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Terms of reference 

1 This study of measures to further the development of international a i r  
passenger travel to, from and within Africa has been undertaken in response to a 
r e s o l u t i o d  adopted by the Assembly of W e  International Civil Aviation Organization 
at its Fifteenth Session in July 1965. The basis for this Assembly action was a general 
recognition, first of the importance, particularly for developing States, of an acceler- 
ated expansion of a i r  transport; second t h a t  this largely depends on the development of 
the air passenger market; third of the dependence of such accelerated development on 
t h e  growth of tourismL/; and fourth of the benefit that States would derive from studies 
designed to fur ther  this development. With this broad objective, the Assembly agreed 
that during the period 1966 t o  1968 a series of such studies should be undertaken with 
priority given to the developing regions, in the first instance the region of Africa. 

2. Matters listed by the Assembly as requiring consideration in these studies 
were: 

a) the relative importance of air tour is t  traffic to the economies 
of States, and the economic environment for air tourist travel;  

b) the relationship of increased travel to scheduled and non- 
scheduled carriers engaged in the transportation of internat ional  
air traffic in t e rms  of 

i) capacity, schedules and traffic flow; 
ii) fares and c o s t s ;  and 

iii) anticipated technological developments; and 

c) any significant problems or obstacles which may be hindering 
the development of  international a i r  tourist travel. 

3, The Assembly also  indicated that, in carrying out these studies,  Contracting 
States, IATA, and other international organizations should be consulted a s  appropriate, 
and that copies of the completed studies should be forwarded t o  these entities for con- 
sideration and action. In approving the Secretariatas plan for the study for the African 
region, the Ai r  Transport Committee of ICAO agreed that the international organizations 
other than IATA that should be consulted w e r e  UNCTAD (United Nations Conference on 
Trade and Development) and IUOTO (International Union of Official Travel Organizations), 

I /  Resolution A15-17, the textof whichis given in Appendix 1. - 

21 For the meaning of lftourist" and 'ltourism" see General Notes on page viii. - 
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UNCTAD, it was understood, was proposing to carry out basic studies of tourism within 
the economies of developing countries; but did not expect to produce any results until 
1967 o r  later, These studies, when completed, should provide a basis for  assessing 
"the relative importance of air tourist traffic to the economies of Statesat, one of the 
matters listed by the  Assembly for consideration, IUOTO had agreed to undertake a 
preliminary sur;ey of the  development of t ~ u r i s r n  in Africa t o  b: completed during 
1 9 4 6 , g  

Obiectives and scove 

4, The primary objective of this study i s  accordingly to  ass is t  the developing 
States of Africa by elucidating measures to accelerate the growth of a i r  passenger travel 
between their  terr i tor ies  and between Africa and other regions, Because of the de- 
pendence of such accelerated growth on the development of tourism, the secondary 
objective Is to explore measures to foster the growth of a i r  tourism, In considering 
the requirements of a i r  transport  and those of the tourist industry, due regard is paid 
t o  the terms of ICAOts Convention which states that the role of the Organization is "to 
foster the planning and development of international a i r  transport so  as to  . , . meet 
the needs df the peoples of the avcrrld for safe, regular, efficient and economical air 
transporto .A/ 

5 .  The special responsibility and competence of ICAO being in the field of 
international civil aviation, i t  follows that the development of air tourism is here dealt 
with from the aviation point of view and that the many non-aviation matters  that affect 
the development of a i r  tourism, such as accommodation, local surface transport, tourist 
services and amenities, publicity, and cost of living, are necessarily given rather  
summary consideration. These non-aviation aspects of African tourism are, however, 
dealt with m o r e  fully in the IUOTO study referred to in paragraph 3. Furthermore this 
ICAO study does not deal with the question of  economics of tourism which has been dealt 
with by IUOTO in the Economic Review of World Tourism (see Bibliography in Appendix 3) 
and will be covered by the UNCTAD studies mentioned in paragraph 3 above. 

6. Defining the scope of this ICAO study it m a y  be said that, in addition t o  
being written from the aviation point of view, it i s  concerned, in accordance with its 
terms of reference, only with the transport of passengers by air, excluding from con- 
sideration the other categories of load, -- mail and cargo -- except in so f a r  as these 
affect passenger services. A l s o  following the terms of reference, it deals primarily 
with international a i r  transport and considers domestic a i r  services only incidentally 
and in so far as they have a direct bearing on the development of international services.  

Limitations imposed by data and resources 

7. Limitations on the scope of the s tudy  are imposed by the inadequacies of the 
data available. For example, the ope rations of a i r  charter companies, which are known 
to be of increasing' importance i n  a few African States, are dealt with much less fully 
than those of scheduled airlines because crf the shortage of precise information on the  
former; and estimates of the elasticity of demand and of future traffic growth under 

31  Pilot Survey of Africa's Tourism Prospects, IUOTO, Nov. 1966, - 
4/ Convention on International Civil Aviation, Article 44. - 
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varying fare conditions are seriously hampered by lack of information on the nature of 
the passengex traffic, specifically on the proportion of passengers who pay their own 
fares as against those whose fares are paid by their employers. Furthermore, the 
nature of the traffic and financial statistics available does not permit a thorough analysis 
of the operations of non-African airlines on routes to, from and within Africa, nor does 
it permit detailed analysis of traffic and financial developments on a route basis. 

8. Finaliy, a general overall limitation on the scope of the study is imposed 
by the time and resources available. In view of the vas tness  and diversity of the 
African continent it was clearly not feasible for ICAO to deal separately and in detail 
with the situation in each State. Instead the various auestions arising have been con- 
sidered from the regional or s&-regional point of vi&. This  study rs therefore 
intended to be no more than a broad genera1 and preliminary review of the problem of 
develo~ing international air aassenger travel for Africa as a whole. The work wre- 

V V 

supposes that where necessary individuaI governments will make their own plans for  
detailed study and implementation. This preliminary review should nevertheless be of 
value in preparing these plans, and it can be amplified as States make more data 
available. 

Sources of information and method of work 

9. The gxeate s t  difficulty encountered, not unexpectedly, was in obtaining the 
precise, up-to-date and comparable information on all aspects of African a ir  passenger 
travel and tourism necessary for a penetrating analysis. To accumulate as much of 
the required data as  possible a number of steps were taken. First questionnairesZ/, 
approved by the ICAO Air Transport Committee, were addressed in March 1966, to 
the thirty -f our African Contracting States of ICAO and to the thirty -three non -Af rican 
Contracting States having airlines operating or believed to  be about to operate to Africa, 
Substantive replies were received from the following: 

Africag States ( 1  2 States out of 34 ICAO Contracting States) 

Chad 
East African Common Services Organization: Kenya and Tanzania and Uganda (a 

non-Contracting State) 
Ethiopia 
Ivory Coast 
Mali  
Morocco 
Niger 
Nigeria 
Tunisia 
United Arab Republic 
Zambia 

51 See Appendix 2. - 
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Non-African States (16 States out of 33 ICAO Contracting States) 

Australia 
Austria 
Brazi l  
Cyprus 
Czechoslovakia 
Germany 
India 
Israel 

Italy 
Netherlands 
Spain 
swede&/ 
Switzerland 
United Kingdom 
United States 
Yugoslavia 

The response to the questionnaires was thus from African States about 35 per  cent and 
from non-African States about 50 per cent. The completeness of the answers, however, 
varied widely, a few being full and detailed and others somewhat meagre. 

10. To supplement We questionnaire it was decided that an ICAO Economist 
should visit a number of African States during May and June 1966, Considerations of 
time and manpower necessitated the limiting of this mission to  seven States selected, 
a s  f a r  as possible, to represent different regions and conditions. The States visited 
were: Senegal, Ivoxy Coast, Nigeria, Kenya, Ethiopia, the United Arab Republic and 
Tunisia. The purpose of this mission was, where so requested, to ass i s t  States in 
the completion of their  replies to the questionnaire, and, through conversations with 
government civil aviation and tourist authorities, airline officials, and travel agents, 
to gather as much pertinent information as possible. 

l I, Other action taken to gather data included the sending of a questionnaire 
to  a selection of air charter companies and liaison, through conversations and cor re -  
spondence, with IAT A, IUOTO, UNCTAD, ECA and XTA (Institut du Transport Akrien). 
Of the fifteen air charter companies approached four replied. The ITA contribution 
was mainly in the form of publications cansultedrl/ ; and IATA submitted some comments 
and other material, The greatest contribution, however, was made by IUOTO which, 
in addition t o  a number of publ icat ions~l ,  made available to the ICAO Secretariat  the 
draft of the: study of African Tourism prepared f o r  it by the consultant organization 
Transport and Tourism Technicians Ltd, ?/ 

12. Parallel  with such efforts to gather data on an ad hoc basis from sources 
outaide ICAO, attention was given to the material readily available at the Organizationls 
headquarters, In particular, analyses were undertaken of international scheduIed 
passenger fares and of the relevant se r ies  of statistics regularly filed on ICAO A i r  
Transport Reporting Forms. Regarding this latter material  it must be pointed out, 
however, that coverage is far  from complete since in Africa as in other parts of the 
world many States still find i t  impossible to provide the required data, 

13. On the basis of the information gathered in the ways described the Secretariat  
proceeded to prepare a f i r s t  d ra f t  of the study which was submitted to the Air Transpart 
Committee for review. In the light of the views expressed in the Committee a revised 
draft was prepared and circulated to individual members of the Committee and repre- 
sentatives on the ICAO Council for further comment. Taking the comments received 
into consideration as far as possible, the present text was prepared by the Secretariat 
and is issued under the direction of the Council of ICAO. 

61 Covering Denmark and Norway in part. - 
7/ These publications are listed in the Bibliography given in Appendix 3. - 



FOREWORD 

TABLE OF CONTENTS 

Page 

i 

Terms of reference , . . . . , . , . , . . . . . . . . . , . . . . . . . . . 
Objectives and scope . , . . . . . . . . , . . . . . . . . . . . . . . . . . 
Limitation s imposed by data and re s o u r c  e s . . . . . . . . . . . . . . . . 
Sources of information and method of work . . , . . . . . . . . . . . . . 

SUMMARY 

Weed for accelerated development . . . . . . . . . . . . . . . . . . . . . 
Scheduled passenger services and traffic . . . . . . . . . . . . . . . . . 
Charter and inclusive tour  operations . . . . . . . . . . . . . . . . . . . 
Variations in passenger demand . . . . . . . . . . . . . . . . . . . . . . 
Air transport fares and costs  . . . . . . . . . . . . . . . . . . . . . . . . 
Facilitation of air passenger travel . . . . . . . . . . . . . . . . . . . . 
Future prospects . . . . . . . . . . . . . . . . . . . . . . . . . . . , . . 

I - NEED FOR ACCELERATED DEVELOPMENT 

Requirement for the present study . . . . . . . , , . . . . % . . . 
Development of African air passenger transport. . . . . . . . . . . 
African services of non-African carriers . . . . . . . . . . . . . . 
Importance of accelerated growth . . . . . . . . . . . . . . . . , . 
Air  tourist demand the key to accelerated growth . . , . . . . , . . 
Freight and mail traffic. . . . . . . . . . . . . . . . . . . . . . . . 

11 - DEVELOPMENT OF SCHEDULED PASSENGER SERVICES 
AND TRAFFIC TO AND WITHIN AFRICA 

Gene raI observations . . . . . . . . . . . . . . . . . . . . . . . . . 
Traffic flow on intercontinental routes , . . . . . . . . . . . . . . . 
Points served . . . . . . . . . . . . . . . . . . . . . . . . . . , . . 
General pattern of routes . , . . . . . . . . . . . . . . . . . . , . . 
Traffic density . . . . . . . . . . . . . . . . . . . . . . , . , . . 
Connections . . . . . . . . , . . . . . . . . . , . . . . . . , . . . . 
Flight frequencies . . . . . . . . . . , . . . . . . . . . . , . . . . 
Capacity, traffic and load factors . . . , . . . . . . . . . , . . . . 
States' views o n  air services and future development . , . , . . . . 

ZZI - AIR CHARTER AND INGLUSTVE TOUR OPERATIONS 

General description . . . . . . . . . . . , . . . . , . . . . . . . . 
Availability of statistic a1 information . . . . . . . . . , . . . . . . 

i . . 
11 

ii 
i i i  

ix 
X 

xii 
xiv 
XV 

xvii 
xviii 



vi ICAO Circular 80-AT/ 13 

Non-scheduled passenger traffic . . . . . . . . . . . . . . . . . . .  
Non- scheduled IT traffic . . . . . . . . . . . . . . . . . . . . . . .  
Sources of non-scheduled passengers . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . . . .  Limitations on growth 
Inclusive tours by scheduled services . . . . . . . . . . . . . . . .  
Scheduled and non- scheduled IT traffic . . . . . . . . . . . . . . . .  

4V- .. -PER-IODIG- VARIATIONS lI'J PASSENGER DEMAND 

Nature. causes and remedies . . . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . . .  Data on demand variation . . . . . . . . . . . . .  Effect of seasonal variation on load factors 
Directional imbalance . . . . . . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . .  Variation in the sub-regions . . . . . . . . . . . . . . . . . . . .  Seasonal variation and climate 

V . AIR TRANSPORT FARES AND COSTS 

Fares. traffic and cost . . . . . . . . . . . . . . . . . . . . . . . .  
Passenger revenue rates . . . . . . . . . . . . . . . . . . . . . . .  
Passenger fares on international scheduled services . . . . . . . .  . . . . . . . . . . . . . . . . . . . . .  Feasibility of reducing fares . . . . . . .  Creative fares on intercontinental scheduled services 
Costs  and fares on non-scheduled services . . . . . . . . . . . . .  

VI . FACILITATION OF AFRICAN AIR TRAVEL 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  General 
Requirements for visas . . . . . . . . . . . . . . . . . . . . . . . .  
Formalities on arrival . . . . . . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . .  Airport terminal buildings 
Passengers in transit . . . . . . . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . . .  Forrnalitie s on departure 
Ways and means of improving facilitation . . . . . . . . . . . . . .  

VII . FUTURE PROSPECTS FOR AIR PASSENGER TRAVEL 

. . . . . . . . . . . . . . . . . . . . . .  Requirements for  forecast . . . . . . . . . . .  Problems of forecasting for the African region 
Nature of the forecast . . . . . . . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . .  Air passenger traffic trends . . . . . . . . . . . . . .  Airline operating cost and revenue trends . . . . . . . . . . . . . . . . . . . . . .  Other air transport trends 

Page 



Table of Contents vii 

Page 

. . . . . . . . . . . . . . . . . . . .  Development of world tourism 
General socio-economic trends . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . .  Forecast of future developments . . . . . . . . . . . . . . . . . . . . . . . .  Sub-regional variations 
Presuppositions . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

VIII . CONCLUSIONS 

A . PRINCIPAL FACTORS AFFECTING THE DEVELOPMENT . . . . . . . . . . . . . . . . . . . . . . . . .  OF AIR TOURISM 

B . MEASURES TO FURTHER THE DEVELOPMENT OF . . . . . . . . . . . . . .  AFRICAN AIR PASSENGER TRAVEL 

APPENDICES 

. . . . . . . . . . . . . . . .  .. 1 ICAO Assembly Resolution A15-17 

2 . . Questionnaires addressed by ICAO to  

A . African States . . . . . . . . . . . . . . . . . . . . . . . .  
B . Non-African States . . . . . . . . . . . . . . . . . . . . . .  

.. . . . . * . . . . . . . . . . . . . . . . . . . . . * . .  3 Bibliography 

. . . . . . . . . .  .. 4 African States. Territories and Airlines. 1966 

. . . . . . . . . . .  .. 5 Economic indicators for African States. 1964 

. . . . .  .. 6 Airlines Operating to Africa from Other Regions. 1966 

. . . . . . . . . . .  .. 7 African Airlines International Services. 1966 

8 .. African Airlines Scheduled Passenger Traffic. 1960- 1965 . . . .  
. . . . . . . . . . . . . . . . . . . . . . .  . A Total Operations . . . . . . . . . . . . . . . . . . .  . B International Operations 

. . . . . . . . . . .  . 9. Financial Data for 10 African Airlines. 1965 

10.. Examples of Economy and Excur~ion Fares. May 1966 . . . . . .  
11 .. Average Seasonal Variations in Africa.196 2.1965 . . . . . . . . .  
12 .. Seasonal Variations in Sub.Regionq 1962- 1965 . . . . . . . . . .  

. . . . . .  .. 13 Seasonal Variations at Individual Airports. 1962- 1965 

14 .. Traffic Flow Data. 1960 and 1965 . . . . . . . . . . . . . . . . .  



viii fCAO Circular 80-AT1 13 

P a g e  

CHARTS 

1. - Scheduled Passenger Traffic, All African Airlines, 1960-1966 . . . . 20 

2. - Scheduled Passenger Traffic, 13 African Airlines, 1960- 1966 . . . . 2 1 

3. - Average Seasonal Variations, 1962-1965 . . . . . . . . . . . . . . . . 32  

MAP - 
1. - International Scheduled Services, African Region, 1965 

General Notes: 

1. The words "tourist" and "tourism" are used generally in this study where transport 
is being considered to refer to travel for pleasure, paid for by the traveller, as 
distinct from travel on private or official business, paid for by the employer. This 
distinction is important in transport economics because of the difference in elasticity 
of demand for the two types of travel. Where the tourist industry in general i s  being 
considered, however, the words are used, in accordance with IUOTO practice, to 
refer to all non-resident travellers staying more than twenty-four hours in a country. 

2, Dollars ($) and cents ( 4 )  refer throughout this study to United States currency. 



SUMMARY 

Section I - The Need for Accelerated Development of Air  Passenger Travel 
and Tourism tor Africa 

a) Lack of adequate transport in Africa, - One of the serious obstacles faced 
by the nations of Africa i n  their struggle to achieve full economic develop- 
ment i s  the general lack of adequate transport. In 1965, the total volume 
of scheduled air passenger traffic to, from and within Africa carried by 
the airlines of ICAO States, both African and non-African, was probably 
about 9,000  million passenger-kilometres or roughly 4 .5  per cent of their 
world total, In relation to  the population and size of Africa this is a small 
quantity of air passenger traffic consistent only with the present Iow level 
of African economic development. Furthermore, this situation is not 
alleviated by the surface transport system which is,  in general, l e s s  
developed than air transport. (Paragraphs 1 - 14, pages 1 - 6) ,  

b) Normally acceptable rates of growth must be exceeded. - lf the goal of 
economic development is to be  attained, annual rates of  growth that m a y  
be acceptable in the developed regions must be consistently exceeded in 
the developing regions. This truth applies to transport as to other eco- 
nomic activities, but with special force since transport is a keystone in 
the economic structure and an acceleration in the rate of transport growth 
can contribute in various ways to accelerated growth in other sectors. 
(Paragraph 1 5 ,  page 6 ) .  

c )  Potential role of air transport. - Air transport for a number of reasons, 
n e q u i  rernents and relative independence of 
climate, topography and population density, i s  m o r e  susceptible than 
surface transport to rapid development. For these reasons air transport 
has potentially a special role to  play in the general economic development 
of Africa. (Paragraphs 16, 17, page 7). 

d) Need to stimulate demand. - The accelerated growth of air passenger 
transport depends on transforming latent need into active and growing 
demand, Analysis of the demand for  air passenger travel shows that it 
is composed of two general categories: (i) the demand for business travel 
where the travellerrs fare is paid by his employer, whether government, 
or private company, which accounts at present for probably about 90 per  
cent of African air passenger traffic; and (ii) the demand for personal 
travel, chiefly tourism, where the traveller pays his own fare, which 
accounts for about 10 per cent of the total. Business demand is ,  by its 
nature, reIatively inelastic and for this reason its rate of growth is  not 
particularly susceptible to stimulation by modification of the a ir  transport 
factors, depending more on the growth of general economic activity. 
Personal demand, on the other hand, may be highly elastic and accordingly 
susceptible to stimulation by such means as fare reductions, service 
improvements, the availability of tourist facilities and promotional 
activity. (Paragraphs 18, 19, page 7).  
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e) A i r  tourism, the key to accelexated traffic growth. - It follows that i f  the 
growth of African air passenger  travel is to be appreciably accelerated 
attention will have to be focussed mainly on the stimulation of demand for 
a i r  tourism to  Africa. At present this demand is at a low level as may be 
seen from the fac t  that in 1964 the African share of world international 
tourist receipts amounted to $245 million which was 2.5 per  cent of the - 

total. By comparison, Europe had 62 per cent, North America 1 7  and the 
Caribbean 12 for a total of over 90 p e r  cent. Furthermore, from 1959 to 
1964 while the world total grew at an annual rate of 12 per cent, the rate 
of growth for Africa was only about 6 per  cent. (Paragraphs 20, 2 1 ,  page 8). 

f) Need for  conditions conducive to growth of tourism. - There is scope for 
radically increasing the volume of tourist travel at least  to some parts 
of Africa. Therefore, since most tourist travel must be done by air, the 
possibility does exist of accelerating the development of African air  pas-  
senger travel. T o  realize this possibility it will be necessary, however, 
to create conditions under which advantage can be taken of the elasticity 
of tourist demand. (Paragraphs 21, 2 2 ,  pages 8-9 ) .  

g) Paralleldevelopment - If a i r  transport  services 
to, from and within Africa are to operate on a sound economic basis, it 
will  be necessary to develop freight and mail at the s a m e  time as passenger 
traffic. (Paragraphs 23 -26, page 9).  

Section I1 - Development of Scheduled Passenger Serv ices  and Traffic to 
and within Africa 

a) Intercontinental routes. - In 1965 about 82 per cent of the 2.5 million 
passengers moving on scheduled services between Africa and other 
continents travelle-d to and from Europe, This heavy preponderance of 
European routes had declined slightly from 1960 when the figure was 87 
per cent. The average annual rate of growth in the number of passengers 
travelling on a11 intercontinental services to and from Africa from 1960 to 
1965 was about 11 per cent. On the North American route though absolute 
numbers were  relatively small the average growth rate was 36 per  cent, 
It is also noteworthy that in 1965 more than one-third of the African airports 
used by international scheduled services w e r e  linked by direct non- stop 
flights t o  other continents. (Paragraphs 2-4, 6, pages 1 1 - 13).  

b) Intra-African routes, - The number of direct transcontinental connections 
between the sub-regions of Africa has more than trebled since 1960, but 
there a r e  still many gaps in this network, particularly between East and 
W e s t  and between the North-West and the Southern half of the continent, 
and it is still often easier to travel from one sub-region to another via 
Europe. International traffic within Africa has tended to concentrate on 
a few main channels, nearly half of the passengers carr ied in 1965 having 
been flown on less than  10 per cent of the 256 international stages operated. 
On these  main channels, flight frequencies, capacity and traffic have 
steadily increased and a r e  at reasonably high levels, Generally, however, 
the economic conditions a r e  l e s s  favourable. Over half the stages are 
operated with a weekly frequency of one round-trip o r  less ;  on over two- 
thirds of the stages there are l e s s  than 10,000 passengers carried per  year;  
and over two-thirds a r e  less than 1,000 kilometres in length. (Paragraphs 
2, 9, 10, 12, 13, pages 11, 14-16) .  



c)  Changes in the traffic pattern, - A number of changes have occurred in the 
trariic pattern since 1960, mainly as a result of technological and political 
d e v e l o h e n t s .  With the &trodu<tion of the fast, long range, high capacity 
jets, there has been an increase in the number of long stages operated; 
intercontinental services penetrate more deeply into Africa while a number 
of intermediate centres are now overflown; frequencies have decreased on 
a number of stages; and load factors have generally declined in Africa as 
elsewhere. In the six years from 1960 to 1965, twenty-seven African States 
became independent and this fact has, of course, led to adjustments in the 
route pattern. Hearly one-third of the non- stop inte mationdl stages operated 
in 1960 have been discontinued and more than one-third of the stages operated 
in 1965 were introduced after 1960. A number of the discontinued stages were 
short trans-border flights or domestic flights forming an integral part of an 
international service, but the real nature of the changes in traffic pattern 
can be revealed only by the analysis of origin and destination statistics which 
are not now available. (Paragraphs 5-9, 11 - 14, pages i 2- 1 6) .  

d) Capacity, traffic and load factors, - The total passenger capacity offered 
by African airlines on their international services increased much more 
tian their traffic in 196 1 and 1962, but at about the same rate from theh 
until 1966, with the result that their average passenger load factor fel l  
from 57 per cent in 1960 to about 50 per cent in 196 1 and has remained 
close to  that Level up to 1966, During the same period the proportion of 
their total international traffic by weight represented by passengers fell 
from 78 to 75 per cent while freight rose from 17 to 21  per cent. The 
decline in passenger load factors from 57 t o  50 per cent was exceeded 
by the decline in the load factor for total load by weight from 61 t o  50 
per cent. By comparison the average load factors for all scheduled 
airlines of ICAO States on their international services completed their 
decline by about 1963 and have been rising since then to 57 per cent fo r  
passenger6 and 55 per cent f o r  total Load in 1966, (Paragraphs 15-21 ,  
-pages 16-18). 

e) Volume and growthof passenger traffic of Africanair1ines.- The total 
volume of scheduled passenger traffic carried by the African airlines more 
than doubled from 1960 to  1966 from about 2,400 to 5,400 million pas- 
senger-kilometres at an average annual growth rate for this period of 
15 per cent. From 1963 to 1966, however, this rate declined to about 
11 per cent, the same rate as for passengers carried on all intercontinental 
services to and from Africa between 1960 and 1965. The proportion of 
passenger trafiic carried on the international as against the domestic 
services of the African airlines increased from about 50 per cent in 1960 
to 75 per cent in 1963 where it has remained up to 1966, The different 
patterns of development fallowed by individual African airline a are shown 
in Appendix 8 and Chart 2. (Paragraphs 22-24, pages 18-21). 

f )  Traffic and load factors of non- African airline S, - The total scheduled inter- 
national Dassenaer traffic carried bv all non-~fr ican  airlines on routes to. 
from and within-~frica amounted ind1965 to about 4,200 million 
kilometree, about 16 per cenl: more than the 3,600 million carried by the 
African airlines on their international routes in the same year, In this year 
also the non-African carriers achieved a 55 per cent passenger load factor 
compared to 5 0  per cent for  the African carriers. Figures for other years 



xii ICAO Circular 80-AT/ 13 

are not available but it seems probable that the ope rations of the non- Af rican 
airlines (predominantly European) follow roughly the  patta rn of the European 
airlines on their international serv ices ,  that is an average growth rate for  pas- 
senger traffic from 1960 to  1965 of just over 15 per cent {close to that for  the 
African airlines) with load factors somewhat above the average for African 
airlines, (Paragraphs 2 5 ,  26,  pages 1 9 ,  22). 

g) Inadequacies in air services as an obstacle to growth. - In general, the 
States that replied to the ICAO questionnaires did not believe that present 
inadequacies in African air ser;ices constituted an obstacle to accelerated 
development. A significant number of African and European States did, h o w -  
ever, suggest that greater liberalism in the granting of traffic rights by African 
States w a s  desirable or even essential f o r  such development. (Paragraph 27, 
page 2 4 ,  , , 

Section 5II - Air Charter and Inclusive Tour Operations 

a) Charter and inclusive tour services. - Although the major part of  inter - 
national air passenger trafzic to and within Africa i s  carried on scheduled 
services at ;egular-fare s, a significant and growing proportion principally 
from Europe moves on charter and inclusive tour servi ce a, both of which 
m a y  be operated by either scheduled or non-scheduled carriers, 
(Paragraphs 1-4, page 2 3 ) .  

b) Volume of non- scheduled traffic. - The general lack of statistical informa- 
tion on these  categories of air transport seriously hampers analysis. 
Traffic statistics, for example, are not available for scheduled inclusive 
tour services and are available only to  a very limited degree for non- 
scheduled services as a whole (generally making no distinction between 
charter and inclusive tour operations), However, from such information 
as is available, it is possible to conclude tentatively that non-scheduled 
traffic is increasing not only in absolute terms, but as a percentage of 
scheduled trafiic and that this increase in relative importance is largely 
the result of the increase in non-scheduled tourist traffic between Europe 
and North Africa. In 1966, international non-scheduled passenger traffic 
probably amounted to about 8 per cent of scheduled traffic for Africa as a 
whole; perhaps 15 per cent for North Africa and nearer to 5 per cent for 
the remainder of the continent. (Paragraphs 5-8, pages 2 3 - 2 5 ) ,  

c) Non- scheduled IT traffic. - Only for Noxth Africa f o r  1965 are there sta -  
tistics available to indicate the volume of non-scheduled inclusive tour 
traffic as distinct from the other categories of non-scheduled operation. 
The figures indicate that in 1965 the non- scheduled IT traffic between 
Europe and North Africa amounted to about 67,000 passengers (counted 
once in each direction) or approximately 100 million passenger-kilometres 
of which almost 80 per cent was for Tunisia. The build-up of this type of 
traffic, particularly from Germany, Switzerland, Scandinavia, France and 
the United Kingdom, is clearly well under way for Tunisia and has begun 
for Morocco and the United Arab Republic. There are indications also that 
the build-up has begun for Kenya, particularly from Germany and 
Switzerland. (Paragraphs 9- 10, page 2 6 ) .  
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d) Sources of non- scheduled traffic. - The sources of this non-scheduled 
traffic are, for charter  ilights, such special groups as non-Africans 
travelling on leave, pilgrims to Mecca, African students and delegates to 
conferences; and, fox both charter and inclusive tour flights, tourists 
particularly from the medium income and lower age groups, Tourism as 
a non-scheduled traffic source is probably n o w  m o r e  important than all 
other sources combined and, because of low fares, is apt to develop more 
rapidly in the future. The main flow of international non-scheduled pas- 
senger traffic is  between Europe and Africa (particularly tourists to North 
Africa) with a small s t ream between the Middle East and Africa. There i s  
very little such traffic between Africa and other regions o r  between the 
States of Africa. (Paragraphs 11-13, page 27). 

e )  Limitations on growth of non- sc heduled traffic. - As a result of the develop- 
ment of tourism, non-scheduled passenger traffic will probably continue to 
increase in relative importance, but growth will be limited to some extent 
by three principal factors. First, where the traffic potential i s  small, the 
lack of return loads for charter flights raises  the problem of restationing 
empty aircraft and leads to  a higher charge per passenger. Second, the 
fact that non-scheduled services must move tourists by the plane load 
( 5 5  to 185 passengers) means that these services can operate only t o  those 
centres where substantial accommodation and other tourist facilities are 
available. Third, government restrictions on non- scheduled ope rations, 
imposed to protect the interests of scheduled airlines, can effectively 
prohibit growth, o r  can permit development under controlled conditions, 
depending on government decision. (Paragraphs 14- 17,  pages 27-28). 

f) Importance of inclusive tours on scheduled services. - Inclusive tour fares 
on scheduled services for  Africa from the main sources of international 
tourism -- Europe and North America -- are available for  constructing 
tours between Europe and most of Africa and between North America and 
North Africa only, U p  to the present, this category of traffic has reached 
significant proportions only between Europe and North Africa; for the 
future, development will depend on such matters as the elasticity of tourist  
demand, the availability of tourist accommodation, and the competition 
offered by non-scheduled operators. (Paragraphs 18- 19, pages 28-29).  

g) Role of inclusive tour services in general. - Because of the low price of 
'the package offered, inclu rive tours, whether by scheduled or non- scheduled 
service, can play an extremely important role the development of African 
air tourism as they have done in Europe. The European experience suggests 
that, if they are wisely regulated, non-scheduled inclusive tours need not be 
detrimental to the scheduled services and indeed m a y  bring new customers 
to aviation who often become permanent ones requiring the introduction of 
new scheduled services. The two categories of inclusive tour may be 
complementary, the non- scheduled services taking large groups to the 
major centres while the scheduled services take small groups to both 
major and minor centres. (Paragraphs 20-23, pages 29-30) .  
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Section IV - Periodic Variations in Passenger Demand 

a) Demand variations on African routes. - The phenomenon of variation in 
p a s s e n g e r a e m a n d o r  less regular patterns on a daily, 
weekly and monthly basis I s  found on African as on almost all other air 
routes. Because of the limited information available to XCAO, however, it 
i s  possible in this study to analyse only the monthly variation. F r o m  the 
data presented on this aspect it may be seen that on African routes monthly 
passenger demand is above average during the five-month period June to 
bctober and again in December, and below average during the other six 
months. Moreover, the pattern is generally the same for all of the sub- 
regions of Africa. When this pattern is compared with the patterns occurring 
on the kntra-European and North Atlantic routes, two noteworthy fac ts  
emerge. One is that seasonal variations on African routes are much less  
pronounced than in the other two areas, The other i s  that the periods of high 
and low demand are essentially the same for all three areas. {Paragraphs 
1, 2, 6 ,  7 ,  9-11, pages31,  33, 34). 

b) Causes of seasonal variations, - Seasonal variation in passenger demand 
resurts generally from the patterns of economic and social life in the traffic 
generating areas, the volume of travel being greatest during the summer 
and year-end holiday periods. Variation is, however, much more prot 
nounced in personal than in business demand and for this reason routes with 
a hi~h proportion of personal, chiefly tourist, traffic exhibit more extreme 
vari'gtions-than do routes with mainly business traffic. This explains the 
relative1 y rnderate nature of seasonal variations on African routes compared 
with intra-European and particularly North Atlantic, on both of which there 
i s  a much high& proportion of tourist traffic, That demand variation follows 
essentially the same seasonal pattern on African as on European and North 
Atlantic routes i s  explained by the economic and social relationship between 
Africa and the pllorth-~tlantic community and the high proportion of European 
and North American travellers on African routes, African climate and 
geography seem at present to have little effect on the seasonal variation of 
travel. (Paragraphs 3-5, 10, 11, pages 31-32, 34). 

c) Effects and remedialaction,- Themaineffectsofvariationsindemandon 
airline ope rations are difficulties in scheduling and in fully utilizing 
equipment and load factors that are too high for good service during peak 
periods and uneconomically low during slack periods. The chief means of 
counteracting these undesirable effects are low promotional fares designed 
to encourage traveI during slack periods, In general, airlines have not had 
great succe r s in overcoming the problems of seasonal variations because the 
majority of passengers are more or l e s s  bound to the common pattern, 
However, it is possible with suitable fares to persuade some passengers to 
travel during the off-season (Nwsrnber to May) and it would seem that this 
possibility should be kept In mind when planning the development of air 
tourism particularly since the off-season may be the mostattractive season 
for travel in so- regions of Africa. (Paragraphs 4, 8, 1 1 ,  pages 31, 33, 34). 
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Section V - Air T r a n s ~ o r t  Fares and C o s t s  

a) Level of fa res  for tourists critical. - Different categories of demand vary 
in  their  response to changes in air fares, but tourist demand is generally 
agreed to be highly elastic provided other conditions a r e  right.  Since the 
accelerated development of African international air passenger travel 
depends in large measure on the growth of air tourism, there can be little 
doubt that the level of international a i r  f a r e s  available to tourists can have 
a crit ical  effect on overall development, (Paragraph 1, page 351, 

b) Fare levels depend on many factors, - The average level of fares on inter- 
I r  a certain time  la^ and in a general - 
way be related to the average level of unit operating costs, but for particular 
routes and categories of traffic fares are set in accordance with many con- 
siderations of which operating cost  is only one, others being the public 
interest, competition from non-scheduled ca r r i e r s  and surface transport, 
and estimates of  the elasticity of demand. (Paragraphs 2-4, pages 35-36). 

c )  F a r e s  compared on unit basis. - International scheduled fares, compared 
on a unit basis, show a certain pattern with significant variations. Between 
Europe and Africa where there a re  few excursion fares  the lowest regular 
fare available to individual members of the public averages roughly just 
under 5 cents per passenger-kilometre. Against this, the lowest available 
regular fare from New York to Africa, because of the general availability 
of excursion fares, averages about 3.25 cents per  passenger-kilometre. 
Intra-regional fares,  on the other hand, influenced particularly by the 
shorter average stage lengths, are higher and are at about the same level  
between African as between European States, that i s  about 6 cents pe r  pas- 
senger-kilometre on average. {Paragraphs 5- 10, pages 3 6 - 3 8 ) .  

d) Actual fares  t o  Africa from Europe and New York. - Consideration of f a r e s  
on a unit basis ignores distance. When actual lowest available intercon- 
tinental fares from Europe and New York to Africa are compared, it i s  seen 
that to West, Central, East and South Africa, in spite of the greater distance 
to New York, they are at about the same level.   his, of course, is because 
of the general availability of excursion fares f rom New York. It is only to 
North Africa, where the distance differential is greater and the unit fare  
differential less,  that lowest available fares  are much l e s s  from Europe 
than from New York. (Paragraphs 11 - 12, pages 38- 39). 

e) High fares a n  obstacle t o  air travel. - These fares to Africa (except Europe 
to No& Africa] from the main generating sources of international tourists 
are,  however, because of the distances involved, very high by comparison 
with lowest fares from these same sources to the countries of Western 
Europe which together earn the major share of all international tourist 
receipts. Whereas return fares between European States are generally 
under $200 and across the Atlantic about $300, return fares  from Europe 
and New York to Africa (except Europe-North Africa) vary from about 
$400 to $900. In the highly competitive market for international tourists 
where Africa must compete with Europe a s  a destination area, the effect 
of distance on transportation cost puts Africa at serious disadvantage and 
makes it imperative that fares be kept at the lowest feasible level. 
(Paragraphs 13 - 14, page 391, 



mi ICAO Circular 80-AT/ 13 

f) Complexity of fare setting requires selective approach. - The factors 
considered hv the airlines when settine international fares are numerous w 

and vary from route to route and from one category of traffic to another. 
Because of this, ICAO, which does not have detailed route data at its 
disposal, is not in a position to make specific recommendations, but only 
to offer general comments on the fare situation. In this vein the first 

, obssrva6on to be made i s  that, because of the great complexity of the fare 
setting process, any general, area-wide reduction of regular fares for 
internationar scheduled se mice s is unlikely to be desirable or feasible. The 
approach to fare reduction must rather be on a selective basis, (Para- 
graphs 15 -2 1, pages 40-42). 

g )  Objection t o  reduction of regular fares, - It has been pointed out that the 
demand for air travel to and within Africa i s  predominantly for government 
or private business purposes and hence relatively inelastic. The traffic 
resulting from this demand, which i s  probably about 90 per cent of all 
traffic on services to and within Africa, moves on scheduled services at 
regular first and economy class fares. For these reasons, the majority 
of governments and airlines concerned believe that any reduction of these 
regular fares on intercontinental, intra-regional or domestic services 
would not produce a sufficient increase in traffic to off set the lower unit 
revenue. Such reduction would therefore be undesirable as it would result 
only in diminution of total revenues, {Paragraphs 22-23, pages 42-43) 

h) Reductions through creative fares related to tourist demand. - Tourist 
demand i s  relatively elastic and thus likely to respond vigorously to fare 
reductions provided that such matters as hotel accommodatian and pro- 
motion have been adequately dealt with. The majority of interested 
governments that have m a d e  their views known have for this reason 
favoured reduction by the use of creative fares aimed at stimulating air 
tourism. B y  these devices, particularly excursion, special group, 
family and inclusive tour (ITX) fares, which are restricted in such a way 
as to make them uninteresting to most users of the regular fares, the 
scheduled airlines can offer to tourists reductions varying from 10 to 50 
per cent on the economy fares without appreciably diminishing their main 
revenue derived from business traffic paying regular fares. (Paragraphs 
24-27, pages 43-44). 

i) Inclusive t o u r  (ITX) fares on scheduled services. - ITX fares, probably 
the most effective of the so-called "creative" fares for the development 
of tourism, are now available from Europe to most of Africa and from 
New York to North Africa at discounts on the lowest regular fares varying 
from 30 t o  50 per cent. One effect of these ITX fares is to  bring the base 
fare rate between Europe and Africa down from the 5 cent level of the 
regular fares to about 3 cents per passenger-kilometre. Tourists from 
North- W e s t  Europe can have a three -week vacation in East Africa for 
about $600. Provided that tourist accommodation and services are 
available and other local conditions are right such fares should do much 
to promote the development of air tourism to Africa, (Paragraphs 28-31, 
pages 44-47). 
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j) C o s t s  and fares on non-scheduled services. - Because of their  l o w e r  

overheads the unit operating costs  of the non-scheduled operators a r e  
probably somewhat below tGose of scheduled airlines using the same type 
of equipment. Under the most favourable operating conditions the non- 
scheduled carriers might achieve unit  costs as low as 1.0 to 1.5 cents per - 
passenger -kilometre, T h e i r  great competitive advantage derives f r o m  the 
fact that they operate at load factors approaching 100 per cent and that 
therefore the fa res  they charge per passenger need only cover cost p lus  a 
reasonable percentage for profit. In fact published charter  fares, where 
restationing of aircraft  is not required, are below 2 cents per  passenger- 
kilometre o r  about 40 pe r  cent below the lowest excursion rate, and non- 
scheduled inclusive tour prices suggest that  thei r  a i r  transport  component 
is a t  an even lower  level. The chief factors limiting the availability of fa res  
of this order a r e  the frequent need to restation empty aircraft and the 
shortage of hotel accommodation for plane loads of tourists (both of which 
may be expected gradually to diminish in importance) and need to restrict 
non-scheduled operations in order to protect the interests of the scheduled 
car r ie rs .  To the extent that such fares do become avaiIable they can be 
expected t o  have a strong stimulating effect on air tourism to Africa. 
(Paragraphs 3 2 - 3 9 ,  pages 47-50), 

Section VI - Facilitation of African A i r  Passenger Travel 

a) Visarequirements.-  h g e n e r a l ,  there isaneedtoimproveFacilitation 
'for the air traveller in Afr ica  and there are many ways in which this can 
be done, In order to encourage tourists, entrance visas should be abolished 
to the maximum extent possible and, until such time a s  this can be done, 
the issue of visas should be simplified as much as possible, e .  g. they 
could be issued upon arr ival  a t  the airport of the country concerned. 
(Paragraphs 6 - 8 .  pages 51-52). 

b) CIearance of  arriving passengers. - Passengers and their  baggage should 
be cleared with speed, efficiency and courtesy. This means that require- 
ments for  documentation, otherthan a and a vaccination cekif i-  
cate, , should be eliminated, there should be a sufficient number of channels 
at each airport  for completion of governmental controls and a sufficient 
number of trained staff to man them; baggage examination should be 
reduced to the minimum and should be carr ied out on a sampling or selective 
basis; the airport terminal building should be large enough to cope with the 
passenger t ra f f ic  and the layout and facilities therein should be such that 
passengers and their baggage can be rapidly processed. (Paragraphs 
9 and 12-14, pages 52-53). 

c )  Transit  passengers, - Transit passengers should not be required to go 
through clearance controls unless they wish to Ieave the airport  terminal 
build&. (Paragraph 15, page 53). - 

d) Clearance of departing passengers. - With  respect to a i r  tourists leaving 
the country, clearance formalities should be minimal and requirernel-its for 
such additional documents as currency declarations and taxation certificates 
should be el iminated at the earliest  opportunity. Except where special 
conditions prevail, the baggage of outbound passengers should be free of 
inspection. (Paragraph 16, page 54). 
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e) Public health formulities. - Publ i i :  health formalities should be citrried out. 
'In an expeditious manner and douLle checking of vacc illation certificates, 
i .e.  on entry and departure, should be avoided. Finally, wheredisinsecting 
of aircraft  i s  required,  States should accept the "blocks-away" method 
recommended by the World Health Organization. (Paragraphs 10, 11 and 16, 
pages 5 2 ,  54). 

Section VXI - F u t u r e  Prospects for  Air Passenger Travel on African Routes 

a) Nature of forecast and problems encountered. - Any forecast of air traffic 
growth on routes to, from and within Africa must. for l ack  of comprehensive - 
statistical information, be extremely tentative, it is difficult t o  establish 
meaningful trends because of the profound political changes that have taken 
place in Africa over the past  decade and because the statistical. se r ies  filed 
with ICAO a re  not only incomplete, but do not differentiate between particular 
routes or categories of traffic and do not show origin and destination of 
passenger@. In these circumstances the forecast, which covers the period 
u p  t o  1980, i s  of necessity general in n a t u r e ,  referring to traffic on Afr ican  
routes as a whole and giving only broad indications as t o  sub-regional va r i -  
ations. (Paragraphs 1-7, pages 57-58), 

b) Air transport trends up to 1966. - Since 195 1 the total volume of scheduled 
e l  carriedonices (both international and domestic) 
by all &lines (both African and non-African) to, from and within Africa has  
grown at an average annual rate of about 15 per  cent. During this period 
there have been profound political and economic changes in Africa that have 
affected this growth and have brought about a major readjustment in the 
distribution of traffic between international and domestic services, but the  
situation appears to have stabilized to a considerable extent since 1963. Since 
that time the rate of growth fo r  scheduled passenter traffic on the international 
African services of all airlines has been about 12 to 13 pe r  cent, From 1960 
to 1965 unit operating costs f o r  all airlines of ICAO States fell on average 
about 4 per cent per  year and unit revenues about I per cent, The African 
average has been about 20 pe r  cent above the world level, but the rate of 
decline has probably been about the same. Break-even load factors fell in 
the same period from 59 t o  5 1 per cent and actual passenger Ioad factors from 
59 to 52 per  cent for  African airlines and 55 per cent for non-African airlines 
on African routes. The primary cause of the decline in unit operating costs 
and break-even load factors has been the gradual introduction of jet aircraft  
which has also led to an increase in average aircraft  speed and payload capaci- 
ty and distance travelled per passenger. (Paragraphs 8-14, pages 59-61).  

c) Other relevant trends and developments. - T h e  receipts from international 
tourism have been ~ncreasing since l F 0  at an average annual rate of about 
12 per cent and tourism i s  now the largest single item in international trade 
However over 60 per cent of international tourist receipts go to Europe 
compared with 2.5 per cent to Africa and the growth of receipts for Africa 
has been at about half the world level. International tourist expenditures 
come very largely (87 p e r  cent) from Europe and North America and it is 
important to note that this demand is both income and price elastic. Other 
relevant socio-economic trends include annual average increases of 2 per 
cent in world population, 5 per  cent i n  total gross domestic product, 3 per 
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cent in per  capita gross domestic product and 1 per cent in consumer 
price inflation, During the same period the extent of paid holidays, of 
urbanization and of education has been increasing so as to stimulate the 
growth of tourism, (Paragraphs 15-19, pages 61 -63) .  

d) Assumptions and forecast, - The future growth of international air passenger 
travel on routes to, from and within Africa will depend on how the various 
trends continue, To arrive at a forecast it has been necessary to make a 
number of assumptions concerning these trends. For example, it is assumed 
that the general socio-economic factors, and world tourist activity will 
continueto develop over the next fifteen years  at much the same rates with- 
out major war or economic depres sion, Airline re -equipment will continue 
bu t  at a slower pace. Air transport unit costs  and revenues on international 
services  will fall about 2 per cent per year. Break-even Ioad factors will 
remain approximately at their present level while passenger load factors 
will rise slightly. The development of tourist accommodation and service 6 

will accelerate. The proportion of personal travel wi l l  gradually increase 
from the present level of about 10 per cent of the total. The "natural" growth 
rate of scheduled international passenger traffic on African  route^, independent 
of fare changes, will be on average about 10 per cent, and the elasticity o f  
demand for these services will be about 2:l. Non-scheduled traffic on African 
routes will continue to increase in absolute terms and as a proportion of - - 
scheduled traffic, On the basis of these assumptions it is suggested that 
scheduled international passenger traffic on routes to, from and within Africa 
should grow until 1980 at an average annual rate of about 14 per cent, 
(Paragraphs 20, 2 1 ,  pages 6 3 - 6 6 ) .  

e) Limitations of the forecast. - The pattern of development suggested is 
tentative and subject to error if some of the assumptions prove unwarranted, 
Moreover there will clearly be important variations betwien the sub-regions 
of Africa, passenger travel growing l e s s  rapidly in some and more rapidly 
in others, A l s o  it must be pointed out that the forecast development pre- 
supposes vigorous action to implement, as appropriate, the measures sug - 
gested in Section VUI-B to further the r o ~ t h  of international air passenger 
travel. (Paragraphs 22-27, pages 66-97).  



I - THE NEED FOR ACCELERATED DEVELOPMENT OF 
AIR pA5SkNCrLK %Tm 'I'UUHISM k'OK AE'KlCA 

Reauirement for the Drskent studv 

1. This study has been undertaken as a contribution towards fulfilling the need 
for an acceleration in the present pace of development of air passenger transport  for 
Africa, within the general context of furthering the economic and social development of 
that continent. In general terms the requirement of the African region under this 
heading may be said to have two broad aspects. En the first place there is a need for 
an air transport system that will facilitate the economic and social development of 
Africa by satisfying to the fullest extent possible the present and future demands of the 
peoples o f  the region for a i r  passenger travel. At present this i s  primarily f o r  business 
ra the r  than personal reasons. Secondly there i s  need for a system that will meet and 
encourage the demand of foreign tourists for a i r  transport to and within Africa. There 
is, however, a close interrelation between these two objectives. The foreign tourist 
demand i s  more elastic and capable of much more rapid growth than the demand for 
business travel to, from and within Africa. Encouraging and meeting the tourist require- 
ment wil l  actively contribute to satisfying the African need for a more  than adequate air 
transport system since this will result in increa'sed air services,  frequencies, load 
factors and aircraft  utilization and hence in reduced costs. Furthermore this develop- 
ment of a i r  tourism will ,  by means of the foreign currency earned, appreciably contribute 
t o  the general economic growth of the region. 

2. A general recognition of the need, felt particularly by developing nations, 
for action to accelerate the growth of the a i r  passenger market was the consideration 
that led the one-hundred and two States represented at the ICAO Assembly in July 1965 
to agree unanimously that a series of regional studies should be undertaken on this 
subject. Awaxeness of the special need that the developing regions of t he  world had for 
expanded air passenger services and also for increased tourism, on which the expansion 
of air serv ices  would largely depend, led the Assembly fur ther  to agree that the  studies 
to be undertaken should give priority to these developing regions and in the f i r s t  instance 
t o  Africa. The Addis Ababa Air  Transport Conference of 1964 had specially recognized 
the importance of tourism development in  that region. 

3. In the course of the Assernblyls discussions it was pointed out tha t  one of 
the greatest problems facing Africa today is the lack of adequate transport, This fact, 
which was also emphasized in a previous study published by ICAO on Air Transpor t  in 
A f r i c a s ,  is widely known, but to be appreciated it must be considered in the light of 
a full realization of the importance of transport in humanaffairs. In the Iife of any State 
if communications may be likened to the nervous system, transport i s  the circulatory 
system. Without adequate transport fu l l  social and economic development a r e  impos a i -  
ble, A system adequate for the full development of a modern State is a complex network 
of rail, road, pipeline, r iver ,  sea and air  services and facilities, capable of meeting 
all the needs of the State for the movement of passengers, cargo and mail. Here, 
however, we are concerned only with passengers travelling by air. 

11 Doc 8419-AT1718, - July 
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Development of African air passenger transport 

4, Comparison between the air transport systems available t o  the various 
regions should serve to indicate relative stages of development, Unfortunately, however, 
because of the inadequacies of the statistical data at present available, such comparisons 
can only be based on the activities of the airlines registered in each region, In this way 
it i s  possible to obtain some idea of the relative development of Africars airline industry, 
but not of the air passenger services available to, from and within Africa as against those 
available f o r  other regions. An attempt is made later (see paragraphs 12 and 13) t o  esti- 
mate, on the basis of available traffic flow data, the total volume of scheduled passenger 
transport provided an international routes to, from and within Africa by non- African 
airlines. The figure arrived at, however, is approximate and it has not been feasible 
t o  produce similar figures for other regions, 

5 .  An approximate idea of the relative level of development of the passenger 
transport system provided by African airlines is obtained from the figures given in 
Tables 1 and 2 which are based largely on Appendices 5 and 8. Table 1 shows the actual 
volume of scheduled passenger transport sold by the airlines of ICAO Contracting States, 
according t o  the region in which these airIinea are registered, together with the popu- 
lation of these regions. It appears that while Africa has about 13 per cent of the popu- 
lation of ICAO States, its airlines account for only about 2 per cent of the passenger 
traffic of the airlines of these States, while at the other extreme the airlines of North  
America carry about 60 per cent of the passenger traffic although that region has only 
about 9 per  cent of the population, These  vary ing  shares of the world's air passenger 
traffic are, however, what might be expected since fhey  are clearly ref ated to the 
varying levels of economic development of the different regions, 

Table 1 

Scheduled Airline Passenger Traffic and Population by ~ e ~ i o n Z /  

Scheduled Passenger Traffic of 
the Airlines of Each Region 

(millions of pass-km) -- 
Region 

North ~ r n e r i c  a?/ 
Europe 
Asia 
Latin ~ m e r i c a g  
Oceania 
Africa 
Middle East 

Share 1964 - Share Share 

2 /  Excluding the Peoples: Republic of China, the USSR, and other non-Contracting - 
States of IC AO. 

3/ North America comprises Canada and the Unitedstates; Latin Americacornprises - 
the States of South and Central America and the Caribbean. 
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6. Airline activity is com2ared xith indicators of general. economic activity 
regionally on a per  capita  bas i s  in Table 2 .  It may be seen under the heading of 
scheduled air passenger traffic that in 1964 against the African figure of 14 passenger- 
kilometres sold by the airlines of the region for each head of population only the Asian 
figure was lower; South America and the Middle East were more than double; the world 
average five times as great, Europe seven times, and North America almost thirty 
five times as great. As an indication of the degree to  which the development of airline 
activity is related to general economic development it may be noted that these relation- 
ships between Africa and other regions in terms of air passenger transport sold by each 
regionrs airlines per capita are closely paralleled under the headings of energy con- 
sumption and gross domestic product per capita. 

Table 2 

Economic Activity per  Capita by ~ e ~ i o n A /  

Scbed. Pass. Sched. Pass. Traffic 
Traffic of Energy Gross Domestic oi Regionls Airlines 

Regionss Airlines Consum tion Product (GDP) & per $100 GDP 

(pas s -km) equivalent) (us $1 {pass-km) 
Region 1958 1964 - -  1964 - 1958 1963 - - 1958 1964163 

~ o r t h ~ r n e r i c a  280 474 8,622 2,308 2 ,764  12.2 14. 1 
Europe 40 90 2 , 9 8 5  768 1,062 5.2 8 . 5  
Asia 2 - 9  9 304 10 1 141 2.9 6 - 4  
~ a t i n ~ m e r i c d l  31 39 745 322 345 9.6 11.3 
Oceania 184 316 3,349 1,015 1,301 18. 1 24.3 
Africa 7.5 14 3 06 105 (116)Sl 7. 1 1 2 , l  
Middle East 17 3 6 3 3 9  206 (227)sf 8.2  15.8 

7. If allowance is made for the differing levels of economic development the 
radical variations in regional airline activity largely disappear, Thus in the last two 
columns of Table 2 are shown the volumes of air passenger transport sold by the air- 
lines of each region for each $100 of gross domestic product, Measured in this way 
the airline activity of Africa does not differ greatly from that of other regions except 
Asia which i s  significantly lower and Oceania which shows a significantly higher level, 
probably because of the many over-water routes which favour air transport development, 
It also may be observed from these figures that the relative position o f - ~ f r i c a  has i o t  
changed greatly since 1958, 

4/ Estimated on basis  of average annual rate of growth. - 
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African services of non-African carriers 

8, A s  has been stated, the foregoing comparisons have been based on the reg ion  
of airline registration. The figures comprise all of the scheduled passenger traffic of 
the airlines of each region, that is the domestic traffic within each State, the regional 
traffic between the States of the region and intercontinental traffic between regions. 
They provide a useful basis for comparing the development of the airlines in the various 
regions, but do not show the total volume of scheduled air passenger transport used by 
either the residents of a region or all travellers, resident and non-resident, within, to 
and from a region. 

9. To  arrive at the former figure for Africa, for example, it would be necessary 
to adjust the figure quoted by subtracting the international transport sold by African 
carriers to residents of other regions and adding the international transport sold to 
African residents by the carriers of other regions, Air transport  is an item of inter- 
national trade turder which some regions have a net surplus, others a deficit, Wit11 the 
data available, it is not possible to calculate the balance for Africa. From the inforrna- 
tion that i s  available, however, it seems probable that Africa as a whole, because of 
the history of air transport development under the colonial regimes, is still a net 
importer of international air transport, on balance using more of the foreign product 
than is sold by its own airlines, as i s  suggested by the following table:- 

Table 3 

Europe {incl. USSR) 
Middle East 
~ s i a  21 
North ~rner ica21  
Latin ~ m e r i c a g  
Oceania 

African airlines Airlines of other 
to other regions regions to Africa 

17 (from 28 States) 23 [from 2 1 States) 
7 (from 9 States) 8 ( f rom 8 States) 
3 (from 5 States) 4 (from 4 States) 
2 (from 12 States) 2 (from 1 State) - 2 (from 2 States) 
1 (from 1 State) 1 (from 1 State) 

10, Ln August 1966 there were  40 non-African a i r l i n e s u  (including all of the 
12 largest international carriers 3) from 3 7 States providing sewices  between a11 
other regions and Africa. Against this there w e r e  19 African airlines (some of them 
quite small) from 30  States, linking Africa to other regions g. An indication of the 
distribution of these services between the various regions is shown in Table 3. From 
this it can be seen that by far the largest  number of links are between Kfricaand Europe, 
a region that would appear to be a net exporter of international air transport services.  

5 1  Excluding Peoples'  Republic of China, - 
.6/  - See Appendix 6, 

71 These carriers are: PAA, BOAC, Air France, TWA, KLM, DLH, Alitalia, SAS, - 
Qantas, Swissair, JAL, and BEA. 

8) See Appendix 7, - 
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The discrepancies between the numbers of States and airlines in Table 3 result from 
there being in a few cases more than one airline from a single State while on the other 
hand three airlines (Air Afrique, E U C  and SAS) represent between them seventeen 
States,  From these facts no exact conclusions can be deduced concerning Africa's 
balance of trade in air transport. It should be borne in mind, however, that a number 
of the non-African carriers provide, not only inter-regional links with Africa, but also 
regional ~ervices between Mrican States on the basis of "fifth freedom" traffic ri&tls, 

11. W e  have referred to the volume of passenger traffic carried by African 
airlines (which is known) and to Africafs balance of trade in international air transport 
(which cannot be calculated from the data available), but the most significant figure is 
the total volume of passenger transport to, from and within Africa sold to residents and 
non-residents by African and non-African airlines. This is the total quantity of air 
travel performed relevant to the economic and social l i fe  of Africa, In 1965 the airlines 
of the African States members of ICAO performed 4,654 million passenger-kilometres 
and those of African States not members of ICAO 117 million making a total of 4 771  
million passenger-kilometres -- 3 606 million on internationd and 1,165 on domestic 
services. 

12, To obtain the overall total volume of scheduled air passenger transport it 
is necessary to add to the African airline total of 4,77 1 million passenger-kilometrer 
the total traffic carried by non-African airlines on routes to, from and within Africa, 
This latter figure has been estimated from available traffic f low data. Deductions have 
been made to take account of intercontinental traffic in transit through Africa on journeys 
between two other regions. However, the figures, which are given in Table 4, must be 
regarded as simply indicating orders of magnitude with a margin of error of plue or 
minus 15 per cent, The estimate arrived at is that the non-African airlines carried a 
volume of scheduled passenger traffic of the order of 4,210 million passenger-kilometres 
in 1965. A very large part of this -- 89 per cent -- is attributed to European carriers; 
5 and 4 per cent respectively to the carriers of North America and the Middle ~ a s t ; 2 /  
and the remaining 2 per cent to those of Oceania, Asia, and Latin America. 

Table 4 

Region of 
Airline Registry 

Scheduled Passenger Traffic of Non-African Airlines 
on International Routes to, from and within Africa 

Approximate Estimate - 1965 

Europe (incl, USSR) 
North America 
Middle E a ~ t  
Asia and Oceania 
Latin America 

Total 

Passenger-kilometres 
Performed 
(millions) 

Per cent 
of Total 

91 The airlines of the Middle East carried considerably more passengers than those - 
of North America, but over a much shorter distance, 
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13. As shown in Table 5, the total volume of scheduled passenger traffic carried 
on routes to, from and w-frica in 1965 by African and non-African airlines together 
was of the order of 8,981 million passenger-kilometres. Of this figure, about 53 per 
cent was  carried by t h e  Mrican airlines a d  47 per cent by the non-African, but an the 
international int r a - A f r i c a n  and intercontinental services the non-Af rican airlines 
carried somewhat more traffic than the African. The total volume of 8,981 million 
scheduled passenger-kilometres, however, still only amounted to about 4.5 per cent of 
the 1965 total for  a11 airlines of all ICAO States of 198,000 million, 

Table 5 

Airlines 

Total Volume of Scheduled Passenger Traffic Carried 
On Routes to, from a ~ l d  within Africa in 1965 

African airlines 
Domestic services 
International services 

Total 

Non-African airlines 
European 
Other regions 

Total 

Grand total 

Pas senger-kilometre s Percentage 
(millions) Dis txibution 

14. Thus, however one makes the calculation, the total quantity of scheduled 
air passenger transport used f o r  African purposes i s  l o w  in relation to the s ize  and 
population of the continent, bu t  is at a level consistent with the present stage d economic 
development. This situation i s  not alleviated by the development of surface passenger 
transport. Because of the distances generally involved, only a small proportion of the 
total passenger demand can be met by inter-regional and coastal shipping services,  and 
international rail  and road fac i l i t i es  within Africa are  for the most part less  developed 
than air services. What has been wxitten thus far has related to the regionof Africa as 
a whole and it is, of course, true that within th i s  whole the development of transport has 
not been homogeneous. The fac t  remains, however, that in general the present volume 
of passenger travel by all modes i s  consistent with,  and clearly linked to, a relatively 
low level of economic development, 

15. Africa i s  now referred to as a l'developing" region. Until success has been 
achieved the chief objective of the majority of African States wil l  continue to be f u l l  
economic and social development or, in other words ,  the raising of the general standard 
of economic life to the level of the  so-called "developed" regions of Europe and North 
America. TO accomplish this,  the rates of economic growth that may be satisfactory 
in the developed regions have to be consistently exceeded, One of the obstacles to growth 
is the existence of a transport system that in places i s  almost non-existent and in general 
is adequate only for a relatively low level of economic development, Such a system does 
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not permit the high degree of mobility d men, goods and services that i s  required for 
ful l  economic and social development. An acceleration in the rate of growth of this 
transport system i s  essential and will contribute to the accelerated growth of the economy 
as a whole. 

16. Considering the problems 01 African transport it is clear tha t  air services 
a re  far more flexible and susceptible to rapid development than are the main alternatives, 
rail, road and river. The construction or expansion of surface transport systems is 
generally inhibited. by such factors as the v e v  large capital o u t l a y s  required, difficult 
conditions of topography and climate frequently encountered in Africa, and the problems 
of maintaining and supporting surface networks in a reas  of low population density. By 
contrast airports,  very simple ones if necessary, can be constructed, an4 air services 
inaugurated o r  extended, rapidly and at relatively l o w  cost: wherever the need occurs, 
almost without reference to topography, climate, or population density. It follows that 
there will, in most cases, be a far more rapid return on investment in a i r  transport  
than in surface systems, and that air services, unlike the surf ace alternatives, can be 
provided as  the need is defined. 

17. Under these circumstances air transport offers for  many areas of Africa 
the best immediate solution to the transportation problem, B y  v i r tue  of the fact that 
air services can be introduced or expanded rapidly wherever there is need this mode of 
transport can be used as a tool in economic development. Areas can be surveyed and 
opened up and new industries can be constructed and supplied by air; and systems of 
transport that are now irrational and uncoordinated as a result of colonial patterns of 
development can, by the use of air links, be given a shape better designed to meet the 
public need and to foster economic development, O v e r  the next few decades, therefore, 
a i r  transport should play a m u c h  more important role, relative to surface transport, 
in Africa than it has in such *'developedti regions as Europe and North America, The 
airlines, in other words, should be called upon to satisfy an abnormally large share of 
the total need for transport both of passengers and of goods, a fact that the planners 
both of transport and of general economic development must take fully into account, 

18, Air transport cannot, however, play its potential role in African affair8 to 
the fu l l  unless the latent need for this service can be translated into active and growing 
demand. The crux of the problem therefore is the stimulation of demand. This demand 
for a i r  passenger transport to, from and within Africa can be divided into two principal 
categories, First, and by far the most important at present for  the majority of African 
States, i s  the demand for business travel,  that i s  to say for travel in connection with 
public o r  private business where the fare is paid for by governments or business enter- 
prises or charged to operating expenses. The second category is the demand for person- 
al travel, primarily in camection with tourism, where the fare is paid for by the 
individual traveller. 

19. In general, business as opposed ta personal demand tends t o  be relatively 
inelastic in its response t o  changes in the conditions of air services. Since the need to 
travel i s  objective and compelling demand will, to a considerable extent, continue 
regardless of any but major changes in fares, although i t  may be affected by frequencies. 
Consequently the rate of growth of business traffic i s  determined not so much by the 
conditions of air transport  as by the development of economic and political activity ,gener- 
ally. The demand for personal or tourist travel, on the other hand, tends to b e  far more 
elastic, The motivation is subjective and the individualls travel plans wi l l  be directly 
affected by such air transport factors as fare changes and availability of services.  
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Demand as  a whole, b u t  particularly personal demand, will of course also be strongly 
affected by a variety of local conditions including the availability of suitable accommo- 
dation and other amenities, cost  of living and social conditions, 

Air tourist demand the key to accelerated growth 

20. It thus appears that if an attempt i s  to be made to accelerate the rate of 
growth of African air passenger t ravel ,  atte tion will have to be  focussed primarily 
on the problems of fostering air tourism. ~r At the present time, although a very few 
African countries such as Tunisia and the United Arab Republic in the North and t o  some 
extent Kenya in the East have had considerable success in developing their tourist indus- 
t r ies ,  tourism to the region a s  a whole is in an early stage of development as indicated 
in Table 6. This  lack of tourist development i s  naturally reflected i n  the tourist share 
of African air passenger traffic. Statistics that would permit a precise breakdown are 
not available, but evidence suggests that, whereas on some routes such as  the North 
Atlantic, personal travel (predominantly tourism) accounts for about 75 per  cento f all 
air traffic, for Africa personal travel accounts for perhaps as little as 10 per  cent and 
business travel for  about 90 per cent of the total. 

Table 6 

Share of International Tourist Receipts by Region 1g 

Region 1950 1964 
Average annual 1964 Receipts 

mllliana rate ~ f ~ n c r e a s e  pe;uz;Fa 
~mil l ions)  (7 j 7 ('71 
(US $1 (US $1 

Europe 890 42 .4  6,310 62.2 15.0 14.30 
North America 668 31.8 1 ,707  16.8 6.9 8.10 
Latin Arne ric a 392 18.7 1 , 1 6 2  1 1 . 5  8 . 1  4.90 
Asia  and Oceania 36 1.7 475 4.5 20.2 .45  
Africa 8 8 4.2 245 2 . 5  7 .6  ,80 
Middle East 26 1.2 245 2.5 17.4 3.75 

Total 2,  100 100.0 10, 144 100.0 11.7 4,40 

2 1, Africa a s  a whole in 1964 accounted for only $245,000,000 o r  2.5 pe r  cent 
of all international tourist receipts. This amounts to  about 80 cents per capita compared 
to 45 cents for Asia and Oceania, $3.75 for the Middle East, $5 for Latin America, $8 
for  North America and $14 for Europe. The average annual rate of increase for Africa 
declined from 7.6  per cent for the period 1950 - 1964 to  6, 1 per  cent for the period 
1959 - 1964. The annual average for the world as a whole, on the other hand continued 
a t  jus t  under 12 per cent over the shorter period, Thus with a 2,s per cent share of all 
tourist receipts and an average annual growth rate about half that of the world there i s  
scope for a radical increase in African tourism and since tourists visiting Afr ica  will 
move mainly by air there  is similarly scope for increasing African air tourist traffic to 
a point where it accounts for considerably more than the present 10 per cent of all air 

traffic. 

101 African governments should not however lose sight of the economic benefit that can - 
be derived from international conferences and meetings of all kinds in those locations 
where adequate hotel and related facilities are available, 

111 Source: PiIot Survey of Africa's Tourism Prospects, IUOTO, Geneva, Nov, 1966,  - 
page 11.  
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22. To achieve this expansion, however, conditions must be created that will 
make it possible  t o  take advantage of the elasticity of tourist demand. These conditions, 
which a re  dealt with in detail elsewhere in this study, a re ,  of course, not all within the 
control of air transport authorities. On the a i r  transport  side the most important are 
fares which should be kept at the lowest possible level and should include "creative1' 
fares specially designed for the stimulation of air tourist traffic (see Section V); the 
introduction of new services where necessary and increased frequencies on existing 
services where possible. To be successfully realized these conditions must be accompa- 
nied by increased aircraft utilization at economic load factors and rationalization of 
air l ine route patterns leading t o  lower operating costs.  Outside the sphere of air 
t r anspor t  the mos t  important pre-conditions for the expansion of a i r  tourism are the 
availability of suitable tourist accommodation and related services and amenities; the 
promotion abroad of Africa as a tour is t  destination; and such domestic social conditions 
as an acceptable level o f  prices for  tourists ,  political stability, and a welcoming atti- 
tude towards tourists on the part of the local population, 

Develowment of freight and mail traffic 

23. This study is concerned with the development of air passenger traffic, but 
for this development, it is essential to develop air freight and air mail traffic as 
complementary loads. A i r  transport always needs good revenue from all three types 
of traffic ta operate ecoaot~lically without government subsidy. This  is true even of 
routes with high passenger volume, On the North Atlantic for example, the route with 
the largest  passenger revenue of any in the world, the removal of freight and mail 
revenue would cause most of the scheduled services to operate at a loss. It i s  even 
m o r e  t rue of routes of smaller passenger volume, such as virtually all the routes with- 
in the African continent. 

24. A i r  freight t raffic needs t o  be developed chiefly by energetic salesmanship 
on the par t  of the airlines, b u t  governments can do much to  encourage and support t h e i r  
airlines* efforts  if only by removing res t r ic t ive  regulations and improving faci l i tat ion,  
Governments also need to keep in touch with regional and sub-regional plans f o r  all 
forms of transportation s o  as to serve the economic development generally, Air transport 
needs to know the future transport requirements of the new indus t r ies ,  and must also 
keep the economic planners informed of what i t  can do to help them. 

25. This requires government and airline study i n  each country, as indicated in 
Recommendation I(c)  of the Addis Ababa Conference of 1964. But a basic study of a i r  
freight development in the whole region such as  that carr ied out by ICAO for the Latin 
American region (Doc 8487 -AT]720) i s  needed and African States might request such  a 
study pursuant to Assembly Resolution A14-34. 

2 6 .  Air  mail has always been one of the main economic suppor ts  of air services 
in early stages of development, and air mail revenue is still the balancing factor between 
an operating profit and an operating loss on many air services throughout the world. The 
development of air mail is largely a matter for postal administrations, but aviation 
administrations can advise on various aspects of a i r  mail transportation, particularly 
in connection with rates, They need to give the matter careful consideration in consul- 
tation with  their airlines and postal authorities to  ensure that  postal policies take into 
account the economics of air transport as well as  those of the mail service. This is not 
simply a question of high mail  ra tes ,  since on some routes, low rates may generate 
more revenue, particularly from a i r  parcel post. The development of air mail both 
within, and to and from, Africa might be included in the freight study mentioned above, 
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11 - DEVELOPMENT OF SCHEDULED PASSENGER 
SERVICES AND TRAFFIC TO AND WITHIN &RIGA 

General observations 

1. The approach to the study of the flow of a i r  passengers to and within Africa 
followed here has been t a  collate t!~e information available on a11 non-stop flight stages 
with one or both terminals in Afr ica ,  and to  present the results in both tabular and 
graphic form.  The table at Appendix 14 contains such data f o r  the year  1965, which i s  
the latest  one on which sufficient reliable information i s  available, and for  the year 1960 
which i s  remote enough in the past to bring out by compar ison  some interesting trends, 
Since the data is classif ied by flight stages and presented in the alphabetical order  of 
stages* terminals, Appendix 14 constitutes a complete index of passenger traffic f low on 
all s t ages  of international scheduled air services operated to, from and within Africa, 
Thus i t  may not only serve the purpose of the present study but, bearing in mind the 
inevitable l imi ta t ions  of such a statistical work, may be used as reference material in 
fu tu re  research on individual African routes or route segments. Map 1 reproduces in 
graphic form the data tabulated at Appendix 14 for the year 1965 a w v e s  a comprehen- 
sive view of the present state of internat ional  air passenger traffic flow in Africa,  
Although the situation i s  continually changing and i t  would be hazardous to d raw final 
conclusions from a fluctuating picture, an examination of t h i s  map in conjunction with 
the table at Appendix 14 provides a broad indication of the main features of this traffic 
flow. 

2.  The basic observations made in the 1964 "Study of Air Transport in Africa1' 
(Doc 8419-AT/ 7 18) with respect t o  the pattern of routes and the capacity offered a re  
confirmed by this examination, The bulk of intcrc ontinental passenger traffic moves on 
direct route-s to and from Europe. Within Africa, the northern, western, eastern and 
southern sub-regions are relatively isolated f r o m  each other, and within each sub- 
region the level of international traffic i s  not high, The flight frequencies and the load 
factors are generally low, However, a comparative analysis of the data now compiled 
f o r  1960 and 1965 reveals extensive changes over this five-year period and some definite 
improvements. International air services are penetrat ing m o r e  deeply into the African 
market and connections have improved, particularly between the various s ub-regions. 
Af te r  numerous  adjus tments ,  the intra-African traffic has tended to concentrate along 
certain main channels on which simultaneously the capacity offered, the flight frequencies 
and the load f ac to r s  have increased. In spite of persistent deficiencies, a better service 
is available to the travelling public on a larger portion of the African a i r  network and it 
s e e m s  probable that this improvement will continue as demand grows, 

Traf f ic  flow on intercontinental routes 

3. The traff ic  flow on non-stop scheduled flight stages between African airports  
and points outside Africa,  is estimated approximately from the data in Appendix14tohava 
been about 2,500,000 passengers in both directions in 1965 as compared to approximately 
2,000,000 in 1960, L/ Table 1 indicates the distribution of such intercontinental traffic 

1 / - T h e s e  f igures exclude an estimated number of passengers who were in direct transit 
through Africa be tween  Europe and Latin America (via Dakar, Monrovia or Sal 
Island) and between Europe and Middle East/Asia or  Oceania (via Cairo). 
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by region according to the nearest  landing point outside ~ f r i c a & l  and the average annual 
rates of increase from 1960 to 1965. These estimates are approximate and are intended 
only to show orders of magnitude. 

Table 1 

Distribution of Intercontinental Scheduled Passengers 

(thousands) 

Average 
annual rates 
of increase 

Per cent Per cent 
Between Africa and 1960 of total - 1965 of total - G r o s s  ~ d j u s t e d z f  

Europe 1,800 87.470 2,100 82.2% + 3. 1% '0 10.5% 
Middle ~ a s t / ~ s i a i /  250 12,270 43 0 16.7% /011.4% t 1 1 . 4 7 0  
North America 3 0.1% 14 0.6% + 3 6 , 0 %  + 3 6 . 0 %  
Oceania 4 0 , E f o  10 0.470 '0 20.1% + 20. 1% 
Latin America 2 3 0,1% + 10.0% + lO,O% - 0.1% - - 

Total 2 , 0 5 9  100.0% 2,557 100.0% + 4.5% + 1 1 . 0 %  

4, Table I shows that passenger traffic between Africa and Europe constitutes 
the major part of the intercontinental traffic for the African region: nearly nine-tenths 
in 1960 and m o r e  than four-fifths in 1965, The average annual rates of increase are 
not comparable between regions because of the differences in quantity, but it i s  inter- 
esting to note that the increase in traffic between Africa and North America, though 
small in absolute terms, was at an average annual rate of 36 per cent, The annual 
average for  all intercontinental traffic, after appropriate adjustments was about 1 l per 
cent, 

Points served 

5, The number of points served in Africa by international scheduled services 
was practically the s a m e  in 1965 as in 1960 (see Appendix 14). Taking account of 
political changes, i t  may be observed that international services  have been discontinued 
at 13 of the 122 airports served in 1960 and have been introduced at 15 airports which 
were served only by domestic services in 1960. Although most of the airports at which 

2) Some traffic shown as coming from, or going to, Europe or Middle ~ a s t / A s i a  may - 
actually have proceeded tolor from North America or Oceania on the s a m e  aircraft 
in direct transit through the former regions. 

3 1  The average annual rates of increase shown in this column have been calculated after - 
deduction of the numbers of passengers estimated to have travelled between Algeria 
and Europe, These numbers, abnormally high in the year8 1960 - 1962 (about 800,000 
in 1960 against approximately 450,000 in 1965), distorted the growth pattern of the 
intercontinental traffic for the African Region, 

4 1  Excluding the Peoples' Republic of China. - 
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these changes have occurred are relatively small and were used annually by lees  than 
10,000 passengers embarking or in direct transit on international services, they repre -  
sent almost one-fifth of the airports covered by this study, This is indicative of the 
general re-arrangement which the African international network has undergone over the 
last five years. 

6 .  Another indication of this re  -arrangement is the decline in total international 
traffic handled at 35 of the 109 airports which were  served by international services 
throughout this period. With the exception of 4 airports in Algeria where such deterio- 
ration was due to an abnormally heavy demand in the years 1960 - 1942 followed by a 
downward adjustment in 1963 - 1965, most of the airports where a decline has been 
observed w e r e  used in 1960 a s  mid-way stops on trunk routes and are  now overflown by 
modern Iong-range aircraft. This change in the pattern of international traffic i s  common 
to all regions of the world, but is more apparent in Africa because the increase in local 
traffic has not yet offset the decline in transit traffic, It has affected particularly certain 
airports located along a central band across Africa such as Bangui, For t  Lamy, Kano, 
Khartoum, Niamey or  SaI Island, On the other hand, as was the case elsewhere the 
advent of modern long-range aircraf t  has opened up new gateways f o r  the penetration 
of international t ra f f ic  into the continent. To 33 African airports that were  already 
linked by direct non-stop services to Europe in 1960, 12 were added by 1965, some of 
them such as Conakry, Entebbe, Monrovia and Nairobi with frequencies of two to ten 
flights per week and a total capacity of 25,000 to 100,000 seats available per year. 
Thus, as might be expected, technological changes have modified to a certain extent 
the general pattern of international air routes to and within Africa. 

General pattern of routes 

7. To a greater  extent perhaps, political and economic developments in Africa 
between 1960 and 1965 have changed the paatern by bringing about the inauguration of 
new international air routes o r  causing the elimination or  displacement of old ones, 
Although the total number of direct flight stages within Africa has not increased by much 
more than 10 per cent from 1960 to 1965, 67 stages representing nearly one-third of the 229 
stages operated in 1960 have been discontinued whereas 94 new stages have been intro- 
duced since 1960, Thus more than one-third of the 256 non-stop connections operated 
within Africa in 1965 were less than five years old. Such figures indicate again the 
extensive re-design to which the African network was subjected during this period and 
deserve more detailed examination, 

8, An appreciable proportion of the 67 stages on which international operations 
ceased after 1960 consisted in short flights over the borders or domestic flight stages 
leading to these borders and forming an integral part of an international service. It may 
be that in some cases the exchange of traffic rights between African States has become 
more difficult since they became independent, It is clear that insufficient demand was 
not the main cause for interruption since on nearly two-thirds of the stages discontinued 
operations had been performed with passenger load factors of 50 per  cent o r  more, andload 
factors of l e s s  than 25 per  cent were very rare.  Break-even load factors can scarcely have 
been so high on these lines as to justify interruption of service and in fact most domestic 
portions of international services which have been discontinued continue to be operated 
b u t  only as domestic services. In all these cases,  the possibility might be explored of 
resuming international service under co-operative arrangements between the airlines 
of the countries concerned, It might be useful to undertake, perhaps at the level of each 
sub-region, case studies of the causes and remedial measures  for the interruption of 
international service on trans -border routes, 
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9. An examination of in t ra-Air ican  stage lengths as classified in Table 2 does 
not provide a definite explanation of the changes lvhich took place ir? the A ~ e t w o r k  
but indicates some interesting trends. As a result of  the introductior~ of modern lo:!g- 
range  aircraft  on Afr ican  routes, the number of s t a g e s  of more than 3,000 krrl has 
increased proportionately n>ore than others.  The gro?ving number of stages of l e s s  than 
500 krn as compared t o  those of 500 krn to 1, 000 k m ,  rnay be attributed t n  the fact tha t  
some services from outside Africa have beerr broken down into mult iple short  stages to 
serve points which were overflown in 1960 on the original routes. This is  a sign of a 
deeper penetration of international air services into the African market. 

Table 2 

Length of Lntra-African Non-Stop Fl ight  Stages 

Number  of Flight Stages - 
Changes after 1960 Percentage 

Operated Operated increase 
Stage length in 1960 Discontinued Introduced in 1965 1960 to 1965 - 

Less than 500 km 94 17 29 104 + 12% 
500 k m  - 999 km 65 22 22 6 5 0 

1,000 km - 2,999 k m  58 2 O 2 8 6 6 + 1470 
3,000 k m  or more 12 15 19 t 58% - 8 - - 

Total 229 6 7 94 256 + 12% 

Traffic densitv 

10. An analysis of  the number of passengers carried annually on intra-African 
stages shows an  increasing concentration of the traffic. From Table 3, it may be 
observed that  the number of stages on which less than 10,000 passengers were carried 
annually was about the sarne in 1965 as in 1960, whereas the stages with m o r e  than 
10,000 passengers increased from 48 t o  69 or  about 44 per cent. A more significant 
fact has  heen the decline i n  the share of the total intra-African t ra f f ic  carried on stages 
with less than 10,000 passengers p e r  year while the proportion of traffic carried on 
higher density stages has substant ial ly increased, 43 pe r  cent of the traffic now moving 
on the 23 stages with over 25,000 passengers per year. 

Table 3 

Traffic Density- on Intra-African Non-Stop Flight Stages - 
Number  Share of traffic 

Annual traffic 
carried on each stage 

(Percentage i n  each g r o u p  

- - change) 1960 1965 - - 
Less than 10,000 passengers 181 187 + 3% 39% 

11 
26% 

10,000 to  24,999 3 3 46 + 39% 28% 3 1% 
25,000 to 49,999 I I I2 19 + 58% 22% 27% 
50,000 passengers o r  more 3 4 + 339'0 - - ! 1% - 16% - - 

Totai 229 256 + 12% 100% 10070 



11. As a result of the political and economic developments in Africa between 
1960 and 1965, the airlines operating in Africa have introduced new i t ineraries or  
modified existing ones. An examination of the data contained i n  Appendix 14 reveals 
these modifications of some of the main international passenger traffic channels: 

( i  In the northern sub-region the channel from Casablanca to Tunis 
now by-passes Oran and Annaba but stretches through Tr ipol i  and 
Benghazi to Cairo, with particularly high frequencies and large 
capacity offered on this  new part of the channel, 

(ii) In the western sub-region, instead of two distinct channels, Dakar-  
Abidjan-Lome -Cotonou-Niamey on the one hand, and F reetawn- 
Accra-Lagos-Kano on the other, there is now a single high-density 
traffic channel, Dakar-ConAry-Freetown -Monrovia-Abidjan -Accra - 
Lagos-Douala, with eleven airlines now offering on the Accra-Lagos 
route segment, f o r  instance, up to 30 round- t r ips  per week and more 
than 200,000 passenger-seats per year. 

iij In the eastern sub-region, t h e  displacement of main channels is 
more complex to analyse because of their relative multiplicity. 
However, the great concentration of airlines, flights and seats 
available which could be observed in 1960 on the Nairobi-Entebbe- 
Khartoum-Cairo route has almost entirely switched in 1965 to a 
new channel linking Nairobi and Cairo through Addis Ababa and 
Asmara. 

The significance of these changes m a y  not be as great, however, as the traffic flow 
figures contained in Appendix 14 would s e e m  to indicate. A more realistic picture 
might be drawn by differentiating between the various categories of passengers carried 
on these main traffic channels and determining their origin and destination, Such an 
analysis might help considerably in the future planning of routes and itineraries, but 
the collection of origin and destination statistics would be essential for this work. 

Connections 

12. A s  noted ear l ier ,  the bulk of intra-African traffic tends to move within 
rather than between the various sub-regions. Map 1 shows relatively few transconti- 
nental connections and it is only By comparing in Appendix 14 the stages listed for 1960 
with those listed for 1965, that one may realize how much the situation has improved. 
The number of non-stop transcontinental f l igh t  stages as well as the frequencies and 
the capacity offered on these stages have more than tripled in five years, Of the very 
few transcontinental connections that were operated in 1960 Ithe best of which o s e r e d  
t w o  round-trips per week) only two have been discontinued whereas nearly twenty new 
ones have been inaugurated since that year,  some of them such as Benghazi-Nairobi; 
Cairo-Kano; Dakar-Rabat; and Khartoum-Lagos with frequencies of a t  least three round- 
t r i p s  per  week. Information from airline timetables and guides indicates that the 
situation has continued to improve in 1966. However, particularly as regards snlaller 
airports, the quickest way to traveI f r o m  one sub-region to another in Africa is often 
to go through Europe. In this respect again, the collection and study of origin and 
destination statistics wuuld be valuable as this could lead to  a more rational planning 
of the route network and to the establishment of the necessary additional connections 
across the African continent, 
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Flight frequencies - 
13. The 1964 study on "Air Txansport in Africa1' referred to previously indicated 
that f requencies  were  predominantly low, This  is confirmed by the present analysis  of 
t r a f f i c  flow and by Table 4 in which the intra-African non-stop flight stages a r e  classified 
according to the nu- round- t r ips  operated weekly on such stages.  An interesting 

Table 4 

Freauencies Offered on the htra- African Network 

1960 1965 
NO. of round-trips NO. of Percentage No. af Percentage 

per  week stages of network stages of network 

1 or less 
2 to 5 
6 or more 

Total 229 ( l O O % l  256 ( 10070) 

feature brought out by this comparison between 1960 and 1965 is that the stages with a 
weekly frequency of one round-trip or less have increased considerably while those on 
which two round- t r ips  o r  more are operated each week have decreased, The prolifera- 
tion of the former s t ems  from the opening of mhny new connections with initially low 
frequencies, whereas the decrease  of the latter may be attributed to  the introduction of 
large capacity aircraft on certain routes where the demand was not high enough to 
just i fy  the maintenance of previous frequencies. 

14. A more striking phefiomenon is that one- third of the intra-African stages 
which remained in o p e ~ a t i o n  throughout t h e  period saw a reduction in frequencies 
accompanied, in the majority of cases,  by a decrease in the total capacity offered and 
a simultaneous decline in load factors, A definite explanation, however, cannot be 
offered without individual case studies and statistics on the origin and destination af 
passengers would seem to be essential for this purpose. 

Capacity, traffic and Ioad factors 

15. As a result of the reductions in frequencies just mentioned, the capacity has 
not automatically increased throughout the Afr ican  network with the  advent of faster and 
l a r g e r  aircraft during the  1960 - 1965 period. It has increased only on about half of the 
f l ight  stages operated,  most of which now form part  of the main traffic channels described 
previously under the general pattern of routes. These  main channels benefited more 
than other parts of the African network from the moderniza t i sn  of a i r  t ranspor t  equipment 
in that the capacities available on these channels have increased as have the number of 
a i r l ines  opera t ing  and the f requencies  generally Rave not declined, 

16. The actual volume of pas senge r  t raf f ic  carr ied  and capaci ty offered; the 
distr ibut ion of total load  between pas senge r s ,  f reight  ?!id mail; the !oar1 f ac to r s  f o r  
passengers and for total load by weight; a n d  other reIa'\>d dat.?; are  given f o r  all of the 
scheduled  air l ines of all Afr ican  s t a t e s Z /  f o r  the year5 i?bO t o  1965 in A ~ a e n d i x  8A 

L L 

(covering total international and domestic operatic>,: s) . s r l  Appendix 8B ( c o v e r l n f i t e r  - 
national operations on1 y),  

5 1  Lncluding non-Contracting States of ICAO. - 
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17, From this material f i g u r e s  are presented in Table 5 to show the relation- 
ship between passenger capacity, traffic and load factor s f o r  African scheduled 
airlines on their international serv ices  from 1960 to 1966, It appears that for these 
car r ie rs  as a whole passenger capacity, measured in seat-kilometres available, 
increased much more rapidly than did traffic carr ied in the years  1961 and 1962. As 
a result the average load factor fell from 57 per cent in 1960 to 49 per cent in 1962. 
Since 1962 passenger capacity and traffic have increased at very much the same rates 
so that the load factor has remained constant at 50 per cent. 

Table 5 

Annual Passenger Capacity and Traffic Increases and Load Factors 1960 - 1966 
All African Airlinesf Scheduled International Passenger Operations 

Annual Percentage Increase 
over previous year 

Seat-kilometres Passenger-kilometres Passenger 
available performed Load Factor 

18. In Table 6 are presented, for all African airlines, average figures to show 
the d i s t r i b u t i o n i f i c  between the three categories - -  passengers, freight and mail - -  
for the years 1960 and 1965. F r o m  this material it m a y  be seen that the proportion 
of the total traffic volume occupied by passengers declined somewhat between 1960 and 
1965 -- from 80 to  76 per cent on all operations and from 7 8  t o  75 per cent on inter- 
national operations. In the same period freight increased fxom 15 to 20 per cent of the 
total on all services and from 1 7  to 21 per cent on international services. This develop- 
ment folIows the general pattern c o m m o n  to most regions where freight has been increasing 
more rapidly than passenger traffic. The explanation is to be found partly in an  increasing 
awareness of the advantages of moving freight by air and more aggre-ssive promotion of 

- 

this  form of transport, and partly i t 1  the greater relative capacity available f o r  freight 
in large jet aircraft as compared with piston-engine equipment. 

Table 6 

Average Distribution of Traffic by Weight, 1960 and 1965 
All African Airlines t Scheduled Services 

Total Operations 
1960 1965 - - 

Passengers 8 0% 7 6qo 
Freight 15% 20% 
Mail 5% 4% 

international Operations 
1960 1965 

- b/ Preliminary estimates for  1966. 
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19. Load fac tors  for passengers and for  total load by weight arc given in Table 7 
for the y e a r s  1960 and 1965 with p re l imina ry  es t imates  fo r  1966 and it may be seen that 
in this  respect also the African a i r l i n e s  have roughly followed the genera l  global  pattern. 
That is t o  s ay  the i r  l oad  factors have fallen, but t he i r  decline has extended over a longer 
period than for the a i r l i nes  of  a l l  ICAO States,  Between 1960 ar~d 1965 the average 
passenger load factors fo r  a l l  African airlines fell 7 percentage points - -  from 59 to 
52 p e r  cent on all services, aid from 57 t o  50 per cent on international services only. 
F o r  to ta l  load by weight the load factor fell slightly more over  the same  per iod  - -  from 
64 to 5 3  per  cent f o r  all s e r v i c e s ,  and f r o m  61 to 52  per cent f o r  international services. 
Furthermore,  preliminary e s t ima tes  indicate that th i s  dec l i ne  coiltinued through 1966 - - 
both passengex and weight load f ac to r s  falling to 5 1 per cent on all services, and to 50 
per  cent  on interilational services. 

20. Comparison shows that  the average load factors fo r  the a i r l i nes  of a l l  ICAO 
States reached a s i m i l a r  l o w  point in 1963, but have been r i s ing  steadily since then,  the 
preliminary e s t ima tes  f o r  1966 being, for passengers 58 pe r  cen t  on all services and 57 
on international services, and for total l o a d  53 per cent on all services  and 55 on in ter -  
national services.  Final ly i t  has been estimated that in I965 the passenger load fac to r  
for all of the in te rna t iona l  services opera ted  by rlon-African a i r l i nes  to, from and within 
Africa was about 55 per cent ,  which may  be compared with the 50 p e r  cent  achieved by 
the African airlines on t h e i r  internat ional  passenger se rv i ces .  

2 1. The explanation for the gene ra l  decline in load factors ,  both for  p a s s e n g e r  
traffic and f o r  all t raff ic  by weight, is to be found l a r g e l y  in the r e e q u i p m e n t  with l a r g e ,  
fas t  jet a i r c r a f t  under taken  by most of the world's scheduled airlines beginning ill 11959. 
The reason that  the decline has  extended over a longer per iod  for the African a i r l i nes  
as  a whole as compared with the a i r l ines  of all ICAO States is probably that the re- 
equipment has taken place more slowly and that demand on r o u t e s  to ,  f rom and within 
Africa has,  a s  shown in Table 5. taken l onge r  to catch u p  with the abnormal increase 
i n  capacity. It would appear probable,  however ,  that load factors will soon begin t o  
rise f o r  the African airlines a s  they 11a.ve for those of the world as a whole since 1963. 

Table 7 

At-erage Load F a c t o r s ,  1960, 1965 and 1966hl 
African and All ICAO Airlines' Scheduled Services 

Tota l  Operat ions International Operations 
1960 1965 1966 1 1960 1965 1966 

African Airlines I 
Passengers 5 9% 5 270 51% /0 57% 5070 5070 
T o t a l  weight 64% 53% 6 1% 5 2% 50% 

All ICAO Airlines 

Passengers 59Yo 5670 5 9% 5 Yfo 5 715 
T r l t ~ l  weight  - . 1,' ">. , , 2  5 2 54To 5 5Yo 

-2 > 
L.A. The actu;,l i n c r e n s r  <run? y e a r  to.ye;i;- ot ;h?? scl ,rd~, l . ;d  ; . . ~ a s e n g e r  t r i~ i f i r  of 
all Air ican a i ~ l i a e s  i r c j r r ~  1S't;CI t~ l m ? $ b  1s sho\iv:: i r  'rill~le ,5 ~r t~;t: iv i : , ter~)at ionaI ,  -- 
dorrest ic and total o p c ~ n t i o r : ~ .  !'I.:J;I- r h r s  i t  -:pp-;,r a ' -  I :  t!.:. tnl. . i  i-nirin~t: 4 ) :  ~chi .d t> l<d 
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passenger traffic rose from 2 , 3 9  1 million passenger-kilometres in 1960 to 5,438 milliorl 
in 1966. The average annual rate of growth for this traffic over this period was about 
15 per  cent, b u t  it m a y  be observed that this rate declined somewhat for the last  three 
years of the period. Since 1963, by which time 33 of the present 39 African States had 
achieved independance, the annual growth rate has been about 11.5 per cent, which, it 
may be noted, is very close to the 11 per cent annual rate of increase in passengexs 
carried by African and non-African airlines on all intercontinental services to and from 
Africa, shown in Table 1 of this Section. 

Table 8 

ALlAf rican Airline s t  Schedule Passenger Traffic 1960 -_1_966 

(millions of parsenger -kilomet res) 

Year Total - - hternational Domestic 

change % change % change 

23. When, as in Table 8, these scheduled passenger traffic statistics are broken 
down between the international and domestic services of the African airlines, the re- 
adjustment that has taken place as a r e s u l t  of political changes between 1960 and 1966 
i s  clearly seen. Thus traffic on the international services multiplied by nearly three 
and a half while on domestic se rv ices  it remained at almost the same level, This relation 
ship is illustrated in Chart 1 and  i t  may be seen there that the readjustment appears to 
have been more or less completed by 1963, since when international and domestic traffic 
have increased in roughly parallel fashion. In 1960, international passenger traffic 
represented about 50 pe r  c e n t  of the total whereas from 1963 to 1966, it was about 75 
per cent. 

24. Individual African airlines have, of course, fotIowed diverse patterns of 
development as may be seenfrom the figures in Appendices 8A and B. To illustrate 
this, the total passenger traffic carr ied on both international and domestic scheduled 
services  by the 13 largest African carriers has been plotted on Chart 2 fo r  the years 
1960 to 1966. From this, it m a y  be  seen that of these 13, one - -  A i r  Algirie - -  has 
shown a considerable decline; three - -  Air Afrique, A i r  Congo, and Air  Madagascar - -  
have grown r a p i d l y ;  and the other nine - -  South African,  Uni ted Arab, East African, 

" 

Royal Air  Maroc, Ethiopian, Niger ia  Airways, Ghana Airways, Tunis Air  and  Sudana i r  - - 
have grown at approximately the same rates. 

25. A s  was mentioned in Section I (paragraphs 12 and 13) available statistics do 
not permit a detailed analysis to be made of capacity, traffic and load factors for the 
non-Af r ican air l ines that operate on international routes to, from and within Africa, 
What has been wri t ten  in paragraphs 1 to 15 of this Section I1 relates to the services 
provided by African and non-African carr iers  together, without distinction being made 
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CHART 1 

Passenger 
ki lonerres 
performed 
(millions) 

DEVELOPMENT OF SCHEDULED PASSENGER T R A F F I C  

ALL AFRICAN SCHEDULED AIRLINES 

1960 - 19hh* 

Notes:  1. For basic data see Appendix 8. 
2.  Drawn to logarithmic scale to  show rates of change. 

Preliminary estimates for 1966. 
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CHART 2 

DEVELOPMENT OF SCHEDULED PASSENGER TRAFFIC 

1 3 A FRICAN AIRLINES - ALL SCHEDULED SERVICES 

Passenger 
kilometres 
performed 
(millionsl 

, , F2ty-s , . 1 1  r i t  1 :  p t t : . ,  l h . ~ ~ ~  
101) nkil i inr:  pass.  - k t n .  i n  ?6h .  

i .  :'#>I. bs s i c  d j t n  ,thy R p p  3 A .  
\. D r L % \ ~  n [a 1 0 ~ 3  r~ t!>~ni< :\:;.lt =hd \ r , i t v ;  r ~ f  ! J . I~ I . !~ , ,  

- P r u l i t n i n a  I-! ,. 5 t i l n ~ t t . s  f81r I c J h h .  

CAR 
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between the two groups. On the other hand, paragraphs 16 to 24, which analy se the 
growth of capacity and t raff ic  in more precise terms, relate only to the African carriers. 
Regarding the operations of the non-African scheduled airlines it ha s  been estimated 
(Section I, paragraph 12) that in 1965 their  total scheduled international passenger traff ic  
on all routes to, from and within Africa amounted to approximately 4,210 million 
passenger-kilornetres. This figure was about 16 per  cent in excess of the 3,606 million 
passenger-kilometres performed by the African carr iers  on their international routes, 
regional and intercontinental, in the same year. It has also been estimated that on the 
same services in the same year the non-African carr iers  achieved a 55 per  cent passen- 
g e r  load factor, against 50 p e r  cent for the African carriers (see paragraph 20 above), 

26. Figures f o r  other years relating to these operations of the non-African 
carriers are not available, but some rough estimates can be made on the basis of not 
unxeasonable assumptions. F i r s t  it should be recalled that about 89 per cent of this 
traffic was carried by European airlines (see Section I, paragraph 12) and with this 
should be considered the fact that in 1965 the load factor achieved by all European air- 
lines on all of their  scheduled international passenger serv ices  throughout the world 
was 55 per cent -- the same figure as recorded by the non-African airlines on their 
African services.  Perhaps therefore it can be assumed that the African operations of 
the  non-African scheduled airlines as a whole follow roughly the pattern of the European 
airlines on their  international operations, That i s  to say, scheduled passenger traffic 
has increased from 1960 to 1965 at an average annual rate of just over 15 per cent (very 
slightly more than the total traffic of the Afridan carr iers) ,  In the same period passenger 
load factors on international services of European airlines fell from 58 per cent in 1960 
to 52  per  cent in 1941 to 1963 and then rose to 55 per cent in 1964 and 1965. One con- 
clusion that can be based on these assumptions is that in the period 1960 to 1965 the 
passenger t raf f ic  of the non-African ca r r i e r s  on t h e i r  ~ f r i c a n  routes has maintained a 
roughly constant relationship with the international passenger traffic of the Mri can 
ca r r i e r s  -- approximately 15 per cent higher. Over the same period the  Ioad factors 
realized by the non-African carriers have also been somewhat higher, 

Statesfviews on present air  services and future dwelowment 

27. States were asked in the questionnaires shown in Appendix 2 whether they 
considered that the present inadequacies in African air services or restrictions in the 
granting of traffic rights constituted an obstacle t o  the accelerated development of air 
passenger travel. Among the 13 African States that replied there was general agreement 
that flight frequencies were  often undesirably low, and that connections between the sub- 
regions and between Africa and other regions (except Europe and the Middle East) w e r e  
inadequate, but o n l y  one State -- the United Arab Republic - -  felt that this situation 
hindered development, the others being of the opinion that both frequencies and con-  
nections would automatically be increased as demand required, On the subject of traffic 
rights, however, 3 of these States -- Ethiopia, Mali and the United Arab Republic - - 
felt that there was an obstacle t o  development in the restrictions imposed by some States, 
particularly with regard t o  frequencies and capacity and the granting of  fifth freedom 
rights. Among the 16 non-African States that replied there was generally little concern 
that present inadequacies in air services might hinder future development, However, 
6 European States - - Italy, Netherlands, Sweden, Switzerland, United Kingdom and 
I'ugoslavia - -  did express the view, with varying degrees of force, that greater liberalism 
in the granting of traffic rights by African States w a s  desirable o r ,  some felt, essential 
f o r  sccelerated development. 



GROUP CHARTER AND INCLUSIVE TOUR OPERATIONS 

General description of group charter  and inclusive tour operations 

1. F o r  Africa as for other regions the major part of international air passenger 
traffic i s  carr ied on scheduled services at regular f i r s t  class, economy or excursion 
fares established through IATA. A smaller, but significant paxt of this traffic,  however, 
is carr ied in other ways, in aircraft of both scheduled airl ines and non-scheduled oper- 
a t o r s  (the latter sometimes being referred to  as air charter  companies). The types of 
operat ion that are of par t icular  interest  in this study are group charter flights and 
inclusive tour air services, both of which are sold at prices well  below the regular 
fares on scheduled services. Because of the increase in tourist traffic between Europe 
and North Africa it seems probable that these operations, and particularly the non- 
scheduled inclusive tour air services,  will undergo a considerable development in the 
next few years,  

2. Group charter flights may be performed with aircraft of the international 
scheduled airlines o r  of non-scheduled operators and are for  the most part available 
only to so-called "affinity groupst1, that is, to members of some club, firm, o r  other 
organization that exists independently of the trip in question. 

3. A definition of an inclusive tour, given in a study on this subject published 
by ICAO in 196211 ,  reads a s  follows: 

"An a i r  inclusive tour consists of a round-trip performed in whole or in 
part by air  for a comprehensive price which includes accommodation for 
the period the participants are away from the start ing point of their journey. 
It may also provide for additional facilities and may be undertaken either on 
normal scheduled air services or  on aircraft  especially hired for the purpose. 
A tour i s  normally f o r  a predetermined period and to an announced destination 
o r  destinatim s." 

4. The fare  for the a i r  transport component of an inclusive tour is not offered 
to individual members of the public but to tour operators who combine  it with the cost  
sf the other components and offer the complete package for  sale to  the public. LP the 
case of inclusive tour traffic carr ied on scheduled services (sometimes referred to as 
ITX traffic) the conditions of carriage a r e  determined in detail through LATA and cover 
such matters as  £are level and complete tour  price (usually in relation to  the round-trip 
o r  one-way economy fare), areas of origin and destination, duration, stop-over, and 
whether the fare  is to be available for constructing individual or group tours, In the 
case of inclusive tours on non-scheduled services where the aircraft m a y  be chartered 
to o r  owned by a tour operator, the conditions of service are determined by  the govern- 
ments of  the countries of origin and destination and vary accordingly. 

Availability of statistical infoxmation 

5 The greatest difficulty in dealing with this gene ra l  category of  international 
a i r  passenger transport a r i s e s  from the lack of comprehensive and comparable sta- 
tistical data. N o  statistics relevant to this subject are filed on a r e g u l a r  b a s i s  with 

1 / - IncXusive Tour Services, D ~ c  8244-AT/ 7 17, page 3 .  
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ICAO, and the questionnaire addressed to all interested States in connection with this 
study produced a limited amount of information on charter flights and inclusive tour 
air services, A s  was pointed out kn the Foreword, less than half of the States replied 
and of these only a few submitted data, frequently non-comparable, on this category of 
operations. A second questionnaire, sent to fifteen air charter companies, had equally 
poor results. Nevertheless some interesting impressions can be  gained from the 
material that has been gathered from these and other sources, including a study 
published by the Institut du Transport ~ 6 r i e n .  Z/ 

Non-scheduled passenger traffic: volume and importance 

6 .  Concerning the volume of traffic carried, it is generally necessary to 
consider all non- scheduled operations together since the statistics available do 
not, except between North Africa and Europe {see paragraph 9 below) distinguish 
between the sub-divisions of these operations: group charter  flights performed with 
aircraft  of scheduled o r  non-scheduled operators, and non-scheduled inclusive tour air 
serv ices ,  N o  traffic statistics are available for inclusive tour passengers carr ied on 
scheduled services. Non-scheduled traffic statistics are available for  six AErican 
airports - three in the East, one in the West  and two in the North. Table 1 shows the 
number of international passengers a r r iv ing  at these airports by non-scheduled air 
services together with the percentage that these represent of passengers arr iv ing  at 
these airports by scheduled services. 

Table 1 

International Passenger Arrivals by Non-Scheduled Services 

(in brackets () non-scheduled as a percentage of scheduled passengers) 

Nairobi 4,193(5,2) 5 , 8 6 4 ( 6 . 6 )  7,506( 7.8) 7 , 9 0 3 (  7.2) 
Entebbe 1,594110.7)  2,069(14,8) 1,693(17,2) 2,240I13.2) 
Dar-es -Salaam 576 ( 4.6) 149 ( 1.0) 6 6 1 i 4 . 5 )  1,033( 5.7) 
Abidjan 2, 543 ( 5.9) 2,001 ( 4.8) 4,817 (10.4) 5 ,040  (10 .2)  
Cairo 35,283 (11,1) 50 ,400  (14.1) 7 8 , 3 1 2  (1 7.0) 69,746 (14.3) 
Tunis 4 , 3 3 9  ( 5.6)  7,821 1 8 . 6 )  1 1 ,  178 (10.5) 25,167 (20.4) 

7. The sample i s  too small to serve  as a basis f o r  definite conclusions. 
Mevtrtheles s these six airports are located in three different sub-regions of Africa 
and are probably sufficiently important and typical t o  indicate certain general trends 
As one would expect for non-scheduled traffic, growth is somewhat irregular,  but f o r  
the centres included there i s  clearly an overall increase from year  to year not only in 
the absolute number of international passengers arriving by non-scheduled service but 

21 Institut du Transport Agrien, Volume and Main Traffic Flows of Charter ITS in 
+ 

the Europe -Mediterranean ~ r e t  



Charter  and Inclusive Tour Operations 25 

also in the percentage that these f igu re s  represent of a r r iva l s  by scheduled service.  
The average annual rate of increase s ince 1962 has been 3 3 . 3  per cent and in relation 
to scheduled traffic, non-scheduled a r r iva l s  increased f r o m  about 9 per cent in 1962 to 
11 in 1963 and 14 in 1964 and 1965, Ln other words non-scheduled passenger traffic 
appears, at least at these six a i rpor ts ,  not only t o  be growing but to be increasing in 
importance in relation to scheduled traffic. For  Africa as a whole, from all of the 
indications available, it s e e m s  probable that non-scheduled passenger traffic now repre- 
sents about 8 per cent of international scheduled traffic, perhaps 15 per  cent for the 
northern sub-reginn and about 5 p e r  cent for the remainder of the continent. 

Table 2 

Non-Scheduled Passen~er  Traffic to and from Africa 

(in brackets ( ) non-scheduled a s  a percentage of scheduled 

Austria - * - 1,401 (34.4) 
Netherlands - - 10,735  (37.0) 22, 133 (69.5) 
Spain 8,157(15.0) 4,739(6,3) 17,726(20.6) 21,177117.0) 
United Kingdom 21,600 (10.0) 23,400 (10.5) 27,000 (10.4) 36,400 (12.4) 

8, Table 2 presents  data submitted by four European States on their non- 
scheduled passenger traffic t o  and from Africa, Again definite conclusions cannot be 
drawn f rom the sample which is small  and does not include several  of the more im- 
portant European sources of air t ravel lers  to Africa such as France, Germany, 
Scandinavia and Switzerland, Nevertheless, as with Table 1, i t  is apparent that non- 
scheduled traffic has grown in absolute terms and as a proportion af scheduled traffic. 
For the four States represented non-scheduled passenger traffic i n  1965 amounted to  
nearly 18 per cent of their scheduled traffic to and from Africa. Also of interest is 
the distribution of th is  non-scheduled passenger traffic between f o u r  European States 
and the sub-regions of Africa. F r o m  T a b l e  3 it may be seen that in 1965 over 70 per 
cent of this traffic was between E u r o p e m o r t h  Africa. 

- .  
Table 3 

Distribution of Non-Schedu led  Passenger Traffic, 1965 

North West East South Unclassified Total 

Austria 1,401 - - - * 1,401 
Netherlands 17,282 125 2,439 2 , 2 8 7  * 22, 133 
Spain 13,117 7,325 15 720 - 21, 177 
United Kingdom _* 27 000 1,600 2,600 3,500 1,700 36,400 

Sub-Totals 58,800 9,050 5,054 6 ,507  1,700 81, 111  

Per cent of Total 72.5 11.2 6 . 2  8.0 2.1 100 
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Non-scheduled IT traffic 

9. Only for North Africa are there statistics available to indicate the volume of 
non-scheduled inclusive tour  traffic as distinct from the other categories of non- 
scheduled operation. This material, which i s  given in Table 4 ,  refers only to 1965 
thus giving no clue as to growth. However, the facts re- are interesting, More 
than haIf this traffic originated in Germany and Switzerland, the rest in France, t h e  
Netherlands, Scandinavia and the United Kingdom, and nearly 80 per cent of it had 
Tunisia a s  destination. When the figure for Tunisian traffic in Table 4 is halved to 
give the number of arrivals in ~ u n i & a  by inclusive t ou r  this w i l l  be seen t o  correspond 
closely to the total number of non-scheduled passenger arrivals at Tunis  airport in 
1965, shown in Table 1, -- about: 2 5 , 0 0 0 .  In other words nearly all of the non- scheduled 
arrivals in Tunisia came from ~ u r o h e  by inclusive tour a i r  serv ices .  

10. The figures for Tunis in Table 1 show that between 1962 and 1965 this traffic 
multiplied nearly jive times. If an average journey distance of 1,500 kilometres is 
assumed then in 1965 the non-scheduled inclusive tour traffic between Europe and 
Tunisia amounted to about 78 million passenger-kilometres, and between Europe and 
North Africa as a whole about 100 million. It is apparent from these f igures that the 
build-up of non-scheduled inclusive tour traffic from Europe -- particularly from 
Germany, Switzerland, Scandinavia, France and the United Kingdom - - is well under 
way for Tunisia and has begun for Morocco and the United Arab Republic. Other sources 
of information indicate that the build-up has begun for Kenya as well, particularly from 
Germany and Switzerland - -  the traffic in 1966 amounting to about 100 passengers a 
week on a year-round basis .  

Table 431 
Non-Scheduled Inclusive Tour Traffic Flow, Europe - North  Africa, 1965 

Between 

Libya Scandinavia 

Number of 
and - Passengers  TotaIs 

Morocco 

Tunisia 

France 4,000 
United Kingdom 2 , 5 0 0  

F rance 5,000 
Germany 21,000 
Netherlands 2,500 
Scafldinavia 3 , 7 0 0  
Switzerland 15,000 
United Kingdom 5,500 

United Arab Republic Germany 
Scandinavia 
United Kingdom 

3 /  Notes :  1) Source: XTA Study 661 10 - E (See Appendix 3). - - 
2 )  Passengers a r e  counted once in each direction so that arrivals in each 

African count ry  are half the totals giver,. 
3 )  The f i g u r e s  are approximate. 
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The sources of non-scheduled a i r  passenger traffic 

11. African non- scheduled a i r  passenger services are used mainly by special 
g roups  of individuals travsll ir~g for either business o r  personal reasons and by operators 
of inclusive tours. The special groups include non-Africans employed in Africa going 
home on leave usually in June and July and returning in September and October; Moslem 
pilgrims travelling to  Mecca; African students moving to and f rom their places of study 
abroad; personnel of foreign companies travelling between their headquarters and their 
places of work in Africa; delegates to conferences; and members of clubs o r  other 
"affinity" groups travelling as tourists t o  Africa. The direction of travel is for the 
most part  north and south between Africa and Europe with a much smaller flow between 
Africa and the Middle East. The volume of international non-scheduled traffic moving 
between Africa and other regions o r  between the States of Africa is extremely small, 
although a small part  of the flow from Europe originates in the United States. 

12. Excluding the tourists from consideration for the moment, it may be said 
that the other special groups mentioned in the las t  paragraph generate traffic in varying 
amounts to and f rom all the sub-regions of Africa. Amongst them probably the most 
important overall source at present is t h e  non-Africans travelling on leave, but this 
may be expected to decline gradually as africanization proceeds. The pilgrimage to 
Mecca also produces a significant volume of non- scheduled traffic particularly in those 
countries bordering the Sahara with large Moslem populations. The other groups  a r e  
less important a s  traffic generators. Altogether these non-tourist sources a r e  responsi- 
ble for  a volume of international non- scheduled traffic that probably represents about 
5 per cent of African scheduled passenger traffic, 

13. Tourism is clearly the most important source of African international non- 
scheduled passenger traffic in the forms of tlaffinityll group charter  travel and inclusive 
tours, being responsible probably for a larger volume of traffic than all of the non-tourist 
sources combined. Furthermore this non- scheduled tourist traffic, because of low fares, 
is able t o  increase more rapidly than other forms of passenger traffic, scheduled and 
non-scheduled, provided that government restrictions are not too limiting. However, 
this development has s o  far reached significant proportions in only a few parts of the 
continent - particularly in North Africa, and to  a l e s se r  degree in East and South Africa 
(especially Kenya and the Republic of South Africa), 

Limitations on the growth of non-scheduled traffic 

14. There are three important factors that tend to check the growth of inter- 
national non- scheduled passenger traffic: the problem of restationing aircraft;  and 
insufficiency of hotel accommodation; and government restrictions. The f i r s t  of these, 
restationing, ar ises  when there is no r e tu rn  load available for an aircraft  chartered 
for an affinity group and the operator must ferry the aircraft empty i n  one direction. 
Where distances a re  long, as from Europe to any part of Africa south of the Sahara 
this appreciably increases the cost of the charter per  passenger and thus reduces the  
price advantage against the scheduled service, Where the charter market i s  small, 
as it i s  generally except in North Africa, t h i s  problem i s  a significant deterrent to t he  
growth of group charter  traffic. 

15. The second difficulty mentioned i s  the shortage of hotel accommodation that 
is common over large parts of Africa. The problem ar i ses  particularly in connection 
with tourism by non-scheduled service because with this form of a i r  transport  tourists 
are moved by the plane-load, varying from eighty-eight passengers in a Douglas DC-7C 
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to  183 in a Boeing 707. Since there are few centres in Africa that have accommodation 
available f o r  such sudden influxes, tour ism by non- scheduled f l ights ,  whether group 
charter o r  inclusive tour, tends to be limited to a f e w  welI-known centres i n  North 
Africa and to some extent in East and South Africa where there is  sufficient hotel ac - 
cornmodation. In other parts of the continent the need is for smaller groups of tourists, 
perhaps fifteen to twenty, who m u s t  be carr ied on the scheduled air services,  either at 
regular fares or  as inclusive tour (ITX) traffic. 

16. The third difficulty mentioned for non-scheduled operations i s  government 
restriction imposed at the points  of origin o r  destination. These restrictions are 
intended to protect the operators of scheduled services on the routes in question who 
must operate on a timetable regardless of the traffic available for any particular flight. 
In the case of group charter  flights they normally take the form of l imit ing the sale  of 
seats to a closed o r  "affinity" group. 

17. In the case of non-scheduled inclusive tour air services,  however, the 
restrictions, which may be applied by the government of the country of origin o r  of 
destination, or by both, vary from time to time and from country to country. For 
example, to be financially interesting for the a i r  char ter  company o r  tour operator 
inclusive tour flights usually need to be arranged in a series,  but some States grant 
permission for inclusive tour operations to Africa only for single round-trip flights 
where the aircraft stays with the group throughout the tour ,  Since such restriction 
involves high lay-over costs  for the operator, the development of inclusive tour 
services is effectively discouraged. Other governments limit non-scheduled inclusive 
tour operations by fixing a price {usually as a percentage discount on the lowest IATA 
fare) below which travel agents cannot offer flights for sale. There a r e  also govern- 
ments that apply very few restrictions to non-scheduled inclusive tour flights, Where 
restrictions are applied they can be lifted, however, (as they w e r e  for many intra- 
European tour operations in the years  from 1953 to 1958) whenever governments decide 
that it is in the public interest to grant authorizations to their  own or  foreign operators 
for  series of inclusive tour flights at prices below those offered on scheduled services, 

Inclusive tours bv scheduled service 

18, T o  meet the competition f r o m  European non-scheduled inclusive tours,  
regulations were adopted by IATA in 1959 permitting inclusive tours on scheduled 
services (ITX fares)  to be offered at prices substantially below the regular fares within 
Europe and the Middle East. By 1967, however, a number of inclusive tours on 
scheduled services were available for Africa as shown in Table 5. It should be noted 
that according to  IATA terminology Europe includes ~oroc-~eria and Tunisia; 
the Middle East includes the United Arab RepubIic and Sudan; and Africa includes all 
other African States  and terri tories.  

19. F r o m  Table 5 it m a y  be seen that in 1967 there wil l  be no ITX fares availa- 
ble for individual inclusive tours from Europe to some countries in West  Afr i ca  or from 
North America t o  Africa except North Africa or fo r  group inclusive tours from North 
America to Africa as a whole, Although, as was mentioned ear l ier ,  there are no traffic 
statistics available for this category of serv ice ,  there is sufficient informtion to indi- 
cate that scheduled inclusive tour traffic has u p  to the present reached a significant 
volume only between Europe  and North Africa. The fu ture  development of this type of 
inclusive t o u r  service will depend on the availability of hotel accommodation and other 
essential services at African centres, the extent to which tour operators succeed in 
developing non -scheduled inclusive tours, and the conclusions reached by IATA member 
airlines on the tourist demand. 
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Table 5 

Availability of ITX Intercontinental Fares 1967 
(inclusive tours on scheduled services) 

A. for constructing individual inclusive tours: 

Originating Area Destination Area 

Europe/ Middle East - North, East, Central and South Africa 

N o r t h  America 

- W e s t  Africa: Gambia, Ghana, Liberia, 
Nigeria and Sierra Leone 

- Europe/Middle East (including Morocco, Algeria, 
Tunisia, United Arab 
Republic, Sudan) 

Australasia - Africa 

B. for constructing group inclusive tours: 

Originating Area Destination Area 

Europe/ Middle East - East, Central and South Africa 

- West  Africa 

Japan/Hong Kong - Africa 

Africa - South America 

Africa - Orient/ Australasia 

Relationshir, between scheduled and non- scheduled inclusive tour traffic 

2 0 .  There is evidence that inclusive tour air services,  both scheduled and non- 
scheduled, are developing, particularly between Europe and Africa, but also from other 
regions to Africa. Such development, if it continues and spreads, m a y  turn out to be 
of great importance in fostering the growth of air tourism to Africa and of African air 
passenger travel generally. Such has certainly been the case with respect tot he develop- 
ment of intra-European air tourism and it may be of  interest here to note certain obser- 
vations and conclusions on the European situation that were recorded in the ICAO study 
on inclusive tour services51 referred to earlier. 

21. In that study it was observed that: 

a) The total number of passengers carried on non-scheduled inclusive 
tour services in Europe in 1959 (prior to the introduction of IATA 
ITX fares) amounted to only about 5 per cent of the passengers 
carried on the ordinary scheduled services.  

41 ICAO Doc 8244-AT/ 7 17, pp, 7 - 10, - 



3 0  ICAO Circular 80-AT/ 13 

b) When European scheduled services were  permitted to car ry  
inclusive tour passengers at approximately the same price as 
the non- scheduled inclusive tour services, they rapidly developed 
a new traffic of their  own, of the same order of volume, without 
greatly reducing the traffic of the non-scheduled inclusive tour 
services. 

c)  A substantial proportion of passengers on non- scheduled inclusive 
tour services had never previously travelled by a i r ,  and it seems 
probable that if  they had not used these services many would not 
have used air  transport at all, 

d) Those who utilize the non-scheduled inclusive tour services tend 
to  come from sections of the population with income below the 
average of those utilizing the scheduled services and from a rather 
younger age group. 

O n  the basis of these observations the study concluded that non-scheduled inclusive tour 
services are not necessarily detrimental to the scheduled carriers and have on the 
contrary, in some cases at least, been the forerunner of new scheduled services ,  thus 
generating new traffic for the scheduled carr iers .  

22. Attention was drawn to the fact, however, that this conclusion was only that 
non-scheduled inclusive tour services are not "necessarily" detrimental to the scheduled 
services and it was not recommended that they be granted general freedom of operation 
(without pr ior  permission). Furthermore the conclusion was related to non- scheduled 
inclusive tour services as they had developed i n  Europe where authorization was, as a 
general rule, granted only on routes where either there was no direct scheduled service 
operating or where it was believed that the non-scheduled inclusive tour service would 
not damage the scheduled service for s o m e  other reason. It was suggested that, if 
precautions of this kind were not taken, non-scheduled inclusive tour services  open to 
the public, at prices lower than c ~ u l d  be offered by the scheduled services,  would be 
likely to take substantial traffic from the latter. 

23. F r o m  the point of view of the present study, these observations and con- 
clusions would s e e m  to suggest that non- scheduled inclusive tour services,  provided 
they are wisely regulated, can be expected to play an extremely important role in the 
deveIopment of air tourism to Africa and of African air  passenger travel generally, 
without being detrimental to the scheduled services. At the same time inclusive tours 
on scheduled services can play an equally important role. Indeed, to some extent, the 
two forms of inclusive tour s e r v i c e  can be complementary in their contribution to the 
growth of African tourism with plane-loads of tourists moving by non-scheduled flight 
to those centres where they can be accommodated, and smaller groups moving by 
scheduled service to both large and small centres. 



I V  - PERIODIC VARIATIONS IN PASSENGER DEMAND 

Variation in demand; nature, causes and remedies 

1 The nature of the phenomenon. - Variation in the demand for air passenger 
services leads to serious problems that m u s t  be faced by virtually all air transport 
operators in all par ts  of the world. This phenomenon is of cours& not peculiar t o  the 
air t ranspor t  industry, but it is particularly acute here. Variations tend to occu r  in 
m o r e  o r  less regular patterns on a daily, weekly and annual basis, that is to  say there 
are certain hours of each day, certain days of each week and certain seasons of the 
year when passenger demand reaches a peak and, conversely, certain hours, days and 
seasons when this demand is at i ts  lowest Ievel. As a result  air carriers have serious 
problems of scheduling and fleet utilization and they must seek to alleviate $he situation 
in order  to maximize their average passenger load factors and the general economy of  
t h e i r  operations. 

2. Daily and weekly variation and remedies. - The most effective method of 
dealing with this aeneral problem is the use of special promotional fares designed to 
p r suLde  to choose to travel at slacLrathei than peak periods, 35 this 
means ca r r i e r s  have had some success in counteracting the tendencies to daily and 
weekly variations. Because the motives that lead to prefer to travel during 
daylight hours and at weekends are generally related to conveniencqit is possibIe to 
persuade many of them to choose other hours and days by offering special low night 
and mid-week fares, 

3. Seasonal variation. - Tbe tendency for passenger demand to vary with the 
season of the year is, however, much more difficult to  combat because it is tied to the 
pattern of holidays in the major traffic generating regions, In Europe and North 
America, the main traffic sources for African travel, as in the northern hemisphere 
generally, the holiday periods are from June to September and again to a l e s s e r  extent 
in December. This holiday pattern is dictated by the school year and by the consequent 
practice adopted by many business and industries of arranging their  activities to allow 
for a slack period in the summer when employees are encouraged to take their  vacations. 
There is a second holiday period from Christmas to New Yearts  Day, 

4. Limited effectiveness of off-season fares. - Against this general tendency 
low off-season fares designed t o  promote an increase in passenger traffic between 
October and M a y  have so far had only limited success. A large proportion of passengers, 
particularly those travelling for personal reasons, including tourists, are obLigated to 
travel during the established holiday periods and for them the pattern of demand can be 
modified only by the traffic originating States introducing a system of  staggering holiday 
periods. This has been discussed in some States, but up to the p resen t  i t  has been 
attempted hardly at all, There is of course a smaller proportion of those travelling for 
personal reasons who, because they do not have children o r  because they are retired o r  
otherwise independent of the system, may be persuaded by promotional fares and ef- 
fective publicity t o  t r ave l  d u r i n g  the off-season. It i s  also true that those travelling for 
business rather than personal reasons tend to be much f reer  in selecting the season of 
their travel, For this latter reason routes where travel is predominantly f o r  business 
reasons, such a s  the routes to Africa from Europe and North America, show a much 
less  marked seasonal variation in demand t h a n  do those routes where t rave l  is pre- 
dominantly for personal reasons as far  example the North Atlantic. 
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CHART 3 

COMPARED WITH THE WESTERN EUROPEAN AND NORTH ATLANTIC REGIONS 

Average percentages of passengers monthly embarked on and disembarked from international 
scheduled and non- scheduled a ir  service. at 40 African airports* during the period 1 962- 1965% 

compared with corresponding percentages for 10 typical airports of Western Europe** 
and for passenger fros l ings  of the North Atlantic on scheduled ait setvices in 1965 

(Swrcw: f#O A l r p o A  M f i c  Digests, and 
UTA Monthly haff ic ~tmarics )  

Percentage of Ptrcentage of 
total traffic total traff ic  
for the year for the year 

JAN FEB MAR APR HAY JUN JUL AUC SEP OCT WV DEC 
16 tb 

* Selected airports for which monthly data covering at leaat a full year are available 
(see l int  at Appendix I I ) .  ** Athens,  0arceiom. Bmssele, Dublin, Geneva, Frankfurt. Paris-Orly , Rome, Vienna 
and Stockholm-Arlanda. 
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5 Seasonal variation on African r o u t e s ~ f .  - The extent to which passenger 
demand for African travel follows the seasonal pattern set for intra-European and North 
Atlantic travel,  but in a less pronounced fashion, i s  indicated in Chart 3. h all three 
cases trafftc i s  above average from June t o  October and shows a minor up-surge at the 
year-end. The reason that African traveI follows this pattern in spite of the fact that a 
large part of the continent is in the southern hemisphere and that for many African 
States travel might be more pleasant between October and M a y  is, of course, that a 
large proportion of travellers on African routes c o m e  from the northern hemisphere. 
The fact that African travel is at present predominantly the result of business demand 
is reflected in the relatively moderate variation in demand on African routes compared 
with intra-European and particdarly N o r t h  Atlantic routes. 

Data on demand variation on African routes 

6 .  There i s  no statistical information available to ICAO that would permit an 
analysis of daily or weekly variation in demand on African routes, Such information i s  
available only to individual civil aviation administrations and airlines and it is t k r e f o r e  
only they who can study the problem and its remedies. With regard to seasonal vari- 
ation, however, ICAO does have a limited amount of relevant and comparable data in 
the form of the airport traffic statistics filed with the Organization on a monthly basis 
from 1962, These statistics show (with some gaps and inconsistencies) passenger 
embarkations and disembarkations at forty African airports in each month far the f o u r -  
year period 1962 to 1985, and since the airports are reasonably representative a 
meaningful picture of monthly variation in African passenger travel can b e  obtained, 

7. , This  material, which covers international scheduled and non - scheduled 
operations is presented in A pendix 1 1  and illustrated in Chart 3. In order to lessen 
the effect of inconsistencies -%T- in t e lgures for some airports the monthly totals have 
been averaged for the four-year period. These monthly averages have then been shown 
as percentages of the average annual total. I€ there were no variation each month would 
represent about 8 .  3 per cent of the annual total. As it is ,  however, for the forty African 
airports, January and February each represent between 6 and 7 per cent while July and 
September are between 10 and 11 per cent. In Chart 3 these monthly average passenger 
traffic figures for forty African airports are plotted against similar figures for ten 
typical Western European airports and for North Atlantic crossings, 

Effect of seasonal variation on load factors 

8. Although complete information on the monthly variations of passenger load 
factors on African routes is lacking, the contrast between load factors reported in the 
ICAO Traffic Flow Digests for March and September respectively seems to indicate 
that, despite the suspension of certain flights during slack periods and the introduction 
of extra flights during peak months, the load factors follow broadly the same seasonal 
variations as the total airport traffic, In Africa as in Western Europe and in the North 
Atlantic, but to a lesser extent, load factors fall during the off-season from November 
to  March. This situation must be taken into account in the ~ l a n n e d  development of 

1/ It m a y  be noted here that, as explained in paragraph 10 below, seasonal variation - 
in passenger traffic follows essentiaIly the same pattern in the various sub- 
regions of Africa. 
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passenger t ravel  in the African region and calls for more detailed consideration of other 
related questions: the seasonal imbalance in the direction of traffic, the variations 
within sub-regions, and the main causes of seasonal variations in Africa. 

Directional imbalance of traffic 

9. In many paxts of the wor ld ,  particularly those where traffic is highly 
seasonal, the predominent direction of passenger movements also tends to vary from 
month to month and measures have to be taken both to accommodate the excess of 
passengers travelling in one direction and t o  seek a better balance. In Africa, however, 
a comparative analysis of airport  t ~ a f f i c  figures shows no significant imbalance between 
the numbers of passengers embarked and disembarked each month, and the larger  the 
airport the smaller the difference between arxivals and departures. It does not s e e m  
therefore that it is necessary to introduce i n  Africa, a s  has been the  case in certain 
other regions, incentives to encourage travel in one direction rather than the other a t  
certain times of the year. 

Variation in the sub-repions 

10. The diversity of climatic, social and economic conditions in Africa cal ls  
for the examination of the seasonal variation phenomenon on a sub- regional as well as 
regional basis, shows in graphic form the seasonal variations of  passenger 
traffic on uIed and non-scheduled services at African airports grouped 
in four sub-regions. It may be seen that seasonal variations are somewhat more pro- 
nounced in the Northern and Western than in the Eastern and Southern sub-regions. 
However,  there i s  a basic similarity between the sub-regions since they all tend to 
have peaks in July and September m d  valleys in February and November although to a 
different degree, Even in the Southern sub-region, where the inversion of seasons with 
the northern hemisphere might be expected to produce opposite seasonal variations, the 
peaks occur also in the July - September period and the valleys in February and 
November. A comparison of the seasonal variations in e a ~ h  sub-region with those at 
airports in other parts of the world presenting broad geographical and climatic simi- 
lari t ies,  brings out a striking resemblance of patterns between the Northern sub- region 
and a European-Mediterranean airport, and between the Eastern sub- region and a 
South American airport near the Equator. On the other hand there i s  no analogy between 
the Western sub-region and the airport i n  South East As ia  nor between the Southern sub- 
region and the Australian airport. This s e e m s  to support the suggestion made ear l ier  
(see paragraph 5 )  that under present circumstances, the seasonal variations of inter- 
national passenger traffic in Afr ica  are governed not so m u c h  by geogr,aphy and climate 
as by the travel patterns established in Europe and North America. 

Climate and the seasonal variation in traff ic  

11. The relationship o r  lack of relationship between passenger demand and 
climate i s  i l lustrated in A pendix 13 h this  chart monthly averages of scheduled and 
non-scheduled passenger _P__r_ arriva s and departures are  shown with corresponding cli- 
matological data for those African airports for which the information is available. It  
may be seen that at most of these airports there  is  little or no  relationship between 
the maxima and minima of temllerature and precipitation on the one hand and highs and 
lows of pas senge r  traffic on the other. As has been pointed out (paragraph 5 above) 
this passenger traffic follows the European and North Atlantic pattern of seasonal 
variat ion and in m a n y  c a s e s  African traffic is low when climate is best which suggests 
that attempts should be made to  encourage t o u r i s t  travel dur ing  the present slack 
period - October to May. 



V - AIR TRANSPORT FARES AND COSTS 

Relationship of fares, traffic, and costs - 

1 Current fares a r e  clearly one o f  the important factors to be examined in 
any consideration of rneasur es t o  f u r t h e r  t h e  development of African air passenger 
travel. The extent t o  which traffic volume will be affected by changes in fa res  will 
vary f r o m  route to route, and between one category of traffic and another, For example, 
over many African routes, because of the terrain or distance involved, o r  the low popu- 
lation density o r  other factor, there are no suitable alternatives to air travel and 
accordingly the influence of price on demand is reduced. Regarding the categories of 
traffic, the very high proportion of African travel that is f o r  business purposes  i s  
relatively less elastic in its response to fare changes than is the small proportion that 
is for tourist purposes. Tourist demand, however, may, if other conditions a re  r igh t ,  
be highly elastic. 

2. The fare level itself, on the other  hand, is influenced by air transport 
operating costs. This influence may be obscured where  prices a re  internationally 
controlled, as are those for international scheduled air services, and in any case it 
is never direct, mi th fares exactly following cos t  variations. The international fare 
structure for an area is established by the  airlines, b u t  these airlines themselves will 
exhibit a wide range of operating costs, and the fares which in one c a s e  may easily 
cover costs ,  in another may result in an operating Ioss. Also scheduled airlines are 
seldom if ever operated solely for profit. Thei r  fare determinations are subject to 
government approval, m d  governments must consider the public interest ,  Sometimes 
the airlines must operate on routes where costs a r e  higher than the revenues resulting 
from the established fare structure. Nevertheless, it is true in general that in areas 
where the average level of costs is high so too i s  the average fare; and, in the cmtrary 
sense, where costs  are low fares tend to be low. 

Oweratina revenue rates on scheduled uassenger services 

3. On the international and domestic scheduled se tvices of the airl ines of ICAO 
Contracting States in 1965, the las t  year for which the global figure is available, t h e  
average revenue earned for  carrying one passenger one kilometre was 3.1 United States 
cents, This average i s  the result of all the fares charged on scheduled services -- f i r s t  
class, economy and special creative fares -- and covers a wide variety of individual 
averages for tach of the airlines concerned and for each route. The average unit passen- 
ger revenue achieved by any one airline on its scheduled services will  depend on several 
factors, One of these is the proportion of first  class, economy class and special creative 
fare passengers that the airline carr ies ,  Another important factor is  the make-up of 
the airliners route pattern. A high level of traffic and flight frequency and long average 
stage length tend to result  in tow airline unit operating costs and revenues while opposite 
conditions tend to result  in high unit costs  and revenues, 

4. Financial statistics f o r  1965 a r e  available for  only ten of the twenty-seven 
African scheduled international carriers listed in A pendix 4. These ten, however, 
account for about 75 p e r  cent of the scheduled passenger S- tra f ic  of 311 African ca r r i e r s  
and thus constitute a sigrzificant group. Table 1 shows financial data for these ten air- 
lines whose average operating revenue r-fr their scheduled passenger services 
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may be seen to  be 4 . 5  cents per passenger-kilometre, o r  about 18 per cent above the 
world average. The individual airline averages which combine t o  produce this figure 
vary, however, from 3 . 5  to 6.3 cents per passenger-kilometre, Rates for individual 
routes vary  still moxe widely, routes to and from Africa, for example, having, in 
general, lower rates than routes within Africa. 

Table 1 

Financial Data for 30 African Airlines, 1965 

(for basic data see Appendix 9 )  

5 .  One of the important questions raised in the d i s c u s s i o n s  leading to this 
study was whether a reduction in passenger fares on international scheduled services 
would be desirable and feasible, To examine this question it is necessary to go behind 
the average operating revenue rates for passengers (which in any  case ca-nnot-be broken 
down between international and domestic services) to  the actual, current fares on 
scheduled services.  For this purpose there i s  presented in A pendix 10 a selection of 
the Lowest fares (economy and excursion) available to  the p u b 5 9 6 6 .  To facili- 
tate compar i son ,  distances also have been given, together with the base rates in terms 
of United States cents pex passenger-kilometre, Four groups of fares are given: 
(A)  intercontinental from Europe to  Africa and other regions;  (8) intercontinental from 
New York t o  Africa and other regions; (C) African intra-regional; and (D) European 
intra-regional. 

Airline 

Air  Afrique 
Air Congo 
Air Madagascar 
Central African Airways 
East African Airways 
Ethiopian Airlines 
Royal Air Maroc 
South African Aix way s 
Tunis Air 
United Arab Airlines 

10 African airlines 

World average 

1/ h c l u s i v e  tour  (ITX) fares on scheduled services are  dealt with l a t e r  in this Section. - 
See paragraph 28-30.  

Operating revenue 
pex passenger- 

kilometre 
performed 

(US cents) 

5.5 
6 . 3  
5.0  
4.4 
5.0 
5 . 6  
4.7 
3.5 
4.3 
4.0 

4 . 5  

3*7 

Operat ing 
cost  per saat- 

kilometre available 

(US cents) 

3.0 
3 . 9  
2.5 
2.6 
2.4 
1.7 
2.6 
1.9 
2.4 
1.8 

2.3 

1.9 

Break-even 
passenger 
load factor 

(%I 

56 
62 
50 
59 
48 
30 
5 5 
5 4 
56 
45 

5 1 

5 1 

Actual 
p a s s e n g e r  
load factor 

($1 

54 
66 
54 
6 2 
50 
34 
60 
57 
67 
48 

53 

5 6 
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6. Unit: fa re  levels. - It should perhaps be said h e r e  that international air fares 
on scheduled services are not calculated from base rates common t o  a whole IATA Traffic 
Conference area. Many factors applicable to part icular  routes are taken into consideration 
such as  unit c o s t s  on the route in question; competition from other modes of transport; 
the need to stimulate demand: and the public interest. Nevertheless when a number of 
fares are reduced to their base rates certain general regional patterns do begin to appear. 

7. For example, the economy rates between Europe and Africa vary from about 
4 to 6 cents per  kilometre but are generally close to 5 and in fact the  random selection 
averages just over  5 cents. There are few excursion fares except to North Africa, but 
when these are taken into consideration the average lowest  available fare i s  just under 
5 cents  per kiIometrs. Between Europe and other regions, on Iong-haul operations, 
t he  base ra te  for economy fares averages generally about 4.5 cents with only slight 
fluctuations. There are, however, excursion fares available across the Atlantic and 
when these are taken into account (over the North Atlantic they are as low as 2.7 cents) 
the average Iowcst base rate available drops to j u s t  over 3.5 cents par kilometxe. This 
places Africa (except North Africa) at a disadvantage in relation to  the Caribbean area, 
for example, when competing for European travellers. 

8. From New York the base rates for economy fares to Africa and to other 
continents work nut generally between 4.5 and 5 cents p e r  kitornetre with v e r y  few 
varying far from this range. Hawever, from New York there are also excursion fares 
generaily available to o ther  continents and for these fares the base rates work out 
between 3 and 3.5 cents per kilometre, again with very  few varying f a r  from this range. 
It thus appears that on a unit basis, because ai the excursion rates offered, the lowest 
f a r e s  available to the public for  flights to Africa are approximately 50 per cent lower 
from New York than they a r e  f rom Europe. Moreover, as f a r  as the base rates are 
concerned, Af r i c a  i s  not at a disadvantage in relation to other regions in the competi- 
tion for tourists f rom New York. 

9. Intra-regional air services are generally operated over shorter average 
stage lengths than are intercontinental services and, as might be expected, unit fares 
for the forrne r tend t o  be higher than fox the latter. International fares for scheduled 
services between A f r i c a n  points, when reduced to their base r a t e s ,  vary rather widely 
from 4. 5 cents pe r  kilometre in North Africa to 8 cents in Equatorial Africa. There 
a re  few scheduled service excursion fares and the lowest  unit fares available average 
just under  6 cents, or about 20 and 80 per cent above t he  intercontinental unit fares to 
Africa from Europe and New York respectively. 

10. These intra-African scheduled service international unit fares m a y  appear 
to  be high, b u t  in fact they are at very much the same level as comparable intra- 
European unit fares. The latter, between points in Europe, again vary widely f rom just 
under 4 cents to just over 9 cents per kilometre. There are a number of excursion fares 
available in Europe, particularly on the north-south routes, and when these are taken 
into c onride ration the lowe st  unit fares available average, as within Africa, just under 
6 cent5, The general situation that has been described with respect to intercontinental 
and intra-regional unit faree on scheduled services is summarized in Table 2.  
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Table 2 

Lowest Available Scheduled Fares on a U n i t  Basis, May 1966Ll 

(for basic data see Appendix 10) 

Approximate Approximate 
range average 

Europe - Africa 
New York - Africa 
htra-African 
Intra-European 

1 1 .  Actual fares. - One effect of considering fares  in t e r m  of their base rate or 
value per kilometre, of course, is that distances are disregarded. New York, however, 
is very much farther from Africa than is Europe although the actual differences vary 
from one sub-region of Africa to another as is shown in Table 3. From Africa south 
of the Sahara, New York is about twice as far as Europe. From North Africa, the 
difference is more like five times. 

Table 3 

Comparison of Route Distances 

(for basic data see Appendixlo) 

21 When comparing these lowest  available fares, expressed on a u n i t  basis, with the - 
operating revenue rates or yields given in Table I ,  it should be remembered that 
the latter are decreased by the carriage of regular reduced fare passengers such 
as children, of inclusive tour passengers and probably also of an abnormally 
large proportion of special concession passengers classified as  revenue traffic. 

I 

North Africa 
WestandcentralAfrica 
East and South Africa 

Europe 

(km) 

1,000-3,000 
3,500-6,500 
3,500 - 9 ,500  

New York 

(km) 

6,000- 9,000 
6,000-10,500 

10,500 - 14,500 
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12. When the two fac tors  - -  distance and base fare rate -- are combined to 
produce the actual fares,  the resdlt, as show11 in Table 4, is that for Africa south of 
Sahara the effect of the greater distances t o  N e w  York i s  counteracted by the lower 
base fare rates (resulting from the general availability of excursion fares from 
New York) to  such an extent that the lowest available fares from New York and from 
Europe are at a similar level .  However, in the case of N o r t h  -4frica (which for 
purposes of IATA fare setting is grouped with Europe and the Middle East) the distance 
differential is greater and the base fare rate differencial less with the result that the 
lowest available fares from New Y o r k  are more than double those from Europe, 

Table 4 

Comparison of Actual Return Fare Levels, May 1966 

(for basic data see Appendix 10) 

13. From the poirit of view of encouraging air tourism to Africa from North 
America this equalization of European =d New York regular scheduled fare levels ,  at 
least for Africa south of the Sahara, 2;. the introduction of excursion fares, is 
important, However, the fact remains t h a t ,  in absolute terms, because o f  the 
distances involved, even the lowest  fares available to the public from Western Europe 
and North America, which a r e a s  together produce over 80 per  cent of all international 
tourist expenditure, are high (except between Europe and North Africa). They are 
high, that i s ,  in comparison with the fares available to Europeans for travel within 
Europe (including North Africa) and to North Americans for travel across the Atlantic 
to Europe, the most important destination area fox international. travel. The lowe  st  
regular return fares on scheduled services in the European/North African region are 
generally less than $200. Over the Atlantic to Western Europe they are about $300, 
Whereas comparable return fares to parts of Africa other than North Africa range 
from $400 to ova r $900, 

North Africa 
West and Central Africa 
East and South Africa 

14. High fares an obstacle to air travel. - This disparity in the level of actual 
return fares  on scheduled services is of major sigi~ificance in an analysis of the 
prospec ts  of air travel to and from Africa.  he Gternational tourist industry is 
highly competitive with many countries striving to  increase their share of t h e  market. 
If the countries of Africa, which up to now have gained only a very small per cent  of 
the total, are  to increase  appreciably their share, they r l lus t  do so by persuading a 
larger number of tourists to visit  them rather than countries in other regions, particu- 
larly the 1:iust important tourist destination: Europe.  TI) this  competition for t o u r i s t s  

Europe 

I U S  $1 
100 - 200 
450 - 650 
600 - 900 

Inany f ac to r s  play a par t ,  but one of the most i rnportar~t  is transportation c o s t  so tha t ,  
even with aII other condit ions fa-\-*)urable,  if  t r a ? ? s p : ~ r t ~ ~ t i { > r ~  cos t  i s  relatively high it>r 

a p a r t i c u l a r  area, that area will he at a serioiis disndvantage. It would seem c l e ~ r ,  
therc lcr~ '+~ ,  t!;at tlie grarvth  of a i r  t r - ~ : - c l  t o  . l f r i c  % \ i l l  be fn\rcrurud by t h e  lowest  p r , s s i ! , I ~  
a i r  fare-, . i J . !~- t i r - i~ la r ly  f r o m  !V~P !CT I .  E I I T O ~ C  ril~(i Yr7rth  ; i r n ~ r i c ; i .  

New Y o r k  

(US $1 
400 - 500 
500 - 650 
700 - 900 
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Feasibility of reducing regular f a r e s  on routes to, from and within Africa 

15.  On the question of fare reduction, ICAO can do no more than offer general 
c omrnents, leaving the airlines and their national aviation administrations, to take such 
action a s  may be feasible, The process whereby international air fares are set  is of 
considerable complexity involving intricate negotiations in which consideration must be 
given to many factors that va ry  from route to route even within one traffic area. Among 
these variable factors that enter the fare equation a r e  the public interest, the extent of 
competition from surface transport, the elasticity of demand, and operating costs on the 
route in question. T o  give values to these variables it is necessary to have access to a 
great volume of specific route data that is open only t o  the airlines themselves and their 
national administrations. The information available to ICAO on matters such a s  the 
public need, competition, elasticity of demand and operating costs  i s  more general o r  
global in nature and not, as a rule, broken down on a route basis. 

16. Operating costs on scheduled pas senger services. - Perhaps the most 
important single factor in the equation is operating costs,  but the statistics filed with 
ICAO under this heading give only total fig;res for  the various cost items covering the 
whole operation of each reporting airline: domestic and international, scheduled and 
non-scheduled. F rom such data it is not possible to estimate the airline's operating 
costs on a particular route, and even for part icular  categories of operation, such as 
the carriage of passengers on scheduled services, only rough, hypothetical estimates 
can be calculated. As mentioned ear l ier  21, the available financial data for ten African 
airlines and for  the airlines of ICAO States as a whole are given in A endix 9 and 
summarized in Table 1 of this Section. The comments on this data -Refi t at 01 ow are, for 
the reasons given above, intended to be of general application only. 

17. For the ten African airlines in 1965, the average operating cost for  . - 
providing one seat-kilometre of capacity on scheduled passenger services was about 
2.3 cents. This figure was the product of averages for the individual airlines that 
varied from 1.7 to 3.9 cents per seat-kilometre. By way of comparison it may be 
noted that the African average of 2.3 cents was about 20 per cent above the world 
average of 1.9 cents which in turn was the product of individual airline figures varying 
from about 1. 2 to 4.0 cents per seat-kilometre. However, it should be borne in mind 
that the level of the world average unit operating cost figure was strongly affected by a 
small group of relatively large airlines (predominantly North American) that ope rate 
over routes with long stage lengths and good traffic density and had average operating 
costs  below 1.9 cents per seat-kilometre. If this group were excluded from considera- 
tion, the average for the ten African airlines would probably be close tp that for the 
world as a whole. In  Table 5 these average unit operating cost figures a r e  set against 
the average unit operating revenue o r  yield figures described ear l ier  in this s e c t i o n a l  

31 See paragraph 4 of this Section. - 

41 See paragraphs 3 and 4. - 
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Table 5 

Average Unit Operating Coats and Revenues on Scheduled Passenger Services, 1965 

Operating Costs  

(cents/seat-km. ) 

Operating Revenues 

( c e n t s / ~ a s s .  -km. ) 

18. Selective rather than general approach t o  fare reduction. - It will be seen 
from the the comparison shown in Table 5 that, in general for African airlines as for 
those of other regions the average operating cos t  per seat-kilometre was about half the 
average yield per pass enger-kilometre, thus producing an average break-even passenger 
load factor on scheduled services of 5 1 per c a n t . ~ l  At the s a m e  time the actual passenger 
load factor was 53 per cent for the 10 African airlines and 56 per cent for all ICAO 
scheduled carriers. This situation might suggest that some overall reduction of fares 
should be feasible since aircraft have only to be operated at slightly more than half 
their passenger seat capacity to produce a profit. In practice, of course, the situation 
is not so simple. 

19. If fares are reduced, unit yield will  decline, and a s  long as unit operating 
cas t s  remain constant, break-even load factors will rise. Profitability will then require 
that traffic increase enough to bring realized load factor above the break-even level. 
Unless there are werriding reasons of policy the decision to reduce fares must 
accordingly depend upon estimates of the elasticity of demand and this  i s  known to be 
low on African routes owing to the high proportion of business traffic. Furthermore 

10 African Airlines 

The break-even load factor i s  the load factor at which an aircraft must be operated 
in order exactly to cover costs  at prevailing revenue rates. In other words if unit 
costs  are exac t ly  half unit revenues these costs  will be covered when half the 
aircraft's capacity is sold, the break-even load factor will be 50 per cent, and 
profit or  less ~ 1 1 1  result when the actual load factor exceeds or falls short of this 
figure. Theoretically the costs considered should be all c a s t s ,  bath operating 
and non-operating; the capacity should be the whole capacity of the aircraft, 
available for passengers, freight and mail; and the revenue the total revenue, 
ope rating and non-operating. In practice, however, to obtain a rough approxi - 
mation, the calculation is often based, a s  i t  is here,  o n  unit  operating costs  and 
revenues for the passenger traffic and 011 passenger  seat capacity, i t  being 
assumed  that all  other cos t s  will be covered  by the revenue from freight and mail. 

Airlines of ICAO States 

Range 

1.7 - 3.9  

3.5 - 6 . 3  

Range 

1.2 - 4 . 0  

2.5 - 7.0 

Average 

2.3 

4.5 

'Aver age 

1.9 

3.7 
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it is difficult under conditions encountered in modern a i r  transport for an airline to 
realize an annual average passenger load factor much over about 56 per cent for its 
whole route network. This is because of the fact that many airl ines must operate at 
least  some services where traffic i s  light, and also because of the general problem of 
seasonal traffic variation, For these reasons it aeems improbable that there can be, 
in the near future, any region-wide reduction of regular scheduled international 
passenger fares on routes to, from and within Africa of a magnitude sufficient to 
affect materially the averall volume of traffic. This does not mean, of course, that 
it may not be possible to reduce fares on certain routes o r  for certain types of traffic. 

20. What has been written in the foregoing paragraphs has referred only to 
general o r  overall situations, to average unit operating costs and revenues, to 
average4oad factors, and to the feasibility of area-wide fare  reductions, It must 
be remembered, however, that these averages cover a variety of local situations, 
On particular route segments the public interest m a y  require that fa res  be set  below 
the level of profitability; competition from surface transport may be such a s  to  call 
fo r  lower a i r  fa res ;  o r  the elasticity of demand on a particular route may be 
estimated t o  be such that a reduction in fares would lead to an increase in traffic 
sufficient to increase total revenue. Moreover certain types of passenger demand, 
for  example, tourist as compared with business, are known to be more elastic than 
others and hence more suitable for aelective fare reductions. This variety in the 
fabric of air transport calls for s t u d i e s  by national administrations and airlines of the 
feasibility of selective fare reductions on certain routes and for certain types of traffic. 

21. Ae has already been said, ICAO, because of the general nature of the 
information available to the Organization, i s  not in a position to indicate on which 
routes specifically fares might be reduced, nor is this ZCAO's function. This must 
be done by the airlines and national administrations on the basis of the detailed local 
information available to them. ICAQ can, Aoweve r, urge these airlines and administra - 
tions to  keep those scheduled air services that concern them under continuous exami- 
nation with a view to introducing fare reductions wherever these seem feasible and 
likely to bring about an  increase in the volume of African a i r  passenger travel. In 
particular it would s e e m  that such reductions are most likely to be feasible and 
effective in relation to tourist traffic to Africa. 

22. Objection to reduction of regular fares. - The composition of scheduled air 
passenger traffic moving to, f rom and within Africa i s  not known with any exactitude, 
but it has been estimated that for the continent as a whole, allowing for sub-regional 
variations, the demand is predominantly, perhaps as much as 90 per cent, for business 
purposes. Pe~sona l  travel, mainly tourism, i s  then only-about 10 per 'cent. (This 
division may be contrasted with, for exampie, international air travel out of  New York 
which is estimated t o  be over 75 per cent for personal reasons, 25 per cent business. ) 
Considering f i rs t  the major sub-division, business demand i s  relatively inelastic in its 
response to fare changes and, for this reason, all but two of the national administrations 
and airlines that have given their  views to lCAO are opposed to any reduction of regular 
f irst  class or  economy fares on their intercontinental services to and from Africa. 
They believe that any reduction of these fares ,  which a r e  used primarily for business 
travel ,  would not p r o d u c e  a compensating increase in t r a f f i c  and hence would result 
only in a diminution of revenue. 
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23. The opposition to f a r e  reducticn that has been expressed with respect to 
reguIar first and economy class  on intercontinental services also appf ies to fares on 
intra-African regional and domestic services. Dorlzestic services are normally outside 
the scope of t h i s  study, but in this instance the  same reasoning applies to them as  to 
intra- African international services. The objection t o  fare reduction on these services 
is based on the facts, f i r s t ,  that they are at present used almost  exclusively for  
business traffic which, as has been said, i s  relatively ine las t ic ;  second, that t he  
tourist t raff ic  that it is desired to  attract must, f u r  some years ,  c o m e  almost 
entirely from other regions (primarily from Europe and North  America) and hence 
must use intercontinental services; and third, that man); African intra-regional and 
domestic services are now operating at fares that a r e  below the level of profitability 
Since purely intra-African demand is considered to be relatively inelastic, it is feIt 
that any fare reduction would simply dilute revenues and worsen present operating 
margins. On the other hand, w h e r e  travel on these intra-African serv ices  is a 
continuation of intercontinental travel the applicable fares would be set  to correspond 
with the relevant intercontinental fares. 

Creative fares on intercontinental scheduled services 

24. The consensus seems to be that tourist demand can best be stimulated by 
the use on intercontinental services, on a selective basis,  of low "creative1' or 
Hpromotional" fares.  These IATA approved, so-called "creative" fares have as their 
purposes: (a) to create traffic on a particular route o r  section of a route where available 
capacity is not salable at normal f i r s t  o r  tourist/economy class fares; (b) to encourage 
vacation travel;  and (c) to fill up available capacity d u r i n g  off-hours o r  off-periods 
when t ra f f ic  is regularly light, They often represent considerable reductions 
- -  varying from 10 to 50 per cent - -  on regular economy fares and take such forms as 
excursion, special "non-affinity" group, and family fares, all offered f o r  sale to the 
public; and inclusive t o u r  (ITX) fares  offered to tour operators only. The character  - 
istic of these creative fares that makes it possible for the IATA carriers to offer them 
on the same services as  the regular f i r s t  and tourist/econorriy class fares is that they 
are restricted in such a way a s  to  rnake them uninterest ing to most users of the 
regular fares.  This is done for example, by limiting the maximum and minimum 
duration of the round-trip; forbidding stop-overs; allowing travel on certain days or  
seasons only: and fixing the size of the group. By these and other means the c a r r i e r s  
hope t o  retain their  revenue from their  existing business traffic and at the same time 
to create new personal demand, mainly from tourists. 

25. Excursion fares on scheduled services. - Excursion fares are o f f e r e d  to 
the public w;th res t r ic t ions  on the duration of the round trip (for exarnale. from 14 to . , 
21 days); on the days of the week on which travel may be uidertaken [ u s u a l l y  mid- 
week); and on the season of validity (usually not available d u r i n g  m a x i m u m  summer 
peaks). As has been pointed out 61 these excursion fares are normally offered 01: 

intercontinental  services out of New York at a base rate of about 3 .  25 cents  per 
passenger -kilometre. If this practice were extended to services between Europe and 
Africa where excursion fares are now uncornrnoil (except to North Africa) and the base  
rate were  thus  lowered from the present level of about 5 cents per passenger-kilometre 
to 3 , 2 5  cents, the current  range of return fares would be lowered by about one-third 
from the figures shown in Table 4 so that they wo~i ld  be within the general  range from 
Europe  to North Africa $65 - $135; to West and Central Africa $300 - $450; and to 
East and South Africa $400 - $600. 

61 - See pa rag raph  8 of this Section. 
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26, "Non-affinity" group fares, - Non-affinity group fares are offered at a 
discount on the regular economy f a r e s  to individual m e m b e r s  of the public who form 
or are placed by a. travel agent in a group of specif ied minimum size, the group 
having no existence apart from the trip in question. These group fares are normally 
restricted as to duration, period of validity, and stop-over. 

27. Family fares. - Special family fares are offered at a discount on the 
regular fare when more than one member of a family travel, with restrictions usual ly 
on the days of the week on which travel can be undertaken. This last type of creative 
fare might be of particular interest in the African context since, as has been remarked, 
about 90 per cent of air travel to, from and within Africa is for business purposes. 
If family fares  were offered at a sufficient discount men travelling to and from Africa 
on government or private business might be encouraged to take one or more m e m b e r s  
of the ir  families with them as tourists, 

28. Inclueive tour (ITX) fares on scheduled services. - The other main type of 
creative fare offered on scheduled services, and probably in the development of air 
tourism it is the most important is the inclusive t o u r  on I T X  fare. As has been 
mentioned already in t h i s  study?/ thin ty e of fare was developed and has been used sP chiefly in the Europe /Middle East area-/, but is now spreading to other IATA traffic 
areas, For North Africa ITX fares are available from North America and from the 
other States of the Europe/Middle East area of which it is a part.  For the remainder 
of the continent - -  East, Central, South and West Africa -- there are no ITX fares 
available from North America, but from the EuropelMiddle East area a new set of XTX 
fares, as summarized in Tabla 6 ,  was approved by IATA in Rome in December 1966. 

71 See Section Ill, paragraphs 18 -23. - 
8 / The EuropalMiddle East area, as defined by IATA, includes the North African - 

States: Morocco, Algeria, Tunisia, Libya, United Arab Republic and Sudan. 
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Table 6 

LATA Inclusive Tour (ITX-) Fares Available 1967 
T o  Eas t .  Central,  South and West Africa 

F r o m  ~ u r o ~ e l  ~ i d d l e  East (including North Africa) 

Notes: 
(a) To points in the provinces of Orientale, Kivu,  Katanga of Congo (Kinshasa), 

Rwanda, Burundi, Sudan, Ethiopia, Kenya, Uganda, Tanzania, Zambia, 
Rhodesia, Malawi, Malagasy, Reunion Island, Mauritius, South Africa, 
South West Africa, Botswana, Lesotho, the Protectorate of Swaziland, and 
Mozambique. 

(b) Same a s  (a) excluding Congo (Kinshasa),  Rwanda and Burundi. 

Tour Price 
Minimum 

IT Package 
not less than 
100?'0 of 
round trip 
economy fare 

IT package not 
less than 105% 
of round trip 
economy fare 

Minimum $7 
per  day 
for other 
expenses 

Minimum$7 
per day 
for other 
expenses 

IT package not 
l e s s  than 100% 
of round trip 
economy fare 

( c )  To points in Gambia, Ghana, Ivory Coast,  Liberia, Sierra Leone, Nigeria ,  
Dahomey, Gabon, Guinea, Portugese Guinea, Upper Volta,  Mali, Mauritania, , 

Niger, Senegal, Chad, Togo,  Cameroun, Central African Republic. 

Fare 

33.370off 
round trip 
economy 
fare 

30% off round 
trip economy 
fare 

50% of one- 
way economy 
fare for each 
leg of the 
round tr ip  

55yoofone- 
way economy 
fare for each 
leg of the 
round trip 

33.370 off 
round trip 
economy 
fare 

Description 

Individual 
IT 

Individual 
IT 

Group IT, 
minimum 
15 pas -  
sengers 

GroupIT,  
minimum 
12 pas- 
sengers 

Group IT, 
minimum 
4 pas- 
sengers 

Destination 

East, Centraland 
South Africa (a) 

Gambia, Ghana, 
Liberia, Nigeria, 
Sierra Leone 

(From Scandinavia 

Tor those holding 
passports f rom 
these htates)  

Kenya 
Uganda 
Tanzania 
Ethiopia 

East, Central 
and South 
Africa (b) 

West Africa (c) 

T irne 
Limit 

14-45 days, 
al l  year 

10-30 days, 
between 
1 Nov, and 
30 Apr. 

14-30 days ,  
1 Oct. to 
31 Mar. 

1 4 - 3 0 d a y s ,  
all year 
. 

12-30 days, 
1 Nov, to 
30 Apr. 

Expiry 
Date 

3 1 M a r t 6 9  

3 1 Marl69 

31 Marl69 

31MarI69 

3 1 Marl69 
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29. The present situation therefore i s  that inclusive tour fares are available 
from the Europe/Middle East area to  most parts of Africa, and from North Arne rica 
to North Africa, at discounts varying from 30 t o  about 50 per cent of the regular 
economy fare. Moreover, while the Nosth American ITX fares are available only to 
North Africa, it should be remembered that there are excursion fares, available to 
individual members of the public, from New York to a11 parts of Africa at a 3 3 , 3  per 
cent discount on the regular economy fare. One effect of the  ITX fares  is tha t  fo r  
purely tourist traffic the average base fare rate between Europe and Africa i s  brought 
down from the 5 cent level shown in Table 2 of this Section to approximately the same 
level as between New York and Africa, that is about 3 . 3  cents per kilometre. In some 
cases the base rate i s  now even lower as shown in the compaxisons given in Table 7 ,  

Table 7 

Comparison of Old and New ITX and 
Economy Fares from Stockholm to Nairobi 

Fare Base R a t e  21-nnv Tnmir P r i o a  

Regular economy retutn 793 
Old individual ITX 528 
(discount 33%. off round 
trip; total 105%) 

New group ITX 4 17 
(discount 50% of one way 
for each leg  + $7 per day) 

3 0. In general it may now be said that tourists from northwest Europe can have 
a three-week vacation in East Africa for about $600 (apart from personal expenditures 
on items other than transportation and accommodation). This  represents a reduction 
of about 30  per cent on the former ITX fare and roughly half the coat of a three-week 
holiday using the regular economy fare. A s  a result East Africa now becomes com- 
petitive from the cost  point of view with the Caribbean area as a destination for 
European tourists, Similar percentage reductions may be seen from Table 6 to  apply 
to tourist travel from Europe to South and Central Africa. New low ITX fares are also 
available between Europe and most  of W e s t  Africa, but the discount on the economy 
fares is l e s s  than for East, Central and South Africa. However, in this cotinection it 
should be noted that the tourist industry is generally less developed in W e s t  Africa than 
in East and South Africa particuIarZy in the matter of available accommodation and 
related tourist service s and amenities. 
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3 1. The size of the international tourist market, its 12 per cent average annual 
rate of growth, and Africa's small share of the total'/ suggest that these new "creativet1 
fares should produce a significant volume of new t o u r i s t  traffic, provided only that this 
development i s  not discouraged by local conditions outside the sphere of a ir  transport. 
For fare reductions t o  have their  desired effect, i t  is of course absolutely essential that 
there exist in the areas of tourist destination, adequate accommodation and other 
essential t o u r i s t  facilities and amenities in an  atmosphere attractive to the tourist, and 
and tha t  effective publicity be given t o  the local attractions and to the fare reductions 
themselves. To achieve this each State must have a well co-ordinated plan for the 
development of tourism and tourist facilities. 

Costs and f a res  on non-scheduled services 

32. Certain categories of non-scheduled operation have, as was pointed out in 
Section III, already come to play a significant role in the development of African a i r  
passenger travel, In particular, non-scheduled charter  and inclusive tour services 
have developed in the carriage of tourist traffic between Europe and North and East  
Africa, Their attraction for the tourist, of course, is their  Iow fares, but because of 
the fact that they bring tourists by the plane load, that is  t o  say from 85 to 185 a t  a 
time, these services a r e  suitable only for those centres that have accommodation and 
other amenities for large numbers. At such centres their  development will depend 
largely on the degree of freedom they are permitted by the governments  concernea. 

3 3.  Non- scheduled operating; costs .  - Very little specific information is available 
on the operating costs of the non- scheduled carriers. It can be deduced, however, that 
their direct operating costs per seat-kilometre are now similar to those of the scheduled 
airlines with the same aircraft types. In the past the non-scheduled c a r r i e r s  used older 
piston and turbo-prop equipment acqui red  from the scheduled airlines and their direct 
unit operating costs were as a result somewhat higher than those that can be achieved 
with the newer jet equipment. Recently, however, the larger non- scheduled carriers 
have started to re-equip with modern jet aircraft, and their direct unit costs must be 
falling. As for t he i r  indirect unit cos ts  i t  may be estimated tha t  because of lower over- 
heads for administration, ticket offices and sales and promotion, these are appreciably 
below the level of the scheduled airlines. Overall then, it m a y  be assumed that per 
seat-kilometre the unit  cos t s ,  direct and indirect, o f  the non-scheduled c a r r i e r s  are 
now probably lower than those of the scheduled airlines. 

34. The great competitive advantage that the non-scheduled ca r r i e r s  enjoy over 
the operators of scheduled services and the reason why the latter, who are  obligated 
t o  operate their established services regardless of load factor or  profitability, must be 
protected by their  governments i s  that the non-scheduled c a r r i e r s  operate only with very 
high load factors often approaching 100 per cent, This means that the fares they charge 
have only t o  cover seat-kilometre cost plus a reasonable percentage for profit .  

9 /  See Table 6 ,  Section I. - 
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3 5. The average unit operating cost  for all 3f the airlines of ICAO States on their 
scheduled passenger services  was, it will be recal ,ed, (see Table 5 )  1.9 cents per pas-  
senger-kilometre in 1965, and is not much less today. This is a global figure, however, 
that covers individual airline averages ranging f m : n  about 1.2 to about 4 . 0  cents. Far 
the year ending 30 June 1966 in United States dome 3tic operations the average direct 
unit cost f o r  long range jets was about 0 . 8  cents per passenger-kilometre with some 
airlines recording figures as low as 0.6 cents. Allowing for indirect costs  at 45  per 
cent the overall unit figures would be about 1,5 cents average m d  1 . 1  cents at the 
lowest- These unit cost figures suggest that the non-scheduled operators with their 
lower indirect costs  under most favourable operating conditions (including good aircraft 
utilization) might, achieve overall unit costs  approaching 1 cent per  passenger-kilomatre 
with late model, long range jets, and probably as low as 1 . 5  cents even with piston or 
turbo-prop equipment (when depreciation and hence utilization are relatively less 
important). 

3 6 .  Group charter fares. - As an example of current non-scheduled fares, the 
National Air Carrier Association (NACA), which represents eight of the thirteen United 
States supplemental airlines 101, has made estimates of typical per passenge r fares far 
charter transportation from New York to s i x  selected cities in Africa based on the tariff 
rates f i led by one of its member 6,  World Airways, Xnc. These estimates, which are 
shown in Table 8 with the regular scheduled fares for comparison, assume full utiliza- 
tion of the 183 passenger Boeing 707 aircraft, The charte~ rate works out at 1.86 cents 
per passenger-kilometre, plus 1.02 cents per kilometre for ferrying to or from par i s  
where this is required. The unit cost i s  not stated, but it may be seen that the charter 
rate per passenger, even with ferrying, i~ 25 to 30 per cent below the'scheduled 
excursion fare which in turn is 33 per cent below the economy fare. 

Table 8 

Comparison of 1966 One-Way Fares New York to Africa 

Between  regular Half Charter Charter 
New York and Economy Excursion without ferry with ferry 

(US $1 (US $1 (US $1 (US $) 

Algiers 325.60 200 121,33 134.97 
Cairo 465.00 268 168,58 201.22 
Dakar 390.00 246 114.57 157.29 
Johannesburg 595.00 392 239.60 328.12 
Lagos 454.70 292 163.86 211.65 
Nairobi 595.00 392 227.45 293.45 

111 When an empty aircraft is not available at a point in Africa it may, to economize, - 
be ferried from a base in Paris rather than from New York. 
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3 7, Non-scheduled inclusive tour fares. - The non-scheduled inclusive tours 
offered in various Luropean countries have been of greater significance than group 
charters, however, in the development of air tourism. The prices quoted for some of 
these tours suggest that the air transport component is, sometimes based on very low 
unit costs, occasionally approaching 1 cent per pas sen e r  -kilometre. Some examples gz of these tour prices quoted in the IUOTO Pilot  surveyL/, with hypothetical base rates 
calculated on the assumption that other costs amount to $7 pe r  day, are given in Table 9 ,  

Table 9 

From 

Zurich 
Frankfurt 
Frankfurt 
Paris 
Malmo 
Stockholm 

1966 Non-Scheduled Inclusive Tour Prices 

Duration Tour Transport Base Rate 
To of Tour - Price Assuming Other Cost  $7/day 

(days) (us $1 (US CenEs/Krn. ) 

Bangkok 2 1 5 25 
Beirut 15 146 
East Africa 14 368 
East Africa 17 430 
Athens 7 116 
East Africa 2 1 695 

38. Starting from actual tour prices such as those given in Table 9 ,  it is  possible 
to construct,  hypothetically, the sort of ppries that could be offered for tours from any 
European to any African city, provided only that adequate tourist facilities were available 
and that permission for  the flights was granted by the governments concerned. A se t  of 
such hypothetical prices, constructed in the IUOTO Pilot Survey, is given here in 
Table 10. The starting point for these tours is  taken a s  London and the duration as 
14 days, The method then followed is to assume an air transpoxt cost of 1.45 cents per 
passenger -kilometre and add to this a standard charge for hotel accommodation, transfer 
charges, administration and sales costs ,  and profit, 

121 Pilot Survey, page 16. - 
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Table l o g 1  

Hypothetical Pr ices  for Non-Scheduled Tours to Africa 

Starting point - London. Duration - 14 days 

(Tour price based on air transport cost  of 1.45 cents 
p e r passenger -kilometre plus a standard addition 
fo r  accommodation and other costs and profit) 

Tour Tour 
To Price T o  Price 

(US $1 (US $1 

Algiers 
Tunis 
Casablanca 
Tripoli 
Dakar 
Khartoum 
Conakry 
Lagos 

Accra 330 
Douala 339  
Addis Ababa 356 
Brazzaville 3 70 
Nairobi 386 
Dar-es-Salaam 409 
Lusaka 43 1 
Mauritius 484 

3$. - Non-scheduled inclusive tour prices of this order are now being made 
available from many Europe an points to North Africa and from points in Germany and 
Switzerland to East Africa. Such prices are considerably lower than those offered on 
scheduled service inclusive tours (about 30 per cent less in the case of East Africa) and 
can potentially place Africa very much in competition in the travel market. If govern- 
ments authorize this type of air transport activity on an increasing scale there i s  no 
reason to  doubt that air tourism can increase rapidly in those African centres -- par- 
ticularly in the North, East and South -- where there are sufficient accommodation and 
related serv ices  and amenities to handle the plane loads of tourists that arrive by non- 
scheduled flight. 

131 Source: IUOTOPilotSurvey, AppendixB. - 



VI - FACILITATlON OF AFRICAN AIR PASSENGER TRAVEL 

General 

1. Facil i tat ion can play a n  important  part  i n  t he  development of air pas senge r  
txavel,  Other things being equaL, a t r ave l l e r  is more Likely t o  visi t  a country which 
makes his path easy than  one which p laces  obstacles i n  h i s  way. He is also m o r e  Likely 
t o  pay another visit  to a country w h e r e  he was treated as a welcome vis i tor .  M o r e  
important ly,  h e  w i l l  tell his f r i ends  of his experiences,  both good and bad. T r a v e l  
agents too will get to know and will advise others accordingly. 

2. Facil i tat ion s t a r t s  before t he  t r ave l l e r  h g i n s  h i s  journey (e, g. if he is 
requ i r ed  to obtain a visa), continues when he arrives a t  the a i r p o r t  i n  the country he is 
visiting, aLso while he i s  i n  t he  country ( e .  g. i f  he h a s  t o  repor t  to the police o r  obtain 
an exit  permit) and  ends  at the a i r p o r t  at the t i m e  of his departure. 

3. T h e  need to reduce  fo rma l i t i e s  to the minimum and to do everything possible 
to faci l i tate  air t r a v e l  was cons idered  t o  be sufficiently impor tant  to be the subject of 
several articles (notably Articles 22 and 23) i n  the Convention on Internat ional  C iv i l  
Aviation - Chicago 1944. Over the years, these articles Rave Led to the development of 
Internat ional  Standards a n d  Recommended Prac t i ce s  on Facil i tat ion which are contained 
i n  Annex 9 (5th Edition) t o  that Convention and a U  Contracting Sta tes  of XCAO haveunder- 
taken to do their bes t  to  comply with the provisions of Annex 9, 

4. With respect t o  the s t a t e  of Facilitation i n  Africa genera l ly ,  t he  situation, 
although improving i n  a n u m b e r  of countr ies ,  cannot be said t o  be sa t i s fac tory  at t h i s  
juncture. Thexe are  a number of r e a s o n s  for this s t a t e  of affairs, s o m e  of them 
pol i t ical  o r  economic in na ture  and not immediately co r rec t ab le ;  but others which c a n  
be overcome with  a l i t t le  effort and goodwi l l  on the par t  of t hose  conceraed. 

5. I n  a large a r e a  l ike  Africa,  with different cultures, coun t r i e s  i n  different 
s t a g e s  of development, large count r ies  and small ones, s o m e  w i t h  well-developed civil 
aviat ion and some i n  the infant stages, there are bound to  be m a n y  differences.  The 
comments in the following paragraphs therefore do not apply to  each and every country 
in the region, bu t  probably all of  them would benefit  from some critical self-examination 
if they wish to woo the air traveller and have him and his friends c o m e  again. 

Requirements  for visas 

6 .  P e r h a p s  the mos t  impor tant  obstacle i n  the Faci l i tat ion f ield to the develop- 
ment of internat ional  air t ravel  is t h e  requirement that temporary visitors mus t  f i r s t  
obtain ent rance  visas. Most count r ies  i n  Africa requi  re such visas f rom nationals of 
many other States, It is not only paradoxical that a country wishing to attract t o u r i s t s  
should f i r s t  insist upon them ubtaining visas, but it is not generally apprec ia ted  what 
a burden this places on t h e  tourist and even less is it realized h o w  many t o u r i s t s  are  
Lost to a count ry  because of the v isa  requirement.  

7. T o  obtain a visa for one country may not be par t icu lar ly  bothersome but 
to obtain visas f o r  s ix o r  seven count r ies  will be too t ime-consuming and troublesome, 
a p a r t  f rom the costs involved. As a result, the t r a v e l l e r  will  probably v i s i t  some 



52 ICAO Circular 80-AT/ 13 

other Sta tes  which dontt require visas.  Even in cases w h e r e  a visa is issued, i t  is 
frequently l imited to one visit  only s o  t he  traveller ?roceeding o n w a r d s  cannot make 
a second visit  to the count ry  concerned on his way back. 

8 .  Each State is the best judge of i ts o w n  vital interests and, if  a State 
cons ide r s  that  the situation is such that  t he  visa r eqd i r emen t  has to  be maintained 
for nationals of a large number of other count r ies  then  th i s  w i l l  t end  to discourage 
tour i sm,  A solution favoured by some Sta tes  i s  t o  issue visas t o  bona fide t r a v e l l e r s  
on  reques t  after they arr ive at the airport i n  the count ry  concerned, thus saving them 
the t ime of getting visas before they  s t a r t  the i r  journeys. Where this practice is 
followed i t  i s  des i r ab le  that  t he  procedures be kept simple and that  t h e r e  be no re- 
quirement for photographs. 

Formalities on arrival 

9. T h e  impression an air t r a v e l l e r  obtains w h e n  he arrives i n  a country is 
important .  If t h e r e  i s  overcrowding and confusion and lengthy scru i t iny  of passports, 
other documents and baggage, he is bound to get irritated, On the other hand, i f  
c l ea rance  is carried out rapidly and smoothly, and he is t r ea t ed  with courtesy, he is 
left with a good impress ion .  

10. Disinsecting of .a,ircraft - T h e  f i r s t  formality t o  be encountered in a number 
of States is disinsecting the i n t e r i o r  of aircraft, In a number of ICAO States the 
II blocks-away1'* method of disinsect ing,  recommended by the World Health Organization, 
i s  not accepted  and quarantine officials board the aircraft on arrival and s p r a y  it with 
insecticide while the passengers and c r e w  are atill  on board. This operation takes 
about 15 minutes and during that  t i m e  the vent ih t ion  i s  tu rned  down, ax off, and i n  hot 
c l ima tes  this can be a stifling experience. I t  can, and  should, be avoided by acceptance 
of the 'Lblocks-away" method. 

11. Health con t ro l  - The next s t e p  i n  the c lea rance  procedure is the  heal th 
check of individual passengers. This is usually dona in the terminal building but i t  is 
somet imes  done on board the aircraft before passengers disembark and t h i s  l a t t e r  
practice should be discontinued. There a r e  also cases when only one public health 
official i s  available to check the vaccination cer t i f ica tes  of a plane-load of passengers 
and delays and irritation inevitably result. Two officials may be enough if e.g. a visual 
inspection of passengers i s  merely being performed while they f i le  pas t  e i ther  of t w o  
health cont ro l  points en route to any one of four immigra t ion  control points, but it is 
not adequate if  a large number of vaccination cer t i f ica tes  have to be thoroughly examined. 
The Internat ional  Sanitary Regulations of the W o r l d  Health Organizat ion c l ea r ly  s t a t e  the 
health formalities that may be pexformed i n  respect of arr iv ing  passengers.  However, 
i n  some African countries, these regula t ions  appear to  be exceeded. 

12. Pol ice / immigra t ion  con t ro l  - Police and immigra t ion  cont ro l  i s  s low i n  
many places. This is partly because of shortage of trained staff but i s  also due to the 
very  detailed scru t iny  of documents, often accompanied by questioning, by t h e  au thor i t ies  

- 

* The "blocks-away" method of disinsect ing i s  performed before the aircraft e n t e r s  t he  
country. I t  is c a r r i e d  out on departure f rom the last a i r p o r t  p r io r  t o  en t ry  by means 
of a "single-shot" a e r o s o l  d ispenser ,  the entire contents  of which are sprayed within 
the aircraft while it is taxiing from the  r a m p  to the  runway for take-off, 
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concerned. In addition, var ious  forms of landing cards have t o  be comple ted  for 
immigration, police and s t a t i s t i ca l  puxposes and i t  would be a great improvemen t  i f  
States would use t h e  standard internat ional  Embarkation/Disembarkation C a r d  pre-  
s c r ibed  i n  the 5th Edition of Annex 9. It is also important that these cards be completed 
by the passenger  before h e  a r r i v e s ,  o therwise  delays and inconvenience r e su l t ,  

13, Customs c o n t r o l  - Like police/irnmigrati~n cont ro l ,  cus toms  con t ro l  is a 
lengthy process i n  a number of countries, Again, t h i s  is paxtly due to shortagc of 
trained staff and partly due t o  the detailed examination of baggage. Baggage examinat ion  
should, as a ru l e ,  be performed on a sampling o r  select ive basis and only a small per-  
centage of the bags should actual ly be opened. A par t icu lar  cause of delay is the 
requirement for a r r i v i n g  passengers t o  complete baggage declaration forms, s o m e  of 
which are quite detailed. These forms should be abolished, as they have been i n  many 
count r ies  i n  the  world, An extra formali ty i n  s e v e r a l  African States is c u r r e n c y  control 
and the requi rement  for passengers to complete c u r r e n c y  dec lara t ion  forms on arrival; 
presumably ,  however,  these are only t empora ry  con t ro l s  which will be abolished a t  the 
ea r l i e s t  opportunity. 

Airpor t  terminal buildings - -  facilities and s e r v i c e s  

14, Inadequate a i r p o r t  t e r m i n a l  buildings can be a major cause of delay i n  
process ing  passengers and baggage. When the building i s  properly la id out and provided 
with an adequate number of control channels for public health, policefirnmigrat ion and  
customs cont ro ls ,  handling and clearance can be accomplished with speed and  efficiency 
{much depends upon the amount of traffic, e. g. it is genera l ly  conceded tha t  a n y  layout 
with less than 2 channels  for health, 4 for immigra t ion  and 8 fo r  cus toms  is inadequate 
to clear the load of any presen t  long-range aircraft), The layout should, among other 
things, be such as to make sure that a r r iv ing  paesengers cannot en t e r  the country with- 
out going through the  controls. When this is done i t  i s  no longer necessary f o r  police 
and immigra t ion  author i t ies  to have to r e ly  upon documentary control (e .  g. passenger 
manifes ts )  to ensure that  all passengers Rave been checked. Baggage should be moved 
rapidly to the baggage claim area and, when necessary, the building should be equipped 
with mechan ica l  or other m e a n s  {e. g. conveyor belts), T h e r e  should also be simple 
arrangements whereby passengers can identify and claim t h e i r  baggage, In  addition, 
there should be ample  counter space in  the  customs ha i l  and a sufficient number of 
customs officials so that the baggage can be cleared quickly. P l ans  are being made i n  
a number o f  African States for the construct ion of new t e r m i n a l  buildings and if  these 
are proper ly  laid out, handling and clearance of passengers and their baggage should be 
m u c h  s i m p l e r  and greatly expedited. A further impor tant  point is the  provision of r a p i d  
t ranspor ta t ion  services between the c i ty  and t he  a i rpo r t .  

Passengers in transit 

15. A passenger i n  d i r ec t  t r ans i t  on the same a i r c ra f t ,  o r  transferring from 
one aircraft to another ,  should not have to go through any controls. Unfortunately, 
this is not the case i n  many Sta tes  i n  the area .  It i s  not necessa ry  to have comple te ly  
separate t r ans i t  areas for t r a n s i t  passengers and,  here again, i f  the building is proper ly  
laid out, t r a n s i t  passengers can be allowed t o  remain i n  the depa r tu re  lounge and use 
all t he  same faci l i t ies  as depart ing passengers who  have already gone through controls. 
Transi t  passengers themselves, however, should not have to go through controls u n l e s s ,  
of course, they wish to Leave the a i rpor t .  
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Forma l i t i e s  on depa r tu re  

16. Ideal ly,  t r a v e l l e r s  leaving a country should not have t o  go through any 
cont ro ls  because the  main  secu r i ty  aspect to a country is i n  respect of travellers 
coming i n  f rom o the r  countr ies .  However, s o  long as cu r rency  r e s t r i c t i ons  and other 
special conditions exist, some degree of cont ro l  on  depart ing passengers will continue 
t o  be exerc ised .  Such con t ro l s  should nevertheless  be kept t o  the minimum. At the 
p ~ e s e n t  time there are a number of countries in  the region where outbound baggage is 
examined f a i x l y  thoroughly and where travellers have to make written declara t ions  
regard ing  such things as cu r rency  and payment of taxes.  Also there are s e v e r a l  
count r ies  which require exit  p e r m i t s  o r  exit visas i n  r e s p e c t  of t h e i r  own nationals, 
foreign residents and,  in some cases, even t empora ry  v is i tors .  Outbound health 
checks  are a l s o  a c o m m o n  fea ture  i n  Africa and valid vaccination cert if icates are 
frequently insisted upon. These countries invariably have health checks on arrival 
also s o  that many passengers are obliged to have two health checks within a short 
period. E f fo r t s  should be made to e l iminate  these double health formal i t ies .  

Ways and means of improving Faci l i tat ion i n  Africa 

17. Fir s t  and foremost, t he  responsibility for improving faci l i tat ion for air 
passengers lies with the individual State ,  but a g rea t  dea l  of progress caa also be 
achieved through concer ted  e f fo r t s  by African States as a whole. The services of 
tCAO experts may be made available t o  States, at their request, i n  order  t o  solve 
facilitation problems connected with air transport. 

18. With  r e spec t  to individual e f for t s  by a State i tself ,  each State should make 
in t e rna l  arrangements to promote faci l i tat ion and t h e s e  a r r angemen t s  should be effective. 
One method, which has been suc.cessfu1 i n  many count r ies  is to es tabl i sh  a National 
Facil i tat ion Committee.  A number of National Facil i tat ion Commi t t ees  have been 
establ ished i n  the reg ion  i n  the past few years but m o r e  than half of the count r ies  s t i l l  
do not  have such Commit tees .  Even whexe they have been estabiished, these  Commit tees  
do not always function proper ly ,  e.g. they do not meet sufficiently often; are not fully 
at tended,  o r  not at tended by of f ic ia l s  of sufficiently high rank to a s e u r e  the  success of 
the Committee 's  work; are not given adequate support  by the in terna t ional  carriers 
whose locaL committee should u p  the problems and offer agreed-upon suggested 
solutions. 

19. An important f ea tu re  of National Facil i tat ion Commi t t ees  is that they bring 
r egu la r ly  together  senior officials from the various government departments  concerned,  
i. e .  immigration austoms, pubLic health, consular (pasrport/visas) etc. to discuss 
aviation facilitation pr obLerns with the c iv i l  aviation, air port management and t ou r i s t  
authorities i n  a n  aviation atmosphere with advice from representatives of the inter- 
national operators serving t he  country.  The essent ia l  functions of such Commi t t ees  
are: a)  to identify t he  differences that ex is t  between the national regulations and 
prac t ices  and the provisiona of Annex 9; b) to  eliminate as many of those  differences 
as possible; and c) t o  notify t o  ICAO such differences as cannot be immediately elimi- 
nated. The continuing work of the Committee is t o  seek ways  and m e a n s  of el iminat ing 
the remaining differences, handle current FAL problems as they av i se  a n d  general ly 
t o  endeavour to  improve facilitation matters in the country. 

2 0 .  W i t h  respect to concerted ac t ion  by the States of the  African Region, 
experience has shown that such regional efforts can be most successful and not only 
complement the work of National Facil i tat ion Committees but encourage t hose  
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Committees to take continuing action. In Europe, for example, substantial progres s  on 
facilitation matters has been m a d e  through the  work of the Facilitation Commission of 
the European Civil Aviation Conference and any similar body established for A f r i c a  
should include in its work programme all aspects oi Sacilitation. I C A O  has already 
given special attention t o  achieving implementation of ICAO's Annex 9 in Africa and 
visits to several States to  ass i s t  them in facilitation matters have been carr ied  out by 
ICAO experts in the years 1964 to  1966. Such visits w i l l  be continued. 
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VI I  - FUTURE PROSPECTS FOR AIR PASSENGER TRAVEL 
ON AFRICAN ROUTES 

Requirement f o r  forecast 

1. The need for forecasts of future trends and developments in civil aviation 
was specified by the ICAO Assembly, not in Resolution A15 - 17 calling fo r  this study 
of measures to further the development of international a i r  passenger travel to and 
within Africa,' but in Resolution A15-6 in which it was indicated that such forecasts 
should be undertaken, where possible, an a regional a s  well as a global basis .  A 
global forecast for the period up to 1975 w a s  published in June  1965 in "A Review of 
the Economic Situation of Air Trans ortt' g ,  and this was followed in March 1966 by 
"North Atlantic Traffic F o r e c a s t s U 4 a l s o  for the period up to 1915 .  To use available 
resources most economicaIly it i s  deemed appropriate, in conjunction with the present 
study of African A i r  Passenger Travel, to attempt now to prepare a regional forecast 
of a i r  passenger traffic growth on African routes. 

Problems of forecasting for the African region 

2. Any forecast of African civil aviation developments must, however, be of 
an extremely tentative nature. The future, of course, i s  by its nature uncertain and 
the forecaster always risks error, but the degree of uncertainty and risk varies. The 
probability of relative accuracy depends on the availability of data sufficient to permit 
a clear understanding of past developments over a number of years  with respect to 
such a i r  transport factors as the annual rate of traffic increase,  unit operating costs 
and revenues, load factors,  technological changes, the composition of the market, and 
competition from other modes of t r a n s p o r t ,  and such general socio-economic factors 
as population, economic growth, consumer prices and- disposable personal income. 
When sufficient information is available trends for the various factors can be estab- 
lished and projected and the effects of their interaction estimated. Even on such a 
basis the forecast will  remain valid, horvever, only so long as there are no major, 
unexpected political o r  economic disruptions during the period covered, F o r  regions 
such as the North Atlantic, North America and Western Europe, the prerequisites 
for forecasting can  be fulfilled. Even for ICAO Contracting States as a whole, because 
of the statistical dominance of a relatively small number of major airlines and of 
Europe and North America as traffic generating areas, and the availability of compre- 
hensive data on these airlines and areas,  it is possible to make a general forecast 
with reasonable confidence. For the African Region, however, the prerequisites a r e  
only partially fulfilled. 

3,  The initial fact to be borne in mind in this context i s  that over the  past 
decade Africa has undergone profound political changes, Between 1955 and 1966 the 
number of independent African States increased from five to thirty-nine. This fac t ,  
with all t he  economic and social readjustments flowing from it, makes it difficult to 
estabLish meaningful trends, Beyond this, however, much of the basic statistical 
information required fo r  forecasting i s  available only partially o r  not at all. 

21 ICAO Circu lar  76-AT/ 11. - 
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4, Traffic and capacity statistics, for exanzple, are available by airline 
broken down only between international and domestic services, o r  by stage but without 
passenger origin or  destination, It is therefore possible to analyse traffic growth only 
fo r  the whole network of an airline o r  g roup  of airlines or,  in other words ,  to say that 
the total volume of scheduled passenger traffic carried by the airlines of Africa on all 
their  international (both regional and intercontinental) o r  domestic services has 
increased o r  will increase by a certain amount, It would, however, be more meaning- 
ful and useful to be able to analyse traffic growth by routes showing, for example, the 
past or  expected increase in the total scheduled passenger traffic carried by all airlines, 
whether African o r  non-African, on routes between, say, Europe or  North America and 
the various sub-regions of Africa. With regard to airport traffic statistics which might 
provide a basis for useful trend projections, although twenty-four African States have 
filed some data only seven of these have provided complete s e r i e s  for five o r  six years. 

5. Financial statistic r on which might be based estimates of operating cost  
and revenue trends are similarly incomplete. In the f i r s t  place financial data is 
available for only ten African airlines (see Appendix 9). These ten do indeed account 
for about 75 per cent of the traffic of all scheduled African operators, but as with all 
airline financial statistics filed with ICAO no differentiation i s  made between the 
various routes and services operated. This being the situation it is not possible to 
estimate cost or revenue trends on particular regional o r  intercontinental routes. All 
that can be said is that the average unit operating cost and revenues of ten important 
African ca r r i e r s  in 1964 and 1965 were both about 20 per cent above the averages for 
all ICAO carriers. These averages, however, encompass a wide range of variations 
between airlines and between routes. 

6 .  . Concerning the composition of the air transport market for African routes, 
that is for example, the split between scheduled and non- scheduled traffic; between 
first, economy, excursion and ITX class scheduled passengers; and between business 
and personal travel, there i s  in general little statistical information available to ICAO, 
and such estimates as a r e  made a re  of an approximate nature. Competition from 
surface modes of transport i s  a significant factor only on routes between North Africa 
and Europe. The soc io-economic factors to be considered in the preparation of fore- 
casts for international traffic to, from and within Africa are related mainly to Europe, 
North America and other regions outside A f r i c a  for the reason that most travellers 
on these international services are non- Africans. 21 

Nature of the forecast 

7. With such limited information it is possible only to attempt to forecast in 
the most tentative way what the general development of a i r  passenger traffic may be 
on all international routes to, from and within Africa, taken as a whole, over the 
fifteen year period 1965 to 1980. It may also be possible to suggest broadly where 
variations from the probable average growth rate are likely to occur. In considering 
the course of future trends and developments on African international routes it will be 
necessary often to base conclusions on world-wide trends qualified in the light of such 
information as may be available on the African situation. 

3/ Including non-Africans resident in Africa travelling on business or  home leave. - 
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Air  Dasseneer traffic trends 

8.  This study is concerned primarily with scheduled international pas senge r 
traffic, whether it be i n t r a -Af r i ca  or intercontinental, bu t  the growth of this inter- 
national traffic over the past fifteen years has been distorted by the political evolution 
of Africa. The distribution of the scheduled passenger traffic of African airlines 
between international and dome stic services has changed radically as more and more 
States have become independent. In the twelve years from 1951 to 1963 the proportion 
of scheduled traffic carr ied on international services rose from about 30 to 75 per cent, 
where  it has remained up to 1966. The growth trend of these international services has 
thus been unnaturally high and cannot serve a s  an indication of future development. On 
the other hand, the average annual rate of growth for all scheduled passenger traffic 
(international and dome stic) of all African carriers (of both contracting and non- 
contracting States of ICAO) has been relatively steady, From 1951 to 1966 the average 
annual increase was just over 15 per  cent falling to just under 15 per cent in the shorter  
period 1960 to 1966. 

9. Since 1963, by which time nearly all of Africa had achieved independence, 
and the distribution of traffic between international and domestic services had appar - 
ently stabilized, the average annual growth rate has been about 12 per cent on all 
scheduled passenger services of the African airlines and 11 per cent on their inter- 
national services. For the fu tu re  it will be assumed that the volume of scheduled 
international passenger traffic of these African airlines will continue to amount to 
about 75 per cent of the total and that the amud average growth rate for international 
traffic will tend to remain close to that for total trdfic. 

10. So far reference has- been made only to the traffic of African airlines, but 
they carry at present only about 46 per cent of all the scheduled passenger traffic 
moving on international routes to, from and within Africa. The other 54 per  cent is 
carried by non-African, chiefly European, airlines, In 1965 the total volume was 
about 7, 800 million passenger-kilometres, 3,600 million performed by African 
carriers and 4 , 2 0 0  by non-African, The average annual rate of growth of this traffic 
of non-African airlines from 1960 to 1965 was probably also close to 15 per c e n t g .  
A fur the r  indication of the growth trend of passenger traffic on African routes rnay be 
seen in the number of passengers carr ied on direct flights between Africa and other 
regions by all airlines, which i n c r e a ~ e d  at an average annual rate of about 11 per cent 
from 1940 to 1965 1 . Over the same period, however, the average trip distance 
increased by about 30 per cent so that the average annual traffic increase in t e rms  of 
passenger-kilometres was probably close to 15 per cent. From this evidence it is 
estimated that f rom 1960 the scheduled passenger traffic of all airl ines operating on 
international routes to, from and within Africa has been increasing a t  an average annual 
rate of nearly 15 per cent ,  Since 1963 it has probably been closer to 13 per cent. 

41 See Section I< paragraphs 25 and 26 ,  - 
51 SeeSectionIf,  T a b l e l .  - 
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Airline operating cost and revenue trends 

11. The average unit operating cost  for all passenger services (international 
and domestic) operated by the scheduled airlines of ICAO States fell from 2.3  cents 
per seat-kilometre in 1960 to 1.9 cents in 1965, an average annual decline of about 
4 per cent. Over the same period unit operating revenues from passengers for the 
same airlines fell from 3 . 9  cents per passenger-kilometre to 3 . 7  cents, an average 
annual decline of 1 per cent. For 10 major African airlines similar declines occurred, 
but i n  1965 their average unit operating cost, at 2.3 cents per seat-kilometre, and 
average unit revenue, at 4 .5  cents, 7/ were both about 20 per cent above the world 
averages. Statistics for other African airlines and for the operations of non-Af rican 
airlines on routes to and within Africa are not available, but it appears probable that 
in both cases unit costs and revenues were above the world averages. This discrepancy 
between African and world levels is explained at least in part by the fact that the world 
figures are reduced by the  inclusion of a relatively small number of very large, low 
cost,  chiefly North American airlines. If these were excluded the discrepancy would 
largely di~appear,  81 
12. The trend therefore has been for unit operating costs to fall about four 
times as fast  as unit revenues which has resulted in the break-even load factor falling 
from about 59  per cent in 1960 to 5 1 per  cent in 1965. During the s a m e  period the 
passenger load factor for all servicesfil fell from 59 t o  5 2  per cent in  the case of the 
African airlines and from 59 to 56 per cent in the case of all ICAO airlines.!/ The 
operating margin has thus improved appreciably for worldts airlines as a whole, but 
much l e s s  for the African airlines. In this  situation, in spite of the low break-even 
load factor  there is a natural reluctance on the part of the African airlines in general 
to reduce regular scheduled fares, at least until unit costs  have fallen further or load 
fac tors  have risen. 

Other air transport  trends 

13. Apart from these traffic and financial trends the most important develop- 
ments in the field of air transport have flowed from the introduction into service  of 
steadily increasing numbers of jet aircraft. It is this fact, of course, that has been 
the chief cause of the 4 per cent annual decline in unit operating costs and the 
accompanying fall i n  break-even load factors. Beyond these results, however, the 
much increased speed and payload, and resulting productive capacity, of these air- 
craft have lead to a number of other developments. 

61 With the data available it i s  not possible to show separately unit costs - 
and revenues for international services. It i s  probable, however, that 
for African airlines these are appreciably lowe-r than for their do& stic 
services.  

71 See Appendix 9. - 

81 See Section V, paragraph 17. - 
91 See Section U, Table 7, - 
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14. The average number of seats per a i r c r a f t  on international services 
increased from 1960 to 1965 for African airlines from 55 to 85 seats ,  o r  54 per cent. 
In the s a m e  period the world average increased about the same percentage from 6 7  to 
103 seats,  Again i n  the same period the average number of kilometres travelled per 
passenger on international services increased for African airlines from 1540 to 2020 
kilometres or 3 1  per cent, The increase in the world average figuxe was only about 
11 per cent, from 1815 to 2020 kilometres. Along with these developments the j e ts  
also brought problems in such areas as aircraft utilization, scheduling and flight 
frequencies, and-the average load factor declined. A s  the number of jets i n  service 
continues to increase and as new larger aircraft appear i t  seems  probable that some 
of these trends will continue, though somewhat abated. The average number of seats  
per aircraft  will increase, but more slowly. U n i t  operating costs on routes to and 
within Africa w i l l  continue to fall, but also more slowly. As the pace of re-equipment 
slows, however, the problems of utilization and scheduling should lessen, and load 
factors may r ise  somewhat. If f a r e s  continue to fall slowly break-even load factors 
should remain at approximately their  present level, that is about 50 per cent. 

Develovment of world tour ism 

15. In 1963 it has been estimated by IUOTOE~ that the total expenditure on 
world tourism was of the order  of $53,000 million of which about one-quarte r o r  
$13,000 million was on foreign tou r i sm,  the other three-quarters being domestic. Of 
this $1 3,000 million about $4,000 million was spent on all forms of transportation and 
$9,000 million on othex items of tourist  expenditure, chiefly accommodation. Since 
1950 this expenditure has been steadily increasing at an average annual rate of about 
12 per cent, This rate of increase, it may be noted, is  of the same order as for air 
transport and much higher than f o r  most other economic activities. The world gross 
domestic produc t ,  for example, has been increasing at only about 5 pe r  cent per year. 
However the growth rate of tourist expenditure varies considerably from region to 
region. It has been considerably above the world average for Europe, the Middle East 
and Asia/ Oceania, and below for North America, Latin America and Africa, The 
annual rate for Africa as a whole has been only about 6 per  cent, though of course it 
has  been higher for some sub-regions, particularly North Africa, and lower for others,  
particularly Central and West Afr ica .  

16. Foreign tourism in fact in 1963, amounting to $9,000 million, was the most 
important single item on international trade. Moreover in 24 of the 60 countries con- 
sidered by IUOTO for 1963, foreign tourist receipts were among t he  top three export 
items. Only four of those States, however, were African: Ethiopia, Ghana, Libya and 
Morocco; but since 1963, foreign tourism has become of i n c r e a s i n g  importance in 
other African States, notably Tunisia and Kenya, and it seems clear  that this t rend will 
continue i n  the future. The regional distribution of international tourist  receipts and 
expenditures is shown in Table 1 where it may be  seen that North America had a large 
adverse balance, and Europe and Latin America favourable balances, and that there 
was a heavy concentration of foreign tourist activity in these three regions. 

101 Economic Review of World Tourism, IUOTO, Geneva, 1966, - 
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Table 1 

Regional Distribution of Tourist Receipts and Expenditures, 1963 

Region 

Europe 
North America 
Latin America 
Asia] Oceania 
Africa 
Middle East  

Expenditures Rece ipts  

17. In 1963 indeed 82 per cent of all foreign tourist expenditures and 79 per 
cent of all foreign tourist r e c e i p t s  were attributed to two groups of  12 States, 9 States 
being common to  both groups, as shown in Table 2 .  In the same year only 3 African 

Table 2 

Leading States in Foreign Tourist Activity, 1963 

State - State - Rece ipts  
(millions) 

United States 
Germany 
United K i n g d a m  
k'rance 
Canada 
=rn 
The Netherlands 
It alv 
Bu;'ltzerland 
Sweden 
Denmark 
Austria 

United States 934.0 

=co 
931.6 
882.3 

France 7 16.8 
Spain 679.0 

" 
Canada 548: 9 
Austria 426.5 
Switzerland 419.0 
The Netherlands 214:0 
Japan 190.0 

States (the United Arab Republic, Morocco and South Africa) had tourist receipts of 
over $20 million. Since then, however, at least 3 other States (Tunisia, Kenya and 
Ethiopia) have appreciably increased their tourist receipts, 
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18, Finally, in considering the development of world tourist activity and the 
future prospects for Africa in this field i t  is important to note that t o u r i s t  expenditure 
is highly income elast ic  and also price elastic. To illustrate the concept of income 
elasticity in this context it has been estimated c! that as annual personal consumption 
expenditure per capita increases twenty times from $100 to $2000 tourist expenditure 
per  capita increases three hundred and sixty t imes from $0.33 to  $120. This rela- 
tionship has profound impl ica t ions  for the future development of tourism. If the 
relative economic affluence now found in North America and Western Europe continues 
t o  increase and spread both vertically and horizontally on the basis of an average 
annual increase in gross domestic product of 5 per cent it seems probable that world 
foreign tourist  expenditure will continue t o  increase at something like i t s  current rate 
of 12 per cent per year. The reference to price elasticity simply repeats what has 
been stated several t imes in this study; any reduction in the unit price of and hence 
the unit revenue from transportation o r  accommodation will, (if other conditions are 
right) produce a more than compensating increase in tourist demand o r  total revenue. 

General socio-economic trends 

19, In addition to the trends and developments in the fields of air transport and 
foreign tourism that have been described there are a number of general socio-eco- 
nomic trends that are relevant to the future prospect for air  passenger travel. The 
more important of these include world population growth which has been a t  the average 
annual rate of about 2 per  cent; total gross domestic product which has grown at about 
5 par  cent pe r  year; gross domestic product per capita which has grown at about 
3 per cent; and consumer price inflation which has been about 1 per  cent per year, 
Furthermore the re have been gene ral trends towards increasing le isure  and paid 
holidays resulting in growing opportunity for air travel; towards increasing urban- 
ization which freeds the desire for traveland change in the urban population; and 
toward rising educational standards which also fosters the desire to travel. For the 
purposes of this study it will be assumed that all of these trends wil l  continue to 
operate over the next 15 years and that there will  be no major wars or economic 
depressions, 

Forecast of future developments 

20. The future development of international a i r  passenger travel on routes to, 
from and within Africa will depend on how the various trends and developments that 
have been described continue over the next 15 years. In order to arrive at a forecast 
of passenger traffic growth it will therefore be necessary t o  make a number of 
assumptions which may be tabulated as follows: 

a) Socio-economic factors, - As suggested in paragraph 19, 
world population. gross  domestic product, consumer 
price infiation, ieGure time, urbanization and education 
will  all continue to develop at approximately the same 
rates as they have over the past five years and there 
will be no major war  or  economic depression. 

b) World foreign tourist activity, - The growth of fore ign  
tourist expenditure, being based on a demand that i s  
both income and price elgstic, will continue at an annual 
rate of at least  10 per cent. 

1 11 IUOTO, Economic Review of World Tourism, p. 11. - 
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c )  Airline re-equipment. - The re-equipment of the airlines 
operating scheduled passenger services to and within Africa 
with the latest  short, m e d i h  and long range jet aircraft, 
including some of the larger t ypes  becoming available will 
continue up to  1980, but at a somewhat reduced pace. 

d) Unit operating costs. - W o r l d  unit operating costs for all 
scheduled passenger services (international and dome stic) 
fell about 2 per cent per year from 1950 t o  1965 or 4 per 
cent per year from 1960 to 1965. On international services  
alone the decline was more rapidE1 and will probably 
continue, at least  on these services,  to fall at an average 
annual rate of about 2 per cent until 1980. The average 
decline on routes to and within Africa will be of the same 
drde r. 

e) Unit operating revenues. - Unit operating revenues for 
all scheduled passenger services fell about 1 per cent 
per year fro& 1960 1965, but  on internatiorial services 
alone the decline was c loser  to 2 per cent. 121 On inter- 
national services to and within Africa the decline in unit 
passenger revenues will probably be about 2 per cent per  
year until 1980 provided that sufficient accommodation 
for travellers is avaiiable and that the proportion of 
tourists travelling on "creativett fares increases steadily. 

f) Break-even load factors. - If both unit costs  and unit 
revenues m1 at 2 per cent per year the average break- 
even load factor on services to and within Africa will 
remain until 1980 at about i ts  present level - 5 1 per  cent. 

g )  Passen er load factor. - As the pace of re-equipment 
d t - z m ~  up the average passenger load 
factor on scheduled international ser;i&s to aid  within 
Africa ope rated by African airlines should rise gradually 
to about the 5 7  per cent average achieved by the-non- 
African airlines in 1966. 

h) Tourist accornmodation. - The availability of sufficient 
tourist accommodation and related services  is essential 
to the growth of air passenger travel to and within 
Africa, and there is no doubt that, up to the present, 
there has been a widespread shortage of such facilities. 
Statistics indicating g~owth trends in accommodation are 
not generally available, but activity now taking place in 
many parts of Africa, and particularly in such countries 
in the North and East as Moracco, Tunisia, the United 
Arab Republic,  Kenya and Ethiopia, suggests that over 
the next 15 years the accommodation problem will  cease 
to exist in some countries and will become steadily l e s s  
critical in the continent as a whole. 

J Z /  ' ICAU Circular 73 -AT] 10, pp. 3 3  -34.  - 
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i) Proportion of personal travel. - As accommodation and 
related services become more generally available it 
should be possible on the basis of the new creative fares 
(especially the inclusive t o u r  fares) approved by IATA, 
for airlines and travel agents, by vigorous promotion 
of Africa as a desirable destination for tourists,  to take 
advantage of the elasticity of personal demand. A s  this 
happens personal travel should increase m o r e  rapidly 
than business travel, amounting by 1980 to perhaps as 
much a s  25 per cent of total scheduled passenger traffic 
as compared to the present 10 per  cent. 

j) "Platurali'growthofscheduledtraffic.- I t i sassumed 
that scheduled international air Daassenger traffic on . .  . 

routes to, from and within Afri& will Gave a "natural" 
growth rate of about 10 p e r  cent per year. That i s  
even with no reduction i n  fares  the traffic will  grow at 
this rate an a result  of trends in such factors as popu- 
lation, gross domestic product, leisure t ime, urban- 
ization, education and foreign tourist expenditure. 

k) Elasticity of demand. - It is assumed that the elasticity 
o f e d  passenger travel on inter- 
national routes to, from and within Africa will be about 
2:l. In other words a I per cent fall in passenger fares  
will. result in a 2 per  cent increase in traffic over and 
above the "natural" increase of 10 per cent, or  a 2 per 
cent fall in fares will produce a 4 per cent additional 
increase in traffic. 

J )  Non-scheduled traific, - Again assuming that adequate 
accommodation and services become available in at 
least the major tourist  centres and assuming that 
governments are reasonably liberal in granting per - 
mission for non - scheduled ope rations, especially non- 
scheduled tour services, this farm of air passenger 
traffic should grow lomewhat more rapidly than 
scheduled traffic so that by 1980 it might amount to 
about 14 per cent of scheduled traffic instead of about 
8 per cent as in 1965. 

2 1. On the basis of the various assumptions tabulated in paragraph 20 it is 
suggested that the scheduled international passenger traffic of all airlines operating 
on routes to,  from and within Africa should grow at an average annual rate of about 
14 per cent up to 1980 with the traffic of the African airlines growing slightly more 
rapidly than that of the Non-African (about 14.5 per cent compared to  13.5), The 
situation on these route s would then develop approximately as shown in Tabf e 3. 
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Table 3 

Development of Air Passenger Traffic on International Routes 
to, from and within Africa 1965-1980 
(millions of passenge r-kilometres) 

African Airlines 3 , 6 0 0  (46%) 7,000 (47%) 14,000 (48%) 28 ,000  (5070) 
Non - Af rican Airlines 4,200 (54%) 8,000 (53%) 15,000 (52%) 28,000 (50700) 

Total Scheduled Traffic - 7,800  15,000 29 ,000 56,000 

Business Share 
Personal Share 

Non-Scheduled as 
percentage of Scheduled 8% 10% 12% 1470 
Non-Scheduled Total 620 1,500 3 , 5 0 0  7,800 

22. The pattern of development suggested in Table 3 i s ,  of course, tentative 
and subject to error if some of the assumptions described in paragraph 20 prove un- 
warranted, The assumed I ' n a t ~ r a l ~ ~  growth rate of 10 per cent per  year,  for  example, 
may be reduced if gross  domestic product grows at appreciably less than 5 per  cent, 
i f  there is a continuing acute shortage of accommodation in Africa,  or i f  there should 
be major political disturbances. On the other hand it could be augmented i f  accom- 
modation and other tourist  facilities become generally available and there were a series 
of really intensive campaigns to promote the countries of Africa as tourist destinations. 

23 .  If the average passenger fare on scheduled international air services to  and 
within Airica falls by only 1 per cent annually over the next fifteen years  instead of 2 
the additional traffic increase over the "naturalt' rate will be 2 per cent instead of 4.  
Conversely, if the decrease in average fare is greater than 2 per cent the additional 
increase in traffic will be greater than 4. The average fare level, it is important to 
note, will be affected by the relative growth of personal, as distinct from business 
traffic. The reason for this is that the lowest fares will be the "creative" fares 
(especially inclusive tour fares) made available for tourist travel and restricted in 
such a way as to  be un~uitable for most business travel. As more use is made of these 
fares and tourist traffic comes to account for more than the present 10 per cent of 
total scheduled traffic the average fare level will be reduced. 
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Sub- regional variations from the forecast 

24. I t  must also be emphasized that the assumptions and traffic development 
described in paragraphs 20 to 23 relate to a11 passenger services on international 
routes to and within Africa considered as a whole. Clearly there  will be importarit 
variations between the sub-regions. h Central and W e s t  Africa, for example, the 
shortage of tourist accommodation and related services i s  more general and cons- 
titutes a far more acute problem than in the other sub-regions. Furthermore tou- 
rism is  only j u s t  beginning to be developed and personal travel accounts for much 
l e s s  than 10 per cent of the total passenger traffic. For  these reasons the "natural" 
annual growth r a t e  of air passenger travel is less than 10 per cent and the potential 
elasticity of demand cannot be fully realized. It seems probable therefore that over 
the next 15 years the average annual growth rate for scheduled international passenger 
traffic to and within these sub-regions will not be more than 10 per cent. 

2 5 .  In East and South Africa, on the other hand, and to a n  even greater extent 
in North Africa (partly because of its relative proximity t o  Western Europe) there 
are countries where the tourist industry has been developing for  some years and 
where accommodation poses l e s s  of a problem. In these sub-regions it seems 
probable that the suggested average annual growth rate of 14 per cent will be generally 
realized and it may well  be exceeded in such  countries as Morocco, Tunisia, the 
Uni*ted Arab Republic, Kenya and Ethiopia. 

Presuppositions of t he  forecast 

26.  Finally, it remains t o  be said that the f u t u r e  growth of a i r  passenger travel 
on international routes to, from and within Africa, suggested in this section, pre- 
supposes a considerable degree of implementation by all concerned of the measures 
designed to further the development of air passenger travel that are described in 
Section VIII-B. To realize the forecast level of air transport  growth governments 
and private business must become thoroughly convinced of the importance of tourism 
and a i r  transport to national economies and must ensure that national plans for the 
development of these activities are drawn up and vigorously pursued, on the basis 
of comprehensive statistical information, and sometimes in co-operation with other 
States. As an essential prerequisite for the accelerated growth of air travel the 
infrastructure for tourism -- accommodation, local transport, trained personnel, 
and a welcoming public attitude - -  will have to be provided o r  extended as rapidly 
as possible. 

27. In addition, if there is to be saund economic operation of air transport  
services to, from and within Africa, it will be necessary t o  ensure that air freight 
and mail services are  developed simultaneously with passenger services. Sympa- 
thetic consideration will need to be given t o  applications for traffic rights received 
from non-scheduled operators, Border crossing by international passengers will 
have to be facilitated to the greatest possible degree. And, even i f  all other 
conditions are fulfilled, the development of a i r  passenger travel will be Iess rapid 
than it should be if strong and concerted action is not taken to dispel the ignorance 
that exists in many parts of the world concerning Afr ica  as a travel destination. 
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VIII - CONCLUSIONS 

A - PRINCIPAL FACTORS AFFECTIN THE DEVELOPmhT OF AIR TOUREM 

1, -. Appreciation , of the econotr-ic impdance ~f tourism 

The development of a signif icaut national tour 1st industry carnot. 
bogh until the appropriata departments oi government and 
sactore of private business have become convinced of the im- 
portant contribdtion that tourism can make to  the nertiorial 
econgmy, Mot until this first stage has been attalned wil l  the 
aecessnsy p l a s  and prioritias be estahliehd d~mainkained 
for action ia s ~ c h  fields as t ~ u r i s l  accommodatiofi and e m -  
vices; deve50pmcnt of air branaport; preparation of ddameatic 
public opuion towards t~ur iaba ;  promotion abroad; and 
a implification of customd and immigration procedures, 

2. Appreciat~on of the essential role of air transport b the davalo?ment 
of tour l a m  

Since the dcvelopumnt oi African tourism depends primarily 
or, bringing t o ~ r i s t a  frum Europe and North America, the 
principal and, apart from North Africa, almwt the only 
mode of transport is the air services, Acc~rdiilgZy devel- 
opment can proceed rapidly ~ n l y  when thie fact i s  recog~lizsd 
in governr~ent plancing circlea. Qnly then will the requi~ite  
a c t i ~ n  be taken with rraapect to nuch matters as airporte, 
airline re-equiprner.t.. air fares, traffic rights, authorization 
of non- scheduled operations and the facilitation ~f intc r = 

national air travel. 

Availabilitv of statistical information for national ~lannin~.  

The aatirrfactory development of a tourist i ~ d u s t r y  with all 
of its ramifications requires that: rtudier be u n d c r t h  and 
plans formulated at the natlor.al or sub-regional level. Such 
work, however, can be succsssfully completed only on the 
baois of com.prehensive s ta t i~ t i ca l  data on such matesro as 
available acccmmdation, tourist ~nwements, and all 
aspecte of air passenger t raarp~rt ,  including traffic flow, 
t ra f f ic  carried, airport traffic, the cornpsition of pas - 
senger traffic, airliile financial ~perat lor~s ,  and LQL- 

scheduled operations. 

Availa'aility of tourist accamrnudati~n and servicea 

Tourilcm can develop only tn the e~tent  Wac satisfactory 
arrangements have been made f o r  the reception. accom- 
modation, wervics, and entertainment of tourir ts during 
their stay in a country. Thoae requirements are gen- 
erally beysnd the competence nf the c iv i l  aviatlan 
anthorifier but uatil they have been met air trans2ort 
Laniot play its proper role. 
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5 .  Level of air fares for tourists 

When the required accommodation and services are available 
the growth of tourism will depend to a considerable degree 
.on- the level of air fares, This special importance of faxea 
results from the distancer that separate all parts of Africa, 
except  the North, from the main sources of tourirtr 
-- Europe and North America --, and from the elasticity 
of tourist demand, The extent to which the effect of these 
distances on fares can be overcome and the elasticity of 
touriat demand can be activated will  be governed by the 
level of special creative fares designed to stimulate travel 
on scheduled services and by the volume of low cost non- 
scheduled charter and inclusive tour operation that is 
permitted, 

6 .  Awareness of tourist attractions abroad 

Another determining factor in the development of tourism, 
once the basic infrastructure has been provided, is the 
extent to which a countryts tourist attractions are known 
abroad, When comparable accommodation and transport 
are available, the tourist wiU choose between one country 
and another in accordance with the extent to which his 
interest has been arouotd. For t h i ~  reason much will 
depend on the active promotion abroad, throukh airline 
channels, travel agent@, tour operators, official tourirt 
offices, and the press, of an awareness of each countryts 
touriet assets. 

7. Availability and quality of air services 

The growth of air tourism will be affected by the ease with 
which the prospective tourist can travel from his place of 
origin, through his intended stop-over s to  his final desti- 
nation. This factor involves such matters as frequency 
and #me of service, availability of flights to smaller 
centres, co-ordination of airline timetables to facilitate 
connections, and availability of seats on the desired flight 
(sometimes difficult when load factors are high). The 
quality of the service received by the passenger from the 
airline on the ground and in tlie air may also affect the 
build-up of tourist traffic. 

8, Facilitation of international air travel 

The degree to which the touristtr entrance into and departure 
from a country is  facilitated by the variour customs, immi- 
gration and health offie iale c oncerned may have an important 
effect on the development of that couatry*e tourist induetry. 
Tourists will communicate their reactions to other prospec - 
tivs tourists and travel agents will become aware of the 
situation and act accordingly. 



9. Cost of living 

The build-up, of a countryls toukist industry will be Wected 
by its cost of living since, other factors being equal, the 
tourist will naturally be attracted by a l o w  cost of living and 
discouraged by a high one. The weight of this factor will, 
howevtr, tend t o  vary inversely with the trip distance since 
the greater the dist,ancs the greater will be the proportion 
of the.total cost of the trip attributable to transportation and 
bhe less will be the relative significance of the local cost of 
Jiving. Where necessary the adverse effect of a high cost 
of living can be reduced by special measures such as block 
bookings at hotels,, government cbntrol of hotel q ~ t 6 s  and 
other prices affecting tourists, or special exchange rates 
fo r  tourists. 

10, Climate: 

Such climatological factors as clear skies and pleasant 
warmth on the one hand, or ~ainfall, high temperatures 
and humidity on the other may have a pronounced effect 
on the development of tourism, Indeed in many African 
countries, the conditions of climate m a y  be expected to 
have a strongly discouraging effect on the European or  
North American tourist during certain limited seasons 
(usually from June to September), but during other eeasons 
to  be a positive advantage, 

11, Other factors . 

Important, but less tangible in their effect on the develop- 
ment of tourism are those f a c t o ~ a  that rnay be grouped 
under the term "social conditions". For example tou- 
rism will be encouraged where the population has a 
welcoming attitude towards tourists and discour aged 
where there is a fear, jurtified or not, of political 
instability, 
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B - MEASURES TO FURTHER THE DEVELOPMENT OF 
AFRICAN AIR PASSENGER TRAVEL 

Civil aviation administrations and airlines of African and interested 
non-AfrieanStates might consider adopting, as appropriate, some or all 
of the following rneas.ures in order to bring about an acceleration in the 
development of international air passenger travel to, from and within 
Africa: 

1. IMPORTANCE OF TOURISM AND THE ROLE OF M R  TRANSPORT 
IN IT 

--- 
s DEVELOPMENT 

Seek, by appropriate means and to the extent necessary, to 
convince interested departments of government and sectors of 
private business of: 

a) the potential importance of tourism to the national 
econpmy; 

b) the essential role to be played by air trmsport in 
the development of tourism; 

c )  the need for a national plan, where none exists, 
prepared from detailed and reliable information 
on all relevant aspects of the tourist industry and 
establishing priorities for action in this field; 
and 

dJ the desirability of international and inter -airline 
co-ope ration and co -oxdinat ion on such matters 
as, for example, promotion abroad, facilitation 
of international travel, and the development and 
impr wement of air. services. 

PREREQUISITES FOR TOURISM (APART FROM AVIATION) 

Take all necereary and appropriate action to promote the 
development, by government and private interests, of the 
essential (non-aviation) prerequisites for touriem, including 
such items as: 

a) suitable accommodation and re1 ated services for 
tourists at the various centres of attraction; 

b) local transport (taxi, bus, rail and river boat); 

c) trainedpersonnelforemploymentinthetourist 
industry; 

d) domestic public ophion welcoming the arrival 
of foreign tour is t r ;  
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6 .  AVAIUBILITYANDQUAUTYOFSCHEDULED~TERNATIONAZ 
AIR PAbYLNUkK - 

Keep under continuous review, both at the national level and 
through international consultation (as suggested in Recom- 
mendation No, 1 of the African Air Tramport Conference, 
Addis Ababa, November 1964), all aspactr of African inter- 
national scheduled air services in order to !ensure the 
optimum availability a d  quality of these services. This 
review should cover, in particular, such matters as flight 
frequencies, scheduling, introduction of new services, - 

co-operative arrangements between airlines including co- 
ordination of timetables, and the granting of traffic rights. 

7. SCHEDULED AIR FREIGHT AND MAIL SERVICES 

Foster and plan for the development of scheduled inter- 
national air freight and mail services to, from and within 
Africa at the same time as passenger services since sound 
economic operation requires the parallel growth of all 
three categories of load, 

8. PROMOTION IN OTHER REGIONS OF TOURIST T U V E L  TO 
A 

Take all possible steps, when an adequate infrastructure for 
tourism has been created, to promote the countries of Africa 
as destination areas for tour i~ t s  and sites for international 
conferences, particularly in the main travel originating 
areat3 -- Europe and North ArsLerica. U large numbers of 
tourists are to be attracted to Africa it will be necessary 
(through airline channels, travel agents, tour operators, 
official travel organizations, the press and other media of 
mam communication) to inform the potential tourist of the 
attractions that e x i s t  in various African States, such as: 
novelty, locdl colour, natural beauty, beaches, wild life, 
photography, hunting, fishing and antiquities. 

9, FACILITATIONOFINTERNATIONALAIRTRAVEL 

Take the following action to faciIitate international air travel 
in the African region: 

a) since the development of tourism in Africa depends 
to a very large extent an travel by air, and sinae 
ICPrOrs Annex 9 i d  specifically designed to facili- 
tate the development of air transport, African 
States should make special efforts to  put into 
effect the relevant International Standards and 
Recommended Practices of Annex 9 ;  
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b) in each State, the Gwernnent Aviation Department 
should take the initiative in keeping the governmental 
control authorities, i, e, immigrath, &stoms, 
public heal&, consular (passports/visas) etc., 
continually aware d the problems and should seek 
their co-operation in eliminating them, thereby 
encouraging the development of tourism for the 
benefit of the country as a whole; one of the best 
ways of eliminating these problems is through an 
active and efficient National Facilitation Committee 
(composed of the aviation and non-aviation autor- 
ities involved) with local Airport Facilitation 
Committees (aided by Operators' Commitfees) at 
their international a&p6rts; 

c) African States should co-operate with each other 
so a m  to improve Facilitation in the African region 
and should ensure that Facilitation subjects form 
part of the work programme of any regional civil 
aviation body which may be established in Africa. 
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A P P E N D I C E S  ---- -------- 
APPENDIX 1 

RESOLUTION A15 - 17 : Development of  Lnternational Air Passenger Travel 

WHEREAS there is universal recognition of the importance of accelerated 
development of the air passenger market; 

WHEREAS increased international air travel in the future will largely 
result from the growth of tourism; and 

WHEREAS studies designed to further the development of international 
air tourist travel especially in the developing States would be 
beneficial to Contracting States; 

THE ASSEMBLY RESOLVES that the Council undertake studies with the 
objective of exploring, analyzing and determining measures 
to further the development of international air passenger travel 
These studies should be  conducted on a worldwide basis or by 
regions, with priority given to regiana studies to meet the 
needs of developing nations, in the first instance the region of 
Africa, The studies should consider the relative importance of 
air tourist traffic to the economies of the Contracting States, 
the economic environment for air tourist travel, the relation- 
ship of increased travel to scheduled and non-scheduled carriers 
engaged in the transportation of international air traffic in terms 
of capacity, schedules, traffic flow, fares and costs,  anticipated 
technological developments , and any significant problems or  
obstacles which may be  hindering the development of international 
air tourist travel. In carrying out these studies, the Council 
should, a s  appropriate, consult with Contxacting States, IATA 
and other international organizations, and forward copies of 
the completed studies to these entities for consideration and 
act ion, 
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APPENDIX 2A 

QUESTIONNAIRE 

To: National Administrations of African Statea 

Notes: 1) The following questionnaire, which is designed to  supplement 
and confirm data now on hand in ICAO, deals only with matters 
of an air transport (I .  e, , economic, commercial and adminis - 
trative) nature. Technical or air navigation matters are dealt 
with by ICAOts technical machinery, Non-aviation questions 
related to the development of tourism in Af riea are beifig handled 
by IUOTO in its preliminary survey of African tourism, and later 
by UNCTAD in etudies of tourism in developing countries. 

2) Where appropriate, cross references are given to  the relevant 
parts of the Study of Air Transport in Africs (ICAO Doc 8419 - 
 AT/^ 18) published in July 1964 as basic documentatinn for the 
African Air Transport Conference, Addis Ababa, November 1964, 

QUESTION I: RECOMMENDATIONS OF THE AFRICAN AIR TRANSPORT 
C O N ~ C ; ~ ;  

It d l 1  be recalled that the African Air-Transport Conference held in Addis Ababa 
in November 1964, adopted five recommandations, all of whkh were  directed 
toward the development of air transport in Africa (see Repart of the Conference, 
ICAO Doc 8462-AT/ 7 19). Three d these recommendations called for action by 
African States on air transport matters. Concerning these three, which are listed 
below, please indicate what obstacles to implementation exist, and wbat measures 
might expedite implementation: 

A. Sub-Regional Airlines - Recommendation No, 1 (Doc 8419, paras. 32, 
7T f ) ;  

B. Tourism - Recommendation No, 2 (Doc 8419, paras. 33c, 7 9 - 8 0 ) ;  

C. FacS.litation - Rreommendatipn No. 5 (Doc 8419, paras, 120-136). 

QUESTION 11: OBSTACLES TO THE DEVELOPMENT OF AIR TRAVEL 

What obstacles OP problems hinder the development of air passenger travel to, 
from and within the region of Africa in gkneral and youp country in particular ? 
Do you consider, fox example, that such obstacles or problems exist under some 
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or any of the fallowing headings? (If your reply is in the affirmative, please 
explain your v i e w s  and, if possible, suggest what measures you consider would 
help. ) 

A. Inade uate air services  (Doc 8419, paras, 16, 18, 21-24,  30, 
-56, 1 ,  81-89): 

1) insufficient frequency of service on existing routes (specify 
routes, explain, and suggest possible changes), 

2) lack of connections with potential traffic points both within 
.and outside Africa (specify which points), 

3 )  too many indirect services providing inadequate links between 
points that should have direct connections {specify points, 
explain, and suggest possible meascres), 

4) too few long-haul services offering the possibility of low-cost 
operation with good aircraft utilization (specify points between 
which such services  might be opexated), 

5) insufficient use of modern high-speed aircraft with potentially 
low opexating costs  (specify routes on which such aircraft might 
be  operated with economic utilization rates and load factors), 

6) insufficient offers of inclusive tours on charter flights (suggest 
point5 between which such tours might be operated); 

B, Inadequate facilitation: Incomplete implementation of the Standards 
and Recommended Practices established by ICAO in Annex 9 for the 
facilitation of passengers entering, leaving, and in transit through, 
your country, or other countries in the Region {Doc 8419, paras 120- 
136).  please explain and, i f  possible, suggest remedies, e .  g. : 

1) Does clearance of inbound baggage take too long? If so, is this 
because of slow handling procedures, insufficient staff, or is  
the examination itself too detailed? 

2) I s  checking of passports of inbound passengers caxried out as 
quickly as possible, or should it be speeded up? 

3) HeaIth checks should be performed strictly within the Iimits of 
the International Sanitary Regulations of the World Health 
Organization; is  this the case? 

4) There should be very little examination of outbound passengers 
and baggage; is this the case? 

5) Transit passengers and their baggage should Ix as free as 
possible of all formalities; is this the case? 



C. Insufficient traffic r i  hts: Insufficient traffic rights to permit the + &velopment of noun route structures on which economic operations 
can be conducted (specify the points at which rights are needed) 
(Doc 8419, paras, 32, 33a): 

1) within Africa, 

2) to and from Africa; 

D. Other obstacles: Other obstacles to the development of air passenger 
travel {the problem of air fares is dealt with under Questions III and 
IV) ? 

QUESTION III: FARE REDUCTIONS - NATIONAL ALRLINES - 
For those routes on which the airlines of your State operate or are contemplating 
operation, whether domestic, regional, or Intercontinental; 

A. Need for fare reductiom: Do you consider that air fares should 
be reduced and, if so, on what routes, for what reasons and by 
what percentage S: 1) intercontinental, 2 )  regional, 3 1 domestic 
(Doc 8419, paras, 16, 25-26, 33f, 58-61, 7J i i ,  7 9 - 8 0 ) ;  

B. Types of fare reduction: If reply to A is affirmative, what types 
of fare reductions would you suggest, on what routes and why, e, g. : 

1) lower economy fares, 

2) special excursion faree, 

3) low seasonal fares ,  

4) inclusive tours, 

5) group fares, 

6) other; 

C. Effect of fare reduction on traffic: If reply to A is affirmative, 
what order of traffic increase would YOU exnect to  result from 
such reductions, in other words, what is your estimate of the 
elasticity of demand on such routes: 1 )  intercontinental, 
2) regional, 3) domestic (Doc 8419, paraa. 17, 27,  62-64, 79-80); 

D. Effect of fare reduction on operating margin: If reply to A is 
affirmative, do you consider that such fare reductions would 
reduce the operating margin of your airlines: 1) intercontinental, 
2 )  regional, 3) domestic (Doc 8419, para. 72); 
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E. Fare reduction and subsid : If reply to D is affirmative, would you 
favour somefo rm --d o s u  sldy (suggest how this might be effected) 
(Doc 8413, paras. 26, 32, 33b, 73-78); 

F, Fare reduction and tourist accommodation: If reply to  A is affirmative, 
are the hote ls  and other tourist faci l i t ies ,  existing or planned, in your 
country adequate to meet the increase in tourists that would result from 
the proposed fare reduction {relate to reply to C ) ?  

QUESTION IV: FARE REDUCTIONS - FOREIGH AIRLINES 

W i t h  regard to air services  operated to your State by foreign airl ines ,  African or 
non-African, considering the probable effects on traffic, tourist accommodation 
and airline economics, would you favour fare reductions? If your reply is 
affirmative please explain, taking into account the relevant items under 111. 

QUESTION V: TRAFFIC ESTIMATES AND FORECASTS 

Please give statistics or es t imates  for: 

A. Passenger traffic 1955-65: The number of passengers entering 
and leaving your country during the years  1955 to 1965, or other 
available years  indicating trends: 

1) by air: a) by scheduled service, b) by non-scheduled f l ight ,  

2) by surface transport; 

B. Nature of air passenger travel: The percentage of these passengers 
travelling for: 

1) busine ss  purposes (governmental or private), 

2 )  personal reasons (tourism or other); 

C. Passen e r  traffic 1965-70: The trend in air passenger travel to 
d j r o u r  country from 1965 to  19'70 by scheduled and by non-  
scheduled serv ices ,  assuming ( 1 )  no change in air fares ,  (2)  reduc- 
t ions  in fares (see also Question I11 C) (Doc 8419, paras. 17, 27,  
62-64,  79-80); 

D, Importance of air tourist travel to national economy: The relative 
'importance o f  airtourist traffic to  the economy of your country 
(D& 8419,  para, 80)? 

QUESTION V1: OTHER SUGGESTIONS OR INFORMATION 

Du yo9 have any other suggestions or information,including published studies, 
relevant to the development of air passenger travel to or within the African 
region? 
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QUESTIONNAIRE 

To: National Administ rations of non-African States with airlines ope rating or 
proposing to operate to the African region, 

Notes: 1) The following questionnaire, which i n  designed to supplement 
and confirm data now on hand in ICAO, deals only with matters 
of an air transport (i. e., economic, commercial and adminis- 
trative) nature. Technical or air navigation matters are dealt 
with by ICAOls technical machinery. Non-aviation questions 
related to the development of tourism in Africa are being handled 
by IUOTO in its preliminary survey of African tourism, and later 
by UNGTAD in studies of tourism in developing countries. 

2) Where appropriate, cross references are given to the relevant 
parts of the Study of Air Transport in Africa (ICAO Doc 8419- 
AT/ 7 18) published in July 1964 as basic documentation for the 
African Air Transport Conference, Addis Ababa, November 1964. 

QUESTION I: OBSTACLES TO THE DEVELOPMENT OF AIR PASSENGER - 

What obstacles or problems hinder the development of air passenger travel 
between your country and the African region? DO YOU consider, for example, 
that such obstacles or problems exist under some or any 03 the following 
headings 7 (If your reply ie i n  the affirmative pleaee explain your views and, 
if possible, suggest what measures you consider would help). 

A. Inadequate air services (Doc 8419, paras. 16, 18, 21-24, 30, 
33d,  33f ,  50-56,  71i, 81-89): 

1) insufficient frequency of service on existing routes (specify 
routes, explain, and suggest possible changes), 

2) lack of connections with potential traffic points both within 
and outside Africa (specify which points), 

3 )  too many indirect services providing inadequate linkr between 
points that should have direct connections (specify points, 
explain, and suggest possible measures), 
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A. Inadequate air serv ices  (Contrd) 

4) too few long-haul services offering the possibility of low-cost 
operation with good aircraft utilization (specify points between 
which such services might be operated), 

5 )  insufficient offers of inclusive tours on charter flights (suggest 
points between which such tours might be operated); 

B, Inadequate fa6ilita;Unn; Incomplete implementation of the Standards 
and Recommended Practices established by lCAO in Annex 9 f o r  the 
facilitation of passengers entering, leaving and in transit through, 
countries in the African Region or between your country and the 
African Region (Doc 8419, paras. 120- 136). Please explain and, 
if possible, suggest remedies, e, g. : 

1 )  Does clearance of inbound baggage take too long? If so, is 
this because of slow handling procedures, insufficient staff, or 
is the examination itself too detailed? 

2) Is checking of passports of inbound passengers carried out as 
quickly as  possible, or should it be speeded up? 

3 )  Health checks should be performed stricay within the l imits of 
the International Sanitary Regulations of the World Health 
Organization; is this the case? 

4) There should be very little examination of outbound passengers 
and baggage; is this the case? 

5) Transit passengers and their baggage should be as free as 
possible of all formalities; is this the,case? 

C. Insufficient traffic rights: Insufficient traffic rights to permit the 
development of sound route structures on which economic operations 
can be conducted (specify the points at which rights are needed) 
(Doc 8419, paras. 32 ,  33a):  

1) within Africa, 

2) to and from Africa; 

D, Other obstacles: Other obstacles to the development of air passenger 
travel. {the problem of air fares is dealt with under Question II)?  

QUESTION 11: FARE REDUCTXONS - -- -- 

For those routes to and within A f ~ i c a  on which the airlines of your State opiratc 
or are proposing to operate, 
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A, Need for fare reductions: Do you cmsider that air fares should 
be reducea and, if so, on what routes, for what reasons and by 
what percentages? 

B. Types of fare reduction: If reply to A is affirmative, what types 
of fare reductions would you suggest, on what routes and why, e.g.: 

1) lower economy fares, 

2 )  ppecial excursion fares, 

3 )  low seasonal fares, 

4) inclusive tours, 

5) group fares, 

6 )  other; 

C .  Effect of fare reduction on traffic: If reply to A Is affirmative, 
what order of traffic increase would you expect to result from such 
reductions, in other words, what is your estimate of the elasticity 
of demand on such routes (Doc 8419, paras, I ; ,  27,  62-64, 79 -80 )?  

D, E f f e c t  of fare reduction on operating margin: If reply to  A is 
affirmative. do vou consider that such fare reductions would reduce ---- 

the operati& rnirgin of your airlines: {Doc 8419, para. 7Z)? 

E, Fare reduction and subsidy: If reply to D i s  affirmative, would you 
favour some form of subsidy (suggest how this might be effected) 
(Doc 8419, paras, 26,  32, 33b, 73-78); 

QUESTION 111: TRAFFIC ESTWATES AND FORECASTS 

Please give statistics or estimates for, 

A, Passenger traffic 1955-65: The number of passengers travelling 
between your country and particular African Stater during the years 
195 5 -  1965, or other available years indicating trends: 

1) by air: a) by scheduled service, b) by non-scheduled flight, 

2) by surface transport; 

B, Nature of air passenger travel: The percentage of these passengers 
travelling for: 

1) business purposes (governmental or private), 

2) personal reasons (tourism or other); 
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C ,  Passenger traffic 1965-70: The trend in air passenger travel 

between your country and particular African States from 1965 to 
1970 by scheduled and non-scheduled services, assuming (1) no 
change in air fares, ( 2 )  reductions in air fares (see a lso  Question IIC) 
(Doc 8419, paras. 17, 27, 62-64, 79-80) ,  

QUESTION IV : OTHER -- SUGGESTIONS OR INFORMATION 

Do you have any other suggestions or informat ion, including, published studies, 
relevant to the development of air passenger travel to or within the African 
region? 
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AIRLINES OPERATING SCHEDULED SERVICES TO AFRICA 
L'HOW O T ~  R E c ~ ~ N s  D p 

ICAC ECC1\IOh:ICS AND STATISTICS BRAP:CF: (Decerr~her 1966)  

- 93 - 
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22 

f i r l i n e  1Jme i m d  nbbreviationj 
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Col. 8 

73.8 

77.6 
64.0 
61.2 
60.6 
55.8 
55.5 

19.1 
m.1 
29.6 
49.7 
65.1 

37.5 

C91, 9 

+I 

9 
94 
fa 
8 6  
57 
7B 

5 5  
55 
57 
a 

98 
98 
99 

1W 

M 
80 
82 
86 
6 
93 

ICa 

88 
05 
85 
85 
86 
86 

>m 

90 

% 

6 69.2 

Col. 10 

a 1  
4 
5 

11 

19 
12 

d l  
91 
40 
?l 

70 
69 

3 . 2  
42.5 
45.4 
47.5 
50.1 
52.1 

I .B 
5.5 

10.1 

56 
W 

24 
i5 

1 
1 
1 

0 

16 
18 
l5 
Y 
:j 
i4 

0 

9 

12 
12 
12 
?Z 

:3 

9.0 
n , o  
31.8 
ej.4 
3 . 5  
9 l .4  

7.0 
7.0 

11.3 
1 
1 
u 

0 

3 
2 

: 
2 
9 

0 

? 

: 
2 

75 
73 
71 
72 
n 
75 

6 
'5 
w 6 2  

-7 
912 

910 

1 445 

5 1 
5 9 3  
8 7M 
la 909 
14 593 
1: 251 

10 

7 029 
7 mB 
P 669 
9 622 

10 775 
11 Jld 

: 157 

17 
20 
22 
21 
22 
21 

8 
5 
1 93 

95 
95 
?d 

BO 

45 
45 
44 
4a 
40  
39 

50 

70 
62 
67 
68 
M 
63 

55 

8 
7 
7 

5 
7 

4 

7 
2 
1 

56 934 
77 351 
90 355 

126 425 
1m 878 

1 %  656 
?17 
W2 

62 
57 
5: 

59 
59 

56 

64 
Dl 
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P \SSEUC 6R TRIFFIC Oh' SCHEDULED 5ERVlCES 10.50. l I 6 i  

for African a lr l i sea  

[WTER h A 1 1 0 H h l .  OPERATTOVS 

Pass-ilm ToMs-Kilometre= PedOlPrd 

~ r * * ' - q ~  - . . , . ;v ---p--/>v , - A . , , , . I:-:: krcentrge h s t r l b u t i o n  U e l g n l  
h d  

I 
Y a r  k ~ * n g c r a  7 r e i a t  bil I 

! 
I t w ' ~ o r  thousands d 3 8 n u m b e r  % % 5 til~uswb F 

I 01. 2 0 1 .  cnl. i - C01. 5 ! Coi. 6 1 tole 7 col, 0 car. 9 "1. 10 col. :i ! :n1. i 2  201. :? 
;;;L=,=; ,,p.:x., 7 3  :: z:.?:.-..s,, ' Y ! ?  

I I I 1 

:*n:?>.: .c::c* 1: :A4 2 
,.r;<-, :cu:ncm ??.??egLa fG~. .n . :  .b.wr rl. 
a-3 'ambla ,  as o f  ::i4l ! 

::?clde$ :re:::c ?c? ;I9 ' , . \S,dl,  
;I;.eK :,:?#i'!j p r ?  ,:3 7913~LIA. 
g v r s l d l n r {  ?o=wn:$s a:' !A 1 

For notes sot pge 90 
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PASSENGER TRAFFIC ON SCHEDULED SEP-VLCES 1060-1 965 

tor Afrlcan a l r l h t s  

L 

Cmm OR fsBBImT 

1 

Yeignt 
h a d  

a c t o r  

% 
Col .13  

4:. 
40 
45 
47 
48 
48 

70 

66 
59 
56 
59 
58 
54 

m 

35 
:9 
45 
47 
)B 
77 

45 

70 
62 
67 
68 
68 
63 

50 

W 
51 
45 
45 
44 
47 

50 
50 

74 
66 
45 
31 

- ,> 
5 ! 

usmu , 

, I 
', . 

s r m  L E ~ ~ E  AIBUYS 34/ 

s m a  AIRYABW 

S.U 

. . 
Y I T U A ~ ~  ;: 

SVDAY AIR 

Ant Taco& 

m ~ m &  

WSllAIR 1$1 

mil/ 

u a r m ~  

, m  

k n a  W 

s0mali0 

&u.uth Africa {~epublic of 1 

W a n  

h 

~ m i ~ i a  

United b e b  Republic 

Rmea - MnCh S - U ~  
- 
Wrtupi - ~ n g o h  

! 

INTERNATIONAL OPERATIONS 

9 455 47 1 %  / 1 :1( 9 6 3 6  ( 48 
' - E.om~i$w 

- i c r : ~ ~ m s c  Guinea 

- Go Tor6 

United K i d g d O e  - Be~huenalBnd 

12.3 20.7 

4 53 
4 
1 

40 1 1 1 W 5  Jh  
667 98 1 27.: 66 
6@3 5.5 13.1 96 M: 
a 5  5.3 13.1 96 2 
379 9B I 255 41 E.6 i 16.5 
370 6.8 16.3 9h 4 265 45 

w 

"1960 
*1961 
"1962 
1 W  *lg6' 

19% 

r 4 6 5  

IYbo 
l%l 
1962 
1%3 
1% 
1965 

1~ 

1960 
1961 
1962 
1 5 3  
1461 
1465 

lPBg 

1960 
1961 
1 9 6 2 a  
1963 
14bP 
1965 

1965 

1360 3J/ 
1%1 

DZT.4 

ha 

STA 

~Ecm~J:liW13 I;ATICWG II/ 

r 

? 5% 
+ 3.7 
+ 11.1 
+ 2.2 
4 19.7 
+ 9 . 5  

1%: 1 783 
'196: 663 
'19i2 725 
*1953 I30 do * 1.0 
*I gM 703 265 - 67.0 
*I955 715 270 t 1.9 

1960 131 44 

85.6 
, 4.5 

- Sbuthsm icnoaes~e 

" - S b m z ~ l ~ ~ d  

1%1 
1P62 
1563 
196s 
196: 

45 - 

4.9 12.6 
551 6.7 1 10.7 1 W  2 61 

1~ 4 3: 
44 

14 
67 

numb- 

Cd. 1 
430 
500 

4 535 
4903  
5 ohl 
5 250 

5 460 

61 639 
76 m 
81 U Z  
?4 9% 

' 9 7 7 2 2  
109 421 

- & 055 

16 407 
19 223 
24 651 

'38621 
4 5 5 4 3 .  
46 

Tome-Kllwotres PsrPomed 

432 
4 c3 

1305 

>I7 

1 540 
1 6 3  
1 668 
1 PO9 
2 019 
20Zo  

RqCDiSln?: AIR S 2 W I C S  1954 

Pb4- 
llllowtres 
Pwf& 

Col. 2 
2 Eu 
1885 

n O ~ O  
Ylh)  
26 HID 
n ezo 
1 130 

2% 339 
w 749 
416 425 
494 8 l l  
609- 
W 5W 

- .  15 2 6 -  

29 912 
S 748 

1 
157510 
1G5624 

5Tl 

Availahla 
saat- 

Kilometres 

t h ~ u m d s  

Col.  3 
4 710 
4 710 
51 260 

' 51270 
55 210 
n sro 
2 860 

424 028 
024 

a37 315 
912 4 7 1  

11187691 
1 246 864 
-22.413 

80 375 
9 167 
151 168 
m 3 w  
WIW 
23 587 

155 

iw ~6 
101 763 
931 I'll 
137 251 
IW, 6 3  
157 022 

4 578 

292 076 
497 817 

85 
89 
50 

100 
3 

m 
T8 
85 
85 

1963 189 420 3 1  Y37 87 666 
*w a 538 449 m 1065  747 rz 
1965 m 675 5 3  a0 1 123 368 48 

426 

16U 

26 

>2 
n 

53AZ I  An & 

TCFU - W AFRICW AVUG 

t h f l a d a  

Col.12 
- 2  
170 

2 1co 
2 32U 
2 650 
2 m 

PercaoCsge 
' 
PaasangnA 

'P 
c o l . 9  
93 
94 
93 
9P 
53 
5 

*1w 
-1% 

1460 
1961 
1962 

ICAO ECO!XOPV:ICS 4ND STATISTICS BRAKCH (Decemhtr  I Ybu h r  notes saa pwe 99. 

. 102 - 

1% 

'1965 

Punengar 
faad 
Pactor 

% 

. Col. 4 
45 
40 
45 
47 
4 8  
aa 

9 

55 
53 
52 
54 
% 
52 

66 

37 
39 
40 
47 
7fi 
3 

15 

n 
65 
64 
& 
63 
6a 

50 

A9 
A6 

14 
10 
9 

0 
7 

l3 
20 
11 
12 

+ 2.3 
+ 71.7 
r 18.7 

+ 15.8 

- l.2-I 
+ 74.1 
160.2 

- 2€4 

50 a 2  
&3 

€5 041 
9 856 
9 ~ r n  
105 

2 864 

113 918 

, 3 . 5  
+ 5 4  
+ 15.1 
, lj.5 
., 5 5  

;:8 1 ::d 

% 1 7 Q  4 1 1  
940 244 

1 5 2  . 1  l?? 076 

100 

M 
65 
63 
64 
67 
68 

100 

86 
85 
86 
87 
BB 
86 

lw 
BB 
84 
€5 
85 
& 
86 

% 
93 
91 
m 

Distribution 

b i g h t  

% 
Col.10 

6 
6 
6 
5 
5 

1 W2 
1 693 
1 843 

a 1  
2 0  

6co 
603 

. 70 

71 m 
69 YI? 
R 
90 707 
10l 593 
175 w, 

2 169 
142 722 

1963 4 492 3 258 8 455 36 -. 

10.m 
5 a3 

1 374 
1 198 
2 5 4 4  

31.1 76.4 
33.6 1 E.T 
30.4 B3-3 

3.4 i 7.6 

1m 
103 

86 

103 

. 

- 63.1 

- 15.6 

57 
41 
49 
52 
50 
50 

1 222 

110 

32 

74 
62 

iB.5 

2.5 

31.4 
33.9 
34.2 
99>7 
41.1 
42.6 

1105 lY  1 2 115 2. 
1. 536 012 2 99) 844 
i ~3 610 ! 1 ?K 793 

1 3  
1964 
1% 

mil  

k 
Co1.11 

0 
1 
0 
0 
o 

1 
1 
1 

0 
0 

3 
2 
4 

148 995 t28 466 

8.4 

17.3 
11.8 

45 

45 

@I 

43 
M 

49,7 

5.5 

55.1 
64.8 
69.5 
79.9 
82.6 
e4.9 

5 016 340 
3 424 3B3 
3 605 641 

1 ,W a 5  
1695 693 
1785 377 

o 

2h 
n 
28 
n 
28 
28 

o 

11 
15 
11 
11 
10 
I1 

o 

9 

12 l3 
12 
12 
12 

4 

B 
8 
12 

Pas& 
Percmlltaga 
Chmy 

PyLm 
$ 

Col. 5 

- 1 1 . 9  
+IIP?.P 
+ 4.5 

9.3 
+ 5.0 

5.7 
r14.2 
+ 18.3 
+ 3.7 
+ 6.3 

s 22.9 
+ 63.8 
161.7 

- 32.3 - 16.9 

- 2.4 
10.9 

c 17.2 
+ 92.0 

4.3 

60.1 
+ 46.0 

j B  272 
4~ asf 
56 m 

20 
140 

94 
' 87 
U1 

ios 
1 4 9  

824 

1 W  719 

19.9 

20.3 
21.5 

13 159  G10 
74 21 370 W 

21 4 
75 4 

14 

0 

6 G'70 192 
6 $31 645 
7 1W 73 

A r e r r g *  

E I I O ~ P ~ B  
Flow per 

C01. 6 
4 9Y 
5770  
4 771 
49ls 
5 JN 
5 269 

262 

3 79'3 
4 778 
4779  
5 209 
6 241 
5 57 

565 

1 e 3  
1 912 
2 4al 
4 ' f l B  
2 3 1  
1 8e4 

269 

T81 
825 
910 
54 

103" 
1 030 

764 
1 253 
1 519 
1 753 

8.6 
10.6 

~ ( ~ b ~ ~  of 
Passenper3 

per pircrefr 

n u m b e r  

Col. 7 
15.3 
31.4 
41.9 
4 3.8 
4P.2 
50.6 

11.0 o 

455 
3 Cao 

1 ZM) 
1 310 
2 9.32 

0 

Of 

S"t' 
A " l ~ l e  

per *ireraft 

~ ~ 1 . 8  
78.5 
78.5 
93.2 
99.2 
100.4 
1 0 5 ~ 1  

22.3 140 

45 
47 

65 
95 
42 

3 

z 

49 

5 

10 
8 
9 
1 
5 
4 

o 

3 
2 
7 
2 
2 
I 

O 

3 
3 
3 
7 
1 
2 

2 
1 
L 

36.5 1 66.1 
w.5 llo.? 
59.3 114.9 

116-0 
63.1 121.7 

38 
39 

55 

50 

1 32 
50 583 
€4 678 
70 989 
a m  
84 516 

I 445 

7 260 
7 @do 
6 337 
14 924 
11 428 
9 a 9  

5 

. 6 932 
7 2C% 
8 663 
9 430 
10 419 
10 EMP 

190 

16 673 
2J 723 
16 212 

i7 .2  39.7 

23.7 55.6 
20.7 55.0 
29.1 75.2 
60.5 129.6 
35.4 102.3 
31.3 M.7 

>.5 i 
33.1 
39.9 

53.4 
6L6 

41.1 64.3 
45.2 [ 68.3 
45.1 71.4 
w.3 74.3 

25.5 j 47.1 

z5.9 52.8 i 67.5 
30.5 , 75.2 



WPEPDIx 9 

FZNANCLAL DATA FOR 151 AFRICA3 SGHEDULEb INTERVATIONA& &KCME 1- 

Interaatioaal and Wmeatic Sqhrtluled servicaa 

& 

NOTES: 1. The 1 0  Aixlinta ermleckd are those for whLA financial rtatietica fo: 1965 have been filed with IChO. 

2. 'Phs BourccforColurnns 1, 2and 3 i s  DIgaatofStatistica No. fZ3Financial Datal965,  
Tht m u x c r  tor C o h m s  4 a d  5 i s  Mssh of Stati~tics No. 120, Tralfic 1960 - l q b 5 .  

3. rhr derivation of Gol~~~mrr 6 to 12 i r  indicated at t b t  head of each column. In the case of 
Columns 8 and 10 giving: coats per ceat- and pa~aenger -kilometre Uls method ~f applying 
the over all cost-revenur ratio &o rtvanuea per swat- and passenger -kilonaetr e i a  intended 
onlyta give aroughandication of wit cootatn achedu\cdp+sssnpmr as+acss, W~th the d a ~ a  
available to IGAO there i s  ns more accurate method. 

* Estimated. 

a/ Data exclda the Lxte rcmtinental Europe- Africa s e ~ v i ~ e s  opts xt td  by - 
SABEW {Bclgiuln) Qn behalf ~f N R  CONGO. 

rn 

: -rating Revenues 

Total 
All  Serdcts 

werating Coats 

Total 
Ail  Srrvic** 

* 

Revtnut psr 
~ v a i l a b l e ~ c a i -  

Kilsmetre 
Schedlaled 
Paaaengar 

Available 
khsdulcd 

Seat- 
Kilometre s 

5~heduled 
Fllssnpar 
i%lmstree 

tPc~fwrmed) 

Pabrawar 

% 

1 .* 
R e e  per 
p * & ~ e r -  
-etrc 

Cort per 
Available~s&t- 

Kilamstra 
Airline 

Air  M r i q u ~  

A:.r Congo - a/ 
Air Madagascar 

Central Afpican (CAA) 

Eart African IEAAG) 

Ethiopiam (EAL) 

Royal A i r  Warw 

South africnn (SAA) 

Tllnia Air 

United Arab {UAA) 

L O  African Airlines Average 

Woild Average 

T Q ? ~  C O S ~ B  aa 
Percentage 
~f Revenue 

Par aangrr 
Break- Even 
Lad Factor 

% 

Coat per 
~amacn~* . -  
KUonatra 

U. S. CENTS' , (000's) . (000'3)  ' % 

I 3 + 1 )  

U, S, DOLLAKS (000's) 

I 
Cd, 4 

(6x9) 

CQL 10 

544 

6.3 

4.7 

v + 5 )  

Col, 7 

hid 
4.1 

2*7 

14+51 

Col. 11 

F 4  

66 

9 

62 

%' 

k n  
60 

S7 

67 

48 

9 

56 

Col. 1 

$ 4 1  554 

. P W  

10 A 9  

9702 

23 968 

18 1m 

15 052 

52 362 

CW 

31 591 

223 576 

'3flE'm 

(8i9) 

Gol, I t  

%# 

62 

9 

59 

48 

90 

55 

9 

56 

@ 

?l 

!a 

Col. 5 

1 
16x71 

Col. 8 

~d 
3.9 

2+5 

Go;. 6 

5% 592 ' 99rl $33 : la 

: 
Col. 2 Col, 3 

I 

r 29 545 8 A 1  WJ 

.k?4) 

G k j  
3% 
a 
5 d  

u1556 

la5 097 

a 3  

3s e61 

m w  
2 ~ 3  2s6 

1 l 4  383 

UO 3 9  

564- 

3 5 9  244 

IF 475 O ~ S  

0265 

7 264 

7 028 

17 457 

13 171 

9 Ti2  

40 373 

4 773 

22 e5-P 

159 79e 

7 5 7 8 W  

2 -7 I 2.6 

2.5 2 4  I 

1 ~ 9  a ~ - 7  

23 069 

9 rn 
9 415 

22 62Q 

16 531 

14 153 

49 493 

5 4 2  

W 2Gl 

222 143 

8 472 W 

5-0 1 :: 
& 5 , ~  

2.e 

2.C 

2-9 

1.9 

2 44 

2.1 

159 247 

268 U74 

256% 

7- 247 

676 703 

350 

2 006 TO1 

164 133 

1 laS 915 

6 614 51 

353 m 955 

44 2+6 

1.9 

2-4 

L 8  

2 3 

1.9 

% 

3 

3 

94 

91 

9 

95i 

B2 

96 

35 

90 

4.4 

3 4  

3-5 

3*8 

4.3 

323 
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A P P E N D  -------- 

Economy and Excursion F a r e s  

Selected examples w i t h  base rates, May 1966 

A. Intercont inental  f r o m  Europe 

Scheduled Service 
Distanc 

(km) between 

Europe 

and 

Africa 

Par i s  

London 

Regular  

F a r e  

(US$) 

Econclmy 

Base R a t e  

( b / k m )  

146.20 
494.80 
521.40 
638.40 
670.40 
707.60 
915.10 

205.80 
447,60 
521.40 
675.70 
6 5 4 . 4 0  
712.90 

R e t u r n  F a r e  

Algiers  
Monrovia  
jlbidjan 
Brazzavi l le  
Nairobi  
Dares Salaam 
Maur i t ius  

Rabat 
Dakar 
Lagos 
Addis Ababa 
Brazzaville 
DaresSalaam 

5 . 4 0  
5.06 
5 . 1 3  
5.30 
5 .  1 5  
4.93 
4 . 7 6  

4 . 8 5  
5 .  14 
5. 18 
5.68 
5.13 
4.76 

Fare 

(US$) 

122.90 

- 
- 
- 
- 

126,OO 

- 
- 

1 1,354 
4,890 
5,069 
6,023 
6,496 
7, 164 
9,593 

2, 121 
4,350 
5,038 
5,930 
6 , 3 7 2  
7,494 

3.98 

5 .40  
4 , 8 b  
6 . 2 2  
6.81 
4,65 
5 . 3 0  
4.97 

4.49 
4.65 
4.14 

4.36 
4.21 
4,39 

4.62 
4 . 5 4  
3.74 

644.00 

84.00 
- 

308-00 
- 
- 
- 

310.00 
- 

585.00 

300.00 - 
- 

585.40 
904.40 - 

Rome 

Europe  -- 
Paris 

London 

Rome 

Lowest 

Base  Rate 

( b / k m )  

4.53 - 
- 
- 
- 

2.97 

- - 
+ 

Excurs ion 

Descriptiorl 

Franc area only 

30-day 

3.;1 

4.13 - 
- 

4.40 - 
- 
- 

2.80 - 
3. 13 

2.70 
- 
- 

3 .31  
4.00 - 

Johannesburg 

Tripoli  
Casablanca 
Kano 
Khar toum 
Monrovia 
Mogadiscio 
Lusaka 

Other points 

Mont rea l  
New Delhi  
Mexico City 

New York 
R i o d e J a n e i r o  
Tokyo 

Kingston 
Liina 
Sydney 

90-daylocalsale 

30-day 

30-day 

21-day 

21-day 

21-day 

21-day 
Off s e a s o n  econclmy 

9,1701 728.90 

1,017 
2,086 
3 ,329  
3,494 
5,321 
5 , 7 2 2  
6 , 8 5 2  

5,524 
7 , 7 1 6  
9,194 

5 , 5 4 1  
9,271 
14,666 

8,872 
11,275 
16,731 

109.70 
195.60 
415.00 
457.60 
494.80 
606.50 
681.00 

495.90 
718.20 
761.90 

484.50 
779.00 

1,287.50 

818.90 
1,024.10 
1,250.20 ( 



Economv and Excursion Fares 

Selected examsles with base rates. Mav 1966 

B. Intercont inental  from N e w  York  

I- -- 
R c t u r l l  F a r e  

Scheduled Service 

1 Fare ( ~ a s e    ate 

is taqce Regular  .- Economy 

N e w  York 1 ~ o r t h  Africa 1 

between  and ( b l k m )  

East & South Afric 
Khar toum 4 10.350 

Cai ro  
Tripoli  
Tunis 
Algiers  

9 ,025  
7, 5 10 
7 ,122  
6 ,496  

W e s t  Africa 
Uakar 
Abidjan 
Lagos 
Kano 
Douala 
Kinshasa 

Addis Ababa 
Entebbe 
Nairobi 
Dar e s  Salaam 
Johannesburg 
T anana r ive  

E arcelona 
P r a g u e  
Zagreb  
Moscow 
Athens 

11; 238 
11,995 
12, 177 
12,845 
13,296 
14,440 

I other ooints 1 1 I 

I Tel  Aviv 
K u w a i t  

N e w  Delhi 1 127 90 4.39 
Ca,,utta 1;::;:: I l ~ ~ 8 0 : ~ 0 1  4 . 1 7  
Sydney 23,297 1,718.40 3.68 

Lowest E x c u r s i o n  

Fa re  I ~ a s e  Rate Desc r ip t ion  

28-day, Oct- 
*pr 

I I  

I I 
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Economy and Excursion Fares 

Selec ted  examples with base rates, May 1966 

C .  Regional intra-African 

Scheduled Service 
Distance 
one way 

(km) 

1,822 
2,242 
2 , 6 3 9  
4,456  
6,977 

93 7 
1 ,  172 
2 , 6 0 9  
4, 155 

3 ,439  
3,930 
4,340 
4,338 

668 
1,004 
1,165 
2,522 
3,547 
4,741 

1,833 
2,475 
4 , 7 4 2  

1,621 
2,766 
4,214 
4,293 

626 
1,675 
2 ,288  
4,694 
4 , 9 9 2  

between 

Dakar 

Abidjan 

Lagos 

Nairobi 

Addis Ababa 

Cairo 

Tunis 

and 

Abidjan 
Accra 
Lagos 
Kinshasa 
N a i r o b i  

Bamako 
Conakry 
Brazzaville 
Khartoum 

Tunis 
Cairo  
Addis Ababa 
Nai rob i  

D a r  es Salaam 
Mogadiscio 
Addis Ababa 
Kinshasa 
Cairo 
A c c r a  

D a r  e e  Salaam 
Cairo 
A c c r a  

Khar toum 
Algiers 
Dar e s  Salaam 
A c c r a  

Algiers 
Casablanca 
Cai ro  
Conakry 
Monrovia 

Regular 
Fare 

(US$) 

226.10 
244.80 
276.70 
462.90 
819.30 

123.00 
155.50 
308.40 
457.60 

457.60 
478.80 
569.30 
627.80 

108.40 
117.10 
175.00 
403.00 
446.90 
659.70 

290.00 
367.10 
595.90 

180.20 
290.00 
548.00 
505.40 

58.60 
152.80 
23 1.50 
457.60 
473.50 

R e t u r n  F a r e  

Economy 

Base Rate 

( b / k m )  

6 , 2 0  
5.46 
5.25 
5 . 2 0  
5.88 

6.57 
6.63 
5.92 
5.51 

6.64 
6.10 
6 . 5 6  
7.23 

8.11 
5.83 
7.50 
8.00 
6.30  
6 .96  

7 . 9 1  
7.41 
6.28 

5.56 
5 . 2 5  
6 - 5 0  
5.88 

4.68 
4 . 5 6  
5.06 
4.88 
4.74 

Description 

30-day 

30-day 
60-day 
30-day 

30-day 

30-day 

Fare 

(US$) 

- 
- 
* 

-,* 

- 

- 
- 
- 
- 

- 
- 
- 

490.00 

68.60 
9 9 - 5 4  
115.50 

- 
352.80 - 

190.80 
- 
- 

- 
- 
- 
- 

- 
- 
- 
- 
* 

Lowest Excursion 

Base Rate 

(b/km) 

- 
- 

- 
- 

- 
- 
- 
- 

- 
- 
- 

5.65 

5, 13 
4.97 
4.95 - 
4-97 

* 

5.20 

- 

- 
- 
* 

- 

- 
- 
- 
- 
- 



A P P E N D I X  1 0  LContid) -- ------ ----- 
Economy and Excursion Fares 

Regional intra-European 

Scheduled Service 

R e t u r n  F a r e  

between 

Madrid 

Frankfurt 

Stockholm 

Copenhagen 

Distance 
one way 

(km) 

1,011 
1,045 
1 , 3 4 6  

367 
644 

2 ,020  

1,201 
1,793 
3,011 

62 5 
7 63 

1, 1 5 1  

- 

and 

Geneva 
Paris 
Rome 

Amsterdam 
London 
Athens 

W a r s a w  
Dublin 
Lisbon 

Prague 
Brussels 
Milan 

Regular Economy Lowest  Excu r s ion  

F a r e  

(US$) 

111,bO 
119.60 
125.10 

41.30 
90.50 

242.50 

166.10 
210.60 
328.40 

114.00 
112.30 
169.90 

F a r e  

(US$) 

- 
100.70 

99.20 

3 2 . 5 0  - 
191.50 

- 
278,20 

- 
- 

116.50 

Base Rate 

5 . 5 2  
5 . 7 2  
4.65 

5 . 6 2  
7.02 
6.00 

6 .92  
5 . 8 7  
5.45 

9. I2 
7 . 3 5  
7,39 

Base Rate 

(F/km) 

4.82 
3.68 

4.43 - 
4,74 

- 
- 

4.62 

- 
- 

5,06 

Description - 

30-day, Nov-Mar 
23-day, N o v - M a r  

30-day 

30-day 

30-day 

30- day 
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SEASONAL VARIATIONS IN SUB-R EGIONS OF AFRICA 

A v e r a g e  percentages of passengers monthly embarked on and d~sembarked f rom ~nltrnationat 
scheduled and  non-scheduled air services  at 40 African a irports*  grouped in 4 sub-regions 

for the period 1962-1965, 
compared r , i t h  corresponding percentages for 4 ajrportt in other parts  of the world 

presenijng some geographic >lrni lar~t ier  

(Source: XCAO Airport h ~ f f i c  Digests) 

Percentage of Percentage of 
t o t a l  t ra f f i c  NORTHERN SUB-REGION total traffic 

for the year far the year 
JAN FEB MAR APR MAY JUN JUL AW SEP OCT 

12 

11 

10 

9 

8 

7 

6 

5 

4 

Percentage of Percentage o f  
total traff ic  WESTERN SUB - R EGION total traffic 
for the year for the year 

JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NOV DEC 
12 

11 

10 

9 

8 

7 

6 

Percentage of Percentage o f  
total trLffic EASTERN SUB-REGION total traff ic  
for the year for the year 

J FEB MAR APR MAY JUN J U L  AUG SEP OCT NOV DEC 

Percentage of Percentage o f  
total  traff ic  SOUTHERN SUB -REGION total t ra f f l c  
for the year f o r  the year 

JAN FEB MAR APR HAY JUN JUL AVt SEP OCT WV DEC 
12 ! 

-- . -- 12 

, r  1 - -- . '..- -- 
I 

11 

10 .d 

- SOUTHERN SUB-REGION . 7 - -- -- AUSTRALIA  [SYDNEY) 
- b 

-u Selected airports f o r  which monthly data covering at l+:ast a fu l l  year  are available 
{see l isting under each sub-region at Appendix 1 1 ) .  
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APPENDIX 13  

AVERAGE SEASONAL VARlilTIONS AT MDIVIDUAL AFRICAN AIRPORTS 

Average numbcrr of parsenlers  embarked on and disembarked from isttrnational 
rchsduled air rervices  during each month of a four-year period (1 962-1965), 

and months of accurrencu of mean maxima and minima of temperature 
&ad precipitation. at  .elected airport#* 

(Sources: IChO Af  rport Traffic Digests, and 
U5 Weather Bureau's "World Weather kcwds") 

D i a g r a m  1 

Number of A I R P a T S  M NORTHERN SUB -REGION Number Of 
passengers passengars 

JAN FEB H M  APR MY JUN JUL RVG SEP OET NOV DH: 

7 0  000 70 000 

60 000 60 000 

50 000 50 000 

40 000 40 000 
r-_t-v I I I I I I 

. - -. . . . 

passengers prrsnptrs 
JAN FEB MAR APR MAY JUN JUL AUG SEP OCT NDV DEC 

50 0 0  

40 000 

30 000 

20 000 

Numbtr of W e r  of 
passengers passengers 

JAN FEB MAR APR MAY JUN JUL AUC SEP OCT M V  DEC 

25 000 25 000 

15 000 15 000 

5 COO 

Prec rprtnt  ion 

LEGENlr MAXIMA M I N I M A  

* See list at Appendix I I ,  C e t t a h  airports h c l u d t d  In that appendix have been omitted in the 
diagrams because climatological data were not readily available or paesenger t r a f f ~ c  data 
on dornestl; services could not be separated from those on international services .  

- 113 - 



APPENDIX 1 3  (Contrd) 

AYERAGE SEASONAL VARIATIONS A T  INDIVIDUAL A F R ~ C A N  ADPORTS 

Nunbsr of AIRPORTS IN WESTZRN SUB-REGION Number of  
pas sengsrs pas$ungtrs 

JAN FEB MRR APR MAY JUN JUL AM SEP KT NOV DEC 

Nmhr of Number of  
passengers passengers 

JAN FEB MRR APR MAY JUN JUL A N  SEP OCT NOV DEC 
12 000 

11 000 

10 000 

9 000 

8 om 
7 000 

6 000 

-1 5 oou 

Nuaber o f  Nunbsr o f  
paasengen passengers 

JM FEB ~ A R  APR MY JUN JUL AUC SEP OCT EalV DEC 

- 2 300 

Number of Nuarbcr of 
passengers passengers 

APR HAY JUN JUL AVG SEP 1 WV 0 g  
7- 

- .- 

A- -- 

4 

r 



APPENDIX 13 (Contrd) 

AVERAGE SEA-AL VARIATIONS AT MDrYlDUbL AFRICAN =PORTS 

B i a g r a m  3 

Flrbor of m W R T S  IN EASTERN SUB-REG%- Huabtr o f  
plrsmaem passengers 

J A N F E I M r n W Y J l l l l J U L W s a  m r v  DEX 

20 000 20 000 

15 000 15 000 

#rkr  of Nmbcr of 
P ~ ~ a g C ~  passengers 

JMI FEI llllR W t  I U Y  JIM JUL AW SET OCT lSOY DEC 
7 UOO 7 000 

6000 6 000 

5 lm 5 000 

4 000 4 000 

3 ow 3 000 

' F q m 7 t u  

plrsrenlcn passengers 
J M  F6s APR M Y  JM JUL AM SEP OCr W DEE 

4 (10(1 

I)AR - ES-SALMM 

t - -  -- .-- 

so00 -- . -- - 3 000 

- 

2 000 I 2 000 

CE GEHO M A X I M  M l H I W  

TEMPERATURE 

PRECIPlTATION 



AYERAGE SEASOWAL VARYrTIONS AT INDIVIDUAL AFRICAN AIRPORTS 

D i a g r a m  4 

hmber of AlElPO-M SOUTHERN SUB-RECZON Number of 
passenge?~ p % s % ~ x s  

Huabtr of Number of 
passengers passengers 

JAN FEB MPR RPR M Y  JUN JUt AUC SEP OCT WV OK 

20 000 

15 Ocio 

10 000 

Nmber of lvumber of  
~SsmgbFS 

JAM FED WR 4PR MAT JJN JUL Alw; SEP OCT NOV D K  
P = s * w =  

1 SO0 1 500 

I OOU 1 000 

LEGEND MAXIMA HIM I HP. 

TEMPERATURE 

-- 



APPENDIX 14 

TRAFFIC FLOW DATA 

1960 and 1965 

Scheduled S e r v i c e s  - International Operations t o  and within Africa 

by African and non- African carriers 

GENERALNOTE 

Sources 

These estimates have been prepared on the bas is  of data contained in the ICAO Digests 
of Statistics - Traffic Flow, for March 1960 and March 1965. When the data concerning 
an airline were not available for these months but for September oi the same or the pre- 
ceding year, o r  in exceptional cases  for March of the preceding year, the relevant Digests 
have been used.  When no data was available in any of these Digests, the ABC World Air- 
ways Guides for March 1960 and March 1965 have been utilized. 

Nature of the data 

This chart covers only certain components of the traffic flow on international flight 
stages of scheduled services to and within Africa, i. e .  the number of airlines operating 
on each s tage ,  the flight frequency, the passenger sea ts  available, the revenue passen- 
g e r s  carried and the passenger load factor. Data on domestic flight stages in Africa have 
also been included when such stages form an integral part of an international service (e. g. 
p d d i s  Ababa - Asrnara a s  part of an Addis Ababa - Asmara - Cairo service). 

A stage of service consists only of non- stop flights. Therefore a "direct" flight from 
Cairo to Tunis via Tripoli is not shown as Cairo - Tunis but as Cairo - Tripoli and Tripoli 
- Tunis. Non-stop flights between each African city and points outside Africa have been 
grouped together as one stage of service b y  region (e.  g, Dakar - Europe; Dakar - South 
America; and Dakar - N o r t h  America). 

Data shown for every pair  of cities include operations in both direct ions.  Therefore 
the s a m e  figures appear twice ,  .first under the city l i s t e d  f irst  in the alphabetical order 
and second under the other city of the pair  (e .  g .  first against  ABIDJAN - Accra and later 
against ACCRA - Abidjan). 

The traff ic  carried on every stage of service includes passengers embarked and dis -  
embarked at each terminal as w e l l  as passengers who continued their air  journey in the 
same aircraft with which they arrived, Therefore the total traffic shown for any given 
city in this chart where transit passengers are counted twice may not be readily compar- 
able to the figure contained for the same city in the ICAO Airport Traffic Digests where 
transit passengers are counted once. 

(Continued on next page) 
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APPENDIX 14 (Contl d) 

Methods of estimation 

The flight frequency on each stage of service has  been obtained by converting into 
weekly figures the total number of scheduled flights performed by a l l  airlines in each 
direction during a sample month. Additional f l ights  operated during peak periods have 
not been included. Therefore the data concerning flight frequencies represent the 
minimum number of round-trips operated each week throughout t he  year  between the 
two cities under consideration. 

The data available on the  capacity offered and the traffic carried by all airl ines in 
each direction of aflight stage during a sample month have been added together and 
projected into yearly totals after adjustment to take account of the seasonal variations. 
When the ABC W o r l d  Airways Guide had to be used, several judgement factors w e r e  
applied to estimate the yearly capacity and traffic corresponding to the f l igh t  frequency 
and type of a i rcraf t  indicated in the Guide. Therefore the data shown under "passenger 
seats availableu and "revenue passengers carried", although they have not been rounded 
of f ,  always represent approximate f igures  for a full year,  

Comparability of the data 

In view of the sources used and the methods of estimation available, the overall 
accuracy  of the figures cannot be claimed and a margin of error  of plus or minus 15 per  
cent must be accepted. This applies particularly to the y e a r  1960 because a substantial - 
number of operations which were reported on as  international in 1965 by newly indepen- 
dent States had been considered as domestic in 1960 by the States responsible for the 
terr i tor ies  in which t hese  operations were performed. Therefore these operations had 
been omitted from the 1960 Traffic Flow Digests and a greater degree of estimation was 
required for that year to include them in this chart and allow comparison with 1965.  

Subject to these reservations, the figures contained in this chart a r e  generally 
realistic and should be valuable for purposes of comparison. The reader is requested 
to consult the footnotes on page for explanations of apparent  discrepancies o r  s ignif i -  
cant changes in particular stages of service. 



TRAFFIC FLOW DATA 

1960 and 1965 

Scheduled S c r v r c r a  - International Operations t o  and wthrn N r i c a  

by Afr,can and non-Mr~can carriers 

NUMBER OF FLIGHT PASSENGER REVENUE 
AIRLINES FREQUENCY SEATS PASSENGERS WAD 

STAGES OF SERVICE operating (round-trips AVAILABLE CARRIED FACTOR 
(non-stop fI1ght8 between the between p e r  week] (yearly total for (yearly total for k 

iollow~ng pointm) these points both d irec t~ tns )  both drrectrons) 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

ABERCORN M b ~ y a  I I 2 ,  064 884 - 4 3 -  
[Zamb~a) Ndola a I 1 2 , 2 5 6  1,OO 1 - 44 - 

Total 4 , 3 2 0  1 .885 

ABIDJAN Accra 5 7 5 10 22 392 66 144 10 798 34 099 48 52 
(Ivory Coast) Bamako 2 I 3 I 24 128 i 400 I 8  096 1 391 7 5  58 

Bobo Di.,ulaaso I 1 1 1 8 0 0 8  0 0 4 8  4 8 0 4  4 3 1 6  60  71 
Bouake I 2 7 .  840 4 704 - 60 
Conakry 2 2 2 3 11 960 29 544 7 774 12 337 65 4 Z  

Cotonou 2 2 2 2 12 128 18 240 7 5 1 9  1 0 8 2 9  62 59 
Dakar 2 1 3 i I 8 2 0 0  1 3 6 0 6  1 2 7 4 0  7 6 9 6  7 0 .  57 
Douala 1 1 I 114 3 920 720 2 352 13 60 2 
Kumasi 1 1 - 2 688 - 1 742 - 65 
Lome 2 1 3 I t 2  24 128 2 880 13 273 2 652 55 92 

Monrovia 3 8 3 10 12 896 83 148 10 319 36 719 80 44 
Niamey I 2 I 2 5 720 2 7  a40 3 718 10 634 65 38 

EUROPE 1 112 - 4 004 3 003 - 7 5  -- -- 
Total 1 5 5 3 2 4  2 5 3 2 6 0  99 097 122 428 

ACCRA Abidjan 5 7 5 10 22 392 66 144 1 0 7 9 8  3 4 0 9 9  43 52 ' 

(Ghana) Conakry I 1 - 9 0 4 8  - 3 890 - 4 3  
Cotonou I 1 - 7  200 ' - 5 418 - 75 
Douala I I - 9 0 7 2  - 1 7 5 5  - 19 
Freetown 2 I 2 I 1 1  648  5 376 4 0 4 5  L 2 2 3  35 41 

Kano 1 I 2 I t 2  10 BOO .2 808 b 877 195 64 7 
Kinshasa 1 I 6 L3L 5 616 - 92 
Kumask 2 3 - 8 448 - 5 5 i 5  - 65 
Lagos 3 11 13 27 33 988 204 552  2 5  065 92 475 74 45 
Lome 1 2 2 3 8 240 1 1  184 5 356 9 568 6 5  86 

Monrovia 1 3 3 4 13  752 32 760 9 464 20 735 69 6 3  
Ouagadougou 1 - 1 /2 - 3 744  598 - 16 
Tripoli I I 1 11.2 9 360 5 318 5 148 1 078  55 20 

EUROPE 1 3 1 6 9 360 65 am 5 1 4 8  2 7 5 4 7  . 5 5  42 -- -- 
Total 125 672 430 668 77 517 205 107 

ADDIS ABABA Asmara I 1 5 7 33 552 75 816 17 610 36 491 5 3  48 
(Ethiopia) C a ~ r o  1 I - 10 080 - 6 7 7 3  6 7 ,  

Dire Dawa 1 2 8 8 25 248 39 732 11 973 l e  824 47 47 
Khartoum 1 5 2 7 8 784 7 0  896 3 1 3 3  1 5 7 3 1  36 22  
Nairobi I 4 2 7 12 636 63 756 6 279 36 248 50 57 -- -- 

Total 8 0  220 260,280 39.195 114,0b7 

AIOUAV Nioro I I 1 I 4 1.20 3 000 1 442 754 35 25 
(Mauritania) Nouakchott a I 1 4 120 1 442 - 35 -- -- 

Total 8 240 3 000 L 884 7 54 

S e t  GENERAL NOTE on page 117 mad f o o b t c r  on p g e  136. 

m 



APPENDIX 14 (Cont'd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AfRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

1960 1965 1460 1965 1960 1965 1960 1965 1960 1965 

ALBERTVILLE Btrjumbura 1 1 1 1 L 912 L 912 1 310 1 310 4 5  45 
[Democratic Luburnbaohi ' I 1 2 912 1 456 - 50  

Republic of -- -- 
Congo) Total 5 8 2 4  2912 2 7 6 6  1 3 1 0  

ALEXANDRLA Cairo L 1 3 2 8 4 2 4  6 9 1 2  3 731 2 Oh7 44 30 
( U . A . R , )  EUROPE 2 1 6 2 24 264 6 91.2 8 372 1 095 35 59 

MIDDLE E A S T I A S L A '  1 I 2 912 I I64 - 4 0  -- -- 
Total 3 5 6 0 0  1 3 6 2 4  1 3 2 6 7  616.2 

ALeER Annaba Z I 8 I 43 224 5 720 28 327 2 288 66 40 
(Algeria) Bamako 1 1 - 9 048 - 3 1 6 6  35 

Casablanca L i - 7 392 - 5 7 4 6  - 78 
Or an 2 1 5 1 34 212 8 064 27 813 2 379 81 30 

Rabat 1 1 - 9 048 - 2 939 - 32 

Tripoli  1 3 - 2b 208 - 8 086 - 31 
Tunis I 4 1 7  b 564 54 240 2 936 L7 790 4 5  33 

EUROPE 4 4 83  57 606 896 421 3.58 460 720 330 851 7 6  79 -- -- 
Total 690 896 541 088 519 S t 8  373 245 

ANNABA ' Alger  2 1 8 1 43 224 5 720 2 8  327  2 288 66 40 
ex- Bans skikda2 2 t 1 69 264 5 5  409 - 80 
(Algeria) Tunis 2 1 8 1 43 056 5 720 1 5 9 5 1  ZOO2 37 35 

EUROPE 2 Z 12 5 88 192 37 500 64 656 29 393 73 78 --- -- 
Total 2 4 3 7 3 6  4 8 9 4 0  t 4 4 3 4 1  3 3 6 8 3  

ASMAR A Addis Ababa 1 I 5 1 33 552 75 816 17 810 36 1 9 1  53 48 
(Ethiopia) Arsab I 1 3 3 9 1 0 8  7 T ~ 8  3 146 o 899 35 38 

Cairo I 1 3 7 15 684  7 5  816 9 659 31 512 5c 42 
Kasse la  I I - 4 160 - 1 3 7 i  - 33 
Khartoum 4 4 10 4 29 428 21 284 8 9 ~ 6  7 573 30 36 -.- 
Port Sudan 1 I 1 I 7 1 6 4  4 5 7 6  1 3 1 3  1 833 i d  40 
Wadi Half* ' I 1/4 - 1 560 1 313 - d4 

MIDDLE EASTIASIA 5 3 11 5 2 7 8 8 4  1 7 8 8 4  IL 799 9 085 46 51  -- -- 
Total 1.27 380 207 i64 5 4 9 6 6  9 0 7 6 ~  

A S A B  Aamara I t 3 3 9 108 7 728 3 144 2 899 35 38 
(Ethiepia) Dire Dawa 1 I 2 I 4 860 2 680 1 Z22 8 3 ~  i5 31 

Djibouti I I 3 2 6 648 S 712 1 001 7 9 3  15 I 4  

MIDDLE EASTIASIA I I 3 2 I I 623 4 704 1 664 1 651  14 35 -- -- 
Total 32 i 4 4  LO 8 3 . ~  7 033 b 175 

BAMAKO Abidjan 2 1 3 1 24 128 L 400 18 0 9 6  1 391 75 5 8  
(Mali) Algtr  I 1 - 9 048 - 3 166 - 35 

Bobo Dloulaoro 1 1 2 I 7 640 5 7 6 0  4 202  3 04i 55 5 3  
Casablanca 1 1 - 9 072 - 5 Z i b  - 58 
Conakry 2 - L l  448 - 4 716 - q ]  

I Dakar 3 3 3 li 360 ~i 8 7 ~  8 6 5 ~  1 3 0 J 3  70 4 4  
Kankan 1 1 1 I 4 li0 L 704 1 64d 1 594 4 0  40 
Monrovia 1 1 - 9 072 - 4 407 - qq 
Mopti 1 1 I 3 9 2 0  4608 L 744 4 381 70 95 
N i o t o  1 1 I L 4 120 3 000 1 648 c 850 40 95 
Uuagadnu~ou 2 2 - 9 7 9 ~  - 1 3 5 5  - 44 
Rabat I - 11.2 - 3 744 4i9 - I I 

EUROPE i 2 3 3 24 1 ~ 8  17 568 16 890 10 985 70 e3 -- -- 
Tatal 8 0 4 1 b  111088 5 3  880 5 6  075 

See GENERAL NOTE on page 117 and footnorts on  page 136. 
4 4 



TRAFFIC F L U W  DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 

STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRlED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

BANGUI' Berberat~ I 1 2 1 7 250 3 264 2 537 1 876 3 5  61 

(Central Afr ican Bouar 1 1 2 1 8 240 7 464 3 7 0 8  3 2 1 1  45 43 

Republic) Br azaaville 2 Z b 4 36 944 20 064 I 6  624 8 060 45 40 

Douala 1 I I 114 4 120 816 1 236 130 30 Lb 

Fort Archambault 2 I 2 Z 6 900 6 888 2 760 2 262 40 33 
Fort Lamy 2 2 4 5 28 704 ~4 108 15 350 11 804 5 5  49 
~ ' ~ a o u n d e r e ~  I 1 4 1iO 2 266 - 5 5  
Yaounde I I - 6 300 - 1 456 - 23 -- -- 

Total 96 278 69 904 44,981 28 899 

0 AT A Santa Isabel 1 1 5 7 1 l 040 14 904 6 253  8 697 57 58 
( R i o  Muni)  

EUROPE 1  I L Z 7 392 13 128 5 750 7 397 77 56 -- -- 
Total 1 8 4 3 2  2 8 0 3 2  1 1 9 7 3  1 6 0 9 4  

BATHURST Conakry 1 1 1 I 2 9 1 2  6 0 0 0  1 630 3 640 56 61 
(Gambia) Dakar 2 2 2 2 5 5 0 4  9 4 5 6  1 511  3 861 27 41 

Freetown 3 2 3 2 L3 856  8 832 3 936 4 953 28 56 

EUROPE 2 I 2 1 1 1  648 5 376 5 064 2 444 43  4 5  -- -- 
Total 33 920 29 661 12 141 14 898 

BATOURI Berberatl I - 112 - 1 632 3 b l  - 22 
(Carnerounl Bouar 1 1 I 112 3 510 1  632 1 071 182 30 11 

Yaounde I 1 I 1 3 570 3 264 8 92 845 25 Zb -- -- 
Total 7 1 4 0  6 5 2 8  1 9 6 3  1 3 9 1  , ,  

BEIRA Blanryre 3 3 - 8 072 - 2 200 - 27 
3p . - (Mozambique) LourenFv  Marqm#n  9 1 L 2 592 1 001 

Mozambique 1 1 2 436 1 I 7 0  - 18 , _ .- I 
Salisbut y 2 2 3 5 6 648 15 936 3 289 9 6 ' i O  49 r60;, -- -- 

Tmal 11 676 24 a08 5 460 I 1  820 

BENGHAZI Cairo 1 1 3 4 12 024 35 280 8 5 ' U  S1827 71 bZ 
(Libya) Entebbe 1 1 - 6 720 - 4303 - 64 

Khartoum 2 1 2 I 11 512 10 740 5 5 6 1  1 0 3 0  48 38 
Nairobi 1 - 4 - 26 688 - 9 295 - 35 
Tripoli 3 5 9 19 40 356 148 536 25 623 74 808 63 SO 
Wad) Halfa ' 3 4 22 080 18 614 - 84 

EUROPE 4 2 6 8 3 3 5 9 2  5 7 4 3 2  2 3  417 27 781 70 48 -- -- 
Total 119 564 285 396 81 743 142 044 

BERBERA B u l a 0  1 1 - 2 376 - 1 014 - 43 
(Somalia) MIDDLE GASTtASlA 1 1 2 Z 4 920 4 920 2 952 3 653 60 74 -- -- 

Total 4 920 7  296 2 952 4 667 

BERBERATI Bangui 1 1 2 I 7 250 3 264 2 5 3 7  I376 35 61 
(Central African Batouri I - 112 - 1 632 364 - 22 

Republic) B o u u  1 1 2 2 7 250 6 528 2 175 2 288 30 35 
Douela 1 - 112 - 1 632 169 - 10 -- -- 

Total 14 500 13 056 1 7 1 5 .  4 7 9 7  

BISSAU Dakar I 2 2 912 1 748 - 60 - ,  

(Portuguese Sal 1 I - 4 860 - 2 418 + 50 
Guinea) 

EUROPE I I - 1 860 - 2 613 - 54 -- -- 
Total 2 9 1 2  9 7 2 0  1 7 4 8  5 0 3 1  

see GENERAL NOTE I;" page 117 and footnote* on psge 136. 
.. 

r.  
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TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE ADLINES FREQUENCY AVAILABLE CARRIED FACTOR 

1960 1965 1960 1965 lS60 1965 l9bn 1 ~ 6 5  I ~ C O  1965 

BLANTYRE & m a  3 3 - 8 072 - 2 t o o  - L7  
(Malawi) Dar-0s-Salaam 1 3 2 5 8 844 24 256 6 2 i 7  16 317 70 67 

Lilongwe Z - 2 - 4 368 - L 1 8 4  - 50 
Salisbury , I 4 2 12 9 072 5 4  400 4 992 28 809 55 53 -- -- 

Total 17 916 91 096 11 219 49 510 

BOB0 DIOULASSO Abidjan 1 1 I 1 8 008 b 048 4 804 4 316 60 71 
(Upper Volta) Bamako L 1 2 1 7 6 4 0  5 7 6 0  4 20.2 3 042 55 53 

Bouake ' 1 1 3 920 1 960 - 50 
Mopti ' I 1 3 920 1 960 - 50 
Ouagadougou 2 2 3 2 15 848 t 1 808 8 7 1 6  8 5 1 5  55 72 -- -- 

Total 3 9 3 3 6  2 3 6 2 4  21 6 4 ~  15 873 

BOUAKE Abid~an I 2 7 840 4 704 - 60 
(Ivory Coast) Bobo Dtoulaseo 1 1 3 920 1 960 - 50 

Ouagadougou 1 1 3 9.20 1 960 - 50 - - -- 
Total 15 680 8 6 i 4  

BOUAU Bangui I 1 2 2 8 240 7 464 3 7 0 8  3 2 1 1  4 5  4 3  
(Central African Batour1 I 1 1 1/2 3 5 7 0  1 6 3 2  1 071 182 30 l i  

Republic) B e t b r a t i  I 1 2 2 7 2 5 0  6 5 2 8  2 I t5  2 288 30 35 
Douala L 1 2 1 7 350 3 672 3 670  1 755 50 48 
For t  Lamy 1 - 114 528 507 - 96 

Yaounde I 1 1 1 4 660 2 040 1 871 9 40 47 -- -- 
Total 3 1  090 18 600 12 496 8 905 

BRAZZAVILLE ' Bangus 2 2 b 4 36 944 20 Oh4 1 6 6 2 4  8 0 6 0  45 40 
(Republic of Douala 2 3 L 3 14 352 31 992 6 458 6 604 45 21 
the C o n ~ o )  Fort ~ a r n ~ "  1 114 . - 1 428 1 170 - 82 

Johannesburg 1 1 Z L 1 0 8 0 0  I 2 5 2 8  7 150 b 877 66 55 
Kana I I 2 L 1 2 0 9 6  I 2 5 2 8  7 553 7 364 62 59 

Llbrev~l l t  2 I 3 2 14 352 15 696 6 458 5 382 45 34 
Livlnprone ' 1 1 6 480 3 315 - 51 
Luanda 1 I 2 I B 112 4 320 3 245 1 053 40 24 
Pointe Noire I L Z 2 5 024 9 468 1 147 1 547 30 16 
Port Gsntil 1 L I 1 8 1 1 2  5 7 6 0  2 433 1 391 30 24 

Salisbury 1 1 1 1 5 316 li 480 3 081 4 147 58 33 
Tripola a L I 12  - 3 31.2 1 482 - 45 

EUROPE 2 1 2 1 I S 1 6 8  1 2 4 8 0  8 342 5 863 55 47 -- -- 
Total 142 296 k3f 316 69 058 48 308 

BUJUMBURA Aibertvi l le I 1 1 1 2912 2 9 1 . 2  1 310 1 310 45 45 
ax-U sumbura Bukavu I 1 11 14 32 032 40 768 1 4 4 1 4  I 6 3 0 6  45 40 
(Burundi] Cblro 1 1 - 7 560 - 5 304 - 70 

Entebbe 1 1 1 2  3 240 I 2  480 2 8 6 0  5 6 1 6  88 45  
G o m a  1 1 1 114 5 720 660 I 716 156 30 24 

K ~ g a l i  1 I I Z 2 9 1 2  5824 1 310 2 620 45 45 
Kinshasa 1 - l / 2  - 2 460 494 - 20 
Ktmangani ' 1 2 13 824 9 802 - 71 
Lubumba shi 1  .? 2 2 1 3 7 5 4  1 1 7 8 8  8 008 5 686 58 48 -- -- 

Total 74 394 84.452 39 420 37 492 

BUKAVU Bujumbura 1 i 1 1  14 32 032 40 768 I 4  414 16 306 45 40 
(Dernocrat~c Kigali I 1 I 1 2 912 2 912 1 1 6 4  1 1 6 4  40 4 0  

Republic of -- -- 
Congo) Total 3 4  944 4 3  660 1 5 5 7 8  1 7 1 7 0  

See GENERAL NOTE on page 1 17 and footnotes on page 136. 



APPENDIX 14 IConttd) 

TRAFFIC FLOW DATA 

NUMBER OF W E E K L Y  SEATS PASSENGERS LOAD 
STAGES OF SERVICE AlRWNES FREQUENCY AVAILABLE CARRIED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

BUKOBA Entebbe 1 1 4 5 3 3 2 8  4 1 6 0  2 163 2 704 65 65 
(Tanzania] Mwanzp 1 I 3 5 2 4 9 6  4 1 6 0  L 746 i 060 7 0  50 -- -- 

Total 5 824 8 320 3 9 0 9  4 7 8 4  

BULAWAYO Johannesburg 2 2 7 6 3 3 2 8 8  9 1 8 5 2  i0 202 25 909 61 77 
(Rhodea~a) Llvlngstone 2 4 - 18 928 - 9 464 - 50 -- -- 

Total 33288 5 2 7 8 0  2 0  Lo.? 3 5  373 

BURAO Berbera 1 1 - i 376 - 1 014 - 43 
ISomalla) MIDDLE EASTIASLA - 1 1 - L 040 949 - 47 -- -- 

Total - 4 416 - 1 963 

CABINDA Polnre Notrr 1 1 1 1 2 9 1 2  4 1 6 0  1 892 2 704 65 65 
(Angola) San Antenro Da Zaire I, 1 2 P I 2  1 892 - 65 -- -- 

Total 5 8 2 4  4 1 6 0  3 704 2 704 

CAIRO Addle Ababa 1 1 - I 0  080 - 6 7 7 3  - 67 
(U A. R .  ) Alexandr l a  I 1 3 2 8 424 6 912 3 7 3 1  Z O b ?  44 30 

Aemara 1 J 3 7 18684 7 5 8 1 6  9 6 5 9  3 1 5 1 2  52 42 
Benghazi I 1 3 4 12 024 35 280 8 528 2 1  827 7 1 62 
Bujumbura 1 I - 7 560 - 5 304 - 70  

Djibouti ' 1 1 8 OOa 3 924 - 49 
Entsbb. I 1 - li 560 - 8 2 3 9  - 71 
Kano 2 3 - 25 6 3 2  - 1 3  533 - 53 
Khartaum 5 5 9 9 47 200 76 752 11 998 27 031 25 35 
Klranpsni ' 1 2 14 304 LO 400 - 73 

Nalrob~ I 3 1 3 10 708 35 304 6 470 24 076 79  68 
Port Sudan 2 1 2 1 10 Of6 4 160 z a35 1 872 22 45 
TrIpol l  1 L - 1 3  440 - 4 5 6 3  - 34 
Wad1 Hall* ' 1 L14 - I $60 897 - 58 

EUROPE 26 21 60 93 380 316 8B4 852 232 145 410 476 61 46 

m D L , E  EASTIASIA 19 21 64 106 422 940 B7t  544 266 752 453  302 63 52 -- -- 
Total 934 244 2 059 89f 550 739 1 010 575 

C A S A B U N C A  Alger I 1 - 7 392 - 5 746 - 78 
(Morocco) Bsmako I 1 - 9 072 - 5 226 - 58 

Dakar 2 E 2 2 12 5.30 11 880 4 38L 5 161 35 43 
Msrraktch 1 + 114 - 1 032 637 - 6Z 
Mekns. 2 4 22 248 1 4 7 5  - 34 

Oran 1 t 2 I 12 696 8 DM 9 J 3 9  2 9 7 7  72 37 
Oujda I 1 4 608 L 287 - 28 
Rsbat 2 2 15 1 1  89 784 92 736 3 4 3 7 2  3 9 5 0 2  38 43 
Saint LOUIS I - 114 720 598 - 8 3  
Tangsr Z 2 7 4 40 128 34 128 Z4 765 25  818 62  f b  

EUROPE 5 5 Zf 31 109 540 ZZu BOO 64 173 154 297 59  68 -- -- 
Total 2 9 1  524 391 824 145 593 239 962 

COLOMB BECHAR Oran I 1 1 1 6.032 8,256  1.296 1 , 9 2 4  ZI 23 
(Algert al 

CONAKRY Abidjan 2 2 2 3 L1960 2 9 5 4 4  7 774 I 2  337 65 4.2 
(Culnea) Accra I 1 - 9 0 4 8  - 3 8 9 0  + 4 3  

Bamako Z 2 - 11 4 4 8  - 4 7 1 6  - 41 
. Bathurst I I 1 1 2 9 1 2  6 0 0 0  I 630 3 640 56 b1 

Dakar 2 4 10 7 54 208 54 120 2 9 8 1 4  3 2 8 3 1  55  61 - 
(Conl~nued cn next pagc) -- --4 

See GENERAL NOTE on page 117 and footnotes on pagc 136. 



TRAFFIC F L O W  DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCI AVALLABLE C A R R E D  FACTOR 

1960 1965 1960 1465 1960 l9t5 1960 1965 1960 1945 

CONAKRY (Cont'd) Freetown 3 3 5 5 1 3 8 4 0  1 9 1 2 4  7 0 5 8  11910 51 62 
Kankan 1 I 1 I 4 1 2 0  2 7 0 4  1 648 1 094 40 40 
Monrovra 3 4 - 50 472 - 10 811 - 21 
Rabat 1 L - 14 904 - 2 626 - 18 

EUROPE 3 3 - 40 512 - 1 5 8 9 9  - 39 -- -- 
Total 87 040 237 876 4 7  924 99 760 

CONSTANTINE' Ouargla 1 I - 10 320 - 1 6 5 1  - 16 
(Algeria) EUROPE Z 6 - 43 632 - 3 2 0 0 6  - 73 -- -- 

Total - 5 3  952 - 33 657 
a 

COTONOU Abidjan 2 Z 2 2 I 2 1 2 8  18240 7 5 1 9  1 0 8 2 9  b2 59 
(Dahomey) Accra 1 1 - 7 ZOO - 5 4 1 8  - 75 

Douala 1 - 112 - 2 880 - 1 001 - 35 
Lagos 2 2 3 5 14 352 2 1  216 9 6 2 0  1 5 1 3 2  6 1  71 
Lame 3 2 5 1 31 768 17 616 17 472 13 045 55 74 
Niamey 3 2 3 L 10 040 15 360 12 024 6 1 3  60 40 -- -- 

Total 7 8 2 8 8  8 2 5 1 2  46 635 51 568 

DAKM Abidjan Z 1 3 I 18 LOO 13 608 12 740 7 696 70 57 
(Senegal Bamako 1 3 3 3 I2360 2 2 S 7 2  8 652 10 0 3 3  70 114 

Bathurrt 2 2 2 2 5 504 Q 456 I 5 1 1  3 861 27 1 1  
B i s a ~ u  I 2 2 912 1 748 - 60 
Casablanca 2 2 2 2 14 120 11 680 4 953 5 161 3 5  4 3  

Conakry 2 4 10 7 54 208 54 120 29 814 32 837 55 61 
Freetown 1 - 112 - 2 880 - 1 104 - 49 
Monrov~e 2 2 3 3 1 8 9 1 2  3 8 9 0 4  1 3 9 5 8  2 3 7 6 4  74 b l  
Nouakchott 1 1 - 6 360 - 4 628 - 73 
Rabat 1 3 - 27 144 - 6 786 - 25 

&I'  1 1 1 456 874 - 60 
Skint Louis 2 1 9 4 20 496 24 072 6 198 9 360 40 39 

EIJROPE 8 7 25 17 k46 504 203 844 112 964 132 262 77 65 

SOUTH AMERICA b 6 I 2  12 64 020 136 008 4 7 8 0 1  9 2 7 5 5  7 5  68 

NORTH A M R I C A  I 2 1 2 6 780 27 132 3 406 14 118 50 92 -- -- 
Totai 365 472 578 280 246 619 344 bb5 

DAR-ES-SALIVLM Blantyrt 1 3 2 5 8 844 24 256 6 227 16 317 70 67 
(Tansania) b y .  %- 1 112 ,- It52 61 1 - 53 

Mornbasa 1 1 112 Z 1 248 8 640 767 6 &r3 6 1  77 
Mwata 1 1 2 592 1 625 - 63  
Nairobi 1 5 3 8 12 492 64 564 7 449 33 591 6 0  52  

Ndol* 1 1 - 3 252 - 1 494 - 55 
S o  Hillm a I l ( 2  - I 008 465 - 46 
Tananarive 1 1 - 17 280 - 13 130 - 76 
Tango 1 1 - 2 100 - 1 117 - 59 
Zanzibar 1 1 112 I 1 800 2 400 1 560 1 170 87 49  -- -- 

Total 29 136 122 792 I8 707 74 Ob2 

DIRE DAWA Addis Abnba 1 2 8 B 25 248 39 732 11973 18824 47 47 
(Ethiopia) Amrab 1 1 2 1 4 860 Z 688 1 222 832 2 5  31  

Djlbuti I 1 13 7 28 b8D 37 044 4 680 9,789 16 26 -- -- 
Total 58 788 . 79 461  17 875 29 4 4 5  

DJERBA ' Sfpr 1 Z 6 048 4 810 - 80 
(Tuniaiaf Tripoli 1 2 5 940 1 300 - 22 -- -- 

Total 11 988 6 110 

See GENERAL NOTE on prge 117 and footnotes on page 136. 



TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CAWaED MCTOR 

1960 1965 1960 1965 I960 1965 1960 1965 1960 1965 

DJIBOUTI Aasab 1 1  3 2 6 6 4 8  5 7 1 2  1 001 793 15 14 
{French C.airo 1 1 8 008 3 9 2 1  - 49 

Somaliland) Dire Dawa 1 1 13 7 28 680 37 044 4 680 P 789 16 26 
Nairohi i 1 - 14 304 - 9 854 - 69 
Tananarivt 1 2 2 2 16 016 27 216 7 20% I S  506 4 5  b 8  

EUROPE 1 2 1 Z 8 008 32 888 4 0 8 1  2 1 0 4 8  51 64 

MIDDLE EASTlASlA Z 4 17 12 15 168 23 520 7 631 18 1 9 3  50 79 -- -- 
Total 82 528 140 684 28 528 78 483 

DOUALA ' Abidjan I 1 1 114 3 920 720 Z 352 13 60 2 
(Cameroun) A c c r a  1  I - 9 072 - 1 755 - 19 

Bangui I 1 1 114 4 120 816 1 236 130 30 16 
Berberati 1 - It2  - 1 632 169 - 10 
Bouar I L 2 I 7 3 5 0  3 6 7 2  3 670 1 755 50 48 

Brazzaville L 3 2 3 14 352 31 992 6 4 5 8  6 6 0 4  45 2 1  
Cotonou 1 - 112 - 2 880 1 0 0 1  - 35 
Furl Lamy 2 2 4 4 2 3  712 3 L  276 B O Z O  - 6 2 1 4  34 20 
Garoua 1 - 112 - 1 620 325 - 20 
Kano' 1 1 8 112 3 650 - 45 

K i n s h a a a  1 1 - 3 2 6 4  - 1 4 5 6  - 1 5  
Lagos 2 3 3 5 LO 552 32 424 6 3 3 1  1 5 3 9 2  60 47 
Libreville 2 1 8 7 29 624 38 388 I 8  367 23 530 62 61 
N'Caoundert 1 I - 2 I72 104 - 5 
Poiott Noire a I I 8 1lZ 2 433 - 30 - 
Port  Csntil I 1 2 114 9 9&U 816 4 482 169 I S  21 
Santa I s a b s l  1 I 2 4 4 9 6 8  7 8 1 2  1 7 6 8  4 1 9 9  36 54 
Yaounde 2 I I 2  7 48 612 28 812 Z b  736 23  105 55 80 

EUROPE 2 1 5 2 34944  2 7 2 1 6  28 652 20 553 82 I6  -- -- 
Total 208 398 224 584 114 155 106 474 

DURQAN Lourenso Marques 3 2 b 2 16 272  10 I76 8 385 4 901 SZ I8  
[South A f r i c a )  Salisbury 1 1 1 2 4 752 11 556 3 380 10 517 71  91 -- -- 

Total 2 9 0 2 4  E t  732 1 1 7 6 5  1 4 4 1 8  

DZAOUDZI Majunga 1 1 I 1 2 912 4 656 1  757 2 184 60 47 
(Comoros Islands) 

EL AIOUN Sidi lfnl I I 3 3 .  6 5 0 4  1 3 1 0 4  2 8 2 1  8 2 8 1  4 3  63 
(Spanish Sahara) EUROm 

I 1 b 3 11 904 14 988 7 4 7 5  1 0 7 7 7  63 72 -- -- 
Total l a  408 ZB 092 10 296 19 058 

ENTEBBE Benghari 1 I - 6 720 - 4 303 - M 
[Uganda) Bujumbura 1 1 I 2 3 240 I 2  480 2 860 5 616 88 45 

Bukoba 1 I 4 5 3 3 2 8  4 1 6 0  2 163 2 704 65 65 
Cairo 1 1 - 11 560 - 8239 - t l  
Juba 1 I t 1 2 912 4 160 1 018 1 4 5 6  35 35 

K h a r t o u m  b 1 12 1 7 3  480 I 3  200 4 7 0 2 7  1 1 9 9 8  64 91 
Nairobi 5 4 .1 7 54 752 54 348 33 538 39 358 61 72 
Ndola 3 1 3 1 16 268 13 496 12 803 12 281 79 91 
Salisbury 1 1 6 048 2 444 - 40 
Tripoli 1 - 114 - 1 332 845 - 63 

EUROPE 2 H - 36 552 - 28 729 * 79 -- -- 
Total 160 0Z8 158 008 101 853  115 529 

FORT Bangui 2 1 2 2 6 900 6 880 2 760 2  262 40 33 
ARCHAMBAU LT Fort Lamy 1 2 - 6 888 - 3 406 - 49 

(Chad) -- -- 
Total 6 900 13 776 2 760 5 668 

See GENERAL NOTE on page 1 17 a n d  footnotes on page 136, 



APPENDIX 14 (Cont'd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

FORT HILL Mbsya 1 1 2 2 t 456 1 456 655  728 45  50 
(Malawi) 

FORT JAMESON Lilongwe L 2 1 2  2 9 1 2  9 8 2 4  I 747 2 912 60 50 
(Zambia) Lusaka I 2 I 2  2 9 1 2  5 8 2 4  1 747 2 912 60 50 -- -- 

Total 5 824 $ 1  648 3 494 5 824 

FORT LAMY ' Bangui 2 2 4 5 28 704 24 108 15 850 11 804 55 49 
(Chad) Bouar 1 - 114 52 8 507 - 96 

Brazzaville 1 114 - 1 426 1 170 - 82 
Douala 2 2 4 4 23 772 31 176 8 020 6 214 34 20 
Fort Archambault - 1 2 - 4 888 - 3 406 - 49 

Garoua 2 1 Z t 5 700 b 888 1 710 9 2 3  30 13 
Maradi 1 - 1 /+ 720 39 - 5 
Maroua 2 2 3 b 11 420 28 200 4 568 7 534 4 0  27 
N'Gaoundere I L - Z 856 91 . 3 
Pointe N o ~ r e  1 I I L  - 2 1 6 0  221 - LO 

Tripoli 1 2 112 I 3 1 2 0  3 4 9 2  1 7 4 7  1 9 1 1  56 5 5  
Zinder L I - 5 040 403 - 8 

EUROPE 2 2 7 1 50 7L4 3 5  748 35 507 2 3  946 70 67 -- -- 
Total 1L4 868 I 4 7  804 68 572 56 909 

FREETOWN Accra 2 1 2 I 1 1 6 4 8  5 3 7 6  4 045  2 223 35 41 
(Sierra Leone) Bathurst 3 2 3 2 13 856 8 832 3 936 4 9 5 3  28 56 

Conakry 3 3 5 5 13 840 19 124 7 0 5 8  1 1 9 1 0  5 1  62 
D ~ k s r  1 - 112 - Z 880 - 1 404 - 4 9  
Monrovia 3 3 3 5 10 888 21 328 7 O f 2  13 474 6 5  63  

EUROPE t 1 + 1 1  440 - 5 490 - 48 -- -- 
Total SO 232 68 980 ZI: 111 39 454 

G A 0  Niamey 1 1 1 I 3 920 2 208 Z 940 2 196 75 99 
(Mali)  Tombouctou I 1 - 2 LOB - 2 040 - 92 -- -- 

Total 3 9 2 0  4 4 1 6  2 840 4 236 
- - - -- - - 

GAROUA Douala 1 - 112 - 1 620  325  20 
(Cameroun) Fort Lamy 2 1 2 2 5 700 6 888 1 710 923 30 13 

Maroua 2 I 3 Z 11 420 7 368 3 997 2 366 3 5  32 
N'Gaoundere 2 I 7 4 25 360 14 508  1 3 9 4 8  9 4 2 5  55 65 
Yagoua 1 I 1 1 4 1 2 0  3 6 7 2  2 060 3 145 50 86 
Yaounde 1 - 112 - 1 800 702 - 34 -- -- 

T otal 46 600 3 5  856 21 715 16 886 

GOMA Bujumbura I L I I/4 5 720 660 1 716 156 10 24 
(Democratic K i ~ a h  1 1 - 2 912 - 1 310 - 4 5  

Republic 01 Kindu I - 114 6 60 156 - 24 
Congo) Kinmhaaa 1 - 114 660  260 - 39 

Luburnbaehi 1 - 114 900 650  72 -- -- 
Totnl 5 720 5 792 1 7 1 6  2 5 3 2  

HARGEISA Mogadirc~o ' 1 2 3 972 1 963 - 49 
(Somalia) Narroba I 1 1 728 806 - 47 

MIDDLE EASTIASIA Z I 3 5 6 792 B 880 3 484 3 224 51 36 -- -- 
Total LZ 492 8 880 6 2 5 3  3 224 

JOHANNESBURG Brazzavil le 1 1 2 1 10800 I 2 5 2 8  7 150 b 877 66 55 
(South Africa) Bulawayo 2 2 7 6 33 288 33 852 ZO 202 25 90'4 6 1  77 

Kane a I 1/2 - 2 472 1 547 - 6 3  

(Continued on next page] 

See GENERAL NOTE on page 117 and footnotes on page 136. 



APPENDL)I 14 (Cont'd) 

TRAFFIC F M W  DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRmD FACTOR 

Kinshasa 22 788 69 792 1 1 5 8 3  2 1 8 5 3  5 1  3 1  
- 23 760 - 16 952 + 71 

Livingatone 12 660 5 256 6 461 4 043 51 7 7  
4 29 9 2 6 4  2 7 2 1 6  6 799 17 173 73  63 

Luanda - 56 640 - 26 2 2 1  - 46 

h4auritius b 504 l l  976 5 4 2 1  1 1 4 1 4  8 3  95 
Nairohi I 3 1 4 b 804 42 120 5 655 22 334 8 3  53 
Sal~sbury 6 5 21 24 116 160 200 592 70 ZOO I20 138 60 60 

EUROPE - 1 668 325 - 19 -- -- 
Total 233  052 485 400 I 3 9  867 273 239 

E ntebbe 2 912 4 160 1 018 1 456 35 35 
Khartoum 2 912 4 160 1 018 1 4 5 6  35 35 -- -- 

Total 5 824 8 320 2 036 2 912 

KANKAN Bamako I 1 1 1 4 1 2 0  2 7 0 4  I M8 1 094 40 40 
Conakry 1 1 1 I 4 1 2 0  2 7 0 4  1 648 1 094 40 40 -- -- 

Total 8 240 5 408 3 2 9 6  2 1 8 8  

Accra  1 I r 112 10 800 2 808 6 877 195 64 7 
Brae5aville 1 2 0 9 6  1 2 5 2 8  7 553 7 384 62 59 

- 2 5  632 - 1 3 5 3 3  - 5 3  

Johannesburg 

Khartoum I 1 1 112 5 832 2 808 4 784 390 82 I 4  
29 856 If 520 16 8 3 5  8 697 56 50 

- 79 - ,  

EUROPE 6 4 16 9 9 9 7 2 0  101 928 72 214 W 951 72 54 -- -- 
Total 237 648 261 096 163 618 130 260 

- 5 824 - 2 912 - 50 
- 5 824 - 2 9 1 2  - 50 

Rhodesia - U. K. 1 -- -- 
Total - I I M B  - 5 824 

KASSALA Asmara 1 1 - 4 160 - 1 372 - 3 3  
(Sudan) Khartoum 1 I - 4 I60 - 1 372 - 3 3  -- -- 

To4al - 8 320 - 2 7 4 4  

KHARTOUM ' Addin Ababa 1 5 2 7 8 784 70 896 3 133 15 131 36 22 
(Sudan) Asmara 4 4 10 4 29 428 2 1  284 8 9 2 6  7 5 7 3  30 36 

Benghszi 2 1 2 1 11 512 LO 740 5 561 4 030 48 38 
Cairo 5 5 9 9 4 7 2 0 0  7 6 7 5 2  1 1  998 27 031 2 5  35 
Entebbe 6 1 12 1 7 3 4 8 0  1 3 2 0 0  17 027 l l  998 64 91 

Johannesburg 1 1 6 264 2 54% , - 41 
Ju ba 1 L 1 I 2 912 4 160 I 016 1 456 35 35 
Kano 1 1 I 112 5 832 .? 808 4 784 390 82 14 
Karsala I 1 - 4 1 6 0  - 1 372 - 33 
Kisangani ' I I 8 448 a 086 - 96 

Lagos Z 3 - 34 320 - 9 397 - 27 
Nairobi 5 2 1 3  3 7 8 7 0 8  3 4 1 1 6  56 602 1B 031 72 53 
Port Sudan 2 2 4 4 ll M8 I 7  056 4 658 6 822 40 40 

(Continued on next page) 

See GENERAL NOTE on page 117 and footnotes on pag? 136, 



APPENBUC 14 (Cont'd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRlED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 
i 

KHARTOUM (Cont'd) Tripoli 1 - 112 - 4 344 - 2 041 - 47 
Wadi Halfa ' 3 4 22  080 18 614 - 84 

EUROPE 7 5 24 8 I4481A 8 5 9 6 8  1 0 4 0 7 8  4 2 1 4 3  72 50  

WDDLE EASTIASIA 3 3 3 4 1 8 0 8 4  3 3 0 7 6  11 180 14 844 62  45 -- -- 
Total 469 196 412 880 268 213  162 859 

KIGALI Bujumbura I I I 2 2 9 1 2  5 8 2 4  1 310 2 620 45 4 5  

(Rwanda) Bukavu I 1 I 1 2 912 2 912 1 1 6 4  1 1 6 4  40 4 0  

Coma I 1 - 2 912  - I 310 - 45 -- -- 
Total 5 8 2 4  1 1  648 2 474 5 094 

KINDU Goma I - 114 660 156 - 24 
[Democratic Kinshasa 1 - 1 /4 660 117 - 17 

Reoublic 01 -- -- 
Congo) Total - 1 320 273 

KTNSH AS A A c c r a  I 1 6 132 5 616  - 92 
ex-Lsopoldville Bujumbura I - 1 /2 - 2 460 494 - 20 
(Democratic Douala 1 I - 3 264 1 456 - 4 5  

Republic of Goma 1 - 1 1 4  680 260 - 39 
Congo) Johannesburg 3 4 3 5 2.2 788 69 792 I 1  583 21 853  5 1  31 

Kana 2 1 5 I 29 856 17 520 16 835 8 697  5 6  50 
Kindu I - 114 660 117 . 18 
Kioangani 1 114 - 768 9 1 - 12 
Lago. 2 2 - 19 536 13 590 + 70 
Libange 1 Il2 - 3 072 936 - 30 

Luanda 1 i 3 I 16 800 b 240 10 218 2 808 61 4 5  
Lubumba a b i  I I 114 3 3 Of2 40 752 948 26 338 3 1  65 
Salisbury ' I I 4 726 2 938 - 62 

EUROPE 1 4 3 9 28 236 125 384 22 711 58 730 80 47 -- -- 
Total 115 452 286 268 71 877  134 343 

RISA NCANI a Bu jumhur a 1 2 13 824 9 802 - 71 
ex-Stanleyvills Cairo 1 2 14 3 0 4  10 400  7 3  
(l3tmocrstic Kano ' 1 114 7 68 7 54 - 98 

Republic of Khartoum 1 1 B 448 8 086 - 9 6  
Congo) Kinsha6a 1 11s - 7 68 9 1 - 12 

Libenge 1 112 - 3 840 2 8 L I  - 73 
Tripoli I 114 - 7 68 13 - 2 -- -- 

Tors1 42 720 31 967 

K U U I  ' Abidjan I 1 - i 688 + 1 741 - 65 
(Ghana) Accra 2 3 - 8 4 4 8  - 5 525 - 6 5  

Ouagadougou I 1 - 2 400 - 1 7 4 1  . 7 3  
Tamale 1 1 - 3 360 - 1 587 . 77 -- -- 

Total - 16 896 - 11  5 9 6  

LAGOS A c c r a  3 L L  13 27 3 3  988 204 5 5 ~  2 5 0 6 5  9 2 4 7 5  74 4 5  
( N i g e r ~ a )  Cotonou 2 2 3 5 14 35i il 216 9 620 I5 1 3 i  67 71 

Douala 2 3 3 5 10 552 32 424 6 331  15 391. 60 47 
Johannesburg 1 2 - i3 760 - 16 952  - 71 
K a  no 3 4 8 13 46 872 97 87L 3 4 5 5 4  4 5 1 1 0  74 46 

Khartoum 2 3 - 3 4 3 . ~ 0  - 9 3 9 7  - 2 7  
K1nsha.a Z 2+ - 19 536 - 1 3  590 - 70 
Libreville 1 I - 12 480 - ~ 5 8 7  - 2 1  
M o n r o v i ~  1 1 - 12 180 494 - 4 
Part Ccntil ' 1 I 8 112 4 867 - 60 

(Continued on next pagel 
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APPENDIX 14 (Cont'd) 

TRAFFlC F L O W  DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SEBVICE AlRLINES FREQUENCY A V A U B L E  CARRIED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

LAGOS (Cont'd) Tunis 1 1 - 1 5  600 - 4 1 6 0  - 27 

EUROPE 1 7 1 9  8 112 108 744 6 002 54 652 74 SO -- -- 
Total 12 1 988 582 984 86 439 269 941 

LIBENGE Kinshasa I I f 2  - 3 072 936 - 30 
{Democratic K~eangani 1 1/2 - 3 810 2 821 - 73 

Republic of Tripoli 1 I 6 144 1 173 - 68 
Congo) EUROPE 1 114 - 636 429 - 67 - -- -- 

Total 13 692 8 359 

1,IBREVlLLE Braezav~ l l e  2 1 3 2 14 352 15 696  6 4 5 8  5382 45 34 
(Gabon) DouaLa 2 I 8 7 29 624 38 38B 18 367 23 930 6.2 61 

Lagos 1 1 - 12 480 - i 5 8 7  - 21 
N'Gaoundsre 1 I - 3 384 104 - 3 
Port Gentil 2 1 7 5 2 7  432 23 196 11 052 10 972 40 41  
Yaounde 1 L - 5 7 6 0  - 1 248 iZ -- -- 

Total 71 608 98 904 3 5  877 43 823 

LILONGWE Blantyre 2 2 4 366 - 2 L 8 4  - 50 
(Malawi) Fort Jameson 1 2 1 2 2 912 5 824 1 7 4 7  2 9 1 2  60 5 0  -- -- 

- Tstal 2 912 10 192 1 747 5 096 

LIVINGSTONE Brazzaville 1 1 b 480 3 315 - 51 
(Zambla) Bulawryo L 4 - I8 928 - 9464 - 50 

Johannsaburg 3 I 2 - 1  12660 5 2 5 6  b 461 4 0 4 3  51 77 
Kar iba I I - 5 824 - 2 912 - 50 
Ndola I I 1 I 5 5 0 8  5 1 8 4  3 7 8 3  3 7 7 0  69 73 

Salisbury I I I I 2 11.2 5 824 455 2 912 22 5 0  
Wankie M. C .  2 3 - 7 280 - 3 640 - 50 
Windhoek I I 2 112 585 - 28 -- -- 

Total 28 872 48 296 1 3 5 9 9  2 4 7 4 1  

LOME Abidjan 2 1 3 112 24 128 2 600 13 270 Z 652 55 92 
(Togo) A c c r a  1 t 2 3 8 2 4 0  1 1  184 5 3 5 6  9568 65 86 

Cotonou 3 2 5 4 31 768 17 616 17472 13065 55 74 
Niamey 1 - 112 - i160 - 1 924 - 89 -- -- 

Total 64 136 33 840 36 098 L7 209 

LOURENGO Beira " L I 2 592 I 001 - 39 - 
MARQUES Durban 3 2 b L 16272 1 0 1 7 6  8 385 4 901 52 48 

(Moaarnbisue) Johannesburg 2 2 4 29 9 2 6 4  2 7 2 1 6  6 7 9 9  1 7 1 7 3  73 63 
Luanda 1 1 3 18 1-44 7 332 - 40 
Salisbury I 2 t 3 6 168 2 1  516 4 9 0 1  1 1 2 9 7  79 5 3  -- -- 

Total 52 440 58 908 28 418 33 371 

LUANDA Brarraville I 1 2 1 8 1 1 2  4 3 2 0  3 245 1 053 40 24 
(Angola) Johanne eburg 1 - 4 - 56 640 - 2 6 2 2 1  - 46 

Kano ' I 1 5 L84 3 302 - M  
Kinshasa 1 t 3 1 16 BOO 6 240 I0 218 2 808 61 4 5  
Lourenro Marques 1 3 - 18 144 7 332 - 40 

Satirbnry 2 4 - 52 716 - 27 300 - 52 
San Antonio Do Zairea 1 1 2 911. I 892 - 65 

EUROPE 2 9 * 129 052 - 70005 - 54 -- -- 
Toral 5 1  152 219 768 25 989 If? 387 

See GENERAL NOTE on page 117 and Iootnotes on p r g s  136. 



A- 14 ( w ' d )  

m C  F W W  DATA 

WvaEa OF 5 1  SEATS PASSENGEUS m 
! m m  OP =VICE m -CY AVAUABLE CAkmCD FACT- 

1960 IW5 1460 lP6S 1960 l%5 I960 1965 t9hU 1965 
3 

mu- Albtrtdk I 1 - 2 912 1 456 - 5 0  - 
--Eli- BPI-. 1 2 Z 2 I 3  954  I t  788 8 008 5 686 58 4d 
(E-C~C ~ ~ r r v  1 - 114 900 650 - ~1 
&+lit d J - s b g  k t b M 8  2 301 - la 

-1 K i m s L u  I 1 I t 4  3 3 072 40 752 ?49 26 338 31 65  

Ndola Z 3 2 3 b 312 L3 072 2 496 4 363 40 33 
Tripoli ' I I t 4  - I I04 3 M  - 33 

EUROPE 1 I 1 112 6 018 6 864 1 198 3 0 74 45 -- -- 
Total 39 250 7 3  376 20 072 40 144 

ttlSMA ForC J l m c . 0 ~  I 2 1 2  Z 912 5 -4 I 74f Z 912 60 50 
(-a) Nairabi 1 I - 13320 - 5 798 - 44 

U h h  P 4 ? II 3.1 856 M 032 22 611 35 0 1 1  65 55 
S r i i h y  3 I 7 Lb 35 240 90 W O  25 512 20 W O  72 23 -- -- 

f b l  7 3 0 0 8  173416 49 170 M 741 - D w d i  L 1 I 1 2 9 1 2  4 6 5 6  1 757 2 I84  60 47 

t- -obi I I - 14 301 - 11 6 6 a  - Bt 
Mc) T-ive I Z I Z 2 912 18 860 I T 5 7  $19- &4 6 3  -- -- 

f-I 5 824 37 9LO 3 514 25 379 

wf Fort Lunl I - 114 no 39 - 5 
WW) T* 1 1 - 4 Y O  - 1 1 5 7  - 27 

Zildcr I I - 3 600 %2 - 27 -- -- 
ToW - 8 610 - 2158  

LLhamA Fort m 2 2 3 6 I 1  420 28 ZOO 4 5&8 7 5 M  40 27 
(c~Umer-4 w Z 1 3 2 11 120 7 368 3 997 2 366 35 4E 

2 1 Z I 6 U O  3 672 3 7 0 8  2 1 0 6  45 53 -- -- 
Tart 31 080 39 240 IZ 273 It 006 

-s thaPblrPa 1 - I14 - 1 032 637 - id 

t-t RJmOMC 1 - 112 - 1 032 637 - &? -- -- 
T o t r l  - Z O M  - 1 274 

MAuRlrms Jdoac- Z Z I Z 6 S M  11 976 5 4 2 1  11414  83 95 
(muritks N a i ~ o h  t I - 13 3LO - 8 060 - bl 
m -om i 1 Z 3 1 3 4 M  2 7 4 5 6  T 657 11 260 57 41 

Mi- 2 2 - 8 -8 - 4 2 %  - 9 

m- 2 Z I 2 6 5 M  10 701 4 0 9 5  1 0 1 1 1  63 41 -- -- 
ToCd 2 6 1 1 2  7 Z O I H  17 173 15 I W  

MBEYA Aber-m L L Z D M  884 - 43 

v - I --en- ' 1 112 - 1 152 611 - 53 
Fotr Rill 1 1 2 Z 1 I56 I 456 655 721 45 50 
a kIilts' I 112 - 672 468 - 70 - -- -- 

T-I 5 W 1 154 2 618 728 

- 5  h d l a a c a  2 4 22 248 7 1 7 5  - 3( 

w-=-j O r a m  1 1 7 632 4 329 - 57 

EUBOPE L Z I 4  616 8 684 - 59 -- -- 
TMal 44 446 20 488 

I Scc CEXERAL SUTE on wgc 1 17 a.sd f&~oles o n  page 1 j 6, 
J 



APPENDIX 1 1  (Cont'd) 

TRAFFIC F L O W  DATA 

r NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SER"ICE AIRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

MOGADISCIO Hargeisa a I 2 3 972 1 963 - 4 9  
(Srurlalla) Morr,hasa ' 1 1 2 340 5 8 5  - 2 5  

Plairob, 2 2 2 3 8 292 16 620 2 6 5 2  1 0 3 3 5  32 bi 

WDDLE EASTlASM i 4 1 4 6 300 26 3 5 2  3 549 2 3  7 1 5  56 90 -- -- 
Total 20 904 42 972 8 749 34 050 

MOMBASA Par-*  s-Salaam 1 1 1/2 2 1 248 8 640 767 6 643 61  7 7  

{Kenya? kfogadl#rzo 1 1 2 340 585 - 25 
N a ~ r o b ~  1 I 1 3 2 9 5 2  1 3 3 3 2  1 74.2 9 8 6 7  59 74 
Tanga 1 1 112 1 A 800 4 SO0 1 2 7 4  2 3 5 3  71 49 -- -- 

Total 8 340 Lb 7 7 2  4 368 I S  863 
--.- 

hfOWP.OV IA Ah~d:an 3 6 3 10 I 2  896 8 3  148 10 3L9 36 7 1 9  80 44 
( L . I ~ P C L ? }  Acrra 1 3 3 4 13 752 32 760 9 4 b l  20 735  69 63 

Bamako I 1 - V 072 - 4 407 - 49 
Conakry 3 4 - 50 472 - I 0  8L1 - 21 
Dakar 2 L 3 3 18 912 38 904 1 3 9 5 8  2 3 7 6 4  7 4  6 1  

Freetown 
Lagos 

I EUROPE 2 2 - 26 508 - 14 833  - 56 

SOUTH AMERICA - 

(Continued on :,rrt +tgeIf 
- ...-- ---.. - - 

See GENERAL NOTE o n  page 117 and footnotes o n  page 136. 
-- 

- 131 - 1 

- . . . -- - 7 

MOPTI Bamako I I I 2 3 920 4 bOB 2 t44 4 381 70 95 
( M a l l )  Bobo Diculasso ' I 1 3 920 1 960 - 50 

Ouagadorugou I I - 2 400 - L 280 - 95 
Tombouctuu 1 1 - 2 LO8 - 2 105 - 95 --- - - - 

7  M O  9 216 4 7 0 4  8 7 6 6  
. . . 

MOZAMBIQUE Beira 1 I i! 436 I 1 7 0  - 48 
(Mozarnb~que) Mtwara 1 1 2 592  1 5 2 1  - 59 

- - -- 
Total 5 328 L 691 

-- 

M T W A R A ~  D a r - t s - S a l a a m  1 I 2 -.7?. 1  625 - 6 3  
(Tanranla) Mozambique 1 i 2 G a; 1 5 ~ 1  - 59 

-. -- --- 
Total 1 I r e  3 146 

- - -. - -. . ---- - --.- 
MWANZ!, Bukoba 1 I 3 5 ~ a s h  1 ! h 0  1 746 i 080 70 50 

(Tarizar; -- , -- - --- 
NAIROBI Addis Ababa 1 4 2 7 12 6 3 A  < . 1  756 b 279 36 248 50 57 

(Kenya)  Benghazi 1 4 - ;$ 688 - 9 2 9 5  - 35 
Cairo 1 3 I 3 1 0 7 0 8  3 5 3 0 4  8 4 7 0  i4016 79 68 
Dar-es-Salaam 1  5 3 8 12 492 64 564 7 449 3 3  591 60 52 
Djibouti 1 1 - 14 304 - 9 854 - A9 

Entebbe 5 4 9 7  54  7 5 ~  54 348 33 538 39 358  6 1  I 2  
~ a r ~ e i s a '  1 I 1 728 806 - 47 
Johsoneshurg 1 3 1 4 4 804 42 120 5 655 L Z  334 t13 5 3  
Khartoum 5 2 13 3 7 8 7 0 8  34 1 1 6  56 602 I8 0 3 1  72 5 3  
Luaaka I 1 - 13 310 - 5 798 - 44 

.Ma junga I ! - 14 304 - 11 &&I - ?L 
Maurit ius 1 I - I J 320 - BOQG - CII 

: 

Uogadlscru 2 2 L J d ? 16 620 2 652 Id 335 32 62  
M,~tnbasa 1 3 L t ! l l  l j 3 3 2  1 742 9 a67 5 8  74 I 



APPENDIX 14 (Cont'd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE ALRLINES FREQUENCY AVALLABLE CARRIED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

NAIROBI (Cont'd) Ndola 2 2 2 3 13 608 18 880 7 410 15 043  54 80 
Salisbury 3 2 9 9 58 928 97 920 4 5  964 84 760 78 87 
Tananarive ' 1 3 24 188 17 657 - 73 
T r ~ p o l ~  I - 112 - 5 3 2 8  - 2 6 1 3  - 49 

EUROPE 3 - 10 - 104 808  - 8L 355 - 7 9  

MIDDLE EASTIASIA 2 3 3 5 19 848 55 968 13 078 26 780 66 48 -- -- 
Total 305 444 689 000 207 302 453 552 

NDOLA Abercorn' 1 1. - 2 256 1 401 - 44 
(Zambia) Dar -e  s-Salaam 1 I - 3 25.2 - 1  794  - 55 

Entebbe 3 1 3 1 16 268 13 496 I 2 8 0 3  1 2 2 8 1  79 91 
Livingstone 1 I 1 1 5 508 5 184 3 783 3 770 69 7 3  
Lubumbashi 2 3 2 3 6 312 13 072 2 496 4 363 4 0  33  

Lusaka 3 4 7 11 34 856 M 035 22 611 3 5  041 6 5  55 
Nairobl 2 2 3 3 1 3 6 0 8  1 8 8 8 0  7 410 15 043 54 80 
Salisbury 3 3 3 2 1 0 7 0 4  9 4 6 0  4 186 5 262 39 56 -- -- 

T o t a l  89 512 127 376 54 290 77 554 

N'GAOUNDERE Bangul ' 1 1 4 120 2 2-46 - 55 
(Carneroun) Douala 1 I - 2 I 7 2  104 - 5 

Fort Lamy 1 1 - 2 856  91 - 3 
Csroua 2 1 7 4 2 5  360 14 508 13 948 9 425 55 65 
Libreville I 1 - 3 384 104 - 3 
Yaounde 2 I 7 4 25 360 13 968 1 3 9 4 8  10341 55 74 -- -- 

Total 54 840 36 688 30 162 20 065 

NZAMEY Abidjan I 2 ,  1 2 5 720 27 840 3 718 10 634 6 5  38 
(Niger) Cotonou 3 2 3 1 2 0 0 4 0  1 5 3 6 0  12 024 6 123 60 40 

Gao I I 1 I 3 920 2 208 2 940 2 196 75 99 
Lome 1 - 112 - 2 160 - 1 924 - 89 
Ouagadougou 2 1 4 I 19 768 5 760 7 907 .2 78.2 40 48 

Tahoua 1 I - 4 320 - 1 3 6 5  - 32 
Zinder I - 112 - 2 880 - 1 040 - 36 

EUROPE 2 2 4 3 29 848 43 200  2 2 3 8 4  2 1 6 7 1  75 50 -- -- 
Total 7 9  296 103 728 48 975 47 735 

NIORO Aioun I 1 1 I 4 120 3 000 1 442 754 3 5  25 
( U a l i )  Bamako I I 1 1 4 120 3 000 1 648 2 850 4 0  95 -- -- 

Total 8 240 6 000 3 090 3 604 

1 

NOUAKCHOTT Aioun ' 1 1 4 1 2 G  1 442 - 3 5  
(Maur itanla) Dakar 1 1 - 6 3 6 0  - 4 628 - 7 3  

Port Etienne 2 3 2 3 5 596 17 144 4 461 7 160 80 42 
Saint Lout3 2 1 7 4 17 584 2 3  352 8 792 11 284 50 44 -- -- 

Total 27 280 4 6  858 14 695  2 3  072 

ORAN ' Alger 2 1 5 1 34212 8 0 6 4  27 833 t 379 81 30 
(Algeria) Casablanca 1 1  2 1 It 696 8 064 9 139 2 977 72 37 

Colomb Bechar I i 1 1 6 052 6 256  1 2 9 6  1 9 2 4  2 1  23 
Mekne s ' I 1 7 632 4 329 - 57 
Olrjda ' I 2 6 048 3 731 - 42 
Rabat 2 4 21 264 13 0 3 9  ' - 61 

EUROPE 3 3 1 0  14 2 7 6 9 7 6  9 7 7 8 8  1 9 3 9 3 1  7 0 0 1 8  70 72 

MWDLE EASTIASIA - I 1 - 10 152 - 5 076 - 50 -- -- 
Total 3M 860 132 324 253 298 -82  374 

-- 
Scr G E N E R A L  NOTE on pagc 117 and footnotes on page 136. 



APPENDIX 14 (Comnd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

L960 1965 1960 1465 1960 1945 1960 1965 1960 1965 

OUAGADOUGOU Accra I - 112 - 3 744 598 - 16 
(Upper Vol t * )  Bamako 2 2 - 9 792 - 4 355 - 44 

Bobo Dioulas6o 2 2 3 2 1 5 8 4 8  11 808 8 716 8 515 5 5  72 
B o m k e  ' 1 1 3 920 1 960 - SO 
Kurnasi 1 1 - 5 400 - I 742 - 7 3  

Mopti 1 1 - 2 400 - 2 260 - 95 
N ~ a m t y  Z 1 4 1 19 768 5 1 6 0  '7 907 2 782  40 48 
Tamale 1 1 - 3 360 312 - 9 -- -- 

Total 39 536 39 264 18 583 20 584 

OUARGLA ' Cordtantine I 1 - 10 320 - 1 6 5 1  - 16 
(Algeria) 

OUJD.4 Casablanca I I 4 bDB 1 287 - 28 
(Morocco) Oran ' I 2 6 048 3 731 - 62 

EUROPE 1 1 1 I b 14r 7 992 2691 6 2 9 2  44 79 -- -- 
Totai 16 800 7 992 7 7 0 9  6 2 9 2  

POMTE NOIRE ' Bra=%avllle 1 1 2 2 5 824 9 468 1 747 1 547 30 Lb 
(Republic oi Cabinda I I L 1 z 912 4 160 1 892 2 704 65 65 
the Congo) Douala I I 8 112 Z 433 - 30 

Fort Lamy I - 112 - 2 160 221 - 10 
Port Gentil 2 I 3 2 12 064 7 308 4 030 3 320 50 46 -- -- 

TMd 28 912 2 3  096 LZ 102 7 800 

PORT ETlENNE Nouakchott 2 3 2 3 5 576 17 L44 4 4 6 1  7 1 6 0  80 42 
(Mauritania) EUROPE 3 3 - 17 144 - 8 307 - 48 -- -- 

Total 5 576 34 288 4 461 15 467 

PORTGENTIL* Brazzaville I 1 1 1 8 L I Z  5 760 2 4 3 3  L 3 9 l  30 24 
(Gabon) Douala I I 2 114 9 960 816 4 482 169 4 5  Z I  

~ a g o s '  I I 8 112 4 867 - 60 
Librrville 2 I 7 5 27 632 23 196 1 1 0 5 2  1 0 9 7 2  40 47 
Pointe Noire 2 1 3 2 I 2  064 7 308  6 030 3 328 50 46 -- -- 

Total 65 880 37 080 6 5 8 8 0  1 5 8 6 0  

PORT SUDAN Asmara 1 I 1 1 7 1 6 4  4 5 7 6  1 313 1 830 I 8  40 
(Sudan) Cairs 2 I 2 1 1 0 0 7 6  4 1 6 0  2 235 1 872 22 45 

Khartoum 2 2 4 4 11 648 I f  056 4 658 6 8 2 Z  4 0  10 

MfDDLE EASTJASIA 2 2 3 4 8 7 3 6  1 7 4 7 2  4 542 9 084 52 52 -- -- 
Total 37 624 4 3  264 1 2 7 4 8  1 9 6 0 8  

RABAT Alger - 1 1 - 9 048 - 2 9 3 9  - 32 
(Morocco) Bamako 1 - 112 - 3 744 429 - I I 

Casablanca 2 2 15 11 89 784 92 736 34 372 39 502 38 4 3  
Conakry 1 I - 14 904 - 2 626 , 18 
Dakar 1 3 27 I #  - 6 786 25 
m a n  I 2 4 21 264 1 3  039 - 61 

EUROPE 2 4 12 16 68 520 136 848 46  839 85 564 68 63 -- -- 
Total 179 568 284 424 94 250 137 846 

REUNION Mauritius 1 I Z 3 13  404 27 456 7 653 11 260 57 41 
(Reunion loland) Tarnatbve 1 1 - 5 620 - 3 0 8 0  - 5 5  

Tananar iue 1 2 2 4 13 60B 29 496 1 0 8 2 9  , 1 3 7 3 6  80 47 -- -- 
Total 27 012 62 572 I8 486 28 074 

See GENERAL NOTE on page 117 and footnotes on page 136. 

I 



TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRlED FACTOR 

1960 lQhS 1960 1965 1960 1965 l'l60 1165 1160 1165 

SAMT LOUIS Casablanca 1 - 1/4 720 598 - 83 
{Senegall Dakar 2 1 9 4 20 496 24 072 8 188 9 360 40 39 

Nouakchott 2 1 7 4 17 584 23 352 8 792 1 l 284 50 48 -- -- 
Total 38 080 48 144 16 990 2 1  242 

SALISBURY Beira 2 2 3 5 b 648 15 936 3 289 9 6.20 4 9  83  
{Southern Blantyre 1 4 2 1.2 9 072 54 400 4 992 28  809 55 53 

Rhodes~a - Brazzaville I 1 1 I 5 3 1 6  I 2  480 3 081 4 147 58 3 3  
U . K . )  Durban 1 1 I _  2 4 752 11 556  3 380 10 5 1 7  71 91 

Entebbe $ I 1 6 048 2 444 - 40 

Johannesburg 6 5 21 24 116 160 200 592 70 200 120 138 60 60 
Kana 1 I 112 - 2 448 884 - 36 
Kariba 1 1 - 5 824 - 2 912 - 50 
Kinshasa 1 I 4 728 2 938 - 62 
Livingstone 1 I I 1 2 1 1 2  5 8 2 4  455 2 912 22 50 

h u r e n s o  Marques - I  2 I 3 6 148 21 516 4 901 1 1  297 79 53 
Luanda Z 4 - 52 7 1 6  - 27 300 - 5.2 
Lusaka 3 4 7 16 3 5 2 4 0  9 0 2 4 0  25 512 20 990 72 23 
Mauritius 2 - 2 - 8 548 - 4 256 - 50 
Nairobi 3 2 9 9 58 928 97 920 45 964 84 760 78 87 

Ndola 3 3 3 2 10 704 9 460 4 186 5 262 39 46 
Windhoek 1 114 - SO4 52 - 10 

EUROPE 1 - 114 - 1 668 377 - 23  - -- - - 
Total 268 828 588 880 172 278 3 3 3  297 

SAL ' , Birsau 1 1 - 4 860 - 2 4 1 8  - 50 
(Cap Verde Dakar 1 I 1 456 874 - &O 

Island*) 
EUROPE 3 2 6 2 34 488 16 BbO 21 060 14 352 61 8 5  

SOUTH AMERICA 3 2 6 2 34 488 1 1 Q74 2 1 0 4 7  1 1 6 2 4  61 07 -- -- 
Total 70 432 33 696 42 981 28 394 

SANTA ISABEL Bata 1 I 5 7 11 040 I 4  704 6 253 8 697 57 58 
(Rio Muni) Douala 1 I 2 4 4 968 7 812 1 768 4 199 36 54 -- -- 

Total 1 6 0 0 8  2 2 7 1 6  80.21 1 2 8 9 6  

SAO HILLS" Dar -es-Salaam 1 I / 2  - 1 008 4 68 - 46 
(Tanzania) Mbtya  1 i / Z  - 672 468 - 70 -- -- 

Total 1  680 936 

SAN ANTONIO 
DO ZAIRE Cabinda 1 1 2 912 I 892 - 65 

(Angola) Luanda I 1 2 912 1 892 - 65 -- -- 
Total 5 824 3 784 

SEBHA Tripoli 1 I 1 968 1 118 - 57 
(Libya) 

SFAX Djerba 1 2 6 048 4 810 - 80 
(Tunisia) Tunis 1 2 - 5 532 5 044 . - 86 .. -- -- 

Total 11 880 9 854 

SIDI IFNI El Aioun 1 1 3 3 6504 13 104 2 821 8 281 43 63 
(Ifni) EUROPE 1 I 3 7 5 256  16 224 3 471 ' 12 298 66 7 8  -- -- 

Total 11 760 2 9  328 6 292 20 579 

- 
See GENERAL NOTE on pagp I 17 and footnotes on page 136. 



APPENDLX 14 {Cont'dl - 
TRAFFIC F L O W  DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

1960 1965 1960 1965 1960 1965 1960 i ' rb5 1960 1965 

SKIKDA Annaba ' 2 I 1  69 264 55 409 - 80 
ex-Philippev il le 
{Algeria) EUROPE 2 1 13 1 96 772 b 144 7 0  330 5 720 73. 93 -- -- 

Total 166 036 b 144 125 739 9 720 

TAHOUA Maradi 1 1 - 4 3 2 0  - 1 1 5 7  - 27 

( N i g e r )  Niamey 1 1 - 4 3 2 0  - 1 3 6 5  - 3.d -- --- 
Total - 8 640 - 2 522  

-- 
TAMALE ' Kumasi 1 1 - 3 360 - i. 557 - 77 

(Ghana) Ouagadougou 1 1 - . 3  360 312 - 9 -- -- 
Total - 6 720 - 2 899 - 

TAMATAVE Tananarive 1 1 - 5 620 - 3 743  - 66 
(Malagasy Reunion i 1 + 5 620 - 3 080 - 5 5  

Republic) -- -- 
Total - 1 1  240 - 6 8 2 3  

--<- 

TANANARIVE Dar-es-Salaam I 1 + 17 280 - 1 3 1 3 0  - 76 
(Malagasy Djibouti 1 2 2 2 16 016 27 216 7 208 18 506 4 5  68 

Republic) Majunga 1 2 1 2  2 912 18 960 1 757 1 1  934 60 6 3  
Nairobi ' 1 3 24 168 17 657 - 7 3  
Reunion 1 2 2 4 13 608 29 496 10 829 13 736 80 47 
Tamatave I I - 5 620  - 3 7 4 3  - 66 -- -- 

Tutal 56 724 98 572 37 451 61 0.19 

TANG A Dar-• +Salaam 1 1 - 2 400 - I Q L 7  - 59 
(Tanzania) Mombasa 1 1 112 1 l BOO 4 800 1 274 L 353 71 49 

Zanzibar 1 1 112 I 1 800 2 400 1 272 BS8 LB 36 - - -,- --- 

Total 3 600  9 600 2 496 4 h 2 8  - 
TANGER Casablanca 2 2 7 4 4 0  12% 34 1 ~ 8  L4 7c.5 ~5 d l 8  b i  76 

(Morocco) EUROPE 5 5 31 35 1 1  3 832 144 608 60 528 9 1  933 5 3  64 -- -- 
T o t a l  153 q6G 178 736 85 293 117 751 

... 

TETUAN EUROPE 1 1 4 1 571.2 4 5 7 6  1 7 1 6 3 y  
(Moroccol 

TOMBOUCTOU ' Gae I I - 2 2t18 - 2 0 4 0  
(Mal l )  Mopti I 1 - 2 208 - 2 1 0 5  - 95 -- --- 

Total - 4 4 1 t  - 4 1 4 5  

TRIPOLI Accra 1 1 1 11.2 9 3 h O  5 3 “ s  5 148 1 079 5 5  20 
(Libya) A1ger 1 3 - 26 2lb8 - R 0 8 h  - 3 1  

Benghaei 3 5 9 19 40 356 148 536 5 L 7: 338 6 3  50 
Brazaavi1lc ' 1 112 - 3 312 1 ,182 4 5  
Cairo I I - 1 3  440 - 4 5 6 3  - 3 4  

Djerba ' 1 2 5 940 1 3011 - 2 2  
Entebbe I - 114 - 1 332 845  - 8 3  
Fort Lamy I 2 112 1 3 120 3 392 1 717 1 911 56 55 
Kano 2 2 1 3  588 10 634  - 79 
Khartoum 1 - 112 - 4 344 - 2 0 4 1  - 47 

Kisangani ' i 114 - 7 68 13 . Z 
Libenge ' 1 1 6 144 4 173 - 68 
Lubumbaxhi 1 1/4 - J 103 364 - 3 3  
Nairob~ i - 112 - 5 3L8 - 2 613  - 4 9  
Sebha a I 1 1 968 1 118 - 57 
Tuni6 1 4 2 5 11 832 4 4  760  4 441r 32 792 38 7 3  

(Con.int~ed o n  next page) 

See GENERAL NOTE on page 117 a n d  f o o t n o t e s  o n  page 136. 



APPENDIX 14 (Cont'd) 

TRAFFIC FLOW DATA 

NUMBER OF WEEKLY SEATS PASSENGERS LOAD 
STAGES OF SERVICE AIRLINES FREQUENCY AVAILABLE CARRIED FACTOR 

1960 1965 1960 1965 1960 1965 1960 1965 1960 1965 

TRIPOLI (Cont'dl EUROPE 7 8 26 29 149 794 198 608 80 391 122 605 54 62  

MIDDLE EASTIASIA' 1 1 4 440 1 430 * 3.2 -- -- 
Tatal 251 626 451 376 137 869 251 343 

TUNIS Alger 1 4 1 7 6 564 54 240 2 838 17 790 4 5  3 3  
(Tunisia) Annaba 2 1 8 1 43 058 5 720 15 951 2 002 37 35 

Lagos 1 1 - 15 600 - 4 160 - 27 
sfax ' 1 2 5 832 5 044 - 86 
Tripoli 1 4 2 5 11 832 44 760 4 446 32 792 38 73 

EUROPE b 8 2 5  32 145 872 283 508 99 723 179 288 68 63 -- -- 
Total 2 1 3 1 5 6  4 0 3 8 2 8  1 2 8 1 0 2  2 3 6 0 3 2  

VILLA CISNEROS EUROPE 1 1 Z 7 4 032 9 084 2 847 6 578 7 1  72 
(Spanish Sahara) 

WADI HALFA" Asmara I 114 - 1 560 1 313 - 84 
(Sudan) Benghaei 3 4 22 080 18 614 - 84 

Cairo 1 114 - 1 560 897 - 58 
Khartoum 3 4 - 22 080 18 614 - 84 -- -- 

I -,  Total 47 280 39 438 

WANKIE- M. C. ' Living stone 2 3 - 7 280 - 3 6 4 0  - 5 0  
(Southern Rhodemia - U. K. ) 

WINDHOEK ' Livingstone 1 1 2 112 585 - 28 
(South West Salisbury I 114 - 504 52 - 10 

Africa) 
-- -- 

Total 2 616 637 

YAGOUA Garoua I 1 1 1 4 120 3 672 2 060 3 145 50 86 
(Cameraun) Maroua 2 1 2 1 8 240 3 672 3 708 2 0 4 5  57 -- -- 

Tccal 12 360 7 344 E 768 5 251 - 
YAOUNDE Bangui 1 1 - 6 300 - 1 456 - 23 

(Camer oun) Batour i 1 1 1 1 3 570 3 264 892 845 2 5  26 
Bouar 1 1 1 I 3 1 8 0  2 0 4 0  1 272 962 40 47 
Douala 2 1 12 7 4 8 6 1 2  2 8 8 1 2  2.5 736 23 105 55 80 
Garoua 1 - 112 - 1 800 702 - 39 

Libreville 1 1 - 5 760 - 1 248 - 22 
N'Gaoundert 2 1 7 4 2 5  360 13 968 13 948 10 341 55 74 -- -- 

Tctal 80 722 61 944 42 848 38 659 

ZANZIBAR Dar-es-Salaam 1 1 112 1 1 800 2 400 1 560 1 170 87 49 
(Tanzania) Tanga 1 1 112 1 1 800 2 400 1 222 858 68 36 -- -- 

Total 3 600 4 800 2 7 8 2  2 0 2 8  

ZINDER Fort Lamy 1 1 - 5 040 403 - 8 
(Niger) Maradi 1 1 - 3 600 962 - 27 

Niamey 1  - 112 - 2 880 - 1 040 - 36 -- -- 
Teal - 11 520 - 2 405 

See GENERAL NOTE ON page 117. 

1 Stage no longer flown by scheduled services in 1965. 

2 Domestic stage of an international service in 1960 flown only by domestic servrces in 1965. 

3 Non-stop service in 1960 operated with stops en route in 1965. 

Dccrtaue in international traffic through this point mainly due to a number of long-haul services  so longer using it a s  a stop 
en  rout. in 1965. 

8 Point no longer served by international scheduled servlce a i n  1965. 

6 Pointnot yet served by international scheduled strvicem in 1960. 



I ~~d ijgures r e p  r e s t  n t the averace Les chl i ires  r o u g e s  representent ~c pour- 
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