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INTRODUCTION 

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 differences in the level of airline costs. Covering the year 1990, this study 
is the sixteenth in an annual series, the one for the year 1989 having bean published as Circular 235. 

2. For 17 internafional route groups, comprising all international routes, passenger, freight and 
mail revenue yield data are presented in Chapter 2 #or schaduled services along with passenger and freight 
revenue yield data for non-scheduled operations. For the same route groups regional dierences 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. 

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. 

4. . Overviews of pubtished passenger fares and freight rates are available in separate annual 
publications issud by the Organization in response to Ciause la) d Assembly Resolution 821-28. Circular 
231 covers September 1990 and Circular 239 covers September 1991. 

5. Unless indicated otherwise, all references in this Circular to kcants" mean "U.S. cents", and 
all references to "dollars" mean "U.S. dollars". 



2. LEVELS OF FARES AND RATES 

Passenger traffic 

1. Estimates of average unit passenger revenues in 1990 by route group are presented in 
Table 2-1. 

2. The first column of data in Table 2-1 shows the average revenue per passenger-kilometre for 
scheduled passenger traffic on each route group. The data are presentedlwithout 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 8.77 cents for 1990, but the route group averages vary from a high of 20.0 cents in local Europe 
to a low of 5.5 cents on routes across the South Pacific. 

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 20.0 cents 
in local Middle East to a low of 4.4 cents on routes between North America and Central AmericdCaribbean. 
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 Middle East, local Africa and local Asidpacific), while 
on other route groups the traffic is of 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. 

4. The final four columns of Table 2-1 show unit revenues for scheduled services 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. However, in a few cases, such as for routes across the South Atlantic, and the North and Mid Pacific, 
the average passenger load factor achieved on scheduled services is so high (over 70 per cent) that it 
matches or exceeds the load factor reported for non-scheduled services. 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. 

5. On a world-wide basis the estimated average revenue per passenger-kilometre for scheduled 
services (excluding incidental revenues) at 8.77 cents in 1990 showed an increase of some 7 per cent over 
the 8.23 cents recorded-for 1989. Among the individual route groups, of the 16 route groups for which 
comparable data are available in revenue yield from 1989, 13 showed increases and the remaining three 
showed little change. Showing significant increases were routes in local Europe (from 17.7 to 20.0 cents), in 
local Africa (from 11.5 to 12.5 cents) between Europe and the Middle East (from 8.9 to 9.5 cents), between 
EuropeIMiddle East and Africa (from 8.6 to 9.5 cents), across the Mid Atlantic (from 6.4 to 7.0 cents), and 
between EuropeIMiddle EastIAfrica and AsidPacific (from 6.9 to 7.4 cents). The relatively large increases in 
revenue yields shown for routes involving mainly Europe and to some extent Africa in part reflect the 
weakening of the U.S. dollar against most of the national currencies in those areas. Hence the relative change 
between 1989 and 1990 would in many cases be significantly different ifexpressed in the national currencies 
of the airlines concerned. A brief evaluation of this effect is given in Chapter 3, paragraphs 10 to 12. 
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Route groupZ 

1, Betwwn North America 
and W d  Americd 
Caribbean 

2. Between and within Central 
America and Caribbean 

3, Between Canada, Mexico 
and the United States 

4, Between North Americal 
Central ArnericalCaribbean 
and South Ametia 

5. Local South America 

6. Local Europe 

7. Local Middb East 

8. Local Africa 

9. Between Europe and 
Middle East 

10. Between Europelkliddle 
East and Africa 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

15. Between Eumpe/Middle 
Eastlhfrica and AsialPacifi 

16, North and Mid Pa& 

17, South Pacific 

Table 2-1. Estimatd average unit passenger revenues 
by International mute group', 1890 

Revenue {cents) per passenger-kilomeb Revenue (c'enls) per seat-kilometre 

1. Data for scheduled s e w ,  whem pmselrted, a s  ansidered mpMantative lor all alrWnes operaring In the mute group m w m e d .  Data for 
nonscheduled IngMs r e p H  only cmters for which srgstanlive infomratlon was avaMk. and are only presented whew they Indude two or more 
c a r s .  The representative nalure of ike data for both scheduled services and norrsche&~W Ilm is d s t b e d  in Appedbc 1 and ihtr matgins d 
uncartalrgy fo be taken into account regarding the scheduled m l o e  data are dlscugsed in Appendbc 2. 

t. Mom detailed delmnton of the M e  gmups may be found in Apper#ik 3 oar Ztre reverse ol !he revenue questlodm. 
3. These figures do not generalty M u &  such ~ncidedat operating revenues as may be atltlbuled to lntematiwaal passenger tmlc. On hdMdual roue 

groups tncidental operating muentres no1 ~nchId& may represent up to an addmonal4 per cent over the average revenue quoled. 



Table 2-2. Variation in scheduled passenger revenue yield among airlines, 1990 

Revenue (cents) per passenger-kilometre for individual airlines 

3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 23 
umber to to to to to to to to to to to lo to to to to to to to to and 

Number of airlines 

1. North-Central America 1 2 3 1 1 1 1 1 0 0 0 0 0 0 0 0 1  

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

3. North America 1 0 2 6 2 1 1  

4. North-South America 1 1 3 3 3 1 2 0 0 1  

5. South America 2 2 2 3  

6. Europe 1 0 0 1 2 2 0 4 2 1 0 1 0 0 2 1 1 3 6 '  

1 0 1 1 0 2 0 0 0 0 0 1  

8. Africa 2 0 1 5 1 2 1 0 0 1 1  

9. Europe-Middle East 2 3 6 5 4 4 1 . 1 0 1  

10. Europe-Africa 1 3 6 4 6 3 2 3 3 1 1 0 0 0 0 0 0 0 2 2  

11. North Atlantic 37 1 3  9 1 5 6 2 1  
. . 

12. Mid Atlantic 11 1 0 ' 0 4 4 1 1  

13. South Atlantic 1 7 3 3 1  

14. Asidpacific' 1 4 3 5 2 2 1 1 1 0 0 0 1  

15. Europe-AsidPacific .44 1 3  10 9 6 11 1 . 2  1 

16. NorthlMid Pacific 5 2 2 4 2 1  

17. South Pacific 8 1 1 1 2 3 ,  

1. In the ranges of 24-25 ( I ) ,  25-26 (I), 26-27 (3) and 28-29 (1). 
2. In the ranges of 23-24 (1) and 38-39 (1). 
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6. The anabsea 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 amngsj individual airlines. In the 
case of scheduled services the variation amongst airlines of the revenue per passenger-kilometre far each 
route group is shown in Table 2-2. For a few route groups the unit revenues for individual airlines do not vary 
vary much from the route group average (for example for routes across the South Atlantic), However, on most 
rode g~wps the unit revenues M e r  signticarrHy amongst ajdines, reflecting differing route structures and 
traffic mix amongst other factors. 

FwigM and mil traffic 

7. Average reporled unit WgM and mail revenues in 1990 by international route group are 
p m  h T i  2-3. 

T a b  24. Estimated average unit freight and mail revenues 
by intsrnallonal route group, 1990' 

1. North-Central America 

2. Canlral America 

3. North America 

4. North-South America 

5. SoJh America 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Mdle East 

10. Europe-Africa 

1 1. h r t h  AHhtiC 

12. Mid Atlantic 

13. South Atlanfic 

14. AaialPacific 

15. EuropAsiarPacific 

16. NorlhlMa Pacific 

17. South Pacific 

Scheduled sewices 
Mail tevenue 

(cents) 
per tmne- 
kbrneb 

and Non- pertomed - 
combinaCm AIIJrei ht sehduled scheduled 

BkW& &?craft I%gMs sew~cps 

1. Data mprt#iera anly camk-m for wMd suMwn(RFs lnformatlon was &able and rn only p m e d  where they include two or more wmm. The 
repes~nlathre nafure d Ihe &ih is descibed In Append$r 1. 
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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 is even more marked than in the case of 
scheduled passenger traffic, ranging from a high of 80.3 cents in local Europe to a low of 21.4 cents on routes 
across the South Pacific. Comparing with data for the previous year, 12 route groups out of the 17 showed 
an increase while the remaining 5 route groups showed a decrease. The largest increases were for routes 
between and within Central America and the Caribbean (from 54.1 to 66.1 cents), in local South America (from 
36.6 to 42.2 cents), in local Europe (from 72.0 to 80.3 cents) and in local Middle East (from 36.5 to 42.2 
cents). The largest decreases in revenue yield were recorded for routes between North America and Central 
AmericdCaribbean (from 38.7 to 37.5 cents), between North AmericdCentral AmericaICaribbean and South 
America (from 32.0 to 30.2 cents), and across the North and Mid Pacific (from 26.9 to 25.4 cents). The 
relatively large change in revenue yield on routes between and within Central America and the Caribbean 
should be considered in the context of the higher representation of airlines from these areas in 1990 (five 
airlines compared with only three in 1989). In the case of routes in local South America and local Middle East, 
the over-all number of carriers represented in 1989 and 1990 was in each case the same, but the composition 
of the carriers which reported data was different. For both route groups, a major regional carrier whose data 
were included in the 1989 sample did not submit figures for 1990. 

9. The second and third columns of data in Table 2-3 show the average revenue per tonne- 
kilometre 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 
yield from all-freight aircraft is frequently 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 route groups where there is large cargo capacity offered at 
competitive rates on wide-body passenger and combination aircraft (for example on routes between Europe1 
Middle East and Africa), the difference in revenue yield is relatively small. In the case of the routes across the 
North Atlantic the higher freight revenue yield on all-cargo services reflect the data of a major all-freight air 
carrier which also includes courier traffic and revenue in its figures. If data for this carrier were excluded, there 
would be little difference in the level of the freight revenue yield shown for passenger or combination aircraft 
and all-freight aircraft on routes across the North Atlantic. 

10. The fourth column of data in Table 2-3 shows the average revenue per tonne-kilometre 
performed for all non-scheduled freight traffic on each international route group. The unit revenues among 
route groups range from a high of 107.2 cents on routes in local Middle East to a low of 20.9 cents on routes 
between EuropeIMiddle EastlAfrica and AsiaIPacific. The figure for non-scheduled operations is actually higher 
than that for all-freight scheduled operations for eight of the ten 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 1989 and 1990 for most of the eight route groups for which there are compar- 
able data. These changes, in general, mainly reflect the volatility in revenue yields for this type of market. 
Route groups involving the Middle East also reflect, in part, the particular circumstances which affected that 
region during the second half of 1990. 

11. The final column of data in Table 2-3 shows the average revenue per tonne-kilometre 
performed for all mail traffic on each route group (virtually all international mail is carried on scheduled 
services). The route group averages range from a high of 71.6 cents in local South America to a low of 33.7 
cents on routes across the South Pacific. Between 1989 and 1990,11 of the 17 route groups show increases 
in unit mail revenues, three showed decreases, and the remaining three showed little change. The most 
significant increases were on routes between and within Central America and the Caribbean (from 49.8 to 61.7 
cents), in local South America (from 55.0 to 71.6 cents), in local Middle East (from 50.0 to 70.7 cents) and 
in local Africa (from 58.9 to 69.3 cents). Decreases were recorded on routes between North 



Table 2-4. Variation in scheduled freight revenue yield among alrllnas, 19QO 

,Revenus (cents] per lPnne-kikmutre for indiwiclual airlines 

D 10 20 30 40 50 60 70 Bb DO 100 110 $20 130 140' 150 160 

Flumber ot aWws 

1. PlorthCsntral America 1 3 3 2 1 1  

1 0 1 v . 2 '  

9. Nonh America 2 4 5 1 1 '  

' 4. North-South Ameriea 7 7 1 1 0 0 0 1  

5. South America 3 5 1 0 1  

6, Europe 1 3 1 B 1 4 1 0 1 2 1 0 2 '  

7. Middle East 3 0 , l  0 2  

8. Ahica 1 0 1 3 3 3 1 0 0 1 t  

9. Europe-Middle East 2 ' 5  6 3 3 0 P 2 2 ,  

10. Europe-Africa 

1 1. Nurth Allantic 10 20 5 1 2 

12. Mid Atlantic 1 8 2  

13. South Allanlic 2 10 F 2 

14, AsialPacific ' 8 7 2 4 ' 0 1 0 0 0 1  

t 5. Europe- AsidPacific 1 6 18 13 3 4 

16. HorthlMid Reifie ' 4  8 3 1 1  

17. buth  Pacific 3 3 2 1  

1. in the ranges betwen lml# (1) and 240-25[) 11). 



AmericdCentral America/Cariibean and South Amedca (from 42.0 to 39.7 cents), in local Europe (from 68.5 
to 67.9 cents), and across the Mid Atlantic (from 54.1 to 522 cents). As for freight, the relatively brge change 
in revenue yield on routes between and within Central America and the Caribbean, local Middle East and total 
South America should be considered in the context of the difference in the representation of airlines from 
these areas between 1 989 and 3 990. Unit mail revenues in general remain significantly higher than unh freight 
revenues on scheduled services except for routes between and within Central America and the Caribbean 
and in bocal Europe. 

12. A notable feature of the mail unit revenue data is that for most of the mute groups involving 
two or more regions there are substantial differences in the yieM recorded by the carriers according to the 
region in which they are based. This distinction is patticularly marked for the foliowing route groups and 
regions: between North America and C e m l  AmrkafCaribbean, all airlines 38.4 cenks, North American 
airlines 34.2 cents, Central American arid Caribbean airlines 51.7 cents; between North AmeMCentral 
AmeWCarbbean and South Amerka, all airlines 39.7 cents, North Arnerian airlines 32.8 cents, SouZh 
American airlines 54.1 cents; North Aihntic, all airlines 35.2 cents, Morth American airlines 29.2 cents, 
European airlines 49.6 cents; and NodSdMid Pacifk, all airlines 36.1 cents, North American airlines 29.6 cents, 
Asian airlines 49.0 cents. These di f ferem are to a large extent a rasuh of comparatively low air mail 
conveyance rates being set by the U nitad States 'authoriiies for originating mail. 

13. In the ,case of unit freight revenues, the variation amongst individual airlines of the revenue 
per tonne-kilometre for scheduled sewices for each route group is shown in Tabfe 24.  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 acros the North and Mid Atlantic). However, as for passenger traffic, on most route groups Zhe unit 
revenues differ significantly amongst airlines. 



3. REGIONAL DIFFERENCES IN 
SCHEDULED PASSENGER FARES 

AND RELATED COSTS 

Over-al financial results by 
inbarnational route group 

1. Selected opsrational data and estimated financial results for ?the year 1990 are presented in 
Table 3-1 over-all and by mute groups. 

2. The first column of data in the table shows that the number of scheduled airlines Merating 
jet sewices in each mute group ranged from a low of 12 on South Pacific routes to a high of 66 sewing routes 
in local Europe and between EuropdMiddle East and Africa. It should be noted that propeller aircraft opera- 
tions of these airlines are excluded from the study, as are the operations of some 109 small international 
airlines which operate propellardriven aircraft exclusivsly; together these operations with propeller aircraft 
represented about 0.7 per cent of workd international seat-kilometres in 1990 with their highest representations 
in any single route group being 26 per cent between and within Central America and the Caribbean, and four 
per cent in local Africa and in local Europe. Supersonic aircraft operations, which were also sxcccluded, repre 
sented about 0.1 per cent of world operations. 

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. 

4. Financial results are presented in columns 6 to 8. When eonsuhing 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 cent of the normal applicable fare, commissions received on sales of 
transportation on other carriers, una-shwv" and cancellation fees (expenses incurred against these revenue 
items are includd in the cost figures shown in column 7); these incidental revenues also indude on a net 
basis capacity equaliiation payments arising from pooled ariaor joint 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 patties) a d  the corresponding costs 
are excluded from all figures presefited in this study. An analysis of incidental revenue data on this basis for 
f 990 indicates that for international routes as a whole, relevant incidental revenues not included in Table 3-1 
were about 0.1 0 cents par passenger-kilometre which, if addad to the estimated world-wide unit revenue, 
increases it by some 1 per cent from 8.77 cents to 8.87 cents per passenger-kilometre. For individual route 
groups, the passenger-related incidental operating revenues may represent up to an additionat four per cent 
over the average revenue quoted. 
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Table 3-1. Basic operational data and financial results 
for schedukl passenger sewlees by international route groups, 1990' 

Opralhnal data Financial resuftsg 

Percentape Average 
of world s Average Average Average passenger 

international length of Average passehger rev&nw costs 
Number traft~c fltgM number of load (cents) (cents) Ratio 

Of (avaitable stages seats per factor F“3 r p r  revenuel 
aidmas seat-km) (km) a~rcrafr' PA} pass-km6 pass-km costsb" 

~oute group2 t l l  (2) (31 (4) (61 (61 (71 181 

I. All world international routes 238 100.0 1 846 ; 242 68 - 8.77 9.35 0.94 

II. Internatianal row groups: 

1. Between Norlh America 
and Central 
ArneriGalCaribbean 33 2.9 1 251 1 84 63 7.6 9.5 0.80 

2. Between and within Central 
- America and the Caribbean 

3. Between Canada, Mexico 
and the United Stales 

4. Between North Americal 
Central AmsfidCaribbean 
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 Europe/Middle 
East and Africa 

11. North Atlantic 52 22.3 4613 285 70 6.6 7.6 0.90 

12. Mid Atlantic 19 2.1 4107 281 69 7.0 7.7 0.90 

13. South Atlantic 20 2.0 3732 294 72 8.3 8.7 0.95 

14. Local AsiaIPacifie 49 10.6 1 854 275 . 70 9.2 8.8 1.05 

15. Between EuropdMiddle 
EadlAfrica and AsialPacific 63 17.3 4038 313 69 7.4 7.9 0.95 

16. North and Mid Pacific 20 12.4 5 455 334 73 7.0 7.2 0.95 

17. South Pacilic 12 2.8 4 997 338 68 5.5 6.6 0.85 

t . Excludi opera!lo&'and finanelat date attdbutd to supersonic and propdler-#riven a d .  
2. More detallecs definllion ot the mute groups may Lw found in -MU( 3 on the reverse of the revenue queslionnalre. 
3. T b  margins of unc~lrtaimy which should be o6nsldemd in relatbn to thege mwlls am d m d  in Appendk 2. 
4. As defined by available seal-MlomeWes dbMed by alrcraJl-Cblam Aown. 
5. Tbse figures do nor ~ r a l w  include ~ncraefld aperating revenues. For all Intarnational routes that pad of thls addilbnal revenue W h  may ba d M i y  

attributed to Wemtional pasenget trMic Is mt 0.1 cent perpassenger-Wlometre. On indhrial route W p s  [t m y  represent up lo an addtlional 
4 per  Over *he average revenue quoted. 

6. Rounded la nearest twentieth tw Indwldual route group. 



{CAO Circular 242-A T#8 I I 

5. The average operating cost per passenger-kilometre for all international routes was 9.35 cents 
(column 7), the figures for individual route group ranging from a high of 20.0 c e ~ t s  in local Europe to a low 
of 6.6 cents on mutes across the South Pacific. These estimated costs include such hems as depreciation 
and interest charges, and sales commission paid, but exclude costs attributable to the carriage of freight and 
mail. 

6. The ratio of passenger revenues to passenger costs (whmn 8) for international routes as a 
whole is estimated at 0.94 for the calendar year 1990, varying between individual route groups from 0.80 to 
1.00. Taking into account relevant incidental revenues associated wlh international passenger traffic and 
margins of uncertainty in estimated revenues and costs (discussed in Appendix 21, the revanuelcost ratio for 
all mternational passenger traffic in 1 990 is assessed as lying between 0.92 and 0.98, with a most likely value 
of 0.95. 

7. Components of the total passenger costs are presented in Table 3-2. The primary breakdown 
is between %aircraft" operating w t s ,  being those directly aflributabla to the qperatiun of a b f i  on each routs 
group, and "othef operating costs. All the itemized data cany relatively wide margins of uncertainty and 
should be regarded as indicative only. Nevertheless, it appears that most of the individual items vaty 
signCficantly among route groups. 

Comparison of results for 1990 
with those fur 1989 

8. An over-all comparison between data for 1990 and corresponding data for 1989 shows an 
increase of about 14 per cent in the estimated passenger cost per available seat-kilometre, from 5.56 to 6.36 
cents. Since the wodd-wide average load fador remained in the order d 68 per cent, the cost per passenger- 
kilometre shows a similar percentage increase (1 4 per cent), from 8.1 8 to 9.35 cents. Unit revenues (excluding 
incidental operating revenues) on the other hand showed an increase of just under 7 per cent, from 8.23 cents 
per passenger-kilometre to 8.77 cents in 1990 and as a result the over-all revenuelcost ratio shows a signifi- 
cant decrease between the two years, from 1 .O1 in 1989 to 0.94 in 1990. 

9. As far as the individual route groups are concernad, the year-to-year oost changes show wide 
variations which are accentuated by differences in trends in load factors. Between 1989 and 1990,15 out of 
the 16 route groups for which comparable data are available showed increases in costs per passenger- 
kilometre, while the remaining route group showed no change. The most significant increases were recorded 
on routes in local Europe (from 16.8 to 20.0 cents), in local A f r i i  (from 12.0 to 14.4 cents), between Europe 
and the Middle East (from 9.7 to 11.3 cents), between Europehliddle East and Africa (from 8.5 to 9.9 cents, 
and between EuropelMiddle EastlAfrica and AsidPacific (from 6.7 ta 7.9 cents). 

t 0. The aomparisun of unit costs bdween 1989 and 1990 reflects a general increase in the priie 
of fuel (see Chapter 4), in particular during the latter ha# of 1990 due to the invasion of Kuwait, as well as 
a generat increase in most of the other costs, in particular those related to aircraft operations (excluding fuel 
and oil). 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. Wikin the 
Americas, where most fares and rates are transacted in U n M  States dollars, the changes in unit revenues 
generally reflect market changes. Similarly, changes in unit costs in the Americas 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. Estimated passenger costs' per passenger-kilometre by cost item, 1990 

General, 
administra- 

Ceds 
Percentage of total costs 

II. International route groups: 

1. North-Central America 

2. Central America 1.1 ' 1.4 

3. North America 

4. North-South America 0.7 . 1.0 0.9 0.8 0.8 

5. South America 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsidPacific 

15. Europe-AsidPacific 0.5 . 1.3 0.7 0.7 0.6 

16. NorthlMid Pacific 

17. South Pacific 

1. "Passenger" costs have been derhred for each route group taking into account the contribution made by the revenue earned for the carriage of freigM and mall on passenger flights towards covering total costs 
for these flights. Due to the margins of uncertainty In the estimates of individual cost Items the figures should be regarded as indkatlve only. 

2. This Hem includesflights operations evenses (cockpit aew salariesand expenses, rentalsand Insurance of flight equipment), airctafl maintenance and overhaut,and aircraft standing charges such as depreciation 
and interest charges. 
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11. Outside the Americas, for those route groups where the mix of national currencies generally 
strengthen4 against the United States dollar (with some exceptions which caused Iml distortions), the 
changes shown in revenues and c a s  are effectively overstated, in particular for those route groups invoking 
Europe, and to a much Iesser degree, Africa. Such is the case for mutes in local Eirope, where the United 
States dollar shows an over-all weakening against related currencies between 1989 and 1990. For this route 
group, the increases in costs and revenues when these are expressed in United States dollars are higher (or 
the decreases are smaller) than tbse  recorded when costs and revenues are expressed in local currencies. 

12. On the other hand on routes involving the Middle East and AsialPacific, where between 1989 
and 1990 the mix of national currencies generally weakened agains! the United States d a b ,  the changes 
shown in revenues and costs are understated. Such is the case for the change in revenues and costs on 
routes in local Middle East and local AsiaPacific where the increases in revenues and costs expressed in 
United States dollars are somewhat lower than those recorded when revenues a d  mds are expressed in 
local currencies. 

13. Of the 16 route groups for which comparable data are available onb one, that fbr routes 
between North AmeriiCentral America and South America, showed no change in the revenudcost ratio 
between 1989 and 1990, while the remaining 15 route groups showed decreases. In all cases the main cause 
far the reduction in the revenudcosf ratb was the increase in unit costs. However in a few cases the decrease 
in the revenueld  ratio was worsened by a significant decrease in load facPrrr. In particular for routes within 
Africa the decrease in passenger bad factor fmm 58 per cent in 1989 to M per can? in 1990 contributed to 
half of the rdudian in the revenuehost ratio of this route group (from 0.95 in 1989 to 0.85 in 1990). 

Variations in revenueleust ratios 
amongst airlirres 

14. 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 inddual 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 perid 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. Sme 1983, however. no such consjstent cross-subsjdy has been idenlifmble. 

15. Analysis did, however, reveal several mute groups within which the results obtained by 
different regional groups of airlines show sigcificant differences. the figures shown below represent the 
unmunded revenuekost 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). 

16. Between 1989 and 1990 the European airlines as a group showed the largest decreases in 
revenueloost ratio. The most significant reductions in the revenudmt ratio For the European carriers took 
pjace on routes across the North Atlantic and on routes between EuropdMiddla EastrAfrica and AsialPacific. 
Between 1989 and 1990 the European airlines operating across the North Atlantic h o w d  a decrease in their 
revenuekost ratio from 1.00 in 1989 to 0.87 in 1990. During the same pericd the North American airlines 
~perating on the same mutesshowed a marginal improvement, from 0.89 to 0.90. On routes between Europe1 
Midd te €adAfrica and AsialPacific. the Eurcvean airlines showed a decrease in their revenuelcost ratio from 
1.09 in 1989 to 0.91 in 1990 compared with a significantly smaller reduction in the revenueloost ratio (from 
1.01 to 0.97) for the airlines registered in AsialPacific. 
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Table  3-3. Variation of revenuelcost ratios amongst  airlines, 1990 

I. All world international routes 

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. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsialPacific 

15. Europe-AsidPacific 

16. NortWMid Pacific 

17. South Pacific 

Route group (short title) 

12 . 6 

17. Between 1989 and 1990 European airlines operating on routes between EuropelMiddle East 
and Africa showed a decrease in revenuelcost ratio from 1.08 to 1.00. This result however was still 
significantly higher than the revenuelcost ratio of 0.91 achieved by African airlines operating on the same 
routes, even though the latter carrier group showed no change in their revenuelcost ratio in 1990. On routes 
across the South Atlantic European airlines also showed a revenuelcost ratio of 1 .OO in 1990, a decrease from 
1.07 in 1989. Between 1989 and 1990 the South American airlines operating on South Atlantic routes showed 
a decrease in revenudcost ratio from 0.95 to 0.93. 

18. Between 1989 and 1990 there was a significant improvement in the revenuelcost ratio for 
airlines registered in North America operating on routes between North AmericaICentral ArnericaICaribbean 
and South America. The revenudcost ratio for this group of carriers increased from 0.91 in 1989 to 1.04 in 
1990. On the other hand cver the same period the revenuelcost ratio of South American airlines operating 
over the same routes decreased from 0.97 to 0.91. 
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19. Between 1989 and 1990 there was a decrease in the revenuelcost ratio for all carrier groups 
operating across the Pacific. On routes across the North and Mid Pacific, the   eve nu el cost ratio for North 
American airlines decreased from 1.14 to 1.02 whereas the one for Asian airlines decreased from 1 .OO to 
0.90. On routes across the South Pacific both North American and Pacific carrier gr'oups showed a decrease 
of 0.05 points in their respective revenuelcost ratios. Between 1989 and 1990, North American airlines showed 
a decrease from 0.89 to 0.84 whereas the airlines registered in the Pacific showed a decrease from 0.90 to 
0.85. 

20. The variations in revenuelcost ratio amongst airlines in 1990 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 in local Europe). However, on most route groups the ratios vary significantly among the airlines 
and the average revenuelcost ratios do not therefore adequately portray the economics of the operations. On 
five route groups the revenuelcost ratios of individual carriers ranged from less than 0.7 to greater than 1.3: 
on routes between North America and Central AmericalCaribbean, in local Africa, between EuropelMiddle East 
and Africa, acrossthe North Atlantic and in local AsiaIPacific. 



4. FACTORS CAUSING REGIONAL 
DIFFERENCES IN COSTS 

1. The financial analysis presented in Chapter 3 included estimates of the average cost per 
passenger-kilometre performed for each of 16 international route groups. This chapter is concerned with 
assessments of factors which caused this average cost to vary among the route groups. Some main factors 
can be identified and their effects quantified but a number of other factors do not lend themselves to individual 
assessment and are therefore dealt with in a summary manner, although their combined influence on cost 
differences is significant. 

2. The factors which have been considered are: 

a) the effect 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 stages; 

c) the effect of varying prices of fuel and oil in different parts of the world; 

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 21 and 22 of this chapter. 

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

3. The volume of traffic on a route and the geographical characteristics of the route (in particular 
the lengths of flight stages) determine 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 group strongly influence the operating costs 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. 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 long-haul flight and the generally higher aircraft daily utilization recorded. Similarly, large aircraft 
which may be used where traffic densaw is high have lower aircraft operating costs per seat-kilomelre than 
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 1990 for different categories of aircraft. Table 4-1 
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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 1990. The average hourly cost varied from $2 790 for narrow-body short-haul aircraft to $7 200 for wide- 
body long-haul aircraft, but primarily because of their greater productivrty 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 2.4 cents, one of the lowest for any category. In 1990 a cost level close to the one 
shown above was also achieved for the narrow-body long-haul aircraft; the types of aircraft included in this 
group (for example, the 8707, DC8 and IL62) are fairly old and therefore in general have relatively low 
standing charges. At the other end of the spectrum the narrow-body short-haul aircraft averaged 4.4 cents 
per seat-kilometre, which is some 83 per cent higher than the figure for long-haul aircraft. 

Table 4-1. Operational and'cost data for aircraft categories, 1989 
(international scheduled passenger services) 

Percentage 
Primary jet of world's Avera e 

types international lenatf Aircraft operating costs' 
operated on traffic of fllght 
international (ava~lable Average stages Average Dollars Cents per 

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

World 

Narrow-body, 
short-haul 

Narrow-body, 
medium-haul 

Narrow-body, 
long-haul 

Wide-body, 
medium-haul 

Wide-body, 
long-haul 

A320 
8737 
DC9 
ME0 

8727 
8757 

TU154 

8707 
DC8 
IL62 

A300 
A31 0 
8767 
IL86 

L lO l l  

8747 
8767-300 

DClO 
L1011-500 

1. Only aircraft types providing more than 0.5 per cent of the world international scheduled available seat-kilometres in 1990 are listed in this column. The 
categorization of aircraft types is based on the average number of seats and average length of flight stages operated in 1990. 

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 23.0 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. 



-18 ICAO Circular 242-A T/98 

5.  Aircraft 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 1990 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 productiv'lty 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 North America, Central America and Europe route groups are in each case less than one-third of the 
seat-kilometres per block hour on the South Pacific route group. 

Table 4-2. Aircraft operational data b y  route group, 1990 

Route group (short title) 

Average 
Percentage distribution aircraft 

Average productivity: 
length of Average available seat- 

flight block kilometres per 
stage speed Narrow- Wide- block hour 
(km) (kmlh) body body (thousands) 

I. All world international routes 1 846 662 20 80 160 

II. International route groups: 

1. North-Central America 

2. Central America 

3. North America 

4. North-South America 

5. South America 956 586 70 30 91 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Africa 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsidPacific 1 854 676 7 93 186 

15. Europe-AsidPacific 4 038 741 5 95 232 

16. NorthIMid Pacific 5 455 783 2 98 262 

17. South Pacific 4 997 795 3 97 268 
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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 effects of differences in stage 
length, fuel prices and load factors) has been estimated and is presented in paragraphs 21 and 22. 

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 21 and 22. 

Prices for aircraftfuel and oil 
[factor c)] 

8. The estimated total consumption of aircraft fuel and oil on international subsonic jet passenger 
routes in 1990 was about 69 billion litres, and the total cost to the airlines was some U.S.$16 billion for an 
average price per litre of 23.0 cents. This average price paid per litre represented an increase of some 27 per 
cent over the 1989 average price of 18.1 cents per litre. In 1990 fuel represented about 15 'per cent of the 
total passenger operating costs compared with 14 per cent in 1989. 

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 1990 ranged from about 

Table 4-3. Estimated unit fuel prices and airport charges 
by region, 1990 (international scheduled services) 

Area' 

Landing and 
Aircraft fuel associated 

and oil ices airport char es 
(cent s i t  re) (dollars/departe8tonne)i 

World 23.0 9.4 

North America 20.6 4.2 

Central AmericalCaribbean 24.4 3.5 

South America 

Europe 

Middle East 

Africa 32.2 7.1 

1. More detailed descriptions of areas and mute groups may be found in Appendii 3 on the 
reverse of the revenue and cost questionnaire. 

2. Tonnes of aircraft maximum take-off weight. 
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21 cents in North America to some 32 cents in Africa (some 69 per cent higher than the price paid in North 
America). Between 1989 and 1990 changes in fuel prices varied from region to region, from an increase of 
about 16 per cent in South America to one of some 29 per cent in AsiaPacific. 

10. On a route group basis (Table 4-4) the estimated fuel prices range from a low of 21 -2 cents 
per litre for routes within North America to a high of 35.3 cents per litre. for routes within Africa. Comparing 
the two sets of fuel price estimates in Tables 4-3 and 4-4, both of which are derived from the same data 
sources, it may be seen that the differential between the average prices paid for fuel for international sewices 
carried out entirely within Afriia (35.3 cents per litre) and those for all fuel uplifted in Africa for international 
services to, from and within that region (32.2 cents per litre) are significantly higher than the differential for 
the other regions. This difference was less than the one shown in previous years. Nevertheless, further 
analysis shows that airlines from oufsae this region have generally paid lower prices for fuel in the region 
concerned than airlines based in the region, possibly as a result of favourable terms of bulk purctmsing 
arrangements covering a wider network of sawices. 

Table 4-4. Estimated unit fuel prices and airport charges 
by route group, 1990 (international scheduled services) 

Roule gmup (short tide) 

Landing and 
Aircraft fuel assocratd 

a$ airport chargas 
oil prnes (dollars/ 

{centsliitre) dppa~ed tonne)' 

I. All world international routes 

II. lnternatiaaal route groups: 

1. North-Central America 

2. Central America 

3. North America 

4. Noh-South America 

' 5. South America 

6.  Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Af rica 

11. North Allantic 

12. Mid Atlantic 

13. SOUL Atlantic 

14. AsialPacific 

15. Europe-AsialPacific 

16. NortWMid Pacific 

17. South Pacific 



Alrport and associated charges 
[factor d)] 

11. Airport charges in 1990 represented about four per cent of the total wsts 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 
in different parts of the workl can be based on dollars paid per tonne of aircraft maximum takeoff 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 9.4 doHars per tonne and that the average charges 
in regions ranged from 3.5 dollars in Central AmsticdCaribbean to 15.8 dollars 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. 

12. Estimates of landing and associated airport charges have a b  been made on a mute group 
basis and are shown in Table 44. The range ofthese estimates for route gmups is from 2.8 dollars per tonne 
for traffic within and W e e n  Central America and the Caribbean to 18.2 dollars for traff'c within Europe. 

Load factor 
[factor e)] 

13. A large part of the total costs of operating a fligM on a scheduled air sewice is independent 
of, or only moderateBy aflected by, the number of passengers actually carried on the flight. Since, as shown 
in Table 3.1, the passenger load factors achieved in 1990 varied significantly among route groups, from a low 
of 54 per cent on mutes within Africa to a high of 73 per cent on mutes across the North and Mid Pacific, they 
had a significant-influence on direncas in total operating costs per passenger-kilometre. Estimated effects 
of differences in bad fador on operating costs for each route group are presented in paragraphs 21 and 22. 

Other causes of mgional 
differences in costs 

14. Among the factors that led to regional differences in the total cost of passenger operations 
in 1990, 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 asses& 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 analysed. The remaining cost items include "'station expenses1', 
"passenger services", "commission*, "ticketing, sales and promation" and "general, administrative and miscel- 
laneous" and together accounted for some 51 per cent of the total costs for international passenger operations 
in 1990. Some of these cost items tor 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. 

15. Stdun 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 3.0 cents per passengar- 
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 Wile routes across 
the North Atlantic show the highest costs. 



Table 4-5. Contributions t o  differences in  costs amongst  route groups, 1990 

Actual 
World Effect Effect Effect of total 

avera e of aircraft of stage landing Sum of passenger 
to tas mix on length and Effect and asso- Effect effects Effect operating 

passenger direct average ol  aircraft ciated of in of costs: 
operating operating block fuel and airport load columns other columns 

costs costs speed oil prices factor. 2-6 factors 1+7+8 
(1) (2) (3) (4) (6) (7) (8) (9) 

Route group (short t~tle) (cents per passenger-k~lornetre) 

I. All world international routes 9.4 - - - - - - - 9.4 

II. International route groups: 

1. North-Central America 9.4 0.7 1 .O 0.0 -0.2 0.5 2.0 -1.9 9.5 

2. Central America 9.4 1.2 2.9 0.1 -0.2 1.8 5.8 -3.2 12.0 

3. North America 9.4 0.9 1.3 -0.1 -0.2 0.7 2.6 -2.2 9.8 

4. North-South America 9.4 -0.1 -0.5 0.0 -0.2 0.5 -0.3 -0.8 8.3 

5. South America 9.4 0.5 1.8 0.2 -0.1 0.8 3.2 -0.8 11.8 

6. Europe 9.4 1.6 2.6 0.0 0.3 1.1 5.6 5.0 20.0 

7. Middle East 9.4 0.6 2.5 0 .O -0.2 1.5 4.4 0.0 13.8 

8. Africa 9.4 1 .O 1.6 0.8 -0.1 2.4 5.7 -0.7 14.4 

9. Europe-Middle East 9.4 0.4 -0.2 0.0 0.0 0.9 1.1 0.8 11.3 

10. Europe-Africa 9.4 -0.2 -0.8 0.3 0.0 0.3 -0.4 0.9 9.9 

11. North Atlantic 9.4 -0.3 -1.3 -0.1 0.0 -0.2 -1.9 0.1 7.6 

12. Mid Atlantic 9.4 -0.4 -1.3 0.0 -0.1 -0.1 -1.9 0.2 7.7 

13. South Atlantic 9.4 -0.5 -1.3 0.1 -0.1 -0.4 -2.2 1.5 8.7 

14. AsidPacific 9.4 -0.1 -0.1 0.1 0.0 -0.2 -0.3 -0.3 8.8 

15. Europe-AsialPacific 9.4 -0.4 -1.2 0.0 0.0 -0.1 -1.7 0.2 7.9 

16. NorthlMid Pacific 9.4 -0.5 -1.5 0.0 -0.1 -0.4 -2.5 0.3 7.2 

17. South Pacific 9.4 -0.4 -1.5 -0.1 -0.2 0.0 -2.2 -0.6 6.6 
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16. - .  Passenger service costs (column 6 in Table 3-2) relate primarily to cabin services provided 
in flight. In 1990 passenger service costs represented about 14 per cent of total passenger operating costs. 
The differences in their level amongst the route groups, from 1.0 to 2.6 cents per passenger-kilometre, 
primarily reflect differences in salary, service levels and utilization of cabin crew. 

' 

17. Commission (column 7 in Table 3-2) is paid by each airline to travel agents and other airlines 
forthe sale of passenger tickets. Commission is dependent on the extent to which airlines' sales are handled 
by agents in different parts of the world. ~owev'er, because the commission is usually a certain percentage 
of the price of the ticket the variation in this cost item, from 0.7 to 1.9 cents per passenger-kilometre, is also 
related to the variation in average revenue per passenger-kilometre. 

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 1990 this item represented some 9 per cent 
of passenger costs. The variation among the route groups, from 0.5 to 2.2 cents per passenger-kilometre, 
reflects differing competitive situations and the extent to which airlines handle their own sales in the various 
route groups. 

19. Commission, ticketing, sales and promotion together reflect the over-all cost of selling 
passenger tickets. Depending on the route group, between 17 and 27 per cent of total passenger revenues 
are used to defray this cost. 

20. General, administrative and miscellaneous expenses (column 9 in Table 3-2) vary from 
0.4 to 1.1 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 

21. The effects of the factors described in paragraphs 3 to 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 1990, which was 9.4 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 3 to 13 
above, and column 8 shows the aggregate effect of the "other factors" (some other factors were described' 
in summary form in paragraphs 14 to 20). Column 9 shows the resulting actual total costs per 
passenger-kilometre for each route group. 

22. Comparing the various factors identified in columns 2 to 6 of Table 4-5 it will be noted fhat 
each of them contributed significantly to differences from the world average cost per passenger-kilometre. On 
13 out of the 17 route groups, "stage length and average block speed was the most important single factor, 
on three of the other route groups "load factor" was the most important single factor, but neither of them was 
the consistently dominant cause. On the remaining route groups both "stage length and average block speed 
and "load factor" were equally dominant. 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 t~ the "other factors" which do not lend themselves to precise anaiysis. 



THIS PAGE INTENTIONALLY LEFT BLANK 



Appendix 1 
DATA SOURCES AND COVERAGE 

1. Primary sources of information for this study were two questionnaires which were dispatched 
(under cover of State Letter EC 2120.3.2-91136 of 17 May 1991) to all Contracting States to be filled out with 
respect to their international carriers. One questionnaire sougM information on scheduled and nun-scheduled 
passenger, freight, mail and incidental revenues for each route group, together wifh corresponding volumes 
of traffic and capacity. Replies to this questionnaire were received with respect to 89 States. The second 
questionnaire sought information on costs for international scheduled passenger airlines, and replies were 
received with respect to 85 States. Facsimiles of the hrvo questionnaires and a list of States for w h ' i  replies 
were received are given in Appendix 3. 

2. Another important source of information as far as scheduled operations were concerned was 
a computer analysis of timetable rnateriil prepared by publishers of the Official Airline Guides. The basic data 
provided by this source were, for each and every airline and aircraft type operating in each of the route 
groups, information on the phnned number of seats (combination aircraft), number of departures, aircraft block 
hours and distance flown (these data are Copyright 1991 by Official Airline Guides, Inc., Oak Brook, Illinois). 
The ICAO Secretadat carried out research into the operating characteristics of aircraft types and sub-types, 
and provided Official Airline Guides with resulting data on fuel consumption per b k k  b u r  (as a function of 
stage length), maximum take-off weight, payload and volumetric capacity. This information was related to the 
basic data to provide a bank of operating statistics for each routs group and for each geographical area of 
operation w%hm each route group, as rwel  as aggregate statistics for each area and for the world as a whole. 

3. A wide range of supplementary information aoums was used, in particular data on airline 
t m c ,  traffic by flight stage, on-flight origin d destination traffic, fleet and personnel, and airline financial 
data regularly filed by Contracting States on Air Transport Reporling Forms and published in the ICAO Oigesi 
of Statistics. 

CovwEtge of the data 

4. For scheduled services, traffic, capacity and other operational data were derived both from 
the questionnaires and from the timetable matefial, supplemented by material from the reguiar statistical 
reports to ICAO, and may be considered as fully comprehensive of a l  internationaf operations. Revenue and 
cost data originate esssntiaib fmthe 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 operationail data to render them representative of all international operations (we 
Append'i 2). In the case of non-scheduled traffic, the sole source of both operational and financial dala was 
the responses to the questionnaires, and the results shown in this study represed only these responses. 

5. f he study was based on revenue data obtained for 100 &hedulsd airlines (including three 
all-cargo airlines) and 14 other carriers, and on cost data for 88 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 cost data are shown in Table Al-1 by region of airline registration. The over-all . 
representation in terms of available seat-kilometres is 87 per cent for revenue data and 85 per cent for cost 
data. Representation of each of the African, Central AmericdCaribbean and Middle East regions in 1990 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 A1-2. In terms of available seat-kilometres representation of revenue and costs 
data is 70 per cent or above for 12 of the 17 route groups. However, for routes "between and within the 
Caribbean and Central America", local Middle East and local Africa representation was below 50 per cent 
hence cost and revenue figures for these route groups must be interpreted with a certain degree of caution. 

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 A1 -4. 

REPRESENTATIVE NATURE OF REVENUE AND COST DATA FOR 
SCHEDULED PASSENGER OPERATIONS, 1990 

Table Al-1. Representation by ICAO region of airline registration 

Revenue data represent Cost data represent 
International 
scheduled Available Available 
available seat-kilometres seat-kilometres - . -. . - - . 

seat- Number Number 
kilometres of No. % of of No. % of 

Region (millions) airlines (millions) total airlines (millions) total 

All 1 303 202 97 1 140 752 88 88 1 117 193 86 

Africa 55 814 17 30 537 55 15 29 177 52 

AsialPacific 329 91 5 19 292 053 89 19 292 053 89 

Europe 459 289 28 413 908 90 22 393 393 86 

Middle East 59 242 5 33 403 56 4 31 719 54 

North America 319 168 11 313 945 98 11 313 945 98 

Central AmericalCaribbean 32 782 6 19 382 59 6 19 382 59 

South America 46 992 11 37 524 80 11 37 524 80 

Source: ICAO, Form A-1 . 
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Table A1-2. Represenzatlon by international route group 

Revenue data represen! Gost data represenl 

Percenta r of Percentage of 
Number of total sche%uled Nurnbr total scheduled 

Route group (short t le) airlines seat-lulcmettes of arlnos seat-kilometres 

I. All world international routes 97 

II. International route groups: 

1. North-Central America 12 

2. Central America 5 

3. North America 

4. Noh-South America 

5. South America 

6. Europe 

7. Middle East 

8. Africa 

9. Europe-Middle East 

10. Europe-Afrilca 

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. AsiafPacac 

15, Europe-AsialPacik 

16. HorthlMid Pacific 

17. South Pacific 



Table Al-3. Representative nature d revenue data for non-scheduled 
pasrenger operations, 1990, by lCA0 region of carrier registration 

Revenue data represent 

International nonscheduled 
passenger-klbmetres All canlets lntematlonal scheduled airlines Other carders 
perEomed (millions) 

SF Inter- Pawkm perlomed Pawkm peMmed Paas-kin performed 
Miona1 Number #umber Numbr 

By all scheduled By other of No. Xol ol No. % of ol NO. %of 
Reglon canlam alrrinas canl~rs ceders (m$lhm) lotab carden (mlUIom) tmt ~nlm (mllllons) lolal 

All la 052 81 675 82 377 61 57556 35 48 21 487 26 13 30089 44 

Alrica 4 175 4 175 - 8 2826 68 8 2828 68 - - - 1 

A s ' i a c i h  3 441 3 4ill - 12 2912 85 12 2912 85 - - - 1 

Europe 133905 50020 75877 24 4440g 33 11 8420 $5 13 36089 48 

Mkldle ~ast  2m ran 332' 4 w 31 4 684 35 - - - 
Mom America 16325 12lw 6 1 n  10 7337 40 10 7337 60 - - - 

South America 551 54.0 11 3 144 26 3 144 27 , - - - 

I. ~ e s s  lhan 0.5 rnm. 

Swroe: lCAO Forms A - I  and A-2. 

Table A14. Representative nature of revenue data for scheduled fmight 
and mail senrices, 1990, by lGAO region of airline registration 

Flalght mwnue data represent Mail m n u a  data represent 
lnternalional lnlernatlonal 
scheduled scheduled 

freigM Tonne-km performed mall Tom-!an pedormed 
tonre-lan Number tonne-km Number 
performed of Mo. % 01 performed of No. % ot 

Reglon (milttons) a l r l i ~  (mhm) Total (mttllons) atdines (millions) total 

All 

Afrlca 

A s i f l a m  

Europe 

Middle East 

Nodh America 

Central AmeMCadbbean 

South A m r i a l  

Swm: ICAO. Form A- 1. 



Appendix 2 
METHOD OF ANALYSIS AND 
MARGINS OF UNCERTAINTY 

1. GemnrI. Data sources in general are discussed in Appendi I .  All airline financial data were 
initially adjusted where necessary to represent the calendar year 1990, and converted where necessary from 
k a l  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 FweDay Monthly Rate" for 1990. 

2. Prior to detailed analysis all financial and operational data were v e r i i  (a) as to the mutual 
consistency and as to consistency with data for previws 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 Appendi 1). 

3. Analysis of awaIlabIe re wnue data. Scheduled andlor non-scheduled passenger, freight and 
mail revenues for each international route group, together with corresponding volumes of traffic and capacity, 
as well as incidental revenues attributable directly to international scheduled services were 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 for individual carriers was 
aggregated for each route group to obtain weighted average revenues per passenger-kibmetre and per seat- 
kilometre (for passenger traffii) or per tonne-kilometre performed (for freight and mail traff*i). 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 s wilable cost data. Cost data are obtained and analysed only for international 
scheduled passenger airlines. While mmt scheduled (and non-scheduled) carriers maintain revenue and traffii 
data on a route by route and/or route group basis, far fewer maintain cost data in a correspondingly 
disaggregated form. I-lence, 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 necessary, that is where an airline operated on more than one route 
group) using the anatysis of published timetable materiial. 

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 Table 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 cosfs which 
are significantly related both to aircraft type and to geographical area of operation; and thirdly (C), operating 
costs and pertinent non-operating items which may be related only in part 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. 



Tabk A2-1. Procedures used to altocats indhldual airline costs r m n g  route group 

Catqory of costs Cud item [see note 1) Pllrline dam input to sludy Cost alloation criteria 

A. Cod related primarly to aircrafl type 1.1 Flight o ration expenses, excluding S slam-wide costs and s stem-wide 1.1-1.4 Number of block hours flown by 
fuel an6il costs bLck hours flown for sac1 aircrafl type each aircraft type on each routs 

1.2 Aimaft maintenance and overhaul operated group 
expenS8S ' 

1.3 Aircraft depreciation and amorti- 
zation costs 

1.4 Interest charges dn aircraft 

B. ma relaled s' naiintly both to 8 11.1 Aircraftfuetandoilaosts Elher: 11.1 Fuel consumption each aircraPt 
aircraR type an geographicsl area of 11.2 Landing and associaled sirport a) GO& by geographical area of opera- type in each area o operatton 
operation chames tion, or 

"r 
11.2 Maximum take-off weiaht times " 

11.3 En-route facility charges 

11.4 Other station expenses 

C. Costs related sighlicantly to volume 111.1 Passenger service costs 
of traffic or vdums of capacity ,111.2 Commission payments 

b) costs by route group (no allocation to 
route group neeessarvl. or 

System-wide costs 

111.3 Other tickding, sales and promo- 
tion costs 

111.4 General and administrative ex- 
penses 

11 1.5 Miscellaneous operating expwlses 

IV.1 Balance of miscellaneous non- 
operating items (exduding pay- 
ments from public funds and 
balance of income f ~ o m  affil~ated 
corn panies) 

number of departures'for each ait- 
crafl type in each area of operatioh 

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

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

111.1 Numberofseat-hoursoneach 
route group 

111.2 Passenger and freigM revenue 
earned on scheduled services 
from each route g m p  

111.3 Tolal revenue earned from each 
route group 

111,4 to 1V.t Number of tonne-kilometres 
performed in each route group 

1. Cosl Item references are those used In the cosl questionnaire (see Appendhr 3). The sterns thernwker are described In t b  hepodlng Quldellnes on the reverse 01 the cast questlonnalre. 
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6. Costs in the first cafeguy (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 schedutd sewice. The 
costs for each route gmup 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 (B) were recorded for each airline by mute 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 bircraft fuel and 61"). The relationships between route groups, geographical areas and 
aircrafi types in terns of operational data were available from the computer analysis of timetable material. 

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

9. For =me sirlines, sost data within the Ihma categories were rqmrted 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 grow were Wimated by summing the Bemized costs a l h t e d  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 oosts. For this purpose il was assumed that ths cost of carriage of 
freighl 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 mvenubls and costs airlines for which flnanclal d h  wem nut 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 registtation lor all those carriers fox which 
the basic financial data ware available. In most cases, this financial database did not include all carriers 
operations. However, tor scheduled passenger traffic, elirnated revenues and costs presented in this study 
are,formutated to cwer all airlines operating on each route group. 

12. In the case,of revenues the reported average revenue yield psr 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-repodd 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 ditfareraces in Imd 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 end in seating configuration. Costs in the categories B and C were similarly egtimated 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, Central America and the Caribbean, 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 identlfy 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 1990 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 wascarried 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 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 almost all the route groups presented can be relied upon to 
f6 per cent. However, caution should be exercised when interpreting the revenue (and cost) data for routes 
between and within Central America and the Caribbean, local Middle East and local Africa due to the relatively 
low representation in those route groups. A significantly narrower margin of uncertainty than +6 per cent 
applies for thbse 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 ro,ute 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 in local 
Africa, where there was a significant variation in unit costs among the reporting carriers, the margin of 
uncertainty on the estimated scheduled passenger costs per passenger-kilometre for all the other route groups 
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presented is considered to be within f10 per cent. Route groups with high representation show a somewhat 
narrower margin of uncertainty. On a global basis, taking into account all route groups as a whole, the margin 
of uncertainty in the average costs per passenger-kilometre is estimated at f 5  per cent. 

19. On route groups where the margin of uncertainty approaches +I 0 per cent the contribution 
of different sources of uncertainty is approximately as follows: 

Sources of uncertainty 
Relative contribution to 
margin of uncertainty 

Incomplete cost database 

Generic nature of certain costs and use of 
standardized allocation procedures 

Fluctuations in currency exchange rates 

Other (primarily imperfections in reported data) 

All 

20. Much of the uncertainty arising from the generic nature of certain costs is inherent and cannot 
be influenced (see 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 cost data (as presented 
in Chapter 3, Table 3-1). 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 revenue/cost ratios. The estimated ratios of revenues to costs have margins 
of unceriainty which vary from route group to route group depending on the margins of 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 some 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 revenuelcost ratios compared with those for either the revenue data alone or the cost 
data alone. The composite margin of uncertainty for the revenuelcost ratio for individual route group in this 
study is estimated at +5 per cent, and for all the route groups together it is estimated at f2.5 per cent. 
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Appendix 3 
QUESTIONNAIRES RELATING TO REVENUES AND COSTS 

I. F ~ s l m l ~  of questionnaires and attachments 

QZTESTIOWIAIRE ON REVENTES OF INTERNATIONAL SCHEDULED AND WOM-SCHEDULED AIR CARRIERS 

(Reporting GuideLines and Route Group Descriptions Overleaf) 
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QUESTIONNAXRE ON COSTS INCURRED BY INTERNATIONAL S C R E D ~ E D  AIR-PASSENGER CARRIERS 

(Reporting Guidelines and Geographical Descriptions Overleaf) 

~ O * M L ~ b ) ~ & - b n ( r J L i ~ d . L . l a t h L .  
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cl m a t a d  on -* -1- ..................................... 
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II. Respondents to questionnaires 

Contracting States that provided replies to the air carrier revenue and cost questionnaires issued under cover 
of State Letter EC 326.3.2-91136 of 17 May 1991: 

Argentina, Australia, Austria, Bangladesh, Bahados, Belgium, Bolivia, Botswana, Brazil, Cameroon, 
Canada, Chile, Cokmbii, Costa Rica, Cuba, Cyprus1. Czechoslovakia, Denmark, Ecuador, Egypt, 
El Salvador, Fiji, Finland, France, Germany, Ghana1, Greece, Gulf State$, Honduras, Hungary, Indla, 
Indonesia, Islamic Republic of Iran, Ireland, Italy, Japan, Jordan, Kenya, Lebanon, Madagascar, 
Malawi, Malaysia, Malta, Mauritius, Mexico, Morocco, Myanmar, Namibia, Kingdom of the 
Netherlands, Nigeria', Noway, Pakistan, Papua New Guinea, Peru, Philippines, Poland, Portugal, 
Republic of Korea, Saudi Arabia, Seychelles, Singapore, Spain, Sri Lank, Sweden, Switzerland, 
Syrian Arab Republic, Thailand, Tunisia, Turkey, United Arab Emirates, United Kingdom, United 
Republic of Tanzania, United States, Uruguay, Yaounde Treaty Sates3, Zaire', h b i  and 
Zimbabwe. 

f. Rpvanwdr r ta .an ly ;moost~wmp~for l ) # ta i r l~a )wr~eern&  
2. Reply for GuH Air whiih is the international scbchM &dine of Bahrain, Qatar, Oman and the United Arab €mi*. 
3. Reply for Air Afrique which is the inbmatianal Wduled airline of Benin, Burkina Faso, Central Aftican RepuMi, Chd, &go, CBte 

d'lvaire, Mauritnia, Niger, Sene@ and Togo. 



ICAO PURLICATIONS 
IN THE AIR TRANSPORT FIELD 

The following summary gives the status and also describes in general terms the content, ot' 

the various series o f  publications in the air transport field issued by the International C'itil 
Aviation Organization: 

International Standards and Recommended Practices on Facilitation (designaled (15 

Annex 9 to /he Convenriorrl which are adopted by the Council i n  accordance with 
Articles 37, 54 and 90 or the Convention on International CiviI Aviation. The uniform 
observance of the specifications contained in the international Standards on Facilitation ir 

recognized as practicable and as necessary to facilitate and improve some aspect oI' 
international air navigation, while the observance o f  any specification contained in the 
~ecommended Practices i s  recognized as generally practicable and as highly desirable to 
facilitate and improve some aspect of internationat air navigation. Any differences between 
the national regulations and practices o f  a State and those established by an International 
Standard must be notified to the Council i n  accordance with Article 38 o f  the Convention. 
The Council has also invited Contracting States to notify differences from the provirion\ 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; 
I 

Digests of Statistics which are issued on a regular basis, presenting the staiisrical 
information received From Contracting States on their civil aviation activities; 

Clrcalars'providing specialized information o f  interest to Contracting States. They include 
regional studies on the development o f  international air passenger, freight and mail traffic 
and specialized studiw of a world-wide nature; 

Manuals providing information or guidance to Contracting States on such question5 as 
airport and air navigatiori Facility tariffs, air traffic forecasting techniques and air transport 
statistics. 

Also o f  interest to Contracting States are reports of meetings in the air transport field, 
such as sessions of the Facilitation Division and the Statistics Division and conferences on 
the economics o f  airpons and air navigation facilities. Supplements to  these reports are 
issued, indicating the act ion taken by the Council on the meeting recommendations, many 
of which are addressed to Contracting States. 
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