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I. INTRODUCTION 

1. This study has been prepared pursuant to ICAO Assembly Resolution A21-26 
[Clauses lb) 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 1987, this study is the thirteenth in 
an annual series, the one for the year 1986 having been published as Circular 210. 

2. For 17 international route groups, comprising all international routes, 
passenger, freight and mail revenue yield data are presented in Chapter I1 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 111. Finally, certain of the 
causes of regional differences in costs are identified in Chapter IV. 

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 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 208 covers September 1987 and Circular 219 covers 
September 1988. 

5 .  Unless indicated otherwise, all re'ferences in this Circular to "cents" mean 
"U.S. cents", and all references to "dollars" mean '7J.S. dollars". 



11. LEVELS OF BARES AND RATES 

Passenger traffic 

1. Estimates of average unit passenger revenues in 1987 by route group are 
presented in Table 11-1. 

2. The first column of data in Table 11-1 shows the average revenue per 
passenger-kilometre for scheduled passenger traffic on 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 7.79 cents for 1987, but the route group averages vary from a high of 17,6 
cents in local Europe to a low of 5.8 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 11.3 cents in local AsiaIPacific to a low of 3.8 cents on routes between 
Canada, Mexico and the United States. 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. in local AsiaIPacif ic), 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 11-1 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 11-1 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 presentation. 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 7.79 cents in 1987 showed an 
increase of about 5 per cent over the 7.42 cents recorded for 1986. Among the individual 
route groups, most of the 16 route groups for which comparable data are available showed 
little change or small increases in revenue yield from 1986, with the notable exception 
of local Middle East which showed a significant decrease in revenue yield (from 
14.9 to 13.4 cents). Route groups showing significant increases were local Europe (from 
15.6 to 17.6 cents), the Mid Atlantic (from 5.5 to 6.0 cents), the South Atlantic (from 
7.0 to 7.5 cents), and local Asia/~acific (from 7.5 to 8.2 cents). For these and other 
route groups involving Europe and/or Asia, the increase in average revenue per 
passenger-kilometre in part reflects the strengthening of major national currencies in 
these areas against the United States dollar and dollar-linked currencies in 1987. The 
relative change between 1986 and 1987 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 111, paragraphs 14 and 15. 

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 
amongst individual airlines. In the case of scheduled services the variation amongst 
airlines of the revenue per passenger-kilometre for each route group is shown in Table 
11-2. For a few route groups the unit revenues for individual airlines do not vary very 
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Table 11-1. Estimated average u n i t  passenger revenues 
by i n t e r n a t i o n a l  r o u t e  groupl ,  1987 

Rev- per passengedcilanetre (cents ) Revenue per seat-kilanetre (cents) 

Non-scheduled flights Non-scheduled flights 

Sched- By inter- Sched- By inter- 
uled All national BY uled A l l  national 
8- cat-e- scekdyled o t w  

BY 
ser- cat-e- sc.+led o t w  

Route grou&l viced gorles alrlmes carr~ers  vices3 gorles aul lnes  carrlera 

1. Between North America 
and Central America/ 
Caribbean 7.1 4.5 4.5 

2. Be- and +thin 
Central lbnerlca and 
the Caribbean 9.6 - - - 5.9 - - - 

3. BetweenCanada,~co 
and the United States 6.4 3.8 3.8 - 4.1 3.1 3.1 - - 

4. Between North America/ 
Central AmericalCarib- 
bean and South h e r i c a  7.7 8.7 8.7 - 4.3 4.3 4.3 - 

5. Iocal South k i c a  9.3 9.7 9.7 - 5.3 6.6 6.6 - 
6. local aaOpe 17.6 4.9 4.7 5.1 11.4 4.3 4.2 4.4 
7. local Middle East 13.4 - - - 7.8 - - - 
8. Iocal Africa 10.9 6.7 6.7 - 5.9 5.1 5.1 - 
9. BetweenaaOpe and 

Middle East 9.2 4.4 4.1 5.2 5.4 3.8 3.6 4.5 
10. Between aaopeMddle 

East and Africa 8.6 7.7 7.6 7.7 
11. North A t h t i c  5.9 4.3 5.0 4.0 4.1 3.5 3.6 3.4 
12. Mid Atlantic 6 .O - - - 4.0 - - - 
13. South Atlantic 7.5 5.6 - 5.6 4.8 4.6 - 4.6 
14. local AsiafPacific 8.2 11.3 11.3 - 5.9 8.1 8.1 - 
15. Between aaopehiddle 

East/ Africa and 
Asia/Pacific 6.4 7 .O 8.3 5.5 4.5 4.5 4.5 4.6 

16. North and Mid Pacific 6.2 4.3 4.3 - 4.3 3.5 3.5 - 
17. South Pacific 5.0 - - - 3.5 - - - 
1. Data for scheduled services, where presented are considered representative for a l l  airlines operating in 

the route group concerned. Data for m c h e d u l e d  f l  t s  r esent only carriers for which substantive 
information m s  available and are only presented %e %& include ha or p r e  prriers. Ik 
representative nature qf the data fqr both scheduled. services and -cheduled f l  hts 18 described in  
-U( 1 imd the uls of uncertamty to be taken mto acmmt reg- the scheALi s m c e  data are 
& s w s e d . b  Y e  -3 

2. b e  detalled e fmt ion  of the route groups may be found in Appendix 3 on the reverse of the revenue 
s t  h i r e .  

3. E s e  figures do not g-qlly be$@ .such incidental oper?ting revenue? as laag be a t p h t e d  to 
mternational pass q . ~ a f f ~ c .  On k l l n d u a l  mute groups mcldental operating revenues not included may 
represent up to an%tmnal 2 per cent over the average rev- quoted. 



Table 11-2. V a r i a t i o n  i n  scheduled passenger revenue y i e l d  amongst a i r l i n e s ,  1987 r 
Rmte gmP 
(short t i t le )  

Revenue per passee&lometre for individual airlines (cents) 
A=- 

revenue per 
p a s s w -  
kilrrmetre Nder 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 
(a l l  a i r  of to  t o  to  to  to  to  to  to  to  to t o  to  to  to  t o  to  t o  t o  to  arid 

lines, frcm airlines 4 5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22 aver 
Table 11-1 in this 

(cents) analysis Nmber of airlines 

-- 

I. b r t h - c e n t r a l k i c a  

2. Central America 

3. N o r t h k i c a  

4. NortIrSouthhmica 

5. South k i c a  

6. b p e  

7. Middle East 

8. Africa 

9. Europe-Mkldle East 

10. Empe4frica 

11. North Atlantic 5.9 35 5 5 12 10 3 

12. Mid Atlantic 6 .O 10 1 2 4 2 1  

U. South Atlantic 7.5 13 1 3 3 5 1  

14. Asiakacif ic  8.2 20 1 1 6 5 3 1 1 1 1  

15. Fmope4jia/Pacific 6.4 37 1 6 1 0 8 8 4  

16. Northhid Pacific 6.2 16 2 4 1 3 4 1 1  

17. South Pacific 5.0 8 3 4 1  

1. In the raxges of 22-23(3) and 23-24(2). 
2. In the rinlges of 23-24 and 29-30 respectively. 
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much from the route group average (for example for the South America and South Pacific 
route groups). However, on most route groups the unit revenues differ significantly 
amongst airlines, reflecting differing route structures and tra'ffic mix amongst other 
factors. 

Freight and mail traffic 

7 , Average reported unit freight and mail revenues in 1987 by international route 
group are presented in Table 11-3. 

8. The first column of data in Table 11-3 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 81.9 cents in local Europe to a low of 21.4 cents on routes across 
the North Atlantic. Comparing with data for the previous year, 12 route groups out of 
the 17 showed some increase with the. remaining 5 route groups showing decreases. The 
largest increases were on routes between and within Central America and the Caribbean 
(from 47.4 to 58.3 cents), between North AmericaICentral AmericaICaribbean and South 
America (from 26.0 to 28.3 cents), local South America (from 39.2 to 41.9 cents), local 
Europe (from 74.6 to 81.9 cents), and for routes between EuropeIMiddle East and Africa 
(from 30.3 to 33.7 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 low representation of the airlines operating on these routes in 1986 (only two 
airlines compared with four in 1987). The largest decreases in revenue yield were 
recorded for routes in local Middle East (from 50.2 to 39.1 cents) and between Europe and 
the Middle East (from 43.4 to 35.9 cents). , These reductions in unit revenue are mainly 
due to the absence of a major airline from the 1987 data. 

9. The second and third columns of data in Table 11-3 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 across the North Atlantic and the South 
Pacific), the difference in revenue yield is relatively small. Significantly higher 
yields for all-freight services than for other services are found on some route groups 
where the proportion of freight traffic carried on all-freight aircraft is relatively 
small and this type of service is dominated by one or two carriers (e.g. on routes in 
Local Middle East). 

10. The fourth column of data in Table 11-3 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 53.2 cents on 
routes between Europe and the Middle East to a low of 16.1 cents between ~urope1Middle 
East/Africa and AsiaIPacif ic. The figure for non-scheduled operations is actually higher 
than that for all-freight scheduled operations for 6 of the 11 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 1986 and 1987 
for most of the 10 route groups for which there are comparable data. These changes, in 
general, occurred in route groups where the non-scheduled freight traffic is relatively 
small or were otherwise accompanied by a significant change in reported non-scheduled 
freight traffic over the same period. 
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Table 11-3. Estimated average u n i t  f r e i g h t  and mai l  revenues 
by i n t e r n a t i o n a l  r o u t e  group1, 1987 

Route soup 
(short t i t le )  

Freight revenue (cents) per tonnekilometre p e r f o d  Mail revenue 
(cents) 

Scheduled services per tonne- 
Passetger kilometre 

and Non- p f c l n ~ d  - 
combination All-freight scheduled scheduled 

m a l l  aircraft aircraft flights services 

1. North-Ceutral h i c a  38.4 38.7 37.3 49.5 36.8 

2. Central America 58.3 49.9 - - 54.9 

3. North k i c a  31.8 31.6 32.8 - 48.7 

4. North-south America 

5. South k i c a  

6. Europe 

7. W d l e  East 

8. Africa 

9. Finnpe-Hiddle %st 

10. b p e 4 f r i c a  

11. North Atlantic 

12. Mid Atlantic 

13. South Atlantic 

14. Asialpacific 

1 5. hmpe-Asia/Pacif ic  

16. Northhid Pacific 

17. South Pacific 

1- Data represent only carriers for which substantive i d o m t i o n  %as available and are only 
presented where they inclu& tw~ or uore carriers. The representative nature of the data is 
described in Appendix 1. 



Table 11-4. Variation in scheduled freight revenue yield amongst airlines, 1987 

Average 
revenue per Revenue per mmdcil<rmetre for individual airlines (cats) 
tane 

kilaetre NMber 0 10 20 30 40 50 60 70 80 90 100 110 120 130 140 150 160 
(all air- of to to to to to to to to to to to to to to to to and 
lines, fran airlines 10 20 30 40 50 60 70 80 90 100 110 120 130 140 150 160 aver 
Table 11-3) in this 

Route group ( s k t  title) (cents) analysis htber of airlines 

1. North-Central 
M i c a  38,4 10 5 4 0 0 1  

2. Central k i c a  %03 4 2 1 0 0 0 6 0 0 0 0 0 0 1 1  

3. North America 31,8 12 2 3 7  

4. North-South America 23.3 21 2 0 9 3 1 3 1 1 0 0 ' 1  

5. South America 41 ,9 10 

6. Furope 81.9 25 

7. Yiddle East 39.1 5 2 0 1 1 1  

8. Africa 58.6 8 1 1 1 2 2 1  

9. Furope-Middle East 35.9 23 1 3 8 6 0 1 2 1 0 1  

10. FuropeAfrica 33.7 25 2 8 3 9 0 0 0 1 0 1 0 0 0 0 0 1 1  

11, North Atlantic 21.4 35 1 1 1 7 5 1 0 0 1  

12. Mid Atlantic 27 .O 10 1 6 3  

13. South Atlantic 25.2 13 2 6 5  

15. FmpedsialPacific 29.9 38 4 1 5 1 0 2  4 3 

16. Northhid Pacific 27 .7 16 1 7 5 1 2  

17. South Pacific 22J1 8 2 4 1 0 0 0 0 1  

1. In the range between 160-170. 
2. In the ranges between 180-190, 240-250, 260-270 respectively. 
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11.. The final column of data in Table 11-3 shows the average revenue per 
tonne-kilometre perfmmed 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 72.4 cents in local Europe to a low of 35.1 cents on the North and Mid 
Pacific routes. Between 1986 and 1987, 9 of the 17 route groups show increases in unit 
mail revenues. The most significant increases were on routes between North 
AmericafCentral AmericafCaribbean and South America (from 36.4 to 39.3 cents), between 
EuropefMiddle East and Africa (from 55.9 to 59.7 cents), across the North Atlantic (from 
33.4 to 36.1 cents), across the Mid Atlantic (from 53.1 to 61.5 cents), across the South 
Atlantic (from 53,7 to 60.7 cents), and across the NorthfHid Pacific (from 31.4 to 35.1 
cents). Decreases were recorded for all but one of the remaining 8 route groups, The 
most significant decreases were recorded on routes between Worth America and Central 
Americafcaribbean (from 43.1 to 36.8 cents), in local Middle East (from 101,9 to 59.2 
cents) and on routes between Europe and the Middle East (from 65.5 to 59.5 cents). The 
revenue yield for 1987 on these last two route groups was significantly affected by the 
absence of a major airline in the 1987 sample. Unit mail revenues in general remain 
significantly higher than unit freight revenues on scheduled services except for routes 
between North America and Central Americafcaribbean, between and within Central America 
and the Caribbean, and in local Africa where they were about the same in 1987 and for 
routes in local Europe, where unit mail revenues were significantly lower than unit 
freight revenues on scheduled services. 

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 America and Central Americafcaribbean, all airlines 36.8 cents, North American 
airlines 35.9 cents, Central AmericanICaribbean airlines 44.8 cents; between North 
AmericaICentral AmericaICaribbean and South America, all airlines 39.3 cents, North 
American airlines 30.9 cents, Central AmericaICaribbean airlines 63.7 cents, South 
American airlines 52.3 cents; North Atlantic, all airlines 36.1 cents, North American 
airlines 29.5 cents, European airlines 48.2 cents; and NorthfMid Pacific, all airlines 
35.1 cents, North American airlines 27.3 cents, Asian airlines 58.8 cents. These 
differences are to a large extent a result of the lower operating costs of the United 
States airlines which has led to comparatively low air mail conveyance rates being set by 
the United States authorities for originating mail. 

13. In the case of unit freight revenues, the variation amongst individual airlines 
of the revenue per tonne-kilometre for scheduled services for each route group is shown 
in Table 11-4. 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 within the "North 
Amer ica" route group of Canada/Mexico/United States or across the South Atlantic) . 
However, as for passenger traffic, on most route groups the unit revenues differ 
significantly amongst airlines. 



111. REGIONAL DIFFERENCES IN SCHEDULED PASSENGER 
FARES AND RELATED COSTS 

Over-all financial results by international route group 

1. Selected operational data and estimated financial results for the year 1987 are 
presented in Table 111-1 over-all and by route groups. 

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 13 on South 
Pacific routes to a high of 64 serving routes between Europe/ Middle East and Africa. It 
should be noted that propeller aircraft operations of these airlines are excluded from 
the study, as are the operations of some 122 small international airlines which operate 
propeller-driven aircraft exclusively; together these operations with propeller aircraft 
represented about 0.5 per cent of world international seat-kilometres in 1987 with their 
highest representations in any single route group being 21 per cent between and within 
Central America and the Caribbean, and' 4 per cent in local Africa and in local Europe. 
Supersonic aircraft operations, which were also excluded, represented slightly more than 
0.1 per cent of world operations. 

3. The operational data included in data columns 2 to 5 of Table 111-1 all have a 
significant effect on unit operating costs (see Chapter IV). There are considerable 
differences among route groups in the volume of traffic, the average length of flight 
stages, the average number of seats pet aircraft and the average passenger load factor. 

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 
cent of the normal applicable fare, commissions received on sales of 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 and/or 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 parties) and the corresponding costs are 
excluded from all figures presented in this study. An analysis of incidental revenue 
data on this basis for 1987 indicates that for international routes as a whole, relevant 
incidental revenues not included in Table 111-1 were about 0.06 cents per 
passenger-kilometre which, if added to the estimated world-wide unit revenue, increases 
it by some 1 per cent from 7.79 cents to 7.85 cents per passenger-kilometre. For 
individual route groups, the passenger-related incidental operating revenues may 
represent up to an additional 2 per cent over the average revenue quoted. 

5. The average operating cost per passenger-kilometre for all international routes 
was 7.79 cents (column 7), the figures for individual route groups ranging from a high of 
16.0 cents in local Europe to a low of 5.4 cents on routes across the South Pacific. 
These estimated costs include such items 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 (column 8) for international 
routes as a whole is estimated at 1.01 for the calendar year 1987, varying between 
individual route groups from 0.85 to 1.10. Taking into account relevant incidental 
revenues associated with international passenger traffic and margins of uncertainty in 
estimated revenues and costs (discussed in Appendix 2), the revenue/cost ratio for all 
international passenger traffic in 1987 is assessed as lying between 0.99 and 1.05, with 
a most likely value of 1.02. 



Table 111-1. Basic operational data and financial results for 
scheduled passenger services by international route group, 1 9 8 7 ~  

lonal data Finarrial result9 
F'ercentv of k a g e  
wrld's Inter le th  of Average 

AWSBB A='- 
p s q e r  

-r natimsl traffic f"Bight Paber of pas$y (cents) per msts (-8) Ratti. 
of ( m j l h l e  seat- " :zzis factor 

airlines kilometres1 (%) 2 5&%- z%!$ 
Route group2 (1) (2) (3) (4) (5) (6) (7) (8) 

I. A l l  wrld international mutes 21 2 100.0 1 714 239 67 7.79 7.71 1.01 
11. International mute groups: 
1. Be- Noqh lbnerica and Central 

Awrlca/Carlbbbean 31 3.5 1 211 191 63 7.1 7.7 0.90 
2. Be- and-within Central her ica 

and the Caribbean 18 0.2 681 139 61 9.6 8.8 1.10 
3. Befween Canada, k i c o  and the 

h l t ed  States 22 5.4 1 036 160 63 6.4 7.4 0.85 
4. Bettea b r t h  k i c a / G + r a l  b r i c a /  

Caribbean and South h i c a  36 3.b 2080 239 56 7.7 7.5 1.00 
5. Iocal Sourh k i c a  16 0.6 907 154 57 9.3 10.0 0.95 
6. LxalEurope 52 9.5 820 132 64 17.6 16.0 1.10 
7. h l  Middle East 16 1.1 882 178 58 13.4 12.0 1.10 
8. Local Africa 30 0.5 881 139 54 10.9 12.9 0.85 
9. Bebeen Jkope and Middle k t  43 3.9 2 052 210 58 9.2 9.8 0.95 

10. Bewen Fhropekiddle East and Africa 64 4.9 2 749 237 63 8.6 8.7 1.00 
11. North Atlantic 49 22.9 4 026 391 69 5.9 6.1 0.95 
12. M f  Atlantic 18 2.0 3 634 262 67 6.0 6.3 0.95 
13. Sauth Atlantic 19 2.0 3 609 266 63 7.5 8.0 0.95 
14. Lxal Asiakacif ic  40 8.5 1 654 273 73 8.2 7.3 1.10 
15. Bepen */Middle EastIAfrica and 

Asza/Paclfic 56 17.9 3 477 298 71 6.4 6.4 1.00 
16. Ebrth cand Mid Pacific 20 10.6 5 348 307 70 6.2 6.1 1.00 
17. Swth Pacific 13 3.1 4608 332 69 5.0 5.4 0.95 

1. Excluding operational and financial data attributed to supersonic and ller-driven aircraft. 
2. h r e  detailed definition of tk route cups may be f0np.l in Appendix =the reverse of tk reverue guestiomaire. 
3. The maxgm of uncertamty which shulvbe cons- m relatmn to  these results are discussed in Appendix 2. 
4. As defined by available seat-kilometres divided by aircraft-kilometres flown. 
5. These figures do not g ~ a l l y  include incidental o atirg revenues. For a l l  international routes t ha t .w .o f  this additional reww which may be 

d-tly attributd t o  mtematiOM1 p s e r g e r  tr&% is about 0.06 cents per passerger-kihetre. On d i d u a l  m o e  g r q s  it my represent up to an 
additional 2 per cent over the average revenue quoted. 

6. Rounded to  nearest Wutieth for individual mute groups. 
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7. Components of the total passenger costs are presented in Table 111-2. The 
primary breakdown is between "aircraft" 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. 

Variations in revenuelcost ratios amongst airlines 

8. The over-all financial results in Table 111-1 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. 

9. 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 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). As in previous years 
on routes between ~uropel~iddle East and Africa, European airlines as a group achieved a 
relatively high revenue/cost ratio (1.09). On South Pacific routes Asial~acif ic airlines 
as a group showed a revenue/cost ratio some 0.23 below that of North American airlines 
(0.85 against 1.08). In contrast to the pfevious year, an increase in unit costs per 
passenger-kilometre shown by some major South American carriers in 1987 led to a 
significant deterioration over 1986 in the results of this group of carriers against 
those registered in other regions operating on the same group of routes. This 
deterioration is particularly noticeable on routes between North AmericaICentral 
AmericaICaribbean and South America where the South American carriers as a group achieved 
a revenuelcost ratio of 1.02, compared with 1.11 in 1986, whereas the North American 
carriers' revenuelcost ratio only decreased 3 percentage points (from 1.07 in 1986 to 
1.04 in 1987). 

10. An examination was also carried out as to how the revenuelcost ratios varied 
amongst individual airlines operating in the same route group. These variations in 
revenuelcost ratios amongst airlines on a route group can be an important factor in the 
negotiation of fares for the route group in question, particularly where unanimity or 
some form of consensus among the airlines is required on proposed fares. 

11. The variations in 1987 are shown in Table 111-3. On a few route groups the 
revenue/cost ratios for the airlines do not vary very much from the route group average 
(for example across the South Atlantic). 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 three route groups the 
revenue/cost ratios of individual carriers ranged from less than 0.7 to greater than 1.3: 
in local Europe, local Africa and between EuropeIMiddle East and Africa. 

Comparison of results for 1987 with those for 1986 

12. An over-all comparison between data for 1987 and corresponding data for 
1986 shows an increase of about 9 per cent in the estimated passenger cost per avail- 
able seat-kilometre, from 4.74 to 5.17 cents. Since the world-wide average load factor 
increased some 4 percentage points, from 63 to 67 per cent, the cost per 
passenger-kilometre shows an increase of just under 3 per cent, from 7.49 to 7.71 cents. 



Table 111-2. Estimated passenger costs1 per passenger-kilometre by cost item, 1987 

Aircraft o w r a t k  costs Other o ~ e r a t k  costs 

Total opera- Aircraft MdQ3 General, 
t costs athiqis- (3 Table OBeratlng costs &craft associated &-mute Ticket@ txapve 

111-1 ) excluding fuel and airport facility Station Pmsepger -6- sales and and mscel- 
(am of fuel wd 0112 or1 

c w  c w  
expenses s m c e s  sum pmmoth lweous 

Routegroup(shorttit1e) colunns1-9) (1) (2) 6 5) (6) (7 (8) (9) 

1. A l l :  
Cents 7.71 2,%.6 1003 0.31 0,116 0,85 1.10 0.75 0.82 0.48 
Percentage of total costs 100.0 28 ,O 14.1 4.0 2.0 11.0 14.2 9.8 10.6 6.3 

II. International mute groups 
( ca t s )  : 

1. North-Central America 
2. Central America 
3. Nor thher ia  
4. North-South America 
5. South America 
6. Bnope 
7. Middle East 
8. Africa 
9. EhqeMiddle East 

10. -ica 
11. North Atlantic 
12. Mid Atlantic 
13. South Atlantic 
14. AsiaDacific 
15. aaopeAsia/Pacific 
16, Northhid Pacific 
17. south Pacific 

1. "Passenger" costs have been derived for etch mute taking in$ a c m t  the morribut@n m,.sde by tk rwpw earn* for the q' e of freight and 
-1 on passenger flights tarqds-mering b t a l  costs or these ftlghts. Due to the mms of muvertalnty ul the estmates of mdim%l cost itens the 
f w e s  sbplld be reyrcded as d l c a t i v e  only. 

2. 'lks  ten w l 4 e s  f i g b t r t i o n s  expenses (egckpitocrw salaries and rentals a d  k a m e  of flight @pent), aircraft maintenance and 
overhsul, wd alrcrslft s t  mg chmges such as ckpreclatum d Interest 
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Table 111-3. Var ia t ion of revenuelcost  r a t i o s  
amongst a i r l i n e s ,  1987 

Average less 0.7 0.9 1.1 greater 
revenue/cost NLnber of than to to to than 
ratio (a l l  airlines 0.7 0.9 1.1 1.3 1.3 

RcnIte group 
(short t i t l e )  

airlines, fmn in this 
Table 111-1) d y s i s  Number of airlines 

I. A l l  mrld i n t e r  
national mutes 1.01 79 3 15 45 13 3 

11. International mute 
groups : 

1. North-Central k i c a  0.90 9 2 3 2 2 - 
2. Central America 1 .lo 4 - 2 0 2 - 
3. North America 0.85 13 2 7 4 - - 
4. North-South k i c a  1.00 17 - 4 10 2 1 

South America 

b p e  

Middle East 

Africa 

Europe-Middle East 

b w i c a  

North Atlantic 

Mid At lwt ic  

South Atlantic 

AsiaIPacif i c  

Europe-AsiaIPacif ic 

Northhid Pacific 

South Pacific 
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Unit revenues (excluding incidental operating revenues) on the other hand showed an 
increase of about 5 per cent, from 7.42 cents per passenger-kilometre to 7.79 cents in 
1987 and as a result the over-all revenuelcost ratio shows a slight improvement between 
the two years, increasing from 0.99 in 1986 to 1.01 in 1987. 

13. 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 1986 and 1987, eleven out of the 16 route groups for which comparable 
data are available showed increases in costs per passenger-kilometre. The most 
significant increases were recorded on routes in local South America (from 9.0 to 10.0 
cents); in local Europe (from 14.5 to 16.0 cents), in local Africa (from 12.0 to 12.9 
cents) and across the South Atlantic (from 6 -6 to 8.0 cents). The remaining five route 
groups showed decreases in unit costs between 1986 and 1987, significantly on routes in 
local Middle East (from B2,7 to 12.0 cents), and between Europe and the Middle East (from. 
10.2 to 9.8 cents). 

14. me comparison of unit costs between I984 and 1987 reflects a relative 
stability in the price of fuel (see Chapter IB), with a general increase in other costs. 
However, as with the revenue figures discussed in Chapter IH, the comparison has been in 
some cases significantly affected by a change in the value of the United States dollar 
against other world currencies. Within the Americas, where most fares and rates are 
transacted in United States dollars, the changes in unit revenues generally reflect 
market changes. ShilarPy, 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. 

15. Outside the Americas, in those areas where national cunrewciee generally 
strengthened compared with the United States dolla~, the increases shorn in revenues and 
costs ere in effect inflated, and notably 50 in Europe and AsiafPacific, For example, 
whereas between 1986 and 1987 average unit revenues and costs for routes in local Europe 
showed increases of about 13 and 10 per cent respectively when measured in United States 
dollars, in terms of European currencies they are estimated to have increased about 4 per 
cent and P per cent respectively. For routes in local AsialPacif ic, the average unit 
revenues and costs in tems of United States dollars showed increases of about 9 and l 
per cent respectively, whereas in tems of national currencies unit revenues are 
estimated to have increased about 5 per cent and unit costs to have decreased some 3 per 
cent, In other areas, such as the Middle East and Africa, the United States dollar shows 
an overall strengthening against related currencies between 1986 and 1987. In these 
areas, the changes 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. However, local currency data are distorted by the relatively large 
devaluation against the United States dollar of the national currencies of a few 
countries. 

16. Of the 16 route groups for which comparable data are available, six showed an 
improvement in the revenuefcost ratio between 1986 and 1987. These are: local Europe 
(from 1.05 to 1.10), between Europe and the Middle East (from 0.90 to 0.951, between 
Europef~iddle East and Africa (from 0.95 to 1.00), North Atlantic (from 0.90 to 0.95), 
lacal ~siaf~acific (from 1.05 to 1.10), and across the South Pacific (from 0.90 to 
0.95). In the cases of routes between ~uropef~iddle East and Africa, and in local 
AsiaIPacific, unit revenues showed a more favourable development than unit costs 
(expressed in terms of cents per seat-kilometres). In all cases, however, an improvement 
in average load factor contributed to the increase in revenuefcost ratio between 1986 and 
1987. This is particularly significant for routes across the North Atlantic where the 
average load factor increased from 61 per cent in 1986 to 69 per cent in 1987. This 
increase of 8 percentage points in load factor translated a unit cost increase of about 
8 per cent for costs expressed in cents per seat-kilometres .into a decrease of just over 
3 per cent for costs expressed in terms of cents per passenger-kilometre. The load 
factor on local Asialpacific routes rose from 70 per cent in 1986 to reach an all-time 
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high of 73 per cent in 1987, which was achieved in conjunction with a significant 
improvement in yield, leading to the most favourable revenuelcont ratio of 1,10 for these 
routes. 

17. Of the remaining ten route groups, six showed a reduction in the revenuelcost 
ratio, while the change in- the ratio of the remaining four route groups was not 
significant. The route groups which showed a decline in the revenuelcost ratio were on 
routes between Canada, Mexico and the United States (from 0.90 to 0.851, between North 
AmericalCentral AmericaICaribbean and South America (from 1.10 to 1.00), local South 
America (from 1.05 to 0.95), local Middle East (from 1.15 to 1.101, local Africa (from 
0.90 to 0.851, and across the South Atlantic (from 1.05 to 0.95). In all cases the most 
significant factor was a less favourable development of unit revenues than unit costs, 
and in most cases there was also little change or a decrease in average load factor, 
Between 1986 and 1 9 8 9 ,  routes across the South Atlantic suffered a decrease in average 
load faceor of 7 percentage points (from 70 per cent to 63 per cent), Where there was an 
increase in load factor, such as on routes between ~anadal~exico and the United States 
and on routes within local Hiddle East, this was insufficient to offset the increase in 
unit costs. The relatively large decrease in revenuefcost ratio for routes invoBving 
South American carriers must be in part attributed to a significant increase in aircraft 
operating costs for these carriers, En addition, for routes within South America there 
was a significant reduction in the contribution of cargo revenues towards reducing total 
operating costs. 



IV. FACTORS CAUSING REGIONAL DIFFERENCES IN COSTS 

1. The financial analysis 'presented in Chapter I11 included estimates of the 
average cost per passenger-kilometre performed for each of 17 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 t.heir 
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 IV-5 and 
discussed in paragraphs 21 and 22 of this chapter. 

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

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 density is high have lower aircraft operating costs per 
seat-kilometre 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 1987 for different categories of aircraft. Table IV-1 presents the 
average aircraft operating costs per block hour and per available seat-kilometre for five 
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Table IV-1.  Operational  and cos t  d a t a  f o r  a i r c r a f t  c a t e g o r i e s  1987 
( i n t e r n a t i o n a l  scheduled passenger s e r v i c e s )  

Percentage 
Primary of mrld's 

jet types inter- 
operated national 
on inter- traff i c  

Grouping of national (available 
subsonic scheduled seat+) 
aircraft services1 (%I 

Average Aircraft 
1-h operatirlg costs4 

of Average 
Average flight utili: Ibllars Cents per 
nuder stages zation3 per available 

of operated ~hours/ block seat- 
seats2 (km) day) hDur lrms 

ALL - 100.0 239 1 714 8.9 4 070 2.2 

Widebody, A300 14.8 236 d. $71 8.5 4 510 
d*l A310 

B767 
IL86 
LlOll 

Wide-body , B747 63.7 325 4064 10.7 5 8U) 
Pongfiaul DClO 

Llo11-500 

1. 0nly aircraft types providing w r e  than 0.5 per cent of the wrld  international scheduled 
available seat -ki le t res  in 1987 are listed in this colurm. 'Ihe categorization of aircraft 
types is based on the average rimher of seats and average lergth of flight stages operated in 
1987. 

2. Available seat-kilometres divided by aircraft-kilometres flown. 
3. Includhg dcrnestic and non-cheduled operations of the international airlines concerned. 
4. Data in these c o l m s  include flight operations expenses, aircraft fuel and o i l  (at the wrld  

average cost of 17.3 cents per l i t re) ,  aircraft maintenance and overhaul, and aircraft standing 
charges such as depreciation and interest charges. If prevailing regional prices rather than 
the wrld  average price were to be used for aircraft fuel and o i l  t k e  muld be no change in 
the per seat-kilometre cost data presented, but small charges in sane of the per block hDur 
data. 

5. Aircraft operating costs have been adjusted in this case to exclude costs attributable to 
freight and mai l  traffic. 
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categor ies  of a i r c r a f t ,  grouped according t o  t h e i r  s i z e  and by the  length  of haul  f o r  
which they were genera l ly  used i n  1987. The average hourly cos t  va r i ed  from $2 170 f o r  
narrow-body short-haul a i r c r a f t  t o  $5 820 f o r  wide-body long-haul a i r c r a f t ,  but  p r imar i ly  
because of t h e i r  g r e a t e r  p roduc t iv i ty  the  average a i r c r a f t  opera t ing cos t  per a v a i l a b l e  
seat-kilometre (adjus ted  t o  exclude c o s t s  a t t r i b u t a b l e  t o  f r e i g h t  and mail  t r a f f i c )  of 
the wide-body long-haul a i r c r a f t  was, a t  1.9 cen t s ,  lower than f o r  any o the r  category.  
A t  the  o t h e r  end of t h e  spectrum t h e  narrow-body short-haul a i r c r a f t  averaged 3.4 cents  
per seat-kilometre,  which i s  79 per cent  higher than the  f i g u r e  f o r  wide-body long-?aul 
a i r c r a f t  . 
5. A i r c r a f t  opera t iona l  da ta  f o r  each rou te  group (excluding u t i l i z a t i o n  e f f e c t s )  
a r e  shown i n  Table IV-2. The average block speed achieved i s  shown t o  be s i g n i f i c a n t l y  
higher on rou te  groups with a  long average s t age  length  such a s  the  t r a n s a t l a n t i c  and the  
t r a n s p a c i f i c  rou tes  than on r o u t e  groups with a  shor t  average s t age  length  such a s  Europe 
and the  Middle East. This r e l a t i v e  economic advantage f o r  the  opera t ions  of long-haul 
routes  i s  amplif ied by the  f a c t  t h a t  l a r g e  wide-body a i r c r a f t  i n  1987 accounted f o r  a  
high proportion of the  t o t a l  capaci ty  on long-haul rou tes  but  were being used l e s s  on the  
route  groups with a  shor t  average s t age  length.  The v a r i a t i o n  i n  average a i r c r a f t  
product iv i ty  r e s u l t i n g  from v a r i a t i o n s  i n  average block speed and average s i z e  of 
a i r c r a f t  i s  very wide. For example, the  seat-kilometres per a i r c r a f t  block hour i n  the  
Central  America, Europe and Afr ica  rou te  groups a r e  i n  each case l e s s  than one-third of 
the  seat-kilometres per block hour on the  South P a c i f i c  rou te  group. 

6. Differences i n  a i r c r a f t  f l e e t  composition among r o u t e  groups con t r ibu te  t o  the  
d i f fe rences  i n  both a i r c r a f t  and o the r  opera t ing c o s t s ,  but mainly i n  t h e  a i r c r a f t  
cos t s .  The con t r ibu t ion  t o  r eg iona l  d i f fe rences  i n  a i r c r a f t  opera t ing  cos t s  a r i s i n g  from 
d i f fe rences  i n  a i r c r a f t  mix (excluding the  e f f e c t s  of d i f fe rences  i n  s t age  length ,  f u e l  
p r i ces  and load f a c t o r s )  has been est imated and i s  presented i n  paragraphs 21 and 22. 

7. Other opera t ing cos t s  a s  wel l  a s  a i r c r a f t  opera t ing c o s t s  a r e  of course a l s o  
s t rongly  inf  luenced by t h e  average length  of f l i g h t  s t ages  operated i n  a  r o u t e  group. 
This i s  because c e r t a i n  important cos t  items, such a s  s t a t i o n  expenses and landing 
charges, a r e  pr imar i ly  dependent upon the  number of a i r c r a f t  and passenger depar tures .  
Since t h e  number of seat-kilometres (o r  passenger-kilometres) per depar ture  inc reases  
propor t ional ly  with increas ing s t age  length ,  the  cos t  per se  
passenger-kilometre) of s t a t i o n  expenses and landing charges f a l l s  with increas ing s t age  
length.  Estimated e f f e c t s  of d i f fe rences  i n  s t a g e  length  on opera t ing c o s t s  (both 
a i r c r a f t  and o t h e r )  a r e  a l s o  presented i n  paragraphs 21 and 22. 

P r i c e s  f o r  a i r c r a f t  f u e l  and o i l  [ f a c t o r  c ) l  

8. The est imated t o t a l  consumption of a i r c r a f t  f u e l  and o i l  on i n t e r n a t i o n a l  
subsonic j e t  passenger r o u t e s  i n  1987 was about 58 b i l l i o n  l i t r e s ,  and the  t o t a l  cos t  t o  
t h e  a i r l i n e s  was some U.S.Sl0.0 b i l l i o n  f o r  an average p r i c e  per l i t r e  of 17.3 cents .  
This average p r i c e  paid per l i t r e  represented a  s l i g h t  inc rease  from the  1986 average 
p r i c e  of 17.1 cen t s  per l i t r e ,  represent ing a  l e v e l l i n g  out  a f t e r  a  cont inual  annual 
decl ine  i n  p r i c e  from the  high l e v e l  of 31.0 cen t s  per l i t r e  reached i n  1981. Other 
opera t ing cos t s  increased more than the  p r i c e  of f u e l ,  however, and i n  1987 f u e l  
represented j u s t  over 14 per cent  of t h e  t o t a l  pass.enger opera t ing c o s t s  compared with 
about 15 per cent  i n  1986 and j u s t  over 23 per cent  i n  1981. 

9. D e t a i l e d , e s t i m a t e s  have been made of the  average p r i c e s  of f u e l  purchased i n  
the  d i f f e r e n t  regions of the  world (Table IV-3) and of the  average p r i c e s  of f u e l  
consumed on the  var ious  rou te  groups (Table IV-4). AS shown i n  Table IV-3 on a  r eg iona l  
b a s i s  the  p r i c e  per l i t r e  of f u e l  i n  1987 ranged from about 14 cen t s  i n  North America t o  
some 26 cents  i n  Afr ica  (almost double t h e  p r i c e  paid i n  North America). Between 1986 
and 1987 changes i n  f u e l  p r i ces  va r i ed  from region t o  region,  from a  reduct ion of about 6  
per cent  i n  Afr ica  t o  an increase  of some 4 per cent  i n  South America. 
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Table IV-2. A i r c r a f t  opera t iona l  data by r o u t e  group, 1987 

Average 
aircraft 

Average Percentage distribution productivity: 
length of Average of seat-kilanetres available seat- 

flight block kilometres per 
Stage speed Narmw- Wide- block hour 

b u t e  group (shart t i t l e )  (h) ~kmh) boay body (tlxxmmds) 

I. A l l  mrld international 
routes 1 714 662 21 79 158 

11. International route 
groups : 

1. NortWentral America 1 2ll 627 47 53 120 

2. Central America 681 583 99 1 81 

3. North America 1 036 593 75 25 95 

4. NortkSouth America 2OSO 718 24 76 17 2 

5. South America 

6. - 
7. Middle East 

8. Africa 

9. b p d - f i d d l e  Ease 2 052 650 25 75 136 

10. IbopAfrica 2 749 712 17 83 169 

11. North Atlantic 4 026 758 3 97 228 

12. Mid Atlantic 3 634 7 54 14 86 197 

13. South Atlantic 3 609 769 8 92 205 

15. bpeAsiafPacif  i c  3 477 727 8 92 217 

16. Northbid Pacific 5 348 7 93 2 98 244 

17. South Pacific 4 608 795 4 % 264 



10. On a route group basis (Table IV-4) the estimated fuel prices range from a low 
of 15.1 cents per litre for routes within North America to a high of 28.9 cents per litre 
for routes within Africa. Comparing the two sets of fuel price estimates in Tables IV-3 
and IV-4, both of which are derived from the same data sources, it may be seen that the 
average prices paid for fuel for international services carried out entirely within 
Africa (28.9 cents per litre) are significantly higher than the average prices for all 
fuel uplifted in Africa for international services to, from and within that region (25.7 
cents per litre). Further analysis shows that airlines from outside 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 purchasing arrangements covering 
a wider network of services. 

Airport and ,associated- char-ges [factor d) 1 

11. Airport charges in 1987 represented 4.0 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 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 IV-3. The table shows that the world average was 7.5 dollars per tonne and that 
the average charges in regions ranged from 2.7 dollars in North America and in Central 
America/Caribbean to 13.1 dollars in Europe. En-route facility charges are not generally 
included in these estimates because of their more limited significance (2.0 per cent of 
total costs) and because of the margin of uncertainty associated with their estimation on 
a regional basis. 

Table IV-3. Estimated unit fuel prices and airport charges 
by region, 1987 (international scheduled services) 

Areal 

Landing and associated 
Aircraft fuel airport charges 
and oil prices (dollars/ 
(centsllitre) departed tonne2) 

W l d  17.3 7.5 

North k i c a  14.4 2.7 

Central kica/Caribbean 19.1 2.7 

South America 23 .O 4.4 

Middle East 18.1 5.0 

Africa 

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

2. Tomes of aircraft Illaximsl take-off weight. 
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Tab le  IV-4. Est imated u n i t  f u e l  p r i c e s  and a i r p o r t  charges  
by r o u t e  group, 1987 ( i n t e r n a t i o n a l  scheduled s e r v i c e s )  

Landing and associated 
Aircraft fuel and airport charges 

o i l  prices (dollars/ 
h t e  group (short t i t l e )  (centsllitre) departed tome1) 

1, Af l world ht-tiswl 
mutes 

2. Central America 20.5 2.2 

5. South k i c a  22.0 4.6 

b p e  

Middle East 

Africa 

Ebrope-Middle East 

Ibmpedfrica 

North Atlantic 

Mid Atlantic 

South Atlantic 

h i a h a c i f i c  

EbropeAsia/Pacific 

Northhid Pacific 

17. South Pacific 16.2 4.2 

1. Tomes of aircraft maxhm takedff weight. 
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12. Estimates of landing and associated airport charges have also been made on a 
route group basis and are shown in Table IV-4. The range of these estimates for route 
groups is from 1.8 dollars per tonne for traffic within North America to 15.0 dollars for 
traffic within Europe. 

Load factor [factor ell 

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 111-1, the passenger load 
factors achieved in 1987 varied significantly among route groups, from a low of 54 per 
cent on routes within Africa to a high of 73 per cent on routes in local AsiaIPacific, 
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 21 and 22. 

Other causes of regional differences in costs 

14. Among the factors that led to regional differences in the total cost of 
passenger operations in 1987, 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 analysed. The remaining cost items 
include "station expenses", "passenger services", "commission", "ticketing, sales and 
promotion" and "general, administrative and miscellaneous" and together accounted for 
some 52 per cent of the total costs for international passenger operations in 1987. 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. 

15. Station expenses (column 5 in Table 111-2) relate mainly to the servicing of 
aircraft and passengers at airports. While they vary greatly among route groups, from 
0.4 to 2.5 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. 

16, Passenger service costs (column 6 in Table 111-2) relate primarily to cabin 
services provided in flight. In 1987 they increased significantly on a world-wide basis 
and represented slightly over 14 per cent of total passenger operating costs. The 
differences in their level amongst the route groups, from 0.8 to 1.9 cents per passenger- 
kilometre, primarily reflect differences in salary, service levels and utilization of 
cabin crew. 

17. Commission (column 7 in Table 111-2) is paid by each airline to travel agents 
and other airlines for the sale of passenger tickets. Commisoion 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 of the price of the 
ticket the variation in this cost item, from 0.5 to 1.6 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 111-2) is an item for which 
the level is largely determined by decisionlnaking within individual airlines. In 1987 
this represented almost 11 per cent of passenger costs. The variation among the route 
groups, from 0.6 to 2.1 cents per passenger-kilometre, reflects differing competitive 
situations and the extent to which airlines handle their own sales in the various route 
groups. 



Table  I V - 5 .  C o n t r i b u t i o n s  t o  d i f f e r e n c e s  i n  c o s t s  among r o u t e  groups ,  1987 

- - - - - - - - - 

Actual 
k P d  Eff ect Effect Effect of total 

average of air- of stage Effect landing sun of Passe- 
total craft r& length and of air- and asso- EEfect effects Effect operating 

passenger CIII direct average craft fuel ciated of in of wsts : 

operating operating block andoil airport load colurms other colums 
costs costs speed prices charges factor 2-6 factors 1+7+8 

- - - - - - -- - - 

(Cents per psenger-kilnnetre) 
Route group (short t i t l e )  (11 (2) (3) (4) (5) (6) (7) (8) ( 9 )  

I. A l l  m l d  international 
routes 7.7 

11. International route 
gnxlps : 
1. Northcentral America 7.7 
2. Central k i c a  7.7 
3. North America 7.7 
4. NortbSouth America 7.4 
5. South America 7,' 
6. Europe 7,7 
7. Middle East 7.7 
8. Africa 7.7 
9. h p e 4 d d l e  East 7.7 
10. hpe4r ica  7.9 
11. North Atlantic 7,7 
12. Mid Atlantic 7.7 
13. South A t h t i c  7.7 
14. AsialPacif i c  7.7 
15. aaope-ksialpacific 7.7 
16. NorthlMid Pacific 7.7 
17. South Pacific 7.7 
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19. Commission, ticketing, sales and promotion, together reflect the over-all cost 
of selling passenger tickets. Depending on the route group, between 17 and 24 per cent 
of total passenger revenues are used to defray this cost. 

20. General, administrative and miscellaneous expenses (column 9 in Table 111-2) 
vary from 0.2 to 1.0 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 have been heavily 
influenced by fluctuations in exchange rates. 

21. The effects of the factors described in paragraphs 3 to 20 on the cost levels 
for route groups are shown in Table IV-5. Column 1 of that table shows against each 
route group the world average cost per passenger-kilometre in 1987, which was 7.7 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 IV-5 it 
will be noted that each of them contributed significantly to differences from the world 
average cost per passenger-kilometre. On 12 out of the 17 route groups, "stage length 
and average block speed" was the most important single factor and on the rest "load 
factor" was the most important single factor, but neither of them was the consistently 
dominant cause. 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. 



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 2/20.3.2-88/33 of 4 May 1988) 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 
85 States. The second questionnaire sought information on costs for international 
scheduled passenger airlines, and replies were received with respect to 77 States. 
Facsimiles of the two questionnaires and a Pist of States for which 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 material prepared by publishers of the 
Official Airline Guide. 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 - 
planned number of seats- (combination aircraft ), number of dep&tbres, aircraft block 
hours and distance flown (these data are Copyright 1988 by Official Airline Guides, Inc., 
Oak Brook, Illinois). The ICAO Secretariat 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 block hour (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 route group and for 
each geographical area of operation withi'n each route group, as well as aggregate 
statistics for each area and for the world as a whole. 

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 -Statistics. 

4. For scheduled services, 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 95 scheduled airlines 
(including 6 all-cargo airlines) and 13 other carriers (including 2 all-cargo), and on 
cost data for 79 scheduled passenger airlines. 

6. The number of airlines and the coverage of international scheduled passenger 
traffic represented 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 
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85 per cent for revenue data and 82 per cent for cost data. Representation of the 
Africa, Middle East and Central America/ Caribbean regions in 1987 remained 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 cost data is above 70 per cent for 10 of 
the 17 route groups. For most route groups the revenue and cost data are considered 
sufficiently representative to justify presentation of results, although in the case of 
routes "between and within the Caribbean and Central America" and in "local Middle East" 
the results need to be interpreted with some caution because of the relatively low 
representation. 

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. 
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REPRESENTATIVE NATURE OF REVENUE AND COST DATA FOR 
SCHEDULED PASSENGER OPERATIONS, 1987 , 

Table Al -1 .  Reprebentation by ICAO region of a i r l i n e  r e g i s t r a t i o n  

Revenue data represent Cost data represent 

Intemtional 
scheduled Available Available 
aviilable seat-kilcmtres seat4cilcmtres 

seat- hber Phhr 
k i b t r e s  of No. % of of No. % of 

-ion (millions 1 airlines (millions 1 total airlines ( m i l l h  ) total 

All 1 025 723 89 . 876 324 85 79 836 607 - 82 

Africa 46 133 12 20 003 43 12 20 003 43 

Middle East 59 265 3 19 591 33 3 19 591 33 

North Amrica 229 992 13 223,335 97 12 223 199 97 

Central America/ 
Caribbean 29 877 5 15 060 50 4 14 425 48 

South Amrica 38 708 12 28 978 75 12 28 978 . 75 

Source : ICAO, Fom A-1 . 
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Table A1-2. Representation by international route group 

Percentage Percentage 
of total of total 

Nunber of scheduled Nmber of scheduled 
Route group (short title) airlines seat-kilometres airlines seat-kilometres 

I. All wrld  international 
mutes 89 85 79 81 

International route groups: 

1. Northcentral America 10 

2. Central 5 

3. North America 13 

4. N m t M h & h A m ~ ~ i c a  18 

5. South America 8 

6. Bnope 25 

7. Middle East 5 

8. Africa 10 

9. -1e East 24 

10. -ica 28 

11. North Atlantic 35 

12. Mid Atlantic 10 

13. South Atlantic 13 

14. AeiaIPacific 20 

15. FumpebiaIPacif ic 37 

16. Northhid Pacific 16 

17. South Pacific 8 

Source: Timetable analysis. 



Table A1-3. Representative nature of revenue data for non-scheduled passenger 
operations, 1987, by ICAO region of carrier registration 

International 
rrm-scheduled Revenue data represent 

passenger4cilanetres 
perfowed (millions) 

A l l  carriers International scheduled airlines Other carriers 
By inter- ____.- 

By national By Nlmber Pass* performed Nm&r Pass-lan performed bhber Pass* petfowed 
a l l  scheduled other of No. % of of No. % of of No. % of 

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

All 

Africa 

AsialPacif i c  

Eurape 

Middle East 

k t h  America 

Central k i c a l  
Caribbean 

South k i c a  

82 047 

(Note 1) 

26 

71 487 

342 

9 830 

(Note 1) 

362 

1. Less than 0.5 million. 

Saurce: ICAO, Farms A-1 d A-2. 



Table A1-4. Representative nature of revenue data for scheduled freight 
and mail services, 1987, by ICAO region of airline registration 

International Freight revenue data represent Internat ianal Mail revenue data represent 
scheduled scheduled 
freight m a i l  
tmelrm Nuher Tome-km performed tarmelrilanetres N d e r  T o m e h  performed 
performed of No. % of performed of No. % of 

Ron (millions) airlines (millions) total ~millions) airlines (millions) total 

A l l  36 717 92 32 622 89 1 941 84 1 781 92 

Africa 1 106 11 47 5 43 48 11 18 38 

Asia/Pacif ic 11 448 18 10 294 90 366 18 358 98 

-P 13 937 26 13 507 97 7 58 24 709 94 

Middle East 2 025 4 733 36 53 3 14 26 

North Arnerica 6 411 13 6 235 97 665 13 653 98 

Central Amrica/ 
Caribbean 230 5 l2.l 53 11 5 3 27 

South k i c a  1 560 15 1 221 81 39 10 ' 26 67 

Source : ICAO, 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 
1987, 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 
average monthly exchange rates for 1987 published in the 
of Statistics were used. 

2. ~r'ior to detailed analysis all financial and operational data were verified (a) 
as to 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. A i o £  -av venue data. Scheduled and/or 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-kilometre and per seat-kilometre (for passenger traffic) or per tonne-kilometre 
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. A-va-ilable cost data. Cost data are obtained and analysed only for 
international scheduled passenger airlines. While most scheduled (and non-scheduled) - 
carriers maintain revenue and traffic data on a route by route and/or route group basis, 
far fewer maintain cost data in a correspondingly disaggregated form. 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-wi.de 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 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 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 costs 
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. 

6 .  Costs in the f.irst category (4)- were obtained from the data for each airline as 
an average system-wide cost per aircraft block hour for each aircraft type used in 



Tab le  A2-1. P rocedu re s  used  t o  a l l o c a t e  i n d i v i u u a l  a i r l i n e  c o s t s  among r o u t e  g roups  IS 
Airline data inplt 1 

Category of costs Cost iten (see hote 1) to the study Cost allocation criteria t 
A. Cost related primarily 1.1 Flight operation expenses, S y s t d d e  costs and system- 1.1-1.4 Nunber of block hours flown by each aircraft 

to  aircraft type excluding fuel and o i l  costs wide block bours flovn for type on each mute group 
each aircraft type operated 

1.2 Bircraft main- and 
o v a  expenses 

I 3  Aircraft depreciation and 
amrtization costs 

1.4 Interest charges on aircraft I 
B. Costs related signifi- a . 1  Aircraft fuel and o i l  costs Either: 

cantly b t h  to  aircraft 
type and geographical II.2 Lading and associated a) costs by geograpnical 
area of operation airport charges area of operation, or 

I13 F a o u t e  faci l i ty  charges b) costs by mute group 
(no allocation to route 

11.4 Other station wpenses group necessary), or 

C) costs by aircraft type 

C. Costs related signif i- 111.1 Passenger service costs S y s t d d e  costs 
ficantly to w l w ~  of 
t raff ic  or voluae of n1.2 Comsissiun paynmts 
capacity 

III.3 Other ticketing, sales and 
pronotion costs 

III.4 Gmeral md administrative 
expenses 

III.5 Miscellaneous operating expasee 

IV.1 Balance of miscellaneous mn- 
operating i tem (excluding 
payruents £ran public funds d 
balance of in- fmm 
affiliated ccmpanies) 

11.1 Fuel conamption by each aircraft type in each 
area of operation 

11.2 khxhm takeoff weight times nrmber of 
departures for  each aircraft type in each 
area of operat ion 

11.3 Maxhm takeoff weight times nuher of block 
horas flown for each aircraft type in each 
area of operation 

11.4 b i n a m  paylod timgs m h x  of departures for 
each aircraft type in each area of operation 

111.4-IV.1 Nunber of tormekilanetres 
performed in each mute group 

111.1 Nunber of seat-hours on each route group 

III.2 Total rweuue m e d  from each mute group 

1. Cost iten references are those wed in the cost (see Appendix 3). The item themselves are described in the Reporting Guidelines 
on the reverse of the cost questionnaire. 

\ 
m 
m 

I113 Total revenue earned from each mute group 

1 
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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.- were recorded for each airline by route group 
or by geographical 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 consumption in the case of "aircraft fuel and 
oil1'). 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 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 costs1*, 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 and/or international non-scheduled operations as well as to inter- 
national scheduled operations. Such costs associated with domestic and non-scheduled 
operations were subtracted using the same allocation procedures as were used to distri- 
bute 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 re . 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 data base did not include all carriers 
operating. 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-kilometres 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 A2-11, 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 Central America and the Caribbean, 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. 

15. General. It is important to recognize that the revenue and cost data presented 
in this ~i-are not perfectly defined quantities, but involve margins of uncertain- 
ty. 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 data base. 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 revenue/cost ratios 
published in this study for scheduled passenger traffic in 1987 are presented below. 

16. Estimates of unit revenues. The margin of uncertainty on the estimated unit 
revenues f-ses 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 the estimated scheduled passenger 
revenue per passenger-kilometre for almost all the route groups presented can be relied 
upon to *6 per cent. However, caution should be exercised when interpreting the revenue 
(and cost) data for routes between and within Central America and the Caribbean and in 
local Middle East due to the relatively low representation in those route groups. 
Conversely, a significantly narrower margin of uncertainty than *6 per cent applies for 
those route groups where the representation was relatively high. On a global basis, 
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. . 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 procedures do not take into account the detailed 
conditions under wh-ich 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 Carib- 
bean, the margin of uncertainty on the estimated scheduled passenger costs per passenger- 
kilometre for all the other route groups presented is considered to be within *lo per 
cent. Route groups with high representation show a somewhat narrower margin of uncer- 
tainty. 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 f5 per cent. 
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19. On route groups where the margin of uncertainty approaches *lo per cent the 
contribution of different sources of uncertainty is approximately as follows: 

Relative 
contribution 
to margin of 
u-ncertaia 

Incomplete cost data base 3 

Generic nature of certain costs and 
use of standardized allocation procedures 

Fluctuations in currency exchange rates 2 

Other (primarily imperfections in 
reported data) 

All 10 

20. Much of the uncertainty arising from the generic nature of certain costs is 
inherent and cannot be influenced (see paragraph 171, and little can be done to reduce 
the uncertainty arising from fluctuations in currency exchange rates. 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 111, Table 111-1). 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 revenuefcost rat-ios. The estimated ratios of revenues to costs 
have margixuncertainty 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 groups in this study is 
estimated at * 5  per cent, and for all the route groups together it is estimated at 
*2.5 per cent. 
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APPENDIX 3. QUESTIONNAIRES RELATING TO REVENUES AND COSTS 

I. Facsimiles of questionnaires and attachmez 

QUESTIONNAIRE ON REVENUES OF INTERNATIONAL SCHEDULED AND NON-SCHEDULED AIR CARRIERS 

(Reporting Guidelines and Route Group Descriptions Overleaf) 
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T h i s  q u e c t i o w a i r e  i s  t o  be  r e tu rned  completed by ICAO Con t rac t ing  
S t a t e s  f o r  each of t h e i r  major i n t e r n a t i o n a l  scheduled and 
non-scheduled a i r  c a r r i e r s  ( i nc lud ing  any a l l - ca rgo  c a r r i e r s ) .  
m a t e r i a l  provided w i l l  no t  be  made nub l i c  i n  such a  wav a s  t o  
permit  i d e n t i f i c a t i o n  of i nd iv idua l  ooe ra to r s .  Informat ion 
provided should be  t h e  t o t a l  amount f o r  a  12-month pe r iod  a s  c l o s e  
a s  p o s s i b l e  t o  t h e  ca l enda r  year  s p e c i f i e d  i n  t h e  cover ing S t a t e  
L e t t e r ,  v i t h  t h e  pe r iod  being i d e n t i f i e d  i n  t h e  space provided.  I t  
i s  recognized t h a t ,  i n  order for yom r e p l y  t o  reach ICAO by t h e  
d a t e  i n d i c a t e d  i n  t h e  S t a t e  L e t t e r ,  f i n a l  audi ted f i n a n c i a l  d a t a  
may n o t  be  a v a i l a b l e .  bu t  p re l imina ry  d a t a  a r e  accep tab le .  

Data f o r  a l l - ca rgo  a i r c r a f t  ope ra t ions  should be included i n  t h e  
r e l e v a n t  s e c t i o n s  of t h e  ques t ionna i r e .  Data f o r  scheduled 
s e r v i c e s  v i t h  such a i r c r a f t  should be included i n  Items 1.1 and 
1 .2 ,  and specified under 1 .3  i f  poss ib l e .  

c )  F i n a n c i a l  d a t a  may be provided e i t h e r  in terms of n a t i o n a l  currency 
o r  i n  terms of U.S. d o l l a r s .  In  e i t h e r  ca se  t h e  weighted average 
annual  exchange r a t e  used o r  t o  be app l i ed  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 s p e c i f i e d  i n  t h e  space 
provided. 

d )  A b r i e f  d e s c r i p t i o n  of each f i n a n c i a l  d a t a  item i s  g iven below; f o r  
more d e t a i l e d  d e f i n i t i o n s  see  t h e  I n s t r u c t i o n s  f o r  completion of 
ICAO Air Transpor t  Reporting Form EF-1, 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 n i t i o n s  of t r a f f i c  and c a p a c i t y  d a t a  i tems s e e  ICAO 
Ai r  T ranspor t  Reporting Form A-1 f o r  a i r l i n e  T r a f f i c  d a t a .  

c )  Desc r ip t ions  of t h e  rou te  groups ,  which a r e  based on those  used by 
IATA's Cost Committee, a r e  a l s o  g iven  below, followed by g u i d e l i n e s  
on a l l o c a t i n g  d a t a  amongst them. 

SECTION I - SCBEDULED SERVICES 

For  Items 1.1 a )  t o  1.1 c )  and 1.3 a )  r epo r t  nross revenues r e l a t e d  t o  
scheduled f l i g h t s  be fo re  c a p a c i t y  e q u a l i z a t i o n  payments a r i s i n g  from 
pooled s e r v i c e s  and from the  s a l e  of own capac i ty  t o  o the r  c a r r i e r s .  

For Item 1.1 d )  Other revenue i s  in tended t o  include on a  net b a s i s  
c a p a c i t y  e q u a l i z a t i o n  payments a r i s i n g  from pooled s e r v l c e s  and from t h e  
s a l e  of own capac i ty  t o  o t h e r  c a r r i e r s ;  and on a arose b a s i s  (w i th  r e l a t e d  
expenses  r epor t ed  under t h e  r e l evan t  expense i tem,  i n d i c a t e  where 
d i f f e r e n t )  i n c i d e n t a l  revenues accruing from a i r  t r a n s p o r t a t i o n  s e r v l c e s  
such a8 revenues  from passengers  paying l e s s  t han  25 per  cen t  of t h e  
normal a p p l i c a b l e  f a r e ;  commissions received on s a l e s  of t r a n s p o r t a t i o n  on 
o t h e r  c a r r i e r s ;  "no-show" and c a n c e l l a t i o n  f ees .  Exclude revenue acc ru ing  
from t h e  p ro%is ion  of s e r v i c e s  o the r  than f o r  a i r  t r a n s p o r t a t i o n ,  such 'as 
f o r  s u r f a c e  t r a n s p o r t a t i o n ;  food s e r v i c e s ;  s e r v i c e  and maintenance s a l e s ;  
handl ing s e r v i c e s  f o r  t h i r d  p a r t i e a ;  and proper ty .  

2. Between and v i t b i n  C e n t r a l  America and t h e  Car ibbean 

Tncludes r o u t e s  betveen o r  among t h e  Bahamas, Be l i ze ,  Bermuda, 
Costa R ica ,  E l  ~ a l $ a d o r .  Guatemala, Honduras, t h e  i s l a n d s  o f  t h e  
Caribbean Sea ( inc lud ing  Pue r to  Rico and t h e  Vi rg in  I s l ' ands ) ,  
Mexico, Nicaragua add Panama. 

3. Between Canada. Mexico and United S t a t e s  

Inc ludes  r o u t e s  between o r  among t h e  above S t a t e s .  The Uni ted 
S t a t e s  i nc ludes  Alaska and Hawaii bu t  exc ludes  P u e r t o  Rico and 
t h e  Vi rg io  I s l ands .  

4. Between North A m e r i C a l ~ e n t r a l  AmericaICaribbean and South America 

Inc ludes  r o u t e s  betveen t h e  geograph ica l  a r e a s  de f ined  on t h e  
one hand by rou te  group 1 and lo r  Mexico and on t h e  o t h e r  hand by 
rou te  group 5 ("Local South America"). 

5 .  Local South America I 

Inc ludes  r o u t e s  between o r  among t h e  f o l l o v i n g  S t a t e s :  
Argent ina ,  Bo l iv i a .  B r a z i l ,  C h i l e ,  Colombia ( i n c l u d i n g  San Andres 
I s l a n d s ) ,  Ecuador, Falkland I s l a n d s  (Malvinas)  . French Guiana, 
Guyana, Paraguay,  Pe ru ,  Suriname, Uruguay and Venezuela. 

I 

6 .  Local Eurooe 
, 

Inc ludes  rou te s  between o r  among t h e  S t a t e s  of geograph ica l  
Europe, A l g e r i a ,  Ihizores, Canary I s l a n d s ,  Greenland,  I c e l a n d ,  
Madeira, Ma l t a ,  Moro~co ,  Tun i s i a  and  Turkey. 

7 .  Local Middle E a s r  1 

Inc ludes  r o u t e s  between o r  among t h e  fol lowing S t a t e s :  
Bahrain, Cyprus ,  Democratic Yemen, Egypt,  I r a n  ( I s l a m i c  Republ ic  
o f ) ,  I r a q ,  I s r a e l ,  Jordan,  Kuwait,  Lebanon, Oman, Qa ta r ,  Saud i  
Arabia ,  Sudan, Syr ian Arab Republ ic ,  United Arab Emirates  and 
Yemen. 

8. Local A f r i c a  

Inc ludes  r o u t e s  between o r  among t h e  S t a t e s  of c o n t i n e n t a l  
Af r i ca  and o f f sho re  i s l a n d s ,  but  excluding A l g e r i a ,  Azores ,  
Canary I s l a n d s ,  Egypt,  Madeira, Ua l t a ,  Morocco, Sudan and 
Tunis ia .  

9 .  Between Euroge and Middle East 

Inc ludes  r o u t e s  between t h e  two geograph ica l  a r e a s  de f ined  by 
rou te  group 6  ("Local Europe") and r o u t e  group 7 ("Local Middle 
East")  r e s p e c t i v e l y .  

SECTION 11 - NON-SCHEDULED OPERATIONS 10. Between EuropelMiddle East  and Af r i ca  

Include revenue der ived from a l l  non-scheduled f l i g h t s  performed f o r  Inc ludes  rou te s  between on t h e  one hand t h e  geograph ica l  a r e a s  
remunerat ion,  including empty f l i g h t s  r e l a t e d  t h e r e t o ,  when t h e  def ined by rou te  group 6 ("Local Europe") and lo r  r o u t e  group 7 
r e s p o n s i b i l i t y  f o r  t h e  performance of t r a n s p o r t a t i o n  i s  t h a t  of t h e  ("Local Middle East") and on t h e  o t h e r  hand t h e  geograph ica l  a r e a  
c a r r i e r  r epo r t ed .  de f ined  by r o u t e  group 8 ("Local Af r i ca" ) .  

DESCRIPTIONS OF ROUTE CROUPS 11. North A t l a n t i c  

12. Mid A t l a n t i c  

Inc ludes  r o u t e s  between on t h e  one  h.nd g a t m y  p o i n t # - i n  t h e  
geograpb ica l  a r e a 8  d e f i n e d  by  c o u t e  g roup  2  s o d l o r  r o u t e  group S 
("Local South k e r i c * " )  b u t  n o r t h  of Rio d e  J a n e i r p  and on t h e  
o t h e r  hand t h e  geograph ica l  a r e a s  d e f i n e d  by IATA T a r i f f  
Conference 2  ("Local Europe" a n d l o r  "Local  Middle East" and lo r  
"Local Afr ica")  . 

13. South A t l a n t i c  

Inc ludes  r o u t e s  between on t h e  o n e  hand Rio d e  J a n e i r o  o r  any 
o t h e r  gateway sou th  t h e r e o f  i n  r o u t e  g roup  5 ( " loca l  South 
America") and on t h e  o t h e r  hand t h e  g e o g r a p h i c a l  a r e a s  de f ined  by 
IATA T a r i f f  Conference 2  ("Local Europe" a n d l o r  "Local Middle I a a t n  
a n d l o r  "Local Af r i c a " )  . 

14. Local  A s i a l P a c i f i c  

Inc ludes  IATA T a r i f f  Conference 3, t h a t  is i n t e r n a t i o n a l  r o u t e s  
v i t h i n  Asia  t o  t h e  e a s t  of t h e  I s l a m i c  Repub l i c  o f  I r a n  m d  o f  t h e  
Ural  Mountains, A u s t r a l i a ,  New Zea land ,  Papua New Guinea, t h e  
i s l a n d s  of t h e  P a c i f i c  Ocean exc lud ing  t h e  E a v a i i a n  I s l a n d s ,  Midvay 
and Palmyra. 

15.  Between EuropelMiddle E a s t I A f r i c a  and A s i a l P a c i f i c  

Inc ludes  r o u t e s  betveen t h e  g e o g r a p h i c a l  a r e a s  d e f i n e d  by IATA 
T a r i f f  Conference 2  on t h e  one hand and t h a t  d e f i n e d  by IATA T a r i f f  
Conference. 3 on t h e  o t h e r  hand. 

16. North and Mid P s c i f i c  

Inc ludea  r o u t e s  v i a  t h e  North  and C e n t r a l  P a c i f i c  Ocean between 
on t h e  one hand po in t*  i n  t h e  Americas ( t h a t  i s  IATA T a r i f f  
Conference 1 )  and on t h e  o t h e r  hand As ia  a n d l o r  t h e  i s l a n d s  
a d j a c e n t  t h e r e t o  ( t h a t  i s  IATA T a r i f f  Conference 3 
A u s t r a l i a ,  New Zealand,  Papua Rev Guinea and t h e  i s l a n d s  of t h e  
South P a c i f i c ) .  

17. S o u t h P a c i f i c  

Inc ludes  r o u t e s  v i a  t h e  South P a c i f i c  Ocean be tveen  6U t h e  one 
band p o i n t s  i n  t h e  Americas ( t h a t  is IATA T a r i f f  Conference 1 )  and 
on t h e  o t h e r  hand A u s t r a l i a ,  Nev Zealand,  Papua New Guinea and t h e  
i s l a n d s  of t h e  South P a c i f i c .  

ALLOCATION TO ROUTE GROUPS 

A l l  d a t a  r e f e r r i n g  t o  domest ic  l e g s  o f  i n t e r n a t i o n a l  o p e r a t i o n s  should be  
included a s  i n t e r n a t i o n a l  i n  d a t a  f o r  t h e  r o u t e  g roup  concerned. Any 
s e r v i c e  wi th  a  s i n g l e  f l i g h t  number shou ld  b e  a l l o c a t e d  t o  t h e  r o u t e  group 
which cove r s  t r a v e l  from t h e  po in t  o f  o r i g i n  t o  t h e  p o i n t  o f  d e s t i n a t i o n .  
For  example, a  f l i g h t  Zurich-Geneva-Abidjan-Dakar shou ld  be  r e p o r t e d  a s  a  
EuropelMiddle East -Afr ica  f l i g h t  ( i n  r o u t e  group 10 )  and n o t  s p l i t  between 
domes t i c ,  Europe-Africa and Local  A f r i c a .  Spec i fy  a l l  r e p o r t i n g  
d i f f e r e n c e s .  

Also s p e c i f y  any s e r v i c e s  which f a l l  i n t o  more t h a n  one r o u t e  group,  
i nc lud ing  t h e  c r i t e r i o n  used f o r  a l l o c a t i n g  d a t a  amongat t h e  r o u t e  groups  
concerned. 

1 .  1 Inc ludes  r o u t e s  between on t h e  one hand Canada and lo r  t h e  
United S t a t e s  ( i nc lud ing  Alaska and Hawaii) and on t h e  o t h e r  hand 

Inc ludes  r o u t e s  between on t h e  one hand Canada and lo r  t he  United t h e  geograph ica l  a r e a s  de f ined  by IATA T a r i f f  Conference 2 
S t a t e s  ( i n c l u d i n g  Alaska and Hawaii) and on t h e  o t h e r  hand C e n t r a l  ("Local Europe" and lo r  "Local Middle East"  and lo r  "Local 
America and t h e  Caribbean. Routes between the  United S t a t e s  and Afr ica") .  
Pue r to  RicolVirgin  I s l a n d s  a r e  considered domestic and a r e  
excluded. Cen t r a l  AmericalCaribbean i s  def ined a s  t h e  geograph ica l  
a r e a  covered by rou te  group 2 below but gxcludinn Mexico. 
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QUESTIONNAIRE ON COSTS INCURRED BY INTERNATIONAL SCHEDULED A I R  PASSENGER CARRIERS'  

( R e p o r t i n g  G u i d e l i n e s  and G e o g r a p h i c a l  D e s c r i p t i o n s  O v e r l e a f )  
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a )  This  q u e s t i m n a i r e  i s  t o  be re tu rned  completed by ICAO Cont rac t ing  
~ t d t e s  f 3 r  each of t b e i r  a i r l i n e s  t h a t  p rov ide  i n t e r n a t i o n a l  
sclhduled air passenger  se rv ices .  The m a t e r i a l  ~ r o v i d e d i  w i l l  n o t  
be  l made w b l i c  i n  such a wav as  t o  ~ e r m i t  i d e n t i f i c a t i o n  of 
ind iv idua l  o p e r a t o r s .  Information provided sbould be t h e  t o t a l  
amount f o r  a  12-month period a s  c l o s e  3s p o s s i b l e  t o  t h e  c a l e n d a r  
?edr spec i f i ed  i n  t b e  covering S t a t e  L e t t e r ,  wi th  t h e  p e r i o d  be ing  
i d e n t i f i e d  in t h e  space provided.  It i s  recognized t h a t ,  i n  o r d e r  
f o r  your rep ly  t o  reach ICAO by the  d a t e  ind ica ted  i n  t h e  S t a t e  
L e i t e r ,  f i n a l  a u d i t e d  f i n a n c i a l  d a t a  may n o t  be a v a i l a b l e ,  b u t  
p r a ~ i m i P a r y  d a t a  a r e  accep tab le .  Simikarly,  i f  f u l l  in fo rmat ion  is 
no( a v a i l a b l e  f o r  any Sec t ion  of the. ques t ionna i re ,  p a r t i a l  a n d l o r  
aggregated d a t a  would be apprec ia ted .  

b )  A11 d a t a  provlded should p r e f e r a b l y  r e f e r  onlv t o  international 
scheduled services. Should c a r r l e r s  not  be a b l e  t o  break o u t  such 
lnformat1on s e p a r a t e l y ,  t h e  domestxc andlor  non-scheduled d a t a  
sbould be included;  t h e  a p p r o p r i a t e  box(es )  a t  t h e  beginnrng of  
eacb Sect lon sbould then be checked. Data r e f e r r l n g  t o  domes t i c  
l egs  of i n t e r n a t r o n a l  s e r v i c e s  sbould be  inc luded  a a  
inr 'ernat ional .  I n d i c a t e  any exceptrons.  

c )  F i n a n c i a l  d a t a  may be provided e i t h e r  i n  terms of n a t i o n a l  cur rency  
o r  i n  t e r n s  of U.S. d o l l a r s .  I n  e i t h e r  case  t b e  weighted average  
annual  exchange r a t e  used o r  t o  be app l 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 s p e c i f i e d  i n  t h e  space  
p r  rded. 4' 

d )  4 expense, revenue and opera t ing  d a t a  r e r a t i n g  t o  f r e i g h t  and 
-1, inc lud ing  those  f o r  a l l - ca rgo  a i r c r a f t  o p e r a t i o n s ,  should be  
included wbere r e l e v a n t  i n  the  q w s t i o n n a ~ r e .  Expenses i n c u r r e d  

p rov i s ion  of s e r v i c e s  t o  o t b e r  a i r l i n e *  such, aa 
handling and c a t e r i n g  should be excluded.  

e )  A )= ie f  d e s c r i p t i o n  of eacb  d a t a  item i s  g iven  below. Wore 
d e t a l l e d  d e f i n i t i o n s  of f i n a n c i a l  d a t a  i tems a r e  g iven  i n  t h e  
1nsLructions f o r  completion of ICAO Ai r  Transport  Report ing 
For? EP-1, f o r  a i r l i n e  F inanc ia l  Data.. 

SECTION I - EXPENSES AND OPERATING DATA BY AIRCBAOT TYPE 

Report f o ~  a l l  a i r c r a f t  types  used ,  whether combination o r  a l l - c a r g o .  
u s ~ n g  mode1 des igna t   on (e.8. 8300-84, DClU-30CF, Boeing 747-200F). 

1.1 F l i k h t  opera t ion  expenses,  exc lud ina  f u e l  and o i l  c o s t s .  This ,  item 
combrises f l i g h t  c r e v  s a l a r i e s  and expenses,  f l i g h t  equipment 
insurance.  r e n t a l  of f l i g h t  equipment (excluding any payments made 
und i r  a i r c r a f t  c a p i t a l  o r  f i n a n c e  l e a s e  a r rangements ) ,  f l i g h t  crew 
t r a i n i n g ,  and o t h e r  f l i g h t  expenses excluding those  covered by 
I t e h s  1 .2 ,  1 .3 ,  1.4 and 11.1. 

1.2 U a l  tenance and overhaul  expenses. Include he re  a l l  expenses 
i n c l r r e d  f o r  the  r e p a i r .  overhaul  and maintenance of f l i g h t  

pment, inc lud ing  payments t o  o u t s i d e  c o n t r a c t o r s  and 
f a c t u r e r s .  Exclude expenses ipcur red  f o r  t h e  p r o v i s i o n  of 

MI tenance and overhaul  s e r v i c e s  t o  o t b e r  a i r l i n e s .  P 
1.3 Uepiec ia t ion  and amor t i za t ion  c o s t s .  Incorpora te  a l l  such c o s t a  

r e l / t i n g  t o  f l i g h t  equipment, inc lud ing  d e p r e c i a t i o n  cbarges  f o r  
a i r  r a f t  acquired through c a p i t a l  o r  f inance  l e a s e  arrangements.  
Depgeciation of ground p roper ty  and equipment should be inc luded  i f  
p o s l i b l e  under t h e  a p p r o p r i a t e  headings o r  i o  Item 111.5. 

1.4 I n t  r e s t  cbarges. Inc lude  he re  g ross  i n t e r e s t  charges on loans  f o r  
t h e  purchase of f  l l g h t  equlpment, lncludlng the  l u t e r e s t  element of i a l r  r a f t  f inancmg l e a s e s .  I n t e r e s t  charges on o t h e r  loans  o r  
o v e ' d r a f t s  should be repor ted  n e t  under Item 111.5. 3 

I 
I - 5  Revqnue block hours.  Provide d a t a  b r  a i r c r a f t  tvve  wherever . . 

p o s i l b l e ,  even wbere d i saggrega ted  cos t  d a t a  f o r  t h i s  S e c t l o o  a r e  
not  j a ra l l ab le .  

C r o ~ r a ~ h i c a l  Areas a r e  desc r ibed  below. Data f o r  t h i s  Sec t ion  may 
a L t c r n a t i v e l y  be repor ted  bg r o u t e  group in accordance wi th  t h e  
d e * c r i ~ t i o n s  appearing in the  associated ques t ionna i re  on revenues ( i n  
IhLch F a a t  p lease  spec i fy  each r o u t e  g roup) .  

, 11" Aircraft fue l  and 0x1. Inc lude  throush-put charges ,  non-refundable 
d u t i e s  and t axes .  

I '  ' . , l n ~ l n q  and associated .airport charges .  Include a l l  charqes  and 
r''''a r v l a c ~ d  t o  a l r  t r a f f ~ c  operations v h ~ c h  3 r e  Levled s g a i n s t  t h e  
9 ' r 1 ~ n ~ *  f o r  s e r v l c e s  provlded a t  the  airport f o r  landlng charges .  
l'n."*ns*.r and cargo f e e s ,  s e c u r ~ t y ,  p a r k ~ n g  2nd \angar charges .  

11.3 Route f a c i l i t y  charges.  Inc lude  a11 fee*  l e v i e d  a g a i n s t  t h e  
a i r l i n e  f o r  t h e  p rov i s ion  of  r o u t e  f a c i l i t i e s  and s e r v i c e s .  
Where a s i n g l e  charge  i s  l e v i e d  f o r  b o t h  a i r p o r t  and r o u t e  
f a c i l i t i e s ,  t h e  w u n t  shonld be  repor ted  under I t em 11.2. 

11.4 S t a t i o n  u p e n a e n .  I n c l u d e  a11  expenses i n c u r r e d  (passenger 
a n d l o r  ca rgo)  f o r  t r a f f i c  handling and a i r c r a f t  load ing  and 
servicing, inc lud ing  payments t o  o u t s i d e  c o n t r a c t o r s .  B.clude 
expenses incur red  f o r  s a l e s  s t a f f  a t  a i r p o r t s  ( t o  b e  inc luded  
under Item 111.3) and f o r  t h e  b a d l i n g  and s e r v i c i n g  o f  t r a f f i c  
and a i r c r a f t  of  o t b e r  a i r l i n e s .  

SECTIOII I11 - OTEEE OPERATING EXPENSES 

Passenger s e r v i c e s .  include a11  expenses i n c u r r e d  f o r  t h e  
p r o v i s i o n  of  paanenser  n e r v ~ c e s  ( inc lud ing  pay, a l l o v a n c e e  and 
expennes of  cab in  a t t e n d a n t s  and o t b e r  passenger  n e r v i c e  
pe rsonne l ) ;  premiums f o r  p a s s e n t e r  l i a b i l i t y  and a c c i d e n t  
insurance  pa id  by t b e  a i r l i n e ;  expenses of  hand l ing  pansengers  
incur red  because of cance l l ed  and delayed f l i g h t s .  Exc lude  
expenses incur red  f o r  t h e  p rov i s ion  of passenger  mervices t o  
o t b e r  a i r l i n e s .  

111.2 C m i s a i o n  payments. Inc lude  c a i s a i o n a  payab le  t o  t h i r d  
p a r t i e s  f o r  t h e  s a l e  of  transportation on t h e  a i r l i n e ' s  s e r v i c e s ,  
p r e f e r a b l y  on a b a s i s  ( s p e c i f y  where d i f f e r e n t ) .  

111.3 Other  t i c k e t i n g ,  s a l e s  and promorion. Inc lude  a 1 1  expenses 
r e l a t e d  t o  t h e s e  t h r e e  functions, inc lud ing  s t a f f ,  a c c o m d a t i o n ,  
r e s e r v a t i o n s ,  and a d v e r t i s i n g l p u b l i c i t g .  

111.4 General  and a d m i n i s t r a t i v e .  Inc lude  a11 expensen i n c u r r e d  i n  
performing t h e  general '  and a d m i n i s t r a t i v e  f u n c t i o n s  of t h e  
a i r l i n e .  Overhead c o s t s  d i r e c t l y  r e l a t e d  t o  s p e c i f i c  f u n c t i o n s  
sbould p r e f e r a b l y  be a l l o c a t e d  elsewbere under t h e  a p p r o p r i a t e  
heading. 

111.5 Ulsce l l aneous  opera t ing  expenses. Inc lude  a11  o p m a t i n g  expennes 
w b ~ c b  could no t  be asa lgned  elsewhere i n  S e c t i o n s  I t o  111. 
Inc lude  he re  n e t  i n t e r e s t  charges  on loans and o v e r d r a f t s  no t  
r e l a t e d  t o  the  purchase of  f l i g h t  equlpment ( s e e  I t em 1 .4 ) .  

SECTLOIL IV - BALANCE OF MISCELLANEOUS NOR-OPERATING ITEnS 

I n c l u d e  p r o f i t s  and l o s s e s  from r e t l r m e n t  of  p roper ty  and equipment,  
f o r e l g n  e x c h ~ n g e  transactions, and misce l l aneous  non-operat ing i tems.  
Exclude payments from pub l ic  funds and ba lance  of income from a f f i l i a t e d  
companies. 

DESCRIPTIONS OF CEOGEAPEICAL AREA$ 

North America 

Canada and United Statew. inc lud ing  Eava i i  and Alaeka b u t  
excluding P u e r t o  Bico and t h e  Virgin I s l ands .  

C e n t r a l  Americalcaribbean 

Bahamas, Be l i ze .  Bermuda. Costa Rica,  E l  Sa lvador .  Guatemala, 
Bonduras, t h e  i s l a n d s  of t h e  Caribbean Sea ( i n c l u d i n g  P u e r t o  Xico and 
t h e  Virgin,  I s l a n d s )  , Mexico, Nicaragua and Panlo.. 

South A m e r i c ~  

Argentina, Bol iv ia .  B r a z i l ,  C h l l e ,  Colombia ( i n c l u d i n g  San Andres 
I s l a n d s ) ,  Ecuador. Falkland I s l a n d s  ( H a l v i n a s ) ,  French Guiana,  Guyana, 
Paraguay,  Peru ,  Suriname, Uruguay and Venezuela. 

Geographical Europe and A l g e r i a ,  Azores,  Canary I s l a n d s ,  
Greenland,  I c e l a n d ,  Uade i ra ,  U a l t a ,  Uorocco. Tun ls ia  and Turkey. 

UiddIe East  

Bahraln,  Cyprua, Democratic Yemen, Egypt, I r a n  ( I s l a m i c  Republlc  
o f ) ,  I r a q .  I s r a e l ,  Jordan.  Kuwait, Lebanon. Oman, Q a t a r ,  Saudi  Arabra.  
Sudan. Syr lan  Arab Republic .  U n ~ t e d  Arab Emlrates and Yemen. 

Africa 

The con t inen t  of  Af r ica  and o f f shore  i s l a n d s ,  bu t  exc lud ing  
A l g e r i a ,  Azores,  Canary I s l a n d s .  Egypt, Uadeira,  Malta ,  Uorocco, Sudan 
and Tunla i s .  

IATA T a r l f f  Conference 3 (includes Asla t o  t h e  e a s t  of t h e  
I s l amlc  Republlc of I r a n  and of the  Ural U o u n t a ~ n s .  A u s t r a l i a .  New 
Zealand,  Papua Nev Culnea and t h e  ~ s l a n d s  of the  P a c l f i c  Ocean excluding 
the  Hawallan I s l d n d s ,  HlJway and Palmyra) .  



Contracting States that provided replies to the air carrier revenue and cost 
questionnaires issued under cover of State Letter EC 2/20.3.2-88/33'dated 4 May 1988: 

Argentina, Australia, Austria, Bangladesh, ~arbadosl, Belgium, Brazil, Brunei 
~arussalaml, Canada, Chile, Colombia, Costa Rica, Cuba, Cyprus, Czechoslo- 
vakial, ~enmarkl, Dominican Republic, Ecuador, Egypt, Ethiopia, Fiji, Finland, 
France, Federal Republic of Germany, Ghana, Greece, Gulf states2, Hungary, 
Iceland, India, Indonesia, Islamic Republic of Iran, Ireland, lsraell, Italy, 
Jamaica, Japan, Jordan, Kenya, Kuwait, Lebanon, Madagascar, Malawi, Malaysia, 
Malta, ~auritania~, Mauritius, Mexico, Netherland Antilles, Kingdom of the 
Netherlands, New Zealand, ~i~erial, Pakistan, panama1, Peru, Philippines, 
Portugal, Republic of Korea, Singapore, Spain, Sri Lanka, Swazi- land, Sweden, 
Switzerland, Syrian Arab ~e~ublicl, Thailand, Tunisia, United Kingdom, United 
Republic of Tanzania, United States, Uruguay, Venezuela, Viet Nam, Yaounde 
Treaty states4, Zimbabwe. 

1. Revenue data only; no cost data were provided for the airline(s1 concerned. 
2. Reply for Gulf Air which is the international scheduled airline of Bahrain, Qatar, 

Oman and the United. Arab Emirates. 
3. Reply for Air Mauritanie. 
4. Reply for Air Afrique which is the international scheduled airline of Benin, Burkina 

Faso,, Central African Republic, Chad, Congo, C8te daIvoire, Mauritania, Niger, 
Seneg,al and. Togcr. 

-. END - 



ICAO PUBLICATIONS 
IN THE AIR TRANSPORT FIELD 

rhe following summary gives the status and also describes in general terms the contents of  
he various series of publications in the air transport field issued by the International Civil 
4viation Organization: 

International Standards and Recommended Practices on  Facilitation (designated as 
Annex 9 to the Convention) which are adopted by the Council in accordance with 
Articles 37, 54 and 90 of the convention on International Civil Aviation. The uniform 
observance of the specifications contained in the lnternational Standards on  Facilitation is 
recognized as  practicable and as necessary to  facilitate and improve some aspect of 
international air navigation, while the observance of any specification contained in the 
Recommended 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 International 
Standard must be notified to the Council in accordance 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 Statistics which are issued on a regular basis, presenting the statistical 
information received from Contracting States on their civil aviation activities; 

Circulars providing specialized information of interest to Contracting States. They include 
regional studies on the development of international air passenger, freight and mail traffic 
and specialized 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 
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 of airports and air navigation facilities. Supplements to  these reports are 
issued, indicating the action taken by the Council on  the meeting recommendations, many 
of  which are addressed to Contracting States. 
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