by the
CMI (art. 4 of the "Maxi Draft"™) has so
far been accepted by a majority of dele-
gations in IMCO's tegal Committee, since
the present "mctuzl fault or privity
rule" has led to an uncertainty which it
is the very purpose of the Convention to

avold.




At the mesting im June 1975 the Legal
Committee reached s compromise on ths
much-debated gquestion whether the consti-
tution of a fund should be a conditian
for the right to limit., It is now exprsas
sly mentioned that no such condition
axists unless it is required under the
iaw of the Contracting State wherse
action is brought to enforce a claim

sub ject to limitation.

Suggestions to introduce & system of
cempulsory insursnce or sevidence of fi-
nancial security - patterned upon the
corresponding provisions of the 1969 Ci-
vil Liability for Dil Pollution Conven-
tion - has so far attracted very little
support. The need, 1T any, for such a
system applicable to all limitable
claims was not thought to ocutweigh the
expected difficulties of administration

and control.

Efforts will be made to prepare a final
draft at the next maeting which will
last two weeks (24.11-5.12 1975). The
Diplomatic Conference has provisionally

bean scheduled for 1-19 November 19756.

Gold clause problem

The CMI, already in March 1973,

Seminars - a new CMI activity

Seminars on legal guestions arse now be-
coming increasingly popular. In view of
the expertise of maritime law available
within the £MI there should be no diffi-
culty for the CHMI to successfully arran-
ge a seminar on maritime law in spite of
the competitive situation. The sub jesct
was discussed at the Assembly in March
this year and the Executive Council has
started the preparations. According to
the preliminary plans the Seminar will
take place in September or Qctober 19276
in GCenoa or Bologna, The subjects will
probebly include the revision of the
Hague Rules and of the 1957 Internatio-
nal Convention on the limitation of the
liability of owners of sea-going vessels
as well as the law of collisions at sea.
Outstanding and internationally well-
known experts on these matters nave al=-
ready sgreed to particibata as lecturers.
The National Associaticns will be infor-
med by circular letters about the fur-

ther details,

refarred this important

gquestion to a study under the chairmanshin of Baron van der

Feltz, Netherlands, and an exchange of views has also

taken place with UNIDROIT where a valuable study was published

in 1973 by Mr Italo Arcari (Etudes LVII Doc. 1/Rev. U.D.P.

1973).

The Naticnal Associations of the CMI have been requested to

submit their views. While some favour the attitude of "wait

and see", others propose immediate action. The speed at which

matters develop in international banking very clearly

requires scmething to be done how in order to aveid the

inevitable confusion resulting from the final disappearance

of an official value of gold. A brief report on the present

gituation will appear in CMI Documentation 1975 II

Next meeting of the Executive Council

The Executive Council will meet at Ant-
werp together with the Vice Presidents

of the CMI to discuss among other things
the suggestions submitted by the Natio-
nal Associations fer the election of mem-
bers to the Executive Council as from

1976-04-01 ang¢ the program for the next

CMI Canference.

Next Conference

The next Conference has upon the kind
ipvitation of the Brazilian Maritime

Law Asspcliation been provisionally sche-
duled to take place in Rio de Janeiro

in the late fall of 1977.




