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Chapter 1 
INTRODUCTION 

1.1 This study has been prepared pursuant to ICAO Assembly Resolution A21 -26 [Clauses I b) 
and d)], which directs the Council to undertake analyses of regional differences in the level of international 
passenger fares and corresponding differenoas in the level of aidine costs. Covering the year 1992, this study 
is the eighteenth in an annual series, the one for the year 1991 having been published as Circular 248. 

1 -2 For 17 international route groups, comprising all international mutes, passenger, freight and 
mail revenue yield data are presented in Chawr 2 for scheduled services along with passenger and freight 
revenue yield data for non-scheduled operations, For the same route groups regional differences in the costs 
related to the scheduled service passenger yields are presented in Chapter 3. Finally, certain of the causes 
of regional differences in costs are identified in Chapter 4, 

1.3 The sources of data used in the study are given in Appendix 1 together with information on 
the sample sizes on which revenue and cost data are based. The method of analysis used in the study is 
presented in Appendix 2 together with information on the margins of uncertainty which should be borne in 
mind when considering the results of studies of this kind. 

1 .4 Overviews of published passenger fares and freight rates are available in separate annual 
publications issued by the Organization in response to Clause la) of Assembly Resolution A21-26. 
Circular 246 covers September 1992 and Circular 256 covers September 1993. 

1.5 Unless indicated othetwise, all references in this Circular to "cents" mean "U.S. cents", and 
all references to 'dollars" mean "US. dollars". 



Chapter 2 
LEVELS OF FARES AND RATES 

Passenger traffic 

2.1 Estimates of average unit passenger revenues in 1992 by route group are presented in 
Table 2-1. 

2.2 The first column of data in Table 2-1 shows the average reiienue per passenger-kilometre for 
scheduled passenger traffic an each route group. The data are presented without distinction among class of 
travel or among fare type. Thus they represent the over-all weighted average for all individual routes on all 
route groups and for all the fares that apply. The over-all average revenue per passenger-kilometre was 
estimated at 9.08 cents for 1992, but the route group averages vary from a high of 21.9 cents in local Europe 
to a low of 5.9 cents on routes across the South Pacific. 

2.3 The second column of data shows the average revenue per passenger-kilometre for non- 
scheduled passenger traffic recorded for each route group. The figures here range from a high of 12.6 cents 
in local AsidPacific to a low of 3.3 cents on routes between North AmericaCenEral ArnericaCaribbean and 
South America. On some route groups, notably those where the revenue yield is comparable to or above that 
from scheduled services, the non-scheduled traffic concerned is of a very limited volume and highly specific 
nature, carried on an ad hoc basis at a relatively high cost (e.g. local AsialPacific), while on other route groups 
the traffic is af greater volume and carried on a more regular basis at a lower cost (e.g. in local Europe). The 
third and fourth data columns of Table 2-1 show the reported non-scheduled revenue per passenger-kilometre 
for traffic carried by scheduled airlines and for traffic carried by non-scheduled operators; there are in some 
cases significant differences between the two figures in the same route group. 

2.4 The final four columns of Table 2-1 show unit revenues for scheduled sewices and non- 
scheduled flights in terms of the average revenue per seat-kilometre. The effect of the higher load factors 
generally achieved by non-scheduled flights compared with scheduled services is brought out by this presenta- 
tion. The per seat-kilometre revenues for non-scheduled operations are in most cases much closer to the 
revenues for scheduled services than the comparable per passenger-kilometre revenues. 

2-5 On a world-wide basis, the estimated average revenue per passenger-kilometre for scheduled 
services (excluding incidental revenues) at 9.08 cents in 1992 showed a decrease af almost 1 per cent over 
the 9.15 cents recorded for 1991. Among the 16 individual route groups for which comparable data are 
available, four showed increases in revenue yield between 1991 and 1992, seven showed decreases and the 
remaining five showed little change. Showing significant increases were routes between North Arnatica and 
Central AmericdCaribbean (from 8.0 to 8.3 cents), between and within Central America and the Caribbean 
(from 11.6 to 12.5 cents), and between North America/Central AmericalCaribbean and South America (from 
8.5 to 8.8 cents). Showing significant decreases were routes across the Mid Atlantic [from 7.3 to 7.0 cents), 
across the South Atlantic (from 9.0 to 8.3 cents), and across the South Pacific (from 6.2 to 5.9 cents). The 
changes in revenue yields shown between 1991 and 1992 for routes involving Africa and the Middle East in 
part reflect the strengthening of the U.S. dollar against most of the national currencies in those areas. On the 
other hand, the changes in revenue yields shown for routes involving Europe in part reflect the weakening 
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Table 2-1. Estimated average unit passenger revenues 
by international route group', 1992 

Route group2 

1. Between North America 
and Central America/ 
Caribbean 

2. Between and within Central 
America and Caribbean 

3. Between Canada, Mexico 
and the United States 

4. Between North America/ 
Central AmericalCaribbean 
and South America 

5. Local South America 

6. Local Europe 

7. Local Middle East 

8. Local Africa 

9. Between Europe and 
Middle East 

10. Between EuropeIMiddle 
East and Africa 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. Local AsidPacific 

15. Between EuropeIMiddle 
EastIAfrica and AsidPacific 

16. North and Mid Pacific 

17. South Pacific 

Revenue (cents) per passenger-kilometre Revenue (cents) per seat-kilometre 

1. Data for scheduled services, where presented, are considered representative for all airlines operating in the route group concerned. Data for 
nowscheduled flights represent only carriers for which substantive information was available, and are only presented where they include two Or 
more wriers. The representative nature of the data for both scheduled sewices and non-scheduled flights Is described in Appendix 1 and the 
margins Of unceltainty to be taken into account regarding the scheduled service data are discussed in Appendii 2. For routes in l0~al Africa the 
rePresentation was inadequate to justify separate representation, but the data have been included in the world averages. 

2. More detailed definllon of the route groups may be found in Appendii 3 on the reverse of the revenue questionnaire. 
3. These figures do not generally Include such incidental operating revenues as may be attributed to international passenger traffic. On individual 

route groups incidental operating revenues not included may represent up to an additional 6 per cent over the average.revenue quoted. 
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of the U.S. dollar against some of the major national currencies in that area. Hence the relative change 
between 1991 and 1992 would in many cases be significantly different if expressed in the national currencies 
of the airlines concerned. A brief evaluation of this effect is given in Chapter 3, paragraphs 3.1 0 to 3.1 2. 

2.6 The analyses above relate only to the average unit revenues for all airlines combined on each , 

route group. There can be wide variations around these averages shown among individual airlines. In the case 
of scheduled services the variation among airlines of the revenue per passenger-kilometre for each route 
group is shown in Table 2-2. For a few route groups the unit revenues for individual airlines do not vary very 
much from the route group average (for example for mutes across the North Atlantic). However, on most route 
groups the unit revenues differ significantly among airlines, reflecting differing route structures and traffic mix 
among other factors. 

Freight and mail traffic 

2.7 Average reportad unit freight and mail revenues in 1992 by international route group are 
presented in Table 2-3. 

2.8 The first column of data in Table 2-3 shows the average revenue per tonne-kilometre 
performed for all scheduled freight traffic on each route group whether carried on passenger, combination or 
all-freight aircraft. The variation among route group averages ranges from a high of 87.5 cants on routes 
between and within Central America and the Caribbean to a low of 22.2 cents on routes across the South 
Pacific. Comparing with data for the previous year, eigM route groups out of the 17 showed an increase while 
the remaining nine route groups showed a decrease. The largest increases were recorded for routes behhreen 
and within Central America and the Caribbean (from 61 -7 to 87.6 cents), between North AmericdCenlral 
AmericaJCaribbsan and South America (from 33.2 to 39.0 cents), and across the Mid Atlantic (from 27.7 to 
30.2 cents). The most significant decreases were recorded for routes between North America and Central 
AmericalCaribbean (from 40.8 to 36.6 cents), in local Africa (from 56.4 to 42.11, and in local AsiaJPacific (from 
37.1 to 34.5 cents). The relatively large change in revenue yield on routes involving Central America and the 
Caribbean, and Africa should be considered in the context of the higher representation of airlines from these 
regions in 1991 compared with 1992 (Central America: 6 in 1991 compared with 4 in 1992; Africa: 11 
compared with 8). 

2.9 The second and third columns of data in Table 2-3 show the average revenue per tonne- 
hilometre performed for scheduled freight traffic carried on passenger or combination aircraft and that obtained 
for traffic carried on all-freight aircraft. In comparing the two sets of figures it may be seen that the revenue 
y ietd from all-freight aircraft is frequentty lower than that achieved from passenger and combination aircraft, 
as the former are more likely to carry large shipments which are subject to quantity discount rates or low 
specific commodity rates. However, for some routs groups wherg there is large cargo capacity offered at 
competitive rates on wide-body passenger and combination aircraft (for example on routes between Europe1 
Middle EastlAfrica and AsiaPacific), the difference in revenue yield is relatively small. In the case of the routes 
across the North Atlantic the higher freight revenue yield on allcargo services reflect the data of a major all- 
freight air carrier which also includes courier trafdic and revenue in its figures. If data for this carrier were 
excluded, the level of the freight revenue yield shown for passenger or combination aircraft on routes across 
the Norfh Atlantic would be slightly higher than the one shown for all-freight aircraft. 

2.10 The fourth column of data in Table 2-3 shows the average revenue per tonne-kilomatre 
performed for all non-scheduled freight traffic on each international route group. The unit revenues among 
route groups range from a high of 41 -8 cents on routes between North AmericalCentrai AmericdCaribbean 
and South America to a low OF 25.4 cents on routes across the NorthIMid Pacific. The figure for non-scheduled 



TaMe 2-2 Variation in a e M u W  passenger rawnua yie# among mirllnea, 1992 

Revenue (cents) p r  pws~ngwr-k110rnOtTO 10T individual airlines 

Number of aldinrra 

1. North-Central America 3 2 2 1 1  

2. Central America 1 2 0 0 1  

3. North America 4 5 2 0 1  

, 4. North-Sorrth America 3 3 3 3 1 1 0 0 0 1  

5. Swth America 1 1 3 1  

6. Europe 1 3 0 2 0 4 , t 1 0 2 0 1 2 1 1 2 1  

7. Middle East l l l O 1 l  

8. AMca 1 0 0 0 0 3 1 0 0 0 0 1 1  

9. EuropeMiddle East 6 2 1 2 2 3 2 3 1 "  

10. Europs-Africa 4 3 1 3 5 2 3 0 1 2 0 1  

11. North Atlantic 5 10 12 7 1  1 

12. Mid Atlantic . 1 4 2 2 0 1  

13, Soulh Anantic f 4 3 2 1  

14. AsiiacHic 2 2 5 3 4 1 2 2 1  

15. Europe-Asifladie 38 2 1 8 3 5 1 2 4 0 2 1  

16. N o r t W  Pacific 6 1 , < 3  5 2 2 

17. South Paclic 1 1 3 3  

27-2a (3), 32-33 (2). 
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Table 2-3. Estimated average unit fdghl and mall revenues 
by internstknal routs group, 1992' 

Freight revenua (cants) per kw-kiornslre performed 

Route group (short title) 

1. Nodh-Central America 

2. : Central America 

3. North America 

4. Noflh-South America 

5.. South America 

6. Europe 

7. Middle East 

8. Africa 

9, EuropMiddh East 

10. Europe-Africa 

11. North Atlantic 

12. Mid Atlantic 

13, South Atlantic 

14. AsialPacific 

15. Ek~~e-~sial~acific 

t6. HorttdMid P a c k  

17. South P a c k  

Scheduled senricss 

Non- 
scheduled 

flights 

Mail revenue 
{cents) 

per ionne- 
kilometre 

performed - 
scheduled 
SBIVICBS 

1. Data mpmsent or@ camters lor whlch wbdantlw inlormafbn was araDlabte and am only p m ~ &  where they include twa or m cam&. The 
wresentalhre Mum ol the data is &scribed In bppendk 1. 

operations is actually higher than that for all-freight scheduled operations for three of the five comparable route 
groups. In some cases this reflects the specialized non-scheduled operations of one or two carriers. There 
were significant changes in average unit revenue between 1391 and 1992 for most of the five route groups 
for which there are comparable data. These changes, in general, mainly reflect the volatility in revenue yields 
for this type of market. 

2.11 The final column of data in Table 2-3 shows the average revenue per tonne-kilometre 
performed for air mail traffic on each route group (virtually all international mail is carried on scheduled 
services). The route group averages range from a high af 88.6 cents on routes in local Middle East to a low 
of 32.2 cents on those across the South Pacific. Between 1991 and 1992, seven of the 17 route groups show 
increases in unit mail revenues, whereas the remaining ten showed decreases. The largest increases were 
recorded on routes between North AmericaJCentral Amer!ca/Caribbean and South America (from 48.9 to 57.6 
cents), in local Middle East (from 74.7 to 88.6 cents), and in local AsidPacific (from 52.8 to 60.6 cents). The 
most significant decreases were recorded on mutes between North America and Central AmericalCaribbean 



Table 2-4. Variation in schsduled freight revenue yield among airlines, 11992 

0 10 20 30 40 50 M) 70 60 90 100 310 120 130 140 150 160 
to to to to b to to to to t0 to to !o to to to and 
10 30 40 50 60 70 &4 90 100 110 120 130 140 150 160 wet 

2. Central America 1 0 0 0 0 0 1 0 1  

3. North America 1 4 2 2 1 0 0 f  

4. North-South America 1 6 5 2 1 ~ 0 0 1 0 0 1 1  

5. South America 1 3 3 1 0 0 1  

6. E U ~ P  1 0 0 6 3 3 ~ 5 3 0 3 0 2 0 2 '  

7. Middle East 2 1 0 0 2  

8. Africa 2 0 1 0 2 0 1 0 1  

9. Europe-Middle East 1 6 7 3 2 1 1  

10. Europe-Africa 8 6 7 1 0 1  

11. Morth Atlantic 1 10 15 10 1  

12. Mid Atkintic ' 1  5 1 , 2  

13. South Atlantic 7 2 1 1  

14. AsialPacific 4 1 0 2 3 2 2  

15. ~usope~siar~acifie 5 1 5 1 1  4 2 2 

16. NotZNMid Pacific " 2 1 1  2 1 3  1 

17. South Pacific 2 5 0 2  

1. In t b  range of 160-170 and 260-265 
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{from 57.3 to 40.2 cents), behveen and within Central America and the Caribbea'n (from 75.8 td 64.4 cents), 
in local South America (from 73.2 to 60.1 cents), and in local Africa (from 96.2 to 80.6). As for freight, the 
relatively large change in revenue yield on routes involving Central America and the Caribbean, and Africa 
should be considered in the context of the difference in the representation of airlines from these areas 
between 1991 and 1992 (see 2.8 above). Unit mail revenues in general remain significantly higher than unit 
freight revenues on scheduled services except for routes between and within Central America and the 
Caribbean, between Canada, Mexico and the United States and in local Europe. 

2.12 A notable feature of the mail unit revenue data is that for most of the route groups involving 
two or more regions there are substantial differences in the yield recorded by the carriers according to the 
region in which they are based. This distinction is particularly marked for the following route groups and 
regions: 

between North Arnerica/CentmI Arneni:a/Caribbean and South Amesica 

all airlines 57.6 cents 
North American airlines 39.7 cents 
South American airlines 100.6 cents; 

North Atlantic 

all airlines 37.3 cents 
North American airlines 33.7 cents 
European airlines 43.9 cents; and 

all airlines 40.9 cents 
North American airlines 32.7 cents 
Asian airlines 56.0 cents. 

These differences are to a large extent a result of comparatively low air mail conveyance rates being set by 
the United States authorities for originating mail. 

2.13 In the case of unit freight revenues, the variation among individual airlines of the revenue per 
tonne-kilometre for scheduled sewices for each route group is shown in Table 2-4. For a few route groups 
the unit revenues for individual airlines do not vary very much from the route group average (for example on 
routes across the North Atlantic). However, as for passenger traffic, on most route groups the unit revenues 
differ significantly among airlines. 



Chapter 3 
REGIONAL DIFFERENCES IN 

SCHEDULED PASSENGER FARES 
AND RELATED COSTS 

Over-all financial results by 
international route group 

3.1 Selected operational data and estimated financial results for the year 1992 are presented in 
Table 3-1 over-all and by route groups. 

3.2 The first column of data in the table shows that the number of scheduled airlines operating 
jet services in each route group ranged from a low of 14 on South Pacific routes to a high of 86 sewing routes 
in local Europe. It should be noted that propeller aircraft operations of these airlines are excluded from the 
study, as are the operations of some 107 small international airlines wbich operate propeller-driven aircraft 
exclusively; together these operations with propeller aircraft represented about 0.6 per cent of world 
international seat-kilometres in 1992 with their highest representations in any single route group being same 
21 per cent between and within Central America and the Caribbean, and about 4 per  cent in I m l  Africa and 
in local Europe. Supersonic aircraft operations, which were also excluded, represented less than 0.1 per cent 
of world operations. 

3.3 The operational data included in data columns 2 to 5 of Table 3-1 all have a significant effect 
on unit operating costs (see Chapter 4). There are considerable differences among route groups in the volume 
of traffic, the average length of flight stages, the average number of seats per aircraft and the average 
passenger load factor. 

3.4 Financial results are presented in columns 6 to 8. When consulting these data it should be 
borne in mind that the revenue figures do not generally take into account the incidental operating revenues. 
Those incidental revenues which may be directly attributed to passenger traffic include revenues from 
passengers paying less than 25 per cant of the normal applicable fare, commissions received on sales d 
transportation on other carriers, "no-show" and cancellation fees (expenses incurred against these revenue 
items are included in the cost figures shown in column 7); these incidental revenues also include on a net 
basis capacity equalization payments arising from pooled andlor jdnt services as well as from the sale of own 
capacity to other carriers. Revenues accruing from the provision of services other than for air transportation 
(such as service and maintenance sales or handling services for third parties) and the corresponding costs 
are excluded from all figures presented in this study, An analysis of incidental revenue data on this basis for 
1992 indicates that for international routes as a whole, relevant incidental revenues not included in Table 3-1 
were about 0.1 0 cents per passenger-kilometre which, if added to the estimated world-wide unit revenue, 
increases it by some 1 per cent from 9.08 cents to 9.M cants per passenger-kilometre For individual route 
groups, the passenger-related incidental operating revenues may represent up to an additional six per cant 
Over the average revenue quoted. 
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Table 3-1. Basic operational data and finential results 
for schedured passenger services by international route groups, 1992' 

Operational data * - 

Percentaga ' , 

of world's Average Average 
inrernallonal IengM of Averaw passenger 

Number traflic Rrgh! number of load . 
of (avallable stages seats per factor 

airlines seal-km) (km) at~craftd (%I 
Route group2 ( 1 )  (21 (3) (4 )  ( 5 )  

I. All world international routes 266 100.0 1 984 238 66 

Financial results3 

Average 
revenue 
(cents) 

Per 
pass-km5 

(6) 

Average 
passenger 

costs 
(cents) Ratio 

per revenue/ 
pass-km 
171 IS) 

II, International route groups: 

1. Between North America 
and Central 
ArnericalCaribbean 33 2.6 1 363 181 63 8.3 9.5 0.85 

2. Between and within Central 
America and the Caribbean 22 0.2 71 5 1 44 53 12.5 12.9 0.95 

3. Between Canada, Mexico 
and the United States 21 4.5 1 238 152 57 7.9 10.7 0.75 

4. Between Norlh America1 
Central AmericaXa~bbean 
and South America 42 3.4 2395 216 54 8.8 9.8 0-90 

5. Local South America 22 0.5 . 932 168 59 10.7 12.7 0.85 

6. Local Europe 86 9.9 921 134 60 21.9 21.5 1 . O D  

7. Local Middle East 16 0.8 879 179 57 15.1 15.1 1.00 

34 960 148 8. local Africa 0.4 - - - - 
9. b iween  Europe and 

Middle Easl 45 2.8 231.3 198 63 10.9 '11.5 0.95 

10. Between EuropelMiddle 
East and Africa 64 3.8 3 169 256 62 10.3 10.5 1.00 

11. North Atlantic 57 21.3 4 802 265 70 . 6.5 8.0 0.80 

12. Mid Atlantic 

13. South Atlantic 

14. Local AsidPacific 61 11.1 1 831 266 67 9.7 9.8 1.00 

15. Between EuropelMiddle 
EastlAfrica and AsidPacific 77 17.8 3 995 302 69 7.6 7.9 0.95 

16. North and Mid Pacific 29 12.8 5 870 336 70 7.3 8.0 0.90 

17. South Pacific 14 3.6 5 274 333 69 5.9 6.4 0.95 

1. Excluding operational and financial data attribvtd to supersonic and propellerdriven aircraft. 
2. More detailed definition of the mute groups may be found in Appendix 3 on the mm d Ihs revenue questionnaire. 
3, me mayns of uncertainty which should be mhs~dered In relafon to these mulls are discussed in mix 2. For rodw in Inca1 Africa the 

representatran was Inadequate to justify separate representatron, but the data have been inctuded in the world averages. 
4. As defined by avatIaWa seal-lcilometres dlv~ded by airCdafI+krlometres flown. 
5, These figures & not generally include IraclMal operaltng rwenuw. For all International routes, that part of this additional m u e  whkh may M 

directly attributed to international passenger tmfie is abut  0.10 cents per pmsengel-Wlometre. On ind~vidual mute groups it may represent up to 
en addit1cmal6 par cent over the avemge revenue quoted 

6. Rounded lo neawst twentieth for indivrrlval route grows. 
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3.5 The average operating cost per passenger-kilometre for all international routes was 9.83 cents 
(column 7), the figures for individual route groups ranging from a high of 21 -5 cents in local Europe to a low 
of 6.4 cents on routes across the South Pacific. These estimated costs include iuch items as depreciation 
and interest charges, and sales commission paid, but exclude costs attributable to the carriage of freight and 
mail. 

3.6 The ratio of passenger revenues to passenger costs (column 8) for international routes as a 
whole is estimated at 0.92 for the calendar year 1992, varying bahveen individual route groups from 0.75 to 
1.00. Taking into account relevant incidental revenues associated with international passenger traffic and 
margins of uncertainty in estimated revenues and costs {discussed in Appendix 21, the revenuelcost ratio for 
all international passenger traffic in 1992 is assessed as lying between 0.90 and 0.96, with a most likely value 
of 0.93. 

3.7 Components of the total passenger costs are in Table 3-2. The primary breakdown 
is between "aircmW' operating costs, being those directly attributable to the operation of aircraft on each route 
group, and "other" operating costs. All the itemized data carry relatively wide margins of uncertainty and 
should be regarded as indicative only. Nevertheless, it appears that most of the individual items vary 
significantly among route groups. 

Comparison of results for 1992 
with those far 1991 

3.8 An over-all comparison between data for 1992 and corresponding data for 1991 shows an 
increase of about 2 per cent in the estimated passenger cost per available seat-kilomatre, from 6.41 to 6.51 
cents. Since the world-wide average load factor remained unchanged at 66 per cent, the cost per 
passenger-kilometre shows a similar increase of about 2 per cent, from 9.68 to 9.83 cents, On the other hand, 
unit revenues (excluding incidental operating revenues) showed a decrease of almost 1 per cent, from 9.15 
cents per passenger-kilometre to 9.08 cents in 1992. As a result, the over-all revsnuelcost ratio decreased 
from 0.94 to 0.92 in 1992. 

3.9 As far as the individual route groups are concerned, the year-to-year cost changes show wide 
variations which are accentuated by differences in trends in load factors. Between 1991 and 1992, 10 out of 
the 16 route groups for which comparable data were available showed increases in costs per passenger- 
kilometre, four showed a decrease, while there was little change for the remaining two. The most significant 
increases were recorded on routes between Canada, Mexico and United States (from 9.9 to 10.7 cents), 
between North AmericsJCentral ArnericdCaribbean and South America (from 8.6 to 9.8 cants), in local Middle 
East (from 14.1 to 15.1 cents), and across the Mid Atlantic (from 8.3 to 9.0 cents). Significant decreases in 
unit costs were recorded on routes between North America and Central AmericdCaribbean (from 9.8 to 9.5 
cents), and on routes across the South Pacific (from 6.9 to 6.4 cents). 

3.1 0 The comparison of unit costs between 1991 and 1992 reflects a general decrease in the price 
of fuel (see Chapter 4), in conjunction with increases in most of the other costs. However, as with the revenue 
figures discussed in Chapter 2, the comparison has been in some cases affected by a change in the value 
of the United States dollar against other world currencies. Within the Ame~icas, where most fares and rates 
are transacted in United States dollars, the changes in unit revenues generally reflect market changes. 
Similarly, changes in unit costs in the Arnedcas to a large extent reflect the general increase in costs as well 
as some operational changes, as the greater part of costs are generally borne in United States dollars. 



Table 3-2. Est imated passenger costs'  pe r  passenger-ki lometre by cos t  item, 1992 

I. All: 
Cents 
Percentage of total costs 

11. International route groups: 

1. North-Central America' 

2. Central America 

3. North America 

4. North-South America 

5. South America 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Africa 

11. No ih  Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsidPacific 

15. Europe-AsidPacific 

16. NorthlMid Pacific 

17. South Pacific 

1. "Passenger" costs have been derived for each route group taking Into account the contribution made by the revenue earned for the carriage of frelgM and mail on passenger fiigMs towards covering total 
costs for these fligMs. Due to the margins of uncertainty In the estimates of lndlvidual cost Hems the flgures should be regarded as Indicative only. 

2. This Hem Includes flights operations expenses (cockpit crew salaries and expenses, rent& and Insurance of fllgM equipment), aircraft maintenance and ovehaul, and aircraft standing charges such as 
depreciation and Interest charges. 
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3.11 Outside the Americas, for those route groups where the mix of national currencies generally 
weakened against the United States dollar (with some exceptions which caused local distortions), the changes 
shown in revenues and costs are effectively understated, in particular for those ioute groups involving the 
Middle East, Africa and the South Pacific. Such is the case for routes in local Middle East, where the United 
States dollar shows an over-all strengthening against related currencies between 1991 and 1992. For this 
route group, the increases in costs and revenues when these are expressed in United States dollars are lower 
than those recorded when costs and revenues are expressed in local currencies. 

3.12 On the other hand, on routes involving Europe, where between 1991 and 1992 the mix of 
national currencies generally strengthened against the United States dollar, the changes shown in revenues 
and costs are overstated. Such is the case for the change in revenues and costs on routes in local Europe, 
where the increases in revenues and costs expressed in United States dollars are somewhat higher than 
those recorded when revenues and costs are expressed in local currencies. 

3.1 3 Of the 16 route groups analyzed in this study for which comparable data were available, only 
two showed an increase in the revenuelcost ratio between 1991 and 1992, nine showed a decrease, while 
there was little change in the remaining five. Increases in revenuelcost ratios were recorded for routes 
between North America and Central AmericdCaribbean (from 0.80 to 0.85), and on routes across the South 
Pacific (from 0.90 to 0.95). Decreases in revenuelcost ratios were recorded on routes between Canada, 
Mexico and the United States (from 0.80 to 0.75), between North AmericdCentral AmericdCaribbean and 
South America (from 1 .OO to 0.90), in local Middle East (from 1.05 to 1.00), between Europe and the Middle 
East (from 1.00 to 0.95), across the North Atlantic (from 0.85 to 0.80), across the Mid Atlantic (from 0.90 to 
0.80), across the South Atlantic (from 0.95 to 0.90), in local AsiaIPacific (from 1.05 to 1.00), and across the 
NorthIMid Pacific (from 0.95 to 0.90). 

3.14 For the two route groups where there was an improvement in revenuelcost ratios, unit 
revenues in terms of cents per passenger-kilometres showed a more favourable development than unit costs 
expressed in terms of cents per seat-kilometres. In one case the improvement in passenger load factor also 
contributed to the increase in the revenuelcost ratio. All but one of the nine route groups where there was a 
decrease in revenuelcost ratio showed increases in unit costs, expressed in available seat-kilometres, 
generally accompanied by either a decrease in unit revenues or a reduction in passenger load factor. On 
routes between Canada, Mexico and the United States, where unit costs decreased, the reduction in the 
revenuelcost ratio was primarily caused by the relatively large decrease in the passenger load factor (from 
62 to 57 per cent). 

Variations in revenueJcost ratios 
among airlines 

3.1 5 The over-all financial results in Table 3-1 show that differences in revenues between route 
groups broadly reflect differences in costs. However, there are cases where individual airlines earn significant 
profits on some route groups while incurring losses on other route groups, and operations of these airlines 
on the former route groups could therefore be said to have subsidized operations on the latter groups during 
the period in question. In studies covering previous years, such apparent cross-subsidy between route groups 
applied not only in the case of individual airlines but carried across to the averages for some regional groups 
of airlines. Since 1983, however, no such consistent cross-subsidy has been identifiable. 

3.16 Analysis did, however, reveal several route groups within which the results obtained by 
different regional groups of airlines show significant differences. The figures shown below represent the 
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unrounded revenue/cost ratio for each carrier group; however these figures should be used with caution 
because of the relatively large margin of uncertainty associated with them (see Appendix 2, paragraph 22). 

3. 1 7 Between 1991 and 1992, the airlines of Europe as a group were able to maintain unchanged 
their over-all revenuelcost ratio, whereas through a combination of bwar unit revenues and passenger load 
factors most other airline regional groups experienced a reduction in their over-all revenuekost ratio {African 
airlines are excluded from this analysis because of their low representation). The European airlines were able 
to achieve this result despite showing reductions in their revenuelcost ratios on most route groups where they 
were competing against airlines from other regions. The only excepti~ion was for routes between EuropeMiddle 
EastlAfrica and AsialPacific where, mainly through a significant improvement in passenger load factor (from 
66 to 72 per cent), the revenuelcost ratio of the European airlines as a group increased from 0.93 in 1991 
to 0.97 in 1992. Over lhe same period, a similar imprwmml in xevenudcm ratio (from 0.92 to 0.95) was 
achieved by the airlines from AslaPacific operating on these routes. 

3.18 On mutes between Europe and the Middle East, both groups of airlines experienced a 
decrease in their revenue/cost ratio between 1991 and 1992; the airlines from EU~OPFJ showing a reduction 
from 1.03 to 0.99 and those from the Middle East from 0.97 to 0.91. 

3.19 Between 1991 and 1992, the European airlines as a group also saw a reduction in their 
revenuelcost ratio on the routes across the Atlantic. In particular, on the routes across Re North Atlantic the 
revenuelcost ratio of the European airlines decreased from 0.89 to 0.82. To a large exZent this decrease must 
be attributed to a decrease in their unit revenues of about 5 per cent. Over the same period the North 
American airlines operating on these routes were able to limit the reduction in their revenue/cost ratio to two 
points, from 0.83 in 1991 to 0.81 in 1992. 

3.20 An increase in passenger load factor from 66 per cent in 1991 to 70 per cent in 1992, was 
insufficient to neutralize a decrease in unit revenues of about seven per cent experienced by the European 
airlines on routes across the South Atlantic. AS a result, the revenuekmt ratio for this group of airlines 
operating on these routes decreased from 0.91 to 0.86. During the same period, through a combination of 
lower unit revenues and passenger load factors, the revenuelcost ratio of the Latin American airlines operating 
on these routes decreased from 0.96 to 0.91. 

3.21 Also through a combination of tower unit revenues and passenger load factors the Latin 
American airlines operating on mutes between North ArnericaKeniral AmericalCariGbean and Swth.America 
experienced a significant reduction in their revenuefcost ratio (from 0.92 to 0.81) between 1931 and 1992. 
During the same period, despite an improvement in their unit revenues, the North American airlines operating 
on these routes also suffered a decrease in revenuelcost ratio (trom 7.08 to 1.00) because of a significant 
reduction in their passenger load factor (from 64 to 55 per cent). 

3.22 The North American airlines were somewhat more fortunate on routes across the Pacific 
where, between 1991 and 1992, they were able to improve their revenuelcost ratio from 0.99 to 1.02 on 
rows across the Northmid Pacific. Over the same period, through a combination of lower unit revenues and 
'passenger load f ador, Ihe Asian airlines operating on these routes registered a decrease in their revmuelcost 
ratio from 0.83 to 0.77. 

23.23 ~etkeen 1991 and 1992 there was no change in the revenuelcost ratio of the North American 
airlines operating on routes across the South Pacific. However, over the same period, airlines from the Pacific 
experienced an increase in their revenuelcost ratio from 0.92 to 0.96. 
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3.24 The variations in revenuelcost ratio among airlines in 1992 are shown in Table 3-3. On a few 
route groups the revenuelcost ratios for the airlines do not vary very much from the route group average (for 
example on routes across the South Pacific). However, on most route groups t'he ratios vary significantly 
among the airlines and the average revenuelcost ratios do not therefore adequately portray the economics 
of the operations. In 1992 the revenuelcost ratios of individual carriers ranged from less than 0.7 to greater 
than 1.3 only on routes across the NorthlMid Pacific. 

Table 3-3. Variation of revenuelcost ratios amongst airlines, 1992 



Chapter 4 
FACTORS CAUSING REGIONAL 

DIFFERENCES IN COSTS 

4.1 The financial analysis presented in Chapter 3 included estimates of the average cost per 
passenger-kilometre performed for each of the T6 international route groups. This Ghaptar is concerned with 
assessments of factors which caused this average cost to vary among the route groups. Some main factors 
can be identified &d their effects quantified but a number of other factors do no? lend themselves to individual 
assessment and are therefore dealt with in a summary manner, although their combined influence on cost 
differences is significant. 

4:2 The factors which have been considered are: 

a) the affect on aircraft operating costs of differences among route groups in aircraft equipment 
being used: 

b) the effect of differences among route groups in the average length of flight stagas; 

c) theeffectofvaryingpricesoffuelandoilindifferentpartsoftheworld; 

d) the effect of different levels of airport user charges in different parts of the world; 

e) the effect of differences in the average load factor achieved on each route group; and 

f) other factors. 

An examination of the influence exercised by each of the above on the operating costs for traffic in the route 
groups is made below and the resulting variations in the costs per passenger-kilometre from the world average 
are subsequently presented in Table 4-5 and discussed in paragraphs 4.21 and 4.22 Of thiS chapter. 

Aircraft mix and stage length 
[factors a) and b)] 

4.3 The volume of traffic on a route and the geographical characteristics of the route (in particular 
the lengths of flight stages) delemine the sizes of aircraft that are engaged in the traffic, the number of 
seat-kilometres per departure and per flying hour that can be produced by these aircraft, and the possible 
utilization of the aircraft in terms of flying hours per year. For these reasons, the geographical characteristics 
of a route grwp strongly influence the operating casts per seat-kilometre that will be incurred on that route 
group. Effects on these costs of differences among the route groups in aircraft mix and average stage length 
are discussed below. 

4.4 In general, the aircraft operating costs per aircraft-kilometre or per seat-kilometre on a 
long-haul flight are lower than on a short-haul flight, mainly because of the higher block speed that may be 
achieved on a tong-haul flight and the generally higher aircraft daily utilization recorded. Similarly, large aircraft 
which may be used where traffic density is high have lower aircraft operating msts per seat-kilometre than 
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small aircraft. The combined impact of these two factors may be illustrated by looking at the average aircraft 
operating costs incurred in international passenger service in 1992 for different categories of aircraft. Table 4-1 
presents the average aircraft operating costs per block hour and per available seat-kilometre for five cate- 
gories of aircraft, grouped according to their size and by the length of haul for which they were generally used 
in 1992. The average hourly cost varied from $2 660 for narrow-body short-haul aircraft to $6 710 for wide- 
body long-haul aircraft, but primarily because of their greater productivity the average aircraft operating cost 
per available seat-kilometre (adjusted to exclude costs attributable to freight and mail traffic) of the wide-body 
long-haul aircraft was, at 2.3 cents, one of the lowest for any category. In 1992 the same cost level as the 
one shown above was also achieved for the narrow-body long-haul aircraft; the types of aircraft included in 
this group (the 8707, DC8 and IL62) are fairly old and therefore have relatively low standing charges. At the 
other end of the spectrum the narrow-body short-haul aircraft averaged 3.9 cents per seat-kilometre, which 
is some 70 per cent higher than the figure for long-haul aircraft. 

Table 4-1. Operational and cost data for aircraft categories, 1992 
(international scheduled passenger services) 

Percentage 
Primary jet of world's Average 

types international length Aircraft operating costs4 
operated on traffic of fl~ght 
international (available Average stages Average Dollars Cents per 

Grouping of scheduled seat-km) number operated utilization3 Per available 
subsonic aircraft sewices' (%I of seats2 (km) (hourslday) block hour seat-km5 

World - 100.0 238 1 984 8.9 4 650 2.9 

A320 120 921 Narrow-body, 11.3 7.2 2 660 . ' 3.9 
short-haul 8737 

DC9 
M D80 

Narrow-body, 8727 7.9 161 1 414 7.3 2 830 2.6 
medium-haul 8757 

TU154 

Narrow-body, 8707 1 .O 173 2 923 4.1 3 360 2.3 
long-haul DC8 

IL62 

Wide-body, A300 17.2 21 9 2 448 9.7 4 580 4.3 
medium-haul A310 

B767 
IL86 

LlOl l  

Wide-body, B747 62.6 325 4 721 10.5 6 710 2.3 
long-haul 8767-300 

DClO 
L1011-500 

MDll 

1. Only aircraft types providing more than 0.5 per cent of the world international scheduled available seat-kilometres in 1992 are listed in this column. 
The categorization of aircraft types is based on the average number of seats and average length of flight stages operatad in 1992. 

2. Available seat-kilometres divided by aircraft-kilometres flown. 
3. Including domestic and non-scheduled operations of the international airlines concerned. 
4. Data in these columns include flight operations expenses, aircraft fuel and oil (at the world average cost of 18.3 cents.per litre), aircraft 

maintenance and overhaul, per and aircraft standing charges such as depreciation and interest charges. If prevailing regional prices rather than the 
world average price were to be used for aircraft fuel and oil there would be no change in the per seat-kilometre cost data presented, but small 
changes in some of the per block hour data. 

5. Aircraft operating costs have been adjusted in this case to exclude costs attributable to freight and mail traffic. 
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4.5 Aircrafl operational data for each route group (excluding utilization effects) are shown in 
Table 4-2. The average block speed achieved is shown to be significantly higher on route groups with a long 
average stage length such as the transatlantic and the transpacific routes than on route groups with a short 
average stage length such as Central America and Europe. This relative economic advantage for the 
operations of long-haul routes is amplified by the fact that large wide-body aircraft in 1992 accounted for a 
high proportion of the total capacity on long-haul routes but were being used less on the route groups with 
a short average stage length. The variation in average aircraft productivity resulting from variations in average 
block speed and average size of aircraft is very wide. For example, the seat-kilometres per aircraft block hour 
in Central America, South America and Europe route groups are in each case lass than one-third of the 
seat-kilometres per block hour on the North and Mid Pacific and South Pacific route groups, 

Table 4-2. Aircraft operational data by route group, 1992 

Average 
Percentage distrlbuliwr aircraft 

Average productivity: 
lengh of Average artlilabte seat- 

RigM block kilometres pet 
stage speed Narrow- Wide  black hour 

Route group (short title) (km) (km) bw bPdV (thousands) 

I. All world lnternathal rcwtes t 984 885 20 80 158 

It. Internatloaat route groups: 

1. North-Central America 

2. Central America 

3. North America 

4. North-Swth America 

5. South America 

6. Europe 

7. Middle East 

8. Africa , 

9. Europe-Middle East 

10. Europe-Africa 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsialPacifie 

15. Europe-AsialPacific 

16. NarthlMid Pacific 

17. South Pacific 5 274 797 2 98 266 
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4.6 Differences in aircraft fleet composition among route groups contribute to the differences in 
both aircraft and other operating costs, but mainly in the aircraft costs. The contribution to regional differences 
in aircraft operating costs arising from differences in aircraft mix (excluding the effe'cts of differences in stage 
length, fuel prices and load factors) has been estimated and is presented in paragraphs 4.21 and 4.22. 

4.7 Other operating costs as well as aircraft operating costs are of course also strongly influenced 
by the average length of flight stages operated in a route group. This is because certain important cost items, 
such as station expenses and landing charges, are primarily dependent upon the number of aircraft and 
passenger departures. Since the number of seat-kilometres (or passenger-kilometres) per departure increases 
proportionally with increasing stage length, the cost per seat-kilometre (or per passenger-kilometre) of station 
expenses and landing charges falls with increasing stage length. Estimated effects of differences in stage 
length on operating costs (both aircraft and other) are also presented in paragraphs 4.21 and 4.22. 

Prices for aircraft fuel and oil 
[factor c)] 

4.8 The estimated total consumption of aircraft fuel and oil on international subsonic jet passenger 
routes in 1992 was about 84 billion litres, and the total cost to the airlines was some $1 5 billion for an average 
price per litre of 18.3 cents. This average price paid per litre represented a decrease of about 8 per cent over 
the 1991 average price of 20.0 cents per litre. In 1992, fuel represented 12 per cent of the total passenger 
operating costs compared with some 13 per cent in 1991. 

Table 4-3. Estimated unit fuel prices and airport charges 
by region, 1992 (international scheduled services) 

Landing and 
Aircraft fuel associated 

and oil prices airport charges 
Area' (centsllitre) (dollarsldeparted tonne)2 

World 18.3 10.1 

North America 16.0 4.1 

Central AmericdCaribbean 19.4 

South America 20.2 

Europe 17.8 17.6 

Middle East 19.8 5.3 

Africa 24.4 6.9 

AsidPacific 19.9 8.6 

1. More detailed descriptions of areas and route groups may be found.in Appendix 3 on the 
reverse of the revenue and mst questionnaire. 

2. Tonnes of aircraft maximum take-off weight. 

4.9 Detailed estimates have been made of the average prices of fuel purchased in the different 
regions of the world (Table 4-3) and of the average prices of fuel consumed on the various route groups 
(Table 4-4). As shown in Table 4-3 on a regional basis the price per litre of fuel in 1992 ranged from about 
16 cents in North America to some 24 cents in Africa (50 per cent higher than the price paid in North 
America). Between 1991 and 1992 changes in fuel prices varied from region to region, from a decrease of 
almost 7 per cent in the Middle East to one of about 13 per cent in Central AmericdCaribbean and in Africa. 
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fable 4-4. Estlmatd unit fuel prices and airporl charges 
by route group, I992 (international scheduled services) 

Landing and 
Aircraft fuel assoclaf ed 

and airpofi charges 
oil prices (dollars! 

Rout@ group (short Wle) (centsnare) departed tonne)' 

II. International route groups: 

1. North-Central America 18.0 3.5 

2. Central America 23.1 3.0 

3, Nbrth America 16.8 3.2 

4. North-South America 18.7 4.9 

5. South America 22.6 5.6 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Africa 

11. North Atlantic 

12. Mid Atlantic 

53. Swth Atlantic 

f 4. AsidPacific 

15. Europe-AsiaPacib 

16. NorthMid Pacific 

17. South Pacific 

1. Tonnes of aircraft maximum take-orf welght. 

4.10 On a route group basis Fable 4-4) the estimated fuel prices range from ,a law of 16.5 cants 
per litre for routes across the North Atlantic to a high of 23.1 cents per litre for routes within and between 
Central America and the Caribbean. 

Airport and assodatad chaw- 
[factor dl] 

4.11 Airport charges in 1992 represented about four per cent of the total costs for international 
passenger operations. The basis on which these charges are levied varies from airport to airport but aircraft 
gross weight is the predominant element and a broad and simple comparison of the levels of airport charges 
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in different parts of the world can be based on dollars paid per tonne of aircraft maximum take-off weight. 
Using this measure, estimated average airport charges in different regions of the world are shown in 
Table 4-3. The table shows that the world average was $10.10 per tonne and tha't the average charges in 
regions ranged from $3.60 in Central AmericaKaribbean to $17.60 in Europe. En-route facility charges are 
not generally included in these estimates because of their more limited significance (about two per cent of total 
costs) and because of the margin of uncertainty associated with their estimation on a regional basis. 

4.12 Estimates of landing and associated airport charges have also been made on a route group 
basis and are shown in Table 4-4. The range of these estimates for route groups is from $3.00 per tonne for 
traffic within and between Central America and the Caribbean to $19.80 for traffic within Europe. 

Load factor 
[factor e)] 

4.13 A large part of the total costs of operating a flight on a scheduled air service is independent 
of, or only moderately affected by, the number of passengers actually carried on the flight. Since, as shown 
in Table 3-1, the passenger load factors achieved in 1992 varied significantly among route groups, from a low 
of 53 per cent on routes within and between Central America and the Caribbean to a high of 70 per cent on 
routes across the North Atlantic and the NorthIMid Pacific, they had a significant influence on differences in 
total operating costs per passenger-kilometre. Estimated effects of differences in load factor on operating costs 
for each route group are presented in paragraphs 4.21 and 4.22. 

Other causes of regional 
differences in costs 

4.14 Among the factors that led to regional differences in the total cost of passenger operations 
in 1992, the varying aircraft operating costs, including the effect of varying prices of fuel, have been discussed 
above. The effect of varying stage lengths and load factors has been assessed for both aircraft operating 
costs and other cost items but, with the exception of variations in airport charges, other effects of differences 
in non-aircraft cost items have not been analyzed. The remaining cost items include "station expenses", 
"passenger services", "commission", "ticketing, sales and promotion" and "general, administrative and miscel- 
laneous" and together accounted for some 53 per cent of the total costs for international passenger operations 
in 1992. Some of these cost items for passenger operations show significant differences among route groups 
even after extraction of any stage length and load factor effects. A general commentary concerning these 
items and their variation is given below. 

4.1 5 Station expenses (column 5 in Table 3-2) relate mainly to the servicing of aircraft and 
passengers at airports. While they vary greatly among route groups, from 0.4 to 3.2 cents per passenger- 
kilometre, some of the variation is due to the effects of differences in stage length. If this effect is extracted 
from station expenses, routes in local South America show the lowest costs per passenger while routes across 
the North Atlantic show the highest costs. 

4.16 Passenger service costs (column 6 in Table 3-2) relate primarily to cabin services provided 
in flight. In 1992 passenger service costs represented almost 16 per cent of total passenger operating costs. 
The differences in their level among the route groups, from 1.0 to 2.9 cents per passenger-kilometre, primarily 
reflect differences in salary, service levels and utilization of cabin crew. 

4.17 Commission (column 7 in Table 3-2) is paid by each airline to travel agents and other airlines 
for the sale of passenger tickets. Commission is dependent on the extent to which airlines' sales are handled 
by agents in different parts of the world. However, because the commission is usually a certain percentage 



Table 4-5. Contributions to dltferences in costs amongst route groups, 1992 

-- 

Actual 
World Effect Elf& Effect of total 

avera 01 aircraft of stage landing Sum of passenger 
tataPB mix on length and Effect and asso- Effect elfas EHeci operating 

passengar direct average of aircraft ciated of m of costs: 
qerattng clperatng block fuel and airport load caEurnns other mfurnns 

costs costs speed OI! prices charges factor 2-6 factors I +7+8 
I t )  (2) 13) (4) ( 5 )  (6) (7) fa) (9) 

Route group (short title) (cents per passenger-kitomelre) 

I. All world international mutes 9.8 - - - - - - - 9.8 

11. Inkrnational route groups: 

1. Notth-Central America 9.8 0.4 1.1 0.0 -0.2 0.4 1.7 -2.0 9.5 

2. Central America 9.8 1.3 5.7 0.3 -0.3 2.0 9.0 -5.9 12.9 

3. North America 9.8 0.7 1.4 -0.1 -0.3 1.1 2.8 -1.9 10.7 

4. North-South America 9.8 0.0 -0.5 0.0 -0.2 1.4 0.7 -0.7 9.8 

5. Soulh America 9.8 0.3 2.8 0.3 -0.2 1.0 4.2 -1.3 12.7 

6. Europe 1.4 2.9 0.0 0.4 1.6 6.3 5.4 21.5 

7. Middle East 9.8 0.5 3.0 0.1 -0.2 1.6 5.0 0.3 15.1 

8. Africa - - - - - - - - - 

9. Europe-Middle East 9.8 0.4 -0.2 0.0 0.0 0.4 0.6 1.1 11.5 

10.. Europe-Africa 9.8 -0.2 -1 .O 0.2 0.0 0.4 -0.6 1.3 10.5 

11. Norlh Atlantic 9.8 -0.2 -1.4 -0.1 0.0 -0.3 -2.0 0.2 8.0 

12. Mid Atlantic 9.8 -0.4 -1.4 0.0 0.0 -0.1 -1.9 1.1 9.0 

13. South Atlantic 9.8 -0.4 -1.3 0.0 0-0 -0.1 -1.8 1.4 9.4 

14. AsidPacific 9.8 -0.1 0.0 0.1 -0.1 -0.1 -0.2 0.2 9.8 

15. Europe-AsidPacific 9.8 -0.3 -1.2 0.0 0.0 -0.3 -1.8 -0.1 7.9 

16. NorthMid Pacific 9.8 -0.4 -1.7 0.0 -0.1 -0.3 -2.5 0.7 8.0 

17. South Pacific 9.8 -0.4 -1.7 -0.1 -0.2 -0.2 -2.6 -0.8 8.4 
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of the price of the ticket the variation in this cost item, from 0.7 to 2.0 cents per passenger-kilometre, is also 
related to the variation in average revenue per passenger-kilometre. 

4.18 Ticketing, sales and promotion (column 8 in Table 3-2) is an item for which the level is 
largely determined by decision-making within individual airlines. In 1992 this item represented almost 9 per 
cent of passenger costs. The variation among the route groups, from 0.6 to 2.5 cents per passenger-kilometre, 
reflects differing competitive situations and the extent to which airlines handle their own sales in the various 
route groups. 

4.19 Commission, ticketing, sales and promotion together reflect the over-all cost of selling 
passenger tickets. Depending on the route group, between 19 and 30 per cent of total passenger revenues 
are used to defray this cost. 

4.20 General, administrative and miscellaneous expenses (column 9 in Table 3-2) vary from 
0.4 to 1.3 cents per passenger-kilometre. This partly reflects variations in the organizational structure and the 
accounting practices of airlines in different parts of the world, but also variations in salary levels and staff 
productivity among regions. Additionally, economies of scale may be an important factor affecting variations 
in this cost item as large airlines, which tend to have lower administrative overheads per passenger-kilometre 
performed than smaller airlines, play a greater role on some route groups than on others. In recent years, 
administrative costs, which include gains or losses due to changes in exchange rates, have been heavily 
influenced by fluctuations in exchange rates. 

Summary of causes of regional 
differences in costs 

4.21 The effects of the factors described in paragraphs 4.3 to 4.20 on the cost levels for route 
groups are shown in Table 4-5. Column 1 of that table shows against each route group the world average cost 
per passenger-kilometre in 1992, which was 9.8 cents. Columns 2 through 6 show the deviations from this 
world average that may be attributed to each of the individually assessed factors described in paragraphs 4.3 
to 4.13 above, and column 8 shows the aggregate effect of the "other factors" (some other factors were 
described in summary form in paragraphs 4.14 to 4.20). Column 9 shows the resulting actual total costs per 
passenger-kilometre for each route group. 

4.22 Comparing the various factors identified in columns 2 to 6 of Table 4-5 it will be noted that 
each of them contributed significantly to differences from the world average cost per passenger-kilometre. On 
13 out of the 16 route groups, "stage length and average block speed" was the most important single factor, 
on 2 of the other 3 route groups "load factor" was the most important single factor, but neither of them was 
consistently the dominant cause. On the remaining route group there was no single dominant factor. Also, as 
may be seen by comparing column 7 (the sum of the effects in columns 2 to 6) with column 8, an important 
proportion of the differences in route group costs from the world average was due to the "other factors" which 
do not lend themselves to precise analysis. 
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Appendix 1 
DATA SOURCES AND COVERAGE 

Sources of the data 

1. Primary sources of information for this study were two questionnaires which were dispatched 
(under cover of State Letter EC 2120.3.2-93160 of 7 July 1993) to all Contracting States to be filled out with 
respect to their international carriers. One questionnaire sought information on scheduled and non-scheduled 
passenger, freight, mail and incidental revenues for each route group, together with corresponding volumes 
of traffic and capacity Replies to this questionnaire were received with respect to 71 States. The second 
questionnaire sought information on costs for international scheduled passenger airlines, and replies were 
received with respect to 66 States. Facsimiles of the two questionnaires and a list of States for which replies 
were received are given in Appendix 3. 

2. Another important source of information as far as scheduled operations ware concerned was 
a computer analysis carried out by the ICAO Secretariat of timetable material obtained from the Reed Travel 
Group, publishers of the ABC World Airways Guide, the ABC Air Cargo Guide and the Official Airline Gujdes. 
The data obtained from this analysis were, for each and every airline and aircraft type operating in each of 
the route groups, the number of departures, aircraft block hours and distance flown. In addition, research was 
carried out into the operating characteristics of aircraft types and sub-types, with resulting data on average 
number of seats (combination aircraft), fuel consumption per block hour (as a function of stage length), 
maximum take-ofl weight, payload and volumetric capacity. This information was related to the basic data to 
provide a bank of operating statistics for each route group and for each geographical area of operation within 
each route group, as well as aggregate statistics for each area and for the world as a whofe. 

3. A wide range of supplementary information sources was used, in particular data on airline 
traffic, traffic by flight stage, on-flight origin and destination traffic, fleet and personnel, and-airline financial 
data regularly filed by Contracting States on Air Transport Reporting Forms and published in the ICAO D i m  
of Statistics. 

Coverage of the data 

4. For scheduled sewices, traffic, capacity and other operational data were derived both from 
the questionnaires and from the timetable material, supplemented by material from the regular statistical 
reports to ICAO, and may be considered as fully comprehensive of all international operations. Revenue and 
cost data originate essentially from the questionnaires, supplemented by national publications or other suitable 
sources of financial data where available; in the case of passenger traffic available revenue and cost data 
were adapted according to operational data to render them representative of all international operations (see 
Appendix 2). In the case of non-scheduled traffic, the sole source of both operational and financial data was 
the responses to the questionnaires, and the results shown in this study represent only these responses. 

5. The study was based on revenue data obtained for 96 scheduled airlines (including 7 all-cargo 
airlines) and 7 other carriers, and on cost data for 72 scheduled passenger airlines. 
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6. The number of airlines and the coverage of international scheduled passenger traffic repre- 
sented by revenue and cast data are shown in Table Al -1  by region of airline registration. The over-all 
representation in terms of available seat-kilometres is 83 per cent for revenue data and 76 per cent for cost 
data. Representation of each of the African and Middle East regions in 1992 was significantly lower than for 
the other regions. 

. 7. For each route group, the number of airlines and the percentage of traffic represented by 
these airlines are shown in Table 61-2- The differences in the over-all representation shown between Tables 
Al-1 and A1-2 occur because a) a major South American carrier reported cost and revenue data for all its 
international routes except those operated within South America, and b) for the purpose of this study, traffic 
between the States of the Commonwealth of Independent States (CIS) is considered international, whereas 
for the ICAO Statistical Programme, it is considered domestic. In terms of available seat-kilometres, represen- 
tation of revenue data is 70 per cent or above for 10 of the 17 route gro.ups, whereas for cost data it is 70 
per cent or above only for 6 route groups. For routes in local South America and between EuropelMiddle East 
and Africa representation was 50 per cent or below, hence cost and revenue figures for these route groups 
must be interpreted with a certain degree of caution. However, for routes in Imal Africa the representation was 
so low as to cast some doubt on the validity of the results for that route group, hence figures for local Africa 
are not presented in this study, although their estimates are included in the world-wide totals. 

8. The coverage of revenue data for non-scheduled passenger operations is shown in Table 
A1 -3 and the coverage of revenue data for scheduled freight and mail services is shown in Table A t  -4. 

REPRESENTATIVE NATURE OF REVENUE AND COST DATA FOR 
SCHEDULED PASSENGER OPERATIONS, 1992 

Table Al-1. Representation by ICAO reglon of airline rqlstratlon 

Region 

Revenue data represent Cost data represent 
International 
schedut8d AvallaMe Available 
availabk wat-kilometres seatkilometres 

seat. Numbr Number 
kibmetras ot No. % of of No. %of  
(m~ll~nns) airlines (millions) total airlines (millions) total 

A l l  

Africa 

AsialPacific 

Europe 

~ i d d l e  East 

North America 356 788 1 O 349 766 98 9 349 136 98 

Central AmericalCaribbean 32 972 5 22 696 69 4 18 496 56 

South America 61 529 10 41 505 67 9 41 418 67 

Source: ICAO Air Transport Reprtlng Form A-I.  



Table Al-2. Repwsentatkn by lnternatlonal mute group 

Revenus data represent Cost data represent 

Percentage of Percentage of 
Number of total scheduted Number total scheduw 

Route group (short tib) airlines seal-kilometres of alrlhes mat-kilometres 

I. AH world internatimal routes 89 80 

II. International route groups: 

1. North-Central America 9 

2. Central America 4 

3. North America 12 

4. North-South America 15 

5. South America 6 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Africa 

11. Horth Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsiaPacifie 

15. Europe-AsiaFacific 

16. Northmid Pacific 

17. South Pacific 8 59 7 58 



Table A 1 4  Representative nature of revenue data for ~ ~ ~ g e h e d u l s d  
passenger operations, 1992, by ICAO reghn of carrier reglstmtlon 

- .  ... . 

Revenue data r e p m  
I-1-W 

oa-r-kihtres All carriers International scheduled a i r lha  Other ~srriers 

By intw- Pass-lcm p@rforrned Pass-km parlormed Pal-km pedarmed 
national Nmbw Number Number 

By all scheduled By other of No. # d  Or No. %of d No. %d 
carriers aiiltnBS ~ a r l j e r s  arriers (millins) tala! camrs (milli~s) total eanFers (ml f lh~)  total 

All 177 515 78 140 98 775 48 25 297 14 41 9 HI 12 7 15586 18 

Africa 3 365 3 335 1 9 0 1 9 0 0 - - 
AsialPacific 3 618 3613 5 11 1 276 35 11 1 276 35 0 - - 

Europe 151 076 53 799 97 277 17 19726 13 11 4 170 8 8 15556 - 16 

Middle East 2548 2217 331 2 0 0 2 0 0 - - 

Norlh America 12905 11 805 1100 8 3 445 27 8 3 445 29 0 - - 
Central Americd 
Caribbean 3 243 3 243 4 41 0 13 4 410 13 0 - - 
South America 780 698 62 5 431 57 4 401 57 t 30 4 

Lass than 0.5 mllllon. 

Swrcs: ICAO Alr Transpwt Repom Forms A-1 and A-2. 
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Table A1-4. Representative nature of revenue data for scheduled freight 
and mail services, 1992, by ICAO region of airline registration 

Region 

International Freight revenue data represent International Mail revenue data represent 

scheduled scheduled 
freight Tonne-km performed mail Tonne-km performed 

tonne-km Number tonne-km Number 
performed of No. % of performed of No. % of 
(millions) airlines (millions) Total (millions) airlines (millions) total 

All 50 745 

Africa 1 128 

AsidPacific 17 752 

Europe 17 679 

Middle East 2 552 

North America 9 114 

Central AmericdCaribbean 224 

South America 2 296 

Source: ICAO Air Transport Reporting Form A-1. 



Appendix 2 
METHOD OF ANALYSIS AND 
MARGINS OF UNCERTAINTY 

Method of analysis 

1. General. Data sources in general are discussed in Appendix 1. All airline financial data were 
initially adjusted where necessary to represent the calendar year 1992, and converted where necessary from 
local currency to United States dollars. For currency conversions, use ,was made of the exchange rates 
provided by States in their reply to the questionnaires. In those cases where an exchange rate was not 
supplied, the rate used was the average "IATA Clearing House Five-Day Monthly Rate" far 1992. 

2. Prior to detailed analysis all financial and operational data were verified (a) as to the mutual 
consistency and as to consistency with data for previous years, (b) with information provided on statistical 
reporting forms regularly submitted to ICAO, and (c) with data obtained from a computer analysis of published 
timetable material (see Appendix 1). 

3. Analysis of available revenue data. Scheduled and/or non-scheduled passenger, freight and 
mail revenues far each international route group, together with corresponding volumes of traffic and capacity, 
as well as incidental revenues attributable directly to international scheduled services ware obtained for 
individual carriers directly from the revenue questionnaires designed for this purpose (facsimiles of the 
revenue and the cost questionnaires are included in Appendix 3). This information fox individual carriers was 
aggregated for each route group to obtain weighted average revenues per passenger-kilometre and per seat- 
kilometre (for passenger traffii) or per tonne-kilomatre performed (for freight and mail traffic). In the case of 
scheduled operations the data for individual airlines, and hence the average unit revenues, include allowance 
for discounts, pro-rates, etc., but generally exclude deductions for commission payments. 

4. Analysis of avaJIable cast data. Cost data are obtained and analyzed only for international 
scheduled passenger airlines. While most scheduled (and non-scheduled) carriers maintain revenue and traffic 
data on a route by route andlor route group basis, far fewer maintain 'cost data in a correspondingly 
disaggregated fom. Hence, in order to present data which are generally representative of scheduled 
passenger airline operations in each region of the world, and at the same time minimize the reporting burden 
on States and their airlines, a questionnaire was designed in which the requirement for disaggregation of 
system-wide operating costs was both sparing and in line with practices followed by a majority of airlines. The 
cost data obtained for individual airlines through this questionnaire were subsequently allocated by the 
Secretariat among route groups (as nacessaty, that is where an airline operated on mare than one route 
group) using the analysis of published timetable material. 

5. The cost data obtained for an individual airline, and the procedures used for allocating these 
costs among the route groups on which the airline operated, may be divided into three broad categories, as 
shown in Tabta A2-1: firstly (A), operating costs which for a given airline and a given aircraft type may, for 
this purpose, be considered as independent of where the aircraft is flying; secondly {B), operating costs which 
are significantly related both to aircraft type and to geographical area of operation; and thirdly (C), operating 
costs and pertinent nonaperating items which may be related Only in par! to aircraft type or to the region in 
which they are incurred, but which are related significantly to the volume of traffic or the volume of capacity 
in each route group. 



Table A2-1. Procedures used to allocate individual airline costs among route groups 

Category of costs Cost item (see note 1) Airline data input to study Cost alloation criteria 

A. Cost related primarily to aircraft type 1.1 Flight operation expenses, excluding System-wide costs and system-wide 1.1-1.4 Number of block hours flown by 
fuel and oil costs block hours flown for each aircraft type each aircraft type on each route 

1.2 Aircraft maintenance and overhaul operated group 

expenses 

1.3 Aircraft depreciation and amorti- 
zation costs 

1.4 Interest charges on aircraft 

Costs related significantly both to 
aircraft type and geographical area of 
operation 

C. Costs related significantly to volume 
of traffic or volume of capacity 

11.1 Aircraft fuel and oil costs 

11.2 Landing and associated airport 
charges 

11.3 En-route facility charges 

11.4 Other station expenses 

Either: 

a) costs by geographical area of opera- 
tion, or 

b) costs by route group (no allocation to 
route group necessary), or 

c) costs by aircraft type 

11.1 Fuel consumption b each aircraft Y type in each area o operation 

11.2 Maximum take-off wei ht times '1 number of departures or each air- 
craft type in each area of operation 

11.3 Maximum take-off weight times 
number of block hours flown for 
each aircraft type in each area of 
operation 

11.4 Maximum payload times number of 
departures for each aircraft type in 
each area of operation 

III.1 Passenger service costs 

111.2 Commission payments 

System-wide costs 

111.3 Other ticketing, sales and promo- 
tion costs 

111.4 General and administrative ex- 
penses 

111.5 Miscellaneous operating expenses 

IV.l Balance of miscellaneous non- 
operating items (excluding pay- 
ments from public funds and 
balance of income from affiliated 
companies) 

111.1 Number of seat-hours on each 
route group 

111.2 Passenger and freight revenue 
earned on scheduled services 
from each route group 

111.3 Total revenue earned from each 
route group 

111.4 to IV.l Number of tonne-kilometres 
performed in each route group 

1. Cost item references are those used in the cost questionnaire (see Appendix 3). The items themselves are described in the Reporting Guidelines on the reverse of the cost questionnaire. 
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6.  Costs in the first category (A) were obtained from the data for each airline as an average 
system-wide cost per aircraft block hour for each aircraft type used in international scheduled service. The 
costs for each route group were calculated according to the number of block hours flown by each aircraft type 
operated by the airline on that route group. 

7. Costs in the second category (8) were recorded for each airline by route group or by geogra- 
phical area (or in a few instances by aircraft type). Where recorded by area or by aircraft type, data were 
adapted to obtain corresponding data by route group using appropriate operational criteria (such as consump- 
tion in the case of "aircraft fuel and oil"). The relationships between route groups, geographical areas and 
aircraft types in terms of operational data were available from the computer analysis of timetable material. 

8. Costs in the third category (C) were recorded as system-wide totals for the operations of each 
airline. These costs were disaggregated into route group costs using a suitable allocation parameter for each 
cost item. The allocation parameter devised for each item bears a direct or indirect relationship with the 
volume of traffic or capacity in each route group. In the case of "Commission payments" and "Other ticketing, 
sales and promotion costs", the allocation parameter used is the total revenue earned from each route group, 
thereby including effects both from traffic and from regional differences in revenue yields (and hence regional 
differences in ticketing, sales and promotion costs). 

9. For some airlines, cost data within the three categories were reported relating to domestic 
operations andlor international non-scheduled operations as well as to international scheduled operations. 
Such costs associated with domestic and non-scheduled operations were subtracted using the same allocation 
procedures as were used to distribute costs among route groups. 

10. As far as data for individual airlines were concerned, total costs for the scheduled international 
passenger flights in each route group were estimated by summing the itemized costs allocated to the route 
group. Finally, costs allocable to the carriage of freight and mail on passenger flights were deducted from 
these, total costs to arrive at passenger costs. For this purpose it was assumed that the cost of carriage of 
freight and mail on passenger and combination aircraft on a route group was equal to the freight and mail 
revenue from operations of these aircraft. 

11. Estimates of revenues and costs for airlines for which financial data were not available. 
The procedures described above lead to the production of total revenues and (for international scheduled 
passenger traffic) total costs on each route group by airline region of registration for all those carriers for which 
the basic financial data were available. In most cases, this financial database did not include all carriers 
operations. However, for scheduled passenger traffic, estimated revenues and costs presented in this study 
are formulated to cover all airlines operating on each route group. 

12. In the case of revenues the reported average revenue yield per passenger-kilometre for 
airlines registered in the same region within each route group has been applied to the total revenue 
passenger-kilometre for all airlines registered in that region operating on the route group. 

13. In the case of costs the estimates for non-reported airlines have been based on cost data for 
reported airlines from the same region-of registration for the route group, but also take into account differences 
in the operating characteristics of the two groups of airlines concerned (including differences in load factors). 
With respect to the costs in category A (see Table A2-I), the average costs per block hour for the aircraft of 
airlines for which cost data were available were applied to the hours flown by the same aircraft types by non- 
reported airlines from the same region of registration, thus taking into account differences in aircraft fleet, in 
block speed and in seating configuration. Costs in the categories B and C were similarly estimated on the 
basis of criteria parallel to those used in allocating costs of individual airlines among route groups. 
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14. For some route groups where airlines of a particular region have a very low representation 
(such as Africa and the Middle East), the grossing-up process for revenues and costs was adjusted to take 
into account the revenues and costs of major non-reported airlines on the basis of data provided for previous 
studies as well as data regularly collected for ICAO Digests of Statistics. 

Margins of uncertainty 

15. General. It is important to recognize that the revenue and cost data presented in this Circular 
are not perfectly defined quantities, but involve margins of uncertainty. Such margins of uncertainty are 
inherent in any presentation of airline financial data which covers a multiplicity of currencies, which involves 
disaggregation of system-wide revenues and costs, or which has an incomplete database. Hence an important 
feature of the method used in this series of studies has been to identify and evaluate the various sources of 
uncertainty for the purpose of establishing the degree of precision in the published data and hence the 
constraints on drawing conclusions from these data. The evaluations concerned were carried out by means 
of statistical analysis of detailed airline data and'by means of tests as to the sensitivity of the published data 
to the procedures used in the study. The resulting assessments of margins of uncertainty in average unit 
revenues, average unit costs and average revenuelcost ratios published in this study for scheduled passenger 
traffic in 1992 are presented below. 

16. Estimates of unit revenues. The margin of uncertainty on the estimated unit revenues for 
a route group arises from limitations on the quality of reported data, from exchange rate fluctuations and, for 
scheduled passenger traffic, from the assumption that the average yield for non-reported airlines is the same 
as that for reported airlines on the same route group. An analysis was carried out to evaluate each of these 
sources of uncertainty and their cumulative effect, thus producing composite margins of uncertainty for the 
various route groups. The conclusion was that with the exception of routes between EuropeIMiddle East and 
Africa, and across the South Pacific, where there was a significant variation in unit revenues among the 
reporting carriers, the estimated scheduled passenger revenue per passenger-kilometre for the other route 
groups presented can be relied upon to k6 per cent. However, caution should be exercised when interpreting 
the revenue (and cost) data for routes in local South America due to the relatively low representation in this 
route group. For routes in local Africa the representation was so low as to cast some doubt on the validity of 
the results for that route group, hence revenue (and cost) figures for local Africa are not presented in this 
Study, although their estimates are included in the worldwide totals. A significantly narrower margin of 
uncertainty than +6 per cent applies for those route groups where the representation was relatively high. On 
a global bases, taking into account all route groups as a whole, the margin of uncertainty is reduced by 
compensatory effects and by scale, and is estimated at f3 per cent. 

17. Estimates of unit costs. The estimates of unit passenger costs for a route group contain 
similar elements of uncertainty as those for passenger revenues, plus further elements which arise from the 
need to allocate costs among route groups according to standardized procedures. These additional sources 
of uncertainty arise because: 

a) the generic nature of some cost items (for example general administrative costs) makes their 
allocation among route groups a matter of convention; and 

b) even for those cost items which are region or route-specific, the standardized allocation proce- 
dures do not take into account the detailed conditions under which individual airlines operate. 

18. As for the revenue data, a composite margin of uncertainty was developed in respect of the 
average unit costs for each route group and for all route groups together. With the exception of routes 



between and within Central America and the Caribbean, where there was a significant variation in unit costs 
among the reporting carriers, the margin of uncertainty on the estimated scheduled passenger msts per 
passenger-kilometre for all the other route groups presented is considered to be within f 10 per cent. Route 
groups with high representation show a somewhat narrower margin of uncertainty. On a global basis, taking 
into account all roufe groups as a whole, the margin of uncertainty in the average costs per passenger- 
kilometre is estimated at k5 per cent. 

19. On routs groups where the margin of uncertainty approaches kt0 per cent the contribution 
of different sources of uncertainty is approximately as follows: 

Sources of uncertainty 
Flslafive contributlon to 
margin of unmrfainty 

Incomplete cast database 3 

Generic nature of certain costs and use of 
standardized allocation procedures 

Fluctuations in currency exchange rates 

Other (primarily imperlections in reported data) 2 

All 10 

20. Much of the uncertainty arising from the generic nature of certain costs is inherent and cannot 
be influenced (sea paragraph 17), and little can be done to reduce the uncertainty arising from fluctuations 
in currency exchange rate. A major factor in these studies is therefore getting as much coverage of financial 
data as possible, while at the same time making efforts to improve the quality of reported data. 

21. All the above estimates of uncertainty apply only to over-all average cast data (as presented 
in Chapter 3, Table 3-11, Estimates of individual elements making up the over-all cost are in a number of 
cases subject to wider margins of uncertainty. 

22. Estimates of rewenuelcost The estimated ratios of revenues to costs have margins 
of uncertainty which vary from route group to route group depending on the margins df uncertainty in the 
estimated revenue and cost data. It should be noted, however, that the uncertainties in the revenue and the 
cost figures for a route group are to same extent inter-dependent; in other words, if the revenue on a route 
group is over-estimated, the cost figure is also probably over-estimated. This circumstance reduces the margin 
of uncertainty in the revenue/cost ratios compared with those for either the revenue data alone or the cost 
data alone. The composite margin of uncertainty for the revenudcost ratio for individual route group in this 
study is estimated at +,5 p e r  cent, and for all the route groups together it is estimated at e . 5  per cent. 



Appendix 3 
QUESTIONNAIRES RELATING TO REVENUES AND COSTS 

I. Facsirnlks of questionnaires and attachments 

QUESTIONNAIRE ON KEVENUES OF INTERNATIONAL SCHEDULED AND NON-SCHEDZZEU AIR CARRIERS 

(Reporting Guidelines and Route Group ~escripiiona Overleaf) 



Between and within &ntrJ  M i c a  mud the C a r i b b ~  

Includes  router e t w e n  o r  among the Babnmra. Bel ize ,  Bermuda, 
Comca Itica,, E l  balvldar, Guatemala, Bondurra, t h e  ialands of t h e  
Caribbean Sea ( inc2ud i tg  Puer to  Rico sad the Virgin I sLends ) ,  
Mexico, H i c ~ r a g o a  add Panam. 

fncludt i l  muter betwew on thm -one band g8tewal point# in the 
geographical  a r e a s  def ined bg rwtc group 2 a n d l o r  route group 5 
("Local Soueh America") k t north of  Rio de Jamti to  and on tbr 
other band the geographical  .ereas def ined  by U f A  T a r i f f  
Conference 2 I"Locs1 Europe" andlor " t o c a t  Middle Eastw and/or 
"Local Africa"). 

a) n i a  q u e s t i o n n a i r e  i s  t o  be re turned completed by fCAO Contract ing 
S t a t e s  f o r  each of t h e i r  major i u t e ~ n ~ t i o n a l  , ~ c b e d u l e d  and 
nw-scheduted a i r  c a r r i e r s  ( inc lud ing  any all-cargo c a r r i e r s ) .  T& 
a e r i a l  provided w i l l  not  be made ~ u b l i c  ia such a re7 a s  t o  
p e m i ~  i d e a t i f i c a t i &  of i nd iv idua l  operators. Informat ion 
provided ahauld be t h e  t o t a l  s w a t  far  a 12?nootb period as close 
as p o s s i b l e  t o  t h e  calendar year spec i f i ed  in  t h e  covering Stare 
Letter,  r i t b  ~e p e r w  being i d e d i f i e d  i$ the space provided.  It  
i u  recogaired t h a t ,  in o* fw y o u r  reply t o  reacb 1CAO by t h e  
dste i nd ica ted  i n  the S t a t e  Letter, f i n a l ,  audi ted f i n s n c i a l  data 
mg nor be a v ~ i l a b l e ,  but  prel iminary d a t a  ire acceptable. 

Betwen Canada. narira aad United St- 

Includes  routes qetwcen or among the above States. The United 
S t a t e s  i a c l u d e e  Alagka and Hawaii but t x e l u d e s  Puer to  R i t o  and 
t h e  Virgin Inlands.  

13. South A t l a n t k  

Includer routes  between on tbc one hand Rio de Jan8iro or am7 
o t h e r  gateway *outh tbereof i n  route group 5 ("local Sourh 
America") and on t h e  o t h e r  band the geographicef ateas defined by 
IATA Tariff  Canferencc 2 ("Local h t o p e "  rud /o r  "Gocal Middle ,Enat" 
a d l o r  " loca l  Afr ica") .  

Between North h e r i ~ ~ t - e n t r a l  &ics/Caribbean and South America 
b) Data for a l l - ea rgo  a i r c r a f t  ope ra t ions  shoutd be included in t he  

relevont eect ione of the Data for scheduled 
service* w i t h  such aircraft should brt included in  Items 1.1 and 
1 . 2 ,  and s p e c i f i e d  under 1-3 i f  poss ib le .  

-Includes r o u t e s  e t v e t n  the g w g r s p b i c a l  a r c a s  d e f i n e d , o u  the 
m e  band by rwte  g eup I aadlar k x i c o  and oa the o t h t r  hand by t r w t e  group 5 L'XoceJ Swtb  America"). 14. Local A a i a l f ~  

c )  l i ~ a n s i s l  d a t a  mag be provided e i t k  ia .tdms o f  n a t i o n a l  currency 
or  in '  terme of  D . S .  d o l l a r s .  I n  e i t h e r  case the  weighted mworege 
aenbel e=cban$e, rate used o r  t o  be appl ied t o  conver t  n a t i o n a l  
currency i n t o  U.S. d o l l a r s  should be specified i n  the  space 
prow ided . 

Local South b r i c a  Inc ludes  IATA T a r i f f  C w f e r e n e e  3, that is i n t r r w t h a l  route. 
within Asia to the emst of the Imlan ic  RepubIic of  Iran uad of the 
Ural Mountainrr, A u s ~ r a l i a ,  Hew r e a l a n d ,  Papua U.r h i m - 4 .  tb. 
i s l a n d s  of t h e  P a c i f i c  Ocean e=cLuding the Bav.iiau Imfsads, lidmy 
and Palmyra. 

I a c l u d t a  routes ( ~etweea  or among the fol lowing Statem: 
Argent ina,  Bolivia,  B r a z i l ,  Ch i l e ,  Colombia ( inc lud ing  Son Andres 
Islands), Ecuador, b a l k l a n d  I r l m d s  (Flmlvinaa),  Frcneh Cuiana,  
Guyana, Paraguay, Pqru, Sur innre ,  ttruquay and l eneeua la .  

d )  A b r i e f  d e s c r i p t i o n  of each f i n m t i a l  da ta  litw i r  given below; f o r  
more d e t a i l e d  d e f i t t i t i w a  ace t h e  I n a t r u c t i o n s  f o r  t ample t ion  of 
fCA0 Air  Treospurt Bcporting Porn EF-I, f o r  a i r l i n e  F i n a n c i a l  
Data. For d e f i r t i t i ~ n s ~ o f  t r a f f i c  and capacity data i tems sea ICAO 
Air Tranaporc Repartiw Form A-1 for airlire Tsaf f i c  data. 

tncludca rouces betwen t h e  geographical arcam defined By IATA 
Tatiff Cunference 2 on t h e  one hand and t b a t  defintd by U T A  TsriLf 
Coufereace 3 on t h e  o t h e r  hand. 

Includes routes etween or  a w n g  the S t a t e l  of  geograph ica l  P Europe, Algeria, -a,  Cnnaty Xulandm, Greenland, I c e l a n d ,  
Madeira, Ma kt., Uorceca. Tuniaia and f u r b e l .  

a HiddZe Boat a )  Deecf ip t ions  o f  Cbe route groups, vhich a r e  b r ~ e d  on tbore u ~ a d  by 
IATA's Cost C m i t t e e .  a r e  ~ l a o  given below; followed by g u i d e l i n e s  
on a l l o c a t i n g  data monga t  thca. Includem router v i a  the Rorth and C e n t r a l  P a c i f i c  Oeea8 betwan 

on the  one band p o i n t s  In tbe h r i c a n  ( t h a t  i m  U f A  .Tatiff 
Coufarencc 1) *ad on t h e  other h a d  Asin and/or the ialnude 
ad jacen t  t h e r e t o  tLht  i r  UU Tariff  Crmferrnca 3 except  
i l u r t r a l i a ,  Pew Ztsland,  Papua W? Guinrr aedLthe Is land# of the 
South Paeif it ) . 

fncludae r o u t e r ,  b t tvcen  or  m u g  tbe fol lowing States: 
Bahrain, Cyprus, De e r a t i c  Yemen, Egypt, Xrsn (Irlamic Republic 
of l , .Iraq, I s r a e ?  , r o r d a n .  Kuwait, Lebanon, h a - ,  . Qata r ,  Saudi  
Arabia. Sudan, Syr$ao Arab Stpublic ,  United Arab !€miracer and 
Yemen. 

For Zteme 1.1 a )  t o  1.1 C )  and 1.3 a ]  report - revenues r o l a t o d  EO 
scheduled f l i g b t s  btfore c a p s c i t y  q u a l i z a t i o n  paynenta a r i s i n g  from 
pooled s e n l c a a  and f rom the sale af orm crpacity to  o the r  carriers. 

Local Afr ica 
For Item 1.f d )  Other revenue i n  intended t o  om a p5a b a s i s  

. c ~ p n c i t y  e q u a l i z a t i o ~  p a p e n t $  arising from puoled services snd from the 
@ale of o m  capac i ty  t o  o the r  c a r r i e r s ;  and on a b a s i l  ( w i t h  r e l a t e d  
e+peuees reporred under the r e l evan t  expeaec ~ t c p ,  i n d i c a t e  where. 

. d i f f e r c a t l  i n c i d e n t a l  revenue. accruing frw a i r  t r a n s p o r t a t i o n  s e r v i c e a  
, auch aa revenues from paaoeagera paping l e s s  than 25 per cen t  of the  
' narmel a p p l i c a b l e  f a re ;  c o m i s s i o a a  received on emles of  t r a n s p o r t a t i o n  on 

otber carriers; "no-show" and cance l l a t ion  l ees .  Dc1udc revenue acc ru ing  
from t h e  p rov i s ion  of s e r v i c e s  otber  than f o r  air! trmnportation,  such an 
for aurface transportatioa; food services; service, and maintenance sateu; .  
handl ing s e r v i c e s  f o r  t h i r d  parries;  and p tope r ty .  

IncIudes  r o u t e s  between- or  m u g  the States of c o n t i n e n t a l  
Af r i ca  and 0ff~h04 is lands ,  but excluding Alge r i a ,  Azores, 
Canary I s l a n d s ,  Egypt, Madeirm, Malta ,  Morocco, Sudan and 
Tunis ia .  

Includes  r w t e e  via t h e  S w t b  Pacific Ocean bitwen on the out 
hand p o i n t s  in t h e  Aoericas ( t h a t  i a  IATA Tar i f f  Cmfermce 1) and 
on cbe o t h e r  hand Au~ustralia. Hew Zealand; Papua New Guinea and the  
i s l and8  o f  the South Paeif  ic . 

Between E u r o ~ e  ana .Iudle Eamf 

Includes  r o u t e s  qetueen chi? tw geograph i tb l  areas defined by 
rou te  g toup  6 ("Locpl Europe") aad r w t e  group 7 ("Local H idd le  
East") r e s p e c t i v e l y ,  

A l l  d a t n  referring to  dometie Iega of Intemetiwgl o$tratimm .ahould be 
included am i n t e r n a t i o n a l  in d a t a  for t h t  r o u t e  group eoncerncd. Anf 
mervice with a a i n g l e  f l i g h t  nvmber mhould be a l l o c a t e d  t o  the route group 
vhicb c w a r s  trarel from the point of origin to t h e  p o i n t  of d a a t i w t i w .  
For example, a f l i g h t  Zurich-Geneve-Abid jan-Dakar s h w  Id be reported nu 8 

8urupeiHiddle Eaet-Africa flight ( i n  r o u t e  group 10) and not  r p l i t  between 
domestic, Europe-Africa a d  Local A f r i c a .  Specify a l l  r epor r ing  
d i f  f e r e n c t s ,  

SECTION I! - NOH-SCBEDULED OPERATIONS 

Inc ludes  r o u t e s  b tween on the one hand the  geograph ica l  a r e a s  
def ined by rou te  gr' p 6 ("Local Swope") and lo r  rou te  group 7 F ("Local Middle East1/)  and on the o t h e r  hand t h e  geograph ica l  area 
defined by rou te  gropp 8 ("Locsl. Africa"). 

Include revenue derived from a l l  non-scheduled: f l i g h t s  performed for  
remuaecat ion ,  including empty f l i g b t a  relared the re to ,  uhen t he  

. r e r p o n s ~ b i l i t y  f o r  t h e  performance oE t r a n a p o r t a t i o s  i s  t h a t  oE t he  
c a t r  i t +  reported. Also r p e c i f y  any s e r v i c e s  which f a l l  i n to  more cham one route group, 

including t h e  criterion used f o r  a l L o c a t i n g  d a t a  gpOngme the r o u t e  group# 
concerned. DE$CRIPTIOBS QF ROUTE GROUPS' 

1. detr-en North America and C a t r a l  AmecicalCaribbean 

Forth  A t l a n t i c  

Includes r o u t e r  between on the one hand Canada aad,or t h e  
United Sta te r  ( i n c l u  lag Alaska and Hawaii) and on the o t h e r  hand 
the ge0graph~c.l a!;aa defined by IATA Tariff Conference 2 
("Local Europe'' a6dfo r  "Local U ~ d d l t  East"  nndlor "Local 
A f  rlca") . 

I 

Inc ludes  r o u t e s  between on t h e  one hand Canada and/or  the United  
S t a t e s  ( inc lud ing  Alaska and Asua i i )  and on t h e  o the r  hand Cenr ra l  
America and the  Carlbbearr. Routes between t h e  United States and 
Suer t a  RicoiVirgin I s l a n d s  are  considered domestic and a r e  
excluded. Central AmericafCaribbean i s  defined a s  the  geographical 
area covered by route group 2 below but pxcludinn Mexico. 
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o) This quentiouuairt  i e  t o  be r t t u h e d  completed by  ICAO Contracting 
Ststaa for  each of t h e i r  ririirs* t h a t  provide i o t t r n a t ~ o r a l  
scheduled a i r  p.nrenger services The matera . . a 1  orovided w i l l  aok 
be aade ~ u b l i c  lo  such a vavl as to D W ~  identxfacariori of 

b l  All data provided should p r ~ f e  bly e a t '  
1 sm ' . Sbould carr%rs n- ,"b";: trbr% ?uLA=hi 

=::on b o X Z a t c l p ,  tbs dohestic andlor --scheduled data 
nbould be included; rha appropriate bm(e#) a t  LbR beginring of 
each Sectzoa ahould than be chekked. Data refer r rug  t o  domentic 
?egs of inrernat ional  aerurcss mbcrrid ba iocluded ss 
aate+atroanl.  Iadicmce ray sxeebtiona. 

c )  Finmncial data m y  be provided r j t h r  i o  t e r w  of n r t xond  c u r r t n c j  
o r  ia tarmm of U . 3 ,  dollarn.  1d e i t he r  .case the weighted mvetags 
annual srcbangs ro t e  uwed or tk .tm applied to convert na t ional  
currency into 0.5. dol lars  ~labuld ba epecified i n  the space 
p r o v i d e d .  

d )  $M -tare, rewnnrc and 
m ~ l ,  iuciudiug rhcre for 
inclmdM vhets relevnor 
fat the prowision of 
muinteaamcc. bandling and s a t c r i 4  ehould be c. 

el  A br ief  dencription of eacb dkta i t am I* given b e l w .  llore 
detaiIed dof in t t ioas  of f ioorc ih l  data items a r e  give= i n  the 
I n s r rnc t ims  f o r  cc+etioa o) IfdO Air Ttaurporr Beporting 
Farm EF-1, for  a i r l i n s  Binamcis1 beta. 

&port for  all aircrrft types used, *tbcr m b i n a r i o a  or all-cargo. 
uolng model designation t8.g. A300-PA, OClO-30CF. B o ~ i n s  747-20OF). 

1.1 P l i g h t  operation expensen, escludina fuel  and o i l  c o s ~ .  This item 
compri~ea flight crew r a l a r i e s  mod srpensas. f l i gh t  c q a i p m t  
insurance, r en t a l  of I 1  ight egui*nr iexcluding any p * p n C s  m d e  
under aircraft crpirml o r  finance l tasr  r r r a n g e e n r s ) .  f l i g h t  crw 
t ra in ing .  a d  other f l i g h t  txpbnses trcludieg thone t m c r s d  br 
It-0 1.2, 1 .3 ,  1.4 11.1. 

1.2 Haintmauce and o m h a u l  cxpmidma. b t l u d  bars a l l  expensen 
incurred for  the repai r .  o v e h t i 1  a d  ma~otenlncm of t l i g b t  
equipment, j e t l u d i q  p * p n t s  to ootside toa t r .c rors  s M  
waufacsms.to. &g&& srpenreb incurred for  tbc proviaieu of 
miutemanc. nod orerhsul hprrtcor! to o tber  a i r l inen .  

1.3 Dapreciatioo a d  amorcxzatim coots. Incorporato a11 such costs 
r e l a t i ng  ta  f l i g h t  squiprent,  ibeludiug dept*c ia t ion  charges for  
a l r c r a f t  rcquirnd through tmpitil ar finance leaac r t r a n ~ m n c n .  
Dcpr tc ia t iw of grwad property dd aquipmcnr should be  included if 
poraibla under t h e  appropriate helrdiaga or in Item 111.5. 

r .4  I n r ~ r e s t  tlurgss. Include bere drosr intareor tbargws w loans f e r  
t h  putchose of I l i gb t  oquiprsncj imcludimg t b .  intermrt a l m m t  o f  
a i r c r a f t  I i a m t i n q  teaser.  Imimr8rt charger on otbor tea*. o r  
m s r d r a f t r  abmld be r t po r t t d  nctl under I t e m  111.5. 

f - 5  Bwtnua bloelr hours. Provide data by a i r c r a f t  tpp* wherever 
pora ib le ,  wen where d i ~ . ~ r . g r + d  cost  dsta  for  t h i s  Section a r e  
m e t  #wailable. 

C * o ~ r 4 ~ h i c a 1  Area5 are  d s s c ~ i b e d  behew. Data for  t h i s  Section M Y  
'1t"n.tivtlr b. report.d br w e  p i n  c c o e  with the 
d smcr l~ t i onn  appearing im chc arroska ad loneaire on ravenuas (10 
" ' ~ h  p t e e ~ c  r p s c l f j  each r w t e  g r & ~ .  

'I - 1  Aircraf t  f ue l  amd oil. fmludt .,jrough-put chatpea. na.-rmfundable 
dut ies  and t a r a s .  

"" '+andin* and esaociatcd a i rpo r t  Charges. Iecludc a l l  charqes end 
r r l a t c d  t o  a ~ r  t r a f f i c  ope tdr~ms  which are  Levled aga ins t  the 

for secvicee prov~ded a t  the ai rpor t  for landing charges,  1 ~'4g"nqu+r and cargo leen, rccur i ry  , park~nn and hamor char tea .  

11.3 Mat* f ~ t i l i t y  t8arg.r. Includ@ a l l  f e e s  levied  a g a i n ~ t  t h e  
a i r l ine  f o r  the proviaion of m u t e  fa t i l i t imm a d  s rmice s .  
Where a s ingle  cbarae i s  levied l o r  both a i r p o r t  and route 
fit it it is . ,  the -at r hwld  ba reported under Itw 11.2 .  

II.5 S t r t i w  arpmses. a11 expeaner incurred (panrengsr 
andlor catgo) for t ra f f i c  handling and a i r c r a f t  leading and 
neavisirq$, including payawt s  t o  ou t r i d s  cdnt tac tors .  
enpeenan incurred f o r  aalaa s t a f f  a t  e i r p a r t s  ( t o  be included 
under I t m  111.3) rmd for the W t l n g  and ourv is ing  of t ra f f i c  
*ad a i r c r a f t  a€ other  airl inen. 

fI1.l Paorwger 8emices .  Tnclude a l l  sxpenaes incurred for tb. 
provision of parscuger serrtttr ( inc ludins  p m . ~ ,  *llousnces and 
eXptns t s  o f  cabin a t t m d m t u  and other pasLen&er S l r r i c u  
peramnet);  p r m i u m ~  f o r  peastugor l i a b i l i t y  md accidenr 
insurance pa id  by the r i r l i n a ;  erpenaa. o f  haadliag p o s s t a ~ e r s  
incurred because o f  cancelled pad delayed f l i g h r a .  Bzflud4 
srpsuee* incurred for the prwieiom of plsreuger a a m i c t r  t o  
other a i r l i n e s .  

111.2 h i a o l o n  p r ~ m t s .  Iaclude c m i s r i m s  pa~ab le  W third 
pa r t i e s  f o r  the sale of t rmrpo r t a t i oa  OQ t h e  airline's r c r r i c e r .  
preferably on s b r r i r  ( r p e c i f r  vber t  d i f f e r en t ) .  

111.3 Other t i cket in$ .  nalpq and p r m t i e o .  Include a11 expensen 
re la ted  t o  these tbret funct loar ,  including n r a f f ,  ~ r c c o s r P d a t i m ,  
rsscmations, and a d v e r t i r i n g l p u b l i e i t ~ .  

IIL.4 kneral  and adminiotr~tivm, Tntluds a11 expmnuam incurred in 
performin& the gen t r a l  and admini r t ra t ivs  f nnc t ima  of the 
airlimo. he rhead  cos ts  d i r ec t l y  re la te4  t o  spec i f i c  f u r r c t l n r  
should prufarablj be a l losa tcd  s l r e v h t r t  under (he appropriate 
hading.  

111.5 Uisccllantoua operating expenses. Includ* a11 operating *rpeunee 
vhlch r m l d  not be  raaigued elsevhere i n  Sectioau f t o  1x1. 
Imcluda b r a  nor intar.*t rh.rges un Ioras and overdraft .  no t  
re la ted  t o  tbc purcbar* of f l i g h t  squipmunt (rec I t w  I.&). 

Ineludc p ro f i t 8  a d  l o r r e s  from retir-nt of property m d  * q u i v c .  
fore lgr *xcb.ng* t rmsnc r  loma. md mircsllwneous we-operating i tma .  
9 paymenen from public fundo m d  balancw o f  insom! from a f f i l i a t e d  
compau xcs. 

C m d a  rad Unitad St&t*m. i n c l u d i q  &ua/i and A1a.L.- but 
c x c f d i n g  P u e f ~ o  Bico and tba Virgin IaIamlu. 

Central  IhsticrlCatibba 

B a h s .  B.Ii+m. Be-da, Cmmrr Bica,  El h l v d o r .  &tat-la, 
Bonderas, the irlandn of t h e  Emribbenu 56. ( inc lud ing  Fuerto Bico and 
t h e  Virgin Ialaadn),  Ibe;ico. U i c a r w a  and IPm-. 

hmtstina, k l i v i a ,  l r s r i l .  Chile,  Colcsbi. l i a c l n d i w  $10 Andrcs 
I I l a d * ) .  Ecuador, Palklsrprl Island8 l ) rmlvias~) ,  French Cuiana, Guyana, 
Parasuap, Peru, Surinam, Umgurr mod VuasrueXa. 

Cwgtspbicsl Europe .ad Algeri., A m r * ~ ,  Elsarr f s l m d s ,  
Erwrnland, fcel~ad. U d s i r a ,  htr t ta ,  Morocco, Tunisia and Turkmf. 

lahra io ,  Cprus, Urneratic Ye#., Egypt, lrrn (Ialmnic. Republic 
o f ) ,  Iraq, Israel ,  Jordan. Kuvrir, Isbanom. h n ,  gatar. S d f  Arabia. 
Sud.11, Sprims Arab Bepublic. [Initud Arab Emiratto and Yemen. 

The cvn t i a t e t  of Afr ica  and offshore i a l r nds ,  but excluding 
Algeria,  Azores, Caearg Iwlandr, Egypt, Uadsirm, WalZa, Horoctm. Sudan 
and Tuniira.  

I A T A  Tar i f f  C ~ C e r c n c e  3 (includes Asia t o  Lhs eas t  af t h e  
fslamic b p u b i i c  of I r a  r d  of the Urn1 Mmntaina. Auecralia, Rev 
teeland, Papurn R t w  Cuines and the islands of the Pscif i c  Ocean excluding 
the Hawaiian t r lands .  nrduay and Pelmyra) . 
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11. Respondents to questionnaires 

Contracting States or groups of States that provided replies to the air carrier revenue and cost questionnaires 
issued under cover of State Letter 'EC 2120.3.2-93/60 of 7 July lq93: 

Algeria, Argentina, Australia, Austria, Bolivia, Brazil, Cameroon, Canada, Chile, Colombia, Costa Rica, 
Cuba, Cyprus, Czech Republic, Denmark, Dominican Republic', Ecuador, Egypt, Fiji, Finland, France, 
Germany, Greece, Gulf States2, Iceland, India, Islamic Republic of Iran', lrelandl, Italy, Jamaica, 
Japan, Jordan, Kuwait, Lesotho, Madagascar, Malaysia', Mauritius, Mexico, Myanmar, Namibia, 
Kingdom of the Netherlands, Pakistan, Panama, Papua New Guinea, Philippines, Poland, Portugal, 
Republic of Korea, Romania, Russian Federation, Saudi Arabia, Scandinavia3, Senegal, Seychelles, 
Singapore, Slovenia, Spain, Sri Lanka, Sweden, Switzerland, Thailand, Trinidad and Tobago1 , ~urke; 
United Kingdom, United States, Venezuela, Zambia and Zimbabwe. 

- END - 

*Revenue data only: no cost data Were provided tor .the airline(s) concerned. 
2Reply for Guff Air which is the ~ntemational scheduled airline of Bahrain, Qatar, Oman and the United Arab Emirates. 
a~eply  for SAS which is the imemati.tional scheduled airline of Denmark. Norway and Sweden. 



ICAO PUBLICATIONS 
IN TJ3E AIR TRANSPORT FIELD 

The following summary gives the status and also describes in genera1 terns the contents of 
the various series of publications in the air mspon field issued by the International Civil 
Aviation Organization: 

International Standards and Recommended Practices on Fadfitation (designated as 
Annex 9 to t h  Convention) which are adopted by the Council in accordance with 
Articles 37, 54 and 93 of the Convention on International Civil Aviation. The uniform 
observance of the specifications 'contained in the htemational Standards on Facilitation is 
recognized as practicable and as necessw to facilitate and improve some aspect of 
international air navigation, while the observance of any specification contained in the 
Recommendsd Practices is recognized as generally practicable and as highly desirable to 
facilitate and improve some aspect of international air navigation. Any differences between 
the national regulations and practices of a State and those established by an IntemationaI 
Standard must be notified to the Council in accwdanm with Article 38 of the Convention. 
The Council has also invited Contracting States to notify differences from the provisions OF 
the Recommended Practices; 

Council Statements on policy relating to air transport questions, such as the economics 
of airports and en-route: air navigation facilities, taxation and aims in the field of facilitation: 

Digests of Statlstiw which are issued on a regular basis, presenting the statistical 
information received from Contracting States on their civil aviation activities; 

Circulars providing specialid information of interest to Contracting States. They include 
regional studies on the development of international air passenger, freight and mail traftic 
and specialid studies of a world-wide nature; 

Manuals providing information or guidance to Contracting States on such questions as 
airport and air navigation facility tariffs, air traffic forecasting techniques and air transport 
siatistics. 

AIso of interest to Contracting States are reports of meetings in the air transport field, such 
as sessions of thi Facilitation Division and the Statistics Division and conferences on 
the economics of aitports and air navigation facilities. Supplements to these repom are 
issued, indicating the action taken by the Council on the meeting ~mmendations, many 
of which are addressd to Contracting States. 
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