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The author is very grateful,to all the persons with whom he had discussions, ^

or who supplied information? listed in annex Ho Mach of the output of this report

is merely a collation and sifting of their ideas, together with those of con- ■/

tributors in the individual countries surveyed* The total number of people

contributing was around 350, representing,172 organizations. Some of the references

listed in annex I were also heavily; relied upon.

All through this document, for "ton" read netric ton = 1-000 kg.
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SECTION4:;i; INTRODUCTION : ■ . ■- ■,-.....- . ;i ... ........

Only relatively high value, perishable or emergency goods &r'e generally considered

to be;suitable.for carriage by;airo But, given the vastdis-fcances and lack of-surface
transport infrastructure in the African Region, the generation of intra-African trade

using air carriage as a mode of transport has been recognized for some years as a

distinct possibility* Hencje Economic Commission for Africa (ECA)j under the legisla-
tive.authority of UNGTJU) /Re^^ Resolution 244(Xl)5
initiated in ,1973 a.'Study of Air Fxei^t Potential in Developing Africa4', having^ ■

* recruited an airfreight expert.; specificaliy"/to.,carry;".out a programme o£ work.;—This
Study complements an^earlier study,of the InternationaiQiyil Aviation Organisation
(ICAO), 'Air-freight'and Air 3^il--A:frica., tyll1 .%.' evaluating" the potentiar^^r1.1--^'-.

** freight carriage and associated infrastructure needs tor xntra-A^rican and^ African1^

originating intercontinental movements* Further details of the objectives :of-tiie'.' -

Study are included as annex A, Freight in this context is considered as commercial

freight in the equations

Cargo « commercial freight + company stores -f- passenger baggage + mail* Hail has

been briefly examined (see section 10.l) only with a view to establishing its impact

on capacitys since it currently has priority over freight, and 'all-up' mail systems,

if introduced, could produce significant volumes*

The approach used in the Study was to carry out a *pilot* survey by covering a

number of selected countries on the spot and in some depth,, This screening process

was aimed at yielding operational experience, together with policy prescriptions and

feasible projects which could then form the basis for action and/or extension to
other individual or groups of countries. At the end of this first phase 13 countries

in the Region have been visited, with 10 surveyed in depth, and a considerable volume

of information has been obtained from further countries and international organizations*

Groundwork was carefully laid for each of the visits by transmitting to Governments

well in advance background questionnaires for themselves and the airlines (see annexes
B and C), and a proposed specific list of interviewees^ including representatives of

Government departments such as the Ministries of Agricultures, Finance (for Customs),
Industry, Planning and Transport, as well as commodity marketing boards and chambers

of commerce, air freight agents, airlines and commercial userso

'• Many of the recommendations made to individual countries are already in the

course of implementation, and EGA hopes that this Master Report will provide sufficient

y justification for strategic developments which will have a significant effect on air

trade in Africa,, In particular, it became evident at an early stage of the Study that

increased co-operation between African countries with an excess or shortage of freight

capacity could lead to increased efficiency, reduced costs and stimulated air freight

development. Such co-operation could talro the form initially of an aircraft capacity-

brokerage system (or air equivalent to the rBaltic Exchange*), but with the possibility
of further development leading to the establishment of an African multinational all-

freight airline* The basic concepts were discussed with various authorities, both

national and multinational in Africa, and generated much interest* Thus it was felt

that this possibility was worth airing to interested parties in order that comments

and reactions could be included in this Master Report* Hence a paper entitled,

'Towards an African Multinational Freight Airline8 was issued in January 1975 *>y ECAa

This paper was discussed at the twelfth session of the ECA Conference of Ministers in

February, 1975, and led to a Resolution (text included in annex G requesting feasibi

lity studies for establishing an African multinational airline* The paper was also
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presented to the third Plenary Session of the African Civil Aviation Commission in
April, 1975, and member States of the Commission were asked to comment onthe subject
matter, Textual comments have already fcjcn received from several_ countries,- and
these, are,incorporated in 'tfeis fester Report, as are the concepts included in the

earlier paper. .;, . .. .-...■ ■■ ■■ ■ ■•.- . ■•:■ '. ■ -.. . ■ ■ '>-■ :..'-"'

'"•'■'■ It will have been seen from the/approach above that BQ&':s prime interest in the
/seotoTis in-determining the mWhanics of its relationship to the development
k The role that air freight, in particular, can play in developing ,

2s2ffi«4 be,n found to the. very different from the role it pi^f^f^ ,
economies. As a general ^ide9 therefore, an important annex, 'Air Prei^as a
Development .Tool', has been incorporated in this Report (annex D). This annex is
referred to time and again in the main text of the Report* .

\.
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SECTION 2; SUMMARY

Section" 4.■' ' -' " , " "/' .'.,..'. ' .."■.-:. ; ,--.. ■' ■ ■.. ■"■■"-.'. : ' '

. ..; 0?he ■ African Region(excluding..South. Af.ri.ca) .consists of 42 independent States,

..plus' a.-.number/of .dependent;. .territories? "covering about .21 per .cent of the world's -.;.

land' area*'" It' has. a'population of about.37.0 million, or 9 per.,c,ent of .the. world1 s _.;■

total, mdely distributed- over the ..Region-^ .and the regional- share of most economic :

indicators.lies between■! and 3 per cent, that of GJ3P 'being; 2gr .per cents, Of. tile. 25."
le-a'st-^developed countries in the. woridj'16 are in Africa, and no less than 10 of \ \,

■.arp. lahdlopked and. separated by vast" instances, from their main trading partners,,

" ''■■ 'The external trade and economic performance of countries in.the African,,Region,;:.

are influenced very greatly by the situation of the world market ifor a limited number

of commodities which are the basis of their economic well»beingo Mhen the pripes. of;:

these export commodities are good and output is satisfactory the Governments':in- the;:"'"'!

Regipn..have buoyant revenues? external payments are. much easier to balance .and ■-■

economies.; have good prospects for ri.alist.ic grpwtha When the. reverse,'applies^,many. .

problems are; created- .With..an average annual rate, of growth .of GIB of 4»6 V®F cent ;

between 1970 a'nd.. 1973? EQA member States as a group failed, to'roach the ^target .■.

"'growth of .6..per cent set. in the International Development .Strategy^..although there'-,,- •■

were, wide, divergencies in the growth rates within the Segion0 '■ ...;■.-■. ■" ■ .■ ;-.■■', ..;■.■■-■

Agricultural production.per capitag partisily-.due to rapid population grbwth.in

the Regiqn5 fell by 6 per cent between 197O and 1973^-ancl aggregate food demand.'■ is -,,;' ';

e3cpect.ed to increase at a relatively high rate ..due to increases in population and.,.;- ;.::

per capita dncomev l^nufacturing industry in EGA member countries- expanded at-an . -• >_■

annual .growth :ratc. of'7»2, -Pe.r cent during the-, same period? and did not quito achieve "■■

the growth target of 8 per'cent« Again, "achievement levels varied widely between

countries.. Ifenufacturing industry in developing African countries is still basically

oriented to import substitution of consumer goods and processed agricultural products'

rather.than production for exports, , .■ .-■,;■ .; . •■... ■. -'.-'.,.-. .

., were accelerating rates of inflation in most .'African "countries in the'"--.,-,- /.."

period 1970. to :l574» In ^addition, exports have, boon growing at '&. lower rate.'than ' ;■ '

impp.rts -and. in 1973j -23 countries had balance of trade .deficits» ■ Developed.markeii1- ■ ■

economics-.remain developing ^Africa's major trading partners^ a,nd o^il^ 3 -to ,6. .-..jp.er; .cent

of. thp^Region's recorded' trade .is" intra™Afrieano Tho ^DaianoG;-'of ■payiuGiii-B statistics ..

show, that the developing countries.--of Africa-make large net payments, on -invisibles,-

that is for /services provided'by other countries? inclu.ding chippraig and- aviation.. .-. ,.

As a../group-, the least, ..developed countries, in. ■ii'rica achieved a. rate .of. growth1'pf, ;

only .4. .per.p.ent .between. 1.970 and-1973s below the average achieved for ail EGA njember'

countries, as" a group. The problems of. transit for trade to and from', these!.Countries,

particularly those of a landlocked nature^ are greato

In the period 1972 to 1974 several countries in the Region experienced severe'1■•'"■" *'-'

drought conditionsP. which1 caused extensive, disruption of economic life and the .cieaths

of many thousands of; people*■';.Some of. the countries concerned arer also classified;a,s ..-

least developed,,.1 .The role of aviation in transporting ^emergency supplies to .-the .■ ■ ■■

drought, stricken,areas,.was substantialE but could perhaps have been even more signi- .-

ficant«- ■■'..., ...... ■' ■ ■ -....' ' ■ .. ■■■ :'''■■'■.'■
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Progress in concluding international commodity agreements in the 1970s leaves

much to be desiredo Lack of progress and the inhibiting terms of sale are restrict--..

ing the possibilities of exporting by air some relatively high value commodities,

ysuch as tin* Sanitary regulations and psychological barriers against African produc

tion ar6 also inhibiting air exports from .the Region- -: Within the Region the importance

of economic co-operation and integration is widely recognized.-- Bat despite the increas

ing-number of bilateral trade agreements being1developed; lack of further formal-

agreements is also hindering air (and overall) trade development, as arethe customs

barriers imposed by existing economic groupings and traditional metropolitan linkages,

as well as lack of market,'information. The evident potentialities of air transport

have already generated some ad_ho£ agreements which are providing a stimulus towards

the breakdown "of such "barriers., • ' ■ • -: ' ' ■ : ■ ■' .'■■.■■

Seotijonj6 ' ■ ■ " '■ ■ ■•:■■..■■- . ...■.■■■■'■■

The opening up of countries through, the expansion of- transport' networks has bee'n

a-stimulus to' economic and social change1. However the African "Region,1 .despite' its

widely- dispersed population and vast physical areas'has low surface transport capacity

at present,.1 The surface transport infrastructure for the Region was largely generated

during the colonial era? and most African nations have to overcome the lack of com*-'"

prehensive land transport networks as. well as the. inherited: mono structures of their '

economies,. Substantial efforts are being made to close the intra-rogional transport

gaps', particularly through the expansion of railway'systems and the work'"of ■■ the .

African Highways Bureau on -trans—African projects* nevertheless, the relative costs ;

of inland transport 5 including transportation to'" the1 ■■seaports, are likely to remain :-

highu . ;Thus? with current and anticipated port congestion, the role of air -transport-.-

is of particular importance, both.for intra-African and for inter-regional trade. ■ "■"

Section; 7 ■ ■■ ' ■■ ■-;■-■■■ , ' ■ ■ ■.■■■. ■. ";: .■ .

Civil aviation in the Region is woll-*servod hy a number of agencies, including

the executing agency for technical co-operation, the African Civil Aviation Commission

(AFCAC), formed by a joint meeting of KCA and Organization of African Unity (OAU)'in
1969» External support on technical matters comes from the International Civil'!" ' ■■ ^

Aviation'Organization (ICAO), often supported.by funds from the United Nations^Develop
mentsProgramme '(IMDP.)., Further external finance for aviation projects comes from'.:; . \-
bilateral', aid and multinational agencies such as the World'Bank (IBRD) and the European **

Develppmbnt £un& (FED) with the European Investment Bank (BEI)O Scheduled airlines

in theRegi'Oh are represented by the Association" of African. Airlines (AAPRA)? which is

associated with the International Air Transport Association (IATA)O There iss howeverv .

no regional' charter carrier association^ althou^i the International Air Carrier .--.

Association (XA.CA) is concerned with expanding the activities, of charter operations ;:
to and from Africa as part of its'responsibilities* . ■"■ . . ■ . "'

Section 8

the above economic and structural analysis it might be' imagined that .air

transport1is well-developed in the Region- but available statistical indicators show

that the reverse is true ■ Even within this low-level framework-of air transport ". ■■■■;

operations^ the position of freight is of-little volumetric importance at present.,' ■ ..

For e2cample? it is estimated that in 1974 airlines based in the Region operated some

277 transport aircrafts ;:i;l/:;;dn^ over 9,000 "(cos,, on commercial operations. These



consisted of 100 jets (with a further 10 on order), 80 turbo-prop and 97 piston
engined types. Of these aircrafts, only 22 normally operated in a freight configuration

(3 jets, 4 turbo-props and. 15 piston-engimjd types;), and only 4 of the nominally ■
passenger .jet aircraft were wide-bodied with .significant freight; capacity in thfir i;

bellyholds. ';.- . '. ■ ■■ ...-.■■-. '/.:■ ■ -'. ■ .'..'

In 1974? 27 all-freight scheduled round trip services were operating Weekly to
and from the Region, only 6 of these being "by regional-based carriers (and 5 by the
multinational Air Afrique)<> The level of charter operations, almost entirely carried
out "by foreign carriers was, however, relatively high, and for the most part unrecorded
in available international statistics. Such operations are opening up to African-.:..;■--.

Governments the possibilities of air freight development, and several States are in

the process of setting Up freight charter operations* : ■ .. . , . ,

Section; 9 -..- ■ -.. •■ . ■ ■ ■-.■..,.■..:.,:,-.;; . .- -. . . "".■■; ■' .-I '■ ■ \- .,

adhere, is-; considerable unexploitcd air freight potential from the Region, although
interregional variety in-potential, is limited, andsuch traffic.is likely to remain
dominated by meat for some timo^ to come,. EC^.. has.,. ;jioweyer, .identified a number: of-
multinational industrial investment opportunities which could generate significant

intrar-African■.traffic*:particularly in electronic equipment, in due, course.. In
volumetric terms the regional export potential is dominated by horticultural produce,

meat, hides and skins* ■..Other regional export products of less volumetric importance^
but considerable economic importance, and which travel by air; by tradition, are exotic
edible fish, cinchona bark and other medicinal plant products, pappaine, pyrethrum "■

extract, dairy products, textiles and a.limited range and-volume of industrial output.,

Improved policies .on capacity utilization, would generate substantial additional regular

and/or ad hoc potential in the form of such commodities as certain minerals, providing

they are sola-under suitable contract terms?, tea; cashew, kola "and macadamia' nuts; and

cloveso Only brief summaries of the potential of these and other commpditi'es. are'"-'
given in the text of volume I of this report, as full details andrnon-aviation as well
as aviation sector.recommendations arc recorded:in the individual country reports of

volume II for action by .the Governments, concerned and for reference by other States*

Section .10 ,-..■■ .■■-■■ .■_..- . .. .. ":. .

In a fow member'States the basic .aviation infrastructure is inadequate to handle

current and future traffic volumes .but most' countries in the Region have reasonable

access to an airport of international standard. Apart from the lack of; stimulus to

an; airport of international standard.- Apart from the lack, of stimulus to -development
and currency/sanitary agreements, therefore, the;.main constraints on airfreight ;

development could be overcome with only marginal investment*. Ehese obstacles^are .,

aircraft capacity limitations caused by traffic imbalances, peaking, seaspnality and

inadequate space -control systems; inadequacy of terminal.equipment; poor facilitation
generaiayj lack of bilateral agreements on.traffic rights; lack of knowledge of the
benefits of air freight;poor transshipment handling? shortage and high;1 cost:of pack

aging materials^ insecure availability.and high, cost of,.fuel| and po6r;:quality ;:
statistics,, IJhore within the terms of reference of this Study, 'recommendations 'are

made for improvement1 or references ;given to development work is already being carried out,

Section j.l; , , . ,. , ."'...'

Both charter operators and IATA airlines use the pricing policy of subsidizing

northbound freight movements from Africa by the inbound higher yield traffic in order
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to generate demand. An analysis of the IATA rato structure to, from and within, the.-..
Region reveals that this is inconsistent and not relevant to the needs of the develop
ing countries in Africa. : The structure requires revision to align it. more closely ,
to market demand while maintaining ati adequate margin of royenup1-pvercosts- A con-
traot system -between shippers and airlines with associated default penalties, may.help
to utilize some of the currently wasted capacity on combination aircraft particularly.
The costs of air freight according to total distribution cost criteria arc likely to
become more competitive with those of surface transport over ths next few years,...

Section 12

"Apart from the need to solve current problems, there are further developments \
which could improve efficiency and stimulate the .significant air freight potential
of the Region, as summarized below. 'Hie over-riding current requirement is to over
come the problem of traffic and yield imbalances to, from and within Africa, in ojder
to generate, an efficient freight network. This ECA Study has found that the negative
air trade- imbalances in one Country are often partly compensated by. the. positive
imbalances of a neighbouring country* ' Thus, at this time of fast-increasing charter
operations, t*ie time is.ripe for co-operative multinational developments . .

PassengGrroriented "operations are not1 seen as meeting1 the full requirements of
air freight development in the Region (although efforts should be made,.tp--fill : ■
marginal-cost capacity as a priority), and there is a substantial need for further

and more reliable, all-freight operations, , ■■■_■■-; '

Multinational co-operation in the air freight sector could be supplemental tp
existing operations (and'not therefore over-riding national priorities), could reduce.,
the sometimes,substantial empty legs that are currently flown, (and-hence reduce costs.)

and could.increase the control of and revenue from the distribution of African

products by African nations*/ ■

Hence the jaajcr proposal of this Stud:, is that an African charter capacity^
affO system by1 established, with a View to developing it into an African multinational .
freiiit airline. Details of this proposal and steps towards its implementation arc
summarized in Section 3 below and detailed in the main text of the report- , ., ,

'"■ Further1 strategic developments for air'freight -in- the Region could include the
establishment' of"formal air-soa entrepot points in North Africa.(to servo. Europe/America s
and the Sahclian Zone), West- Africa (to .serve Europe/America, and- East. Africa) and pos* v .

sibly:East' Africa (to serve Central/West Af-rica and Aaia). Current, traffic and possibi-^-
litics arc reviewed, Tsut-economic-feasibility studies'are required.to establish the

justification for such 'developments,, -. :

■It is often argued that levying duty on'a ciiof0 basis discriminates against the .
air freight mode, since'air-freight; rates are much higher than sea freight charges.^ ,; ;

The arguments for and against reducing the duty rates for air freight are^discussed -
in order to increase' intra-African trade the reduction of customs duties for imports.....

by air from countries in the Region could prove to be worth-while : '

:' "intention is'drawn to the possibilities of establishing ^ty-free+^i
tribution and/or manufacturing zones, which have elsewhere benefited the
manufacturer concerned, the economy of the host country, and air freight traf±ic
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Most air freight agents in the Region are traditionally tied. to.metropolitan- ■■■

countries, a fact which constrains the impetus for intra-African air trade develop

ment, and, the. ;Lntra-African linkages ofAgents could be ' strengthened,. ..It .has ;bcen

■found that; where agents :deal only in :fweight" (or especially air freight.) they are ;
considered.'to provide a "superior service.'/;t.o. the shipper'and ,to be concerned with air!
freight development rather than competitive strategy*. ' . . . ..... ' ■ -..

' Interest in airship development is regenerating consideration of this form of ..;

transport f and the current activities are reviewed in order to provide a monitor for

long term planning*. r . .

■"■' : ' ' Apa'rt'.from-specific projects suggested ..by this Study,, further research also needs

to bp' 'undertakeno Some of the .requirements/'towards .further' defining, the role.,of air

frei'^it in developing Africa will be covered..3jy an ICAO/lMP project initiated by. '.'-.
AFCAC, entitled 'Studies to Determine the Contribution that Civil Aviation can make

to the National Economies of African States'* This project, to which ECA; is con*"*

tributing, covers 36" African countries for two years from Aprilj 1975°:"' Additional

aspects of marketing, research will still need, to be examined,, particularly in ECA

membor States not covered by this ECA Study and in^ extra-regional markets to quantify

the demand for. air freighted, exports from Africao ' ... ..-■■: ..,;,-

,' '.finally, as the summary above will have shown, :the main output of the.

refers to a number of interdisciplinary aspects, arid thus suggested machinery for :

implementation of the conclusions of the Study are drawn up in Section 12oll( defin

ing .areas of responsibility* . ■ ■ . . ■ .

Apexes ..".'" ' . ' "/ •--■>■ ■■ ., . ' ' r . { .

Details of the objectivoB of the ECA Study and of the preparatory fracicijor-l£:-for«

Governments arc given i:a ^.r^cjxes -i to C. Annex Ds !Air Freight as a Development Tool1

has-been "prepared-;to provide,- in" ;a;-general form, the- arguments for1 iiioircocod uso of

air'^frGi^it" transportation in the Region.,' ■Anndx.E describes "t'ho1 'Froodoas-of' the lirr,
vrhich aro' used1 world—wido as a■'basis for establishing bilateral traffic ri^ht-;a"grGo— ;"

rncnts. The purpose of annex F is evident from its titlo, 'Guidolincs for Air Froi^it

Statistics1',, :'-cvTLOx G is'~ brief history of relevant' civil aviation co-operation'1 in

Africa, and annexes H, Is and J.list'contribut6a7H "to, references used in, and tables
J contained in this Ifester Reporto
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SECTION 3r'""REC0M£EMX4TIOHS ■'■■'■"■'' ' ■ / " ■

The major recoimendatlohs1 of a- multinational nature arising from t&e ECA Study are

summarized bclowe A largo number of recommendations for individual countries have

■been made in' the texts of the individual country reports of volume' II - in particular

specific recommendations relating to non-aviation sectors (e»g0^;to the development

of specific forms of available commodities for air export) are:included there, as

they are.dependent on the-social and economic structure of the country concerned*

The more formal recommendations directly related to air transport have been ; ;

numbered* The figure(s) in brackets following the recommendation is,(are) a reference
to the 'Sections) ill the main text dealing with the recommendation in detailo ■ The
organizational reference is ;tci 'the_ a-gehcy best equipped to carry out the proposal,, as

discussed in Section I2«ir bh'Impiementationo '■■■ ';; '■ :" '■ ' "' V^'Y. ' "'..'■ ' ■

"Rocoiamendation 1; ' • ■' ■■■■"'■■ :-"' "' " ■ ■ ■■■■■■"- ■■ll1 '->"■■ ' :

(l) The'predominant: development which could arise as 3 result of this Study is
the establishment of an African multinational freight airline* The justification

would be increased efficiency of operations and:increased control of and revenue from

the distribution of African products by African nations*, ECA proposes the following

step-by-step progression,, Initially, each of these would benefit only inter-regional

tradej "But'wpuld provide'a springboard f6r intra^Africah trade development,,

Step Is Data collation "by interested member Statos on freight charter operations

(none is currently published on a regional basis and tBa- EGA. Study has so fsjr resulted only
in data from certain countries), and possibly also on all—freight scheduled operations.

Step 2% .. ■ : ■ .

(a) The establishment of a self--finane ing African capacity brokerage and plan— ■

ning agency with the. function of matching supply and demando Specific details of the

operations including recommended staffing and location are given- in Section 12-3» ;

(b). Extension of the. functions of the agency into marketing development and ■
facilities planning for aircraft. operating under the aegis, of the schemeo

:' ■■■■' ■ ■ . • ■■■ -.■■■■ . v:
Step. 3s The carrying out and commissioning of consultancy studies, hopefully

aided by international agency fundsff into the economic feasibility of establishing

an African multinational all-froight airline0 Some outline subjects for study are

given in Section 12=4? including Constitution; Operating Plans^ Costs and Revenues^

Finance and Insurance; Traffic Rights; Operational Pools^ etc When the studies are

completed, it should be possible for each interested country to evaluate the gains

that it would achieve from the functioning of the airline (including foreign exchange
savings, if any) as against the cost savings it may forego by adhering to the present
form of operation. The major objective of the airline itself would be to achieve an

increased African carrier share of air freight .carriage to, from and within Africa,

while generating a commercial net return on investment,. The airline's operations

would aid the development of intra- and extra—African trade* The airline could be

the first 100 per cent African-owned and operated international airline, and be a

training and testing ground for further developments in multinational co-operation

in African civil aviationo
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Stop 4: If the above evaluations show a viable proposition, and sufficient

support were received, the airline would "be established,, ' " ■--■■■-

A timetable would need to bo settled for the programme, and,:Could obviously be,-;

telescoped should the situation so require,. Hopefully, the approach above-would

have a good chance of success in that it is specific, for freight only,,-an'd''supple

mental to existing African operations (at least initially),, Participation, in the

programme ■'need neither be-cbmprehbn-sive'.iior necessarily by contiguous cdHintrlesj
as long Us:. ..the needs 'of' interested- Stktes'^are .complementary and-ger^rate'-sufficient .

volume* A regional rather than subregional network of countries participating is, ,

likely to prove the most viable form of operation* Development would be co-ordinated
by i£C& and AFCACj in conjunction with the OAU0 Tho proposed is. :di:s.cussal. in. detail

in Sections 12el to 12*4=

■■■ ..■Recommendation 2.; . ■ ■ ■ ' . " ■'•.-. ■;.■ ■-. ■ ; -. ■ ■ _■.-.■

When planning aircraft purchases for the carriage of passengers,/ consideration

should be given to aircraft with freight doors and strengthened floors. The increased

capital cost and reduction in uplift ability may well be justified by,operation in

mixed or all—freight configuration Specific recommendations for'the use o'f's'cii-

palletlsed combination aircraft on certain,routes as a precursor to all-freight-

operations-have been made in various individual country reports (12.29 airlines/ : ..
Governments)* ■•■'... ■ . ■: ■. ... -. ■ ■.■■■■':;■ '■.':.■, ■-..-;

■Recommendation 3i ■■' - . ■ . . ■ . '.-:■■ '.■ . ■" . . ..,'..

While-, the 'opening "of the "Suez Canal is .not. likely to affect, .the demand, for. air . ^

export capacity from the .Region significantly, capacity itself could be restrained by-

lower growth in^alr-import volumes, A detailed study should be carried out on the/,

long^torm effect :.of the opening of .the Suez Canal on air freight .import and export. .:..

requirements* 'This;. could be part of a general analysis of the effects .on the economic

infrastructure, to aid development planning' (lO«l, 6S ECA)v . ... - ■ ■ -._ . .....

. .. ■ Recommendation 4s " ■ .;■.'.. . - ■ ■■ .. " " ■ ■ .■ :■■,-■ :

,- It was the intention of EGA . to devote a specific portion; of .this Study to. .

examining■ and developing, tho role of* air freight transport in the; Sahelian _2one-c.oiin-r,

tries, iii-order to mlnimiz-G tho problems caused by the landlocked nature of .tho area .,'

and to be ablo to mofoil'izey capacity effectively in time of urgent ■noed» Unfortunately

this: work was not carried out. .due to a. .limitation in resources, ,and such a,specific-.

study should be -made in the. near future to .complement, the work so far. accomplished,.. .;.

(4-6, ECA —■ sea also Recomni'endation 8.)* . ; . . ..:; ._ ■ ; -:, ...

Recommendation g: ... - ■; , ■ , / ;-;

It is evident that Africa requires-, a.more.'carofully thought out. air freight rate

structure, .and: a review o£ all international rates, should be commissioned .(11,, AKJAC)

.: -. Recomraendation.-6'g '■■■■;.■■ ■; . - xyr-: . .- . ,, .-■... . ■"■..■.:;..!'".: '

Associated with rate structure developments, contract systems between shippers

and airlines with associated default penalties should be introduced to increase

utilitization of currently wasted capacity on combination aircraft (llf Governments).,
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A joint BCA/DMIDO research and development programme into packaging for air

freight in Africa should be established (lO.7)»

Recommendation 8t .■'■:■:.■. : '■'."-

Feasibility studios should be carried out for the establishment of bonded, air-,

sea entrepot points to serve transcontinental and landlocked country requirements

(12O5S"EGA).

Recommendation ff; , ' ■■'—■■

The Africa and International Trade Centres should launch a comprehensive survey

of demand for African air frei^itable products (as defined in this Report) in coun
tries in Africa not covered by this Study, and, more particularly, in countries

outside the Region (12.10, 5«3)«

Recommendation 10j ■

In order to organize a programme of implementation of the major recommendations

of this Study, ECA, OAU and APCAC should meet to discuss detailed proposals and if
possible set up a work programme by the end of 1975- To monitor and co-ordinate
strategic developments and establish a programme of feasible priorities a standing

working group should be established, comprising representatives of ECA, OAU, AFCAC
and the African Development Bank (ADB), together with two or three interested member
States (one of whom would be invited to chair the group). Invited to attend the
meetings of the group as Observers would be AMA, XA.CA, IBRD, ICAO, UHDP and the
embryo freight charter organisations in the Region* The freight charter organiza
tions need to got together to solve immediate problems while more permanent machinery

is established., ECA will continue to work-with the other international agencies ;-

concerned on the non-aviation aspects (12- 11, ECA)O

Less formal but nevertheless important recommendations are also made in the text
of this report. For example, integration of space control systems by African airlines
could increase capacity utilization and provide an improved service to the customer,

particularly on combination aircraft (10.1, AAFRA)O Similarly, pooling of handling
and/or sales agents in countries outside the Region should give African carriers a

stronger negotiating and priority position (12*4, AAERA). There is also a need for
establishing an African federation of air freight forwarders, with a view to develop
ing an iritrfwAfrican network (12.8S BCA)e At present air freight forwarders often
work under difficult conditions, which could be improved by the development of
farther bonded freight 'villages', where agents may consolidate and break down loads

(12,8, Governments).

Many of the constraints On air freight-development in the Region have already
been recognized and relevant organizations have work programmes for improvements.
In this context, EC& fully supports the work being carried out by AFCAC on facilita
tion (with ICAO. 10.3)T bilateral agreements an traffic rights (10,4) and air. freight

and air mail (7)« ,. . .
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Obviously there are further aspects indirectly related to the aviation sector
which this report has been unable, and indeed not been intended, to examine-in detail
For example,there arc the" constraints of the lack;of trade agreements/ in .Africa (5,3)
inhibiting terms of.-trade-(%1)? 'and the existence of import tariff and sanitary -
barriers ^see 5 and especially 12.6). Nevertheless, some discussion is :mad6 of
tfog^sbt d it i h

) , iscussion is :mad6 of
^, and it. is ■ hoped -that this Report will provide a stimulus to progress

m these/areas :by the agencies^ and Governments concerned* ' ' •'■■ '■■■
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SECTION 4, ECONOMIC BACKGROUND .... . ...■■■

1 A brief introduction to the economic characteristics of the Region is given
"below as it is important to. .assess the mechanics of development in .general "before -:"
evaluating the role which aviation can play ±n suoh development. More .detailed
analysis is given in the individual country reports.of volume II. To avoid duplica

tions much of the information "in..this Section,has. been, selected from ECA*s 'Survey
of Economic and Social Conditions in Africa,' 1974j* which is listed.as Reference in
annex Io

The African Region (excluding South Africa) consists of 42 independent States,
plus a number of dependent territories, covering about 21 per cent'of the world's land
area* It has a population of about 370 million,, or 9 per cent of the'world's total,
widely distributed over the Region, and the regioml share of most economic

indicators lies between 1 and 3 per cent5 that-of G3SP being 2i- per cento Of the
25 least-developed countries in the world, 16 are in Africa5 and no less than 10 o£
these are landlocked and all are separated "by vast distances from their main trading
partners,,

The external trade and economic performance of countries in the African Region
are influenced very greatly by the situation of the world market for a limited number

of commodities which are the basis of their continued, economic well-being. The share
of the twenty mo3t important agricultural and mineral commodities in the exports of
ECA member States was 80 per cent in 1973 and the proportion was probably higher in
1974* These twenty commodities earned SUS15.2 billion in 1973 and-the total GBP of
the countries concerned was about $US70 billion* When the prices of these-export
commodities are good and output is satisfactory? then Governments in the Region have
buoyant revenues, their external payments are much easier to balance and their

economies have good prospects for realistic growth. When the reverse applies,, then
many economic problems are created* ■

During the periDd 197O~»1973s ECA membe?r States achieved e:i average annual rate
of growth of their GDP of ,-fper cento The Hegion thus failed to reach the targer

of 6 per cent set in the International Development Strategy, and the related target
of 3*5 per cent pox- capita which allows for a population growth rate of 2*5 per cent

a year* This vjas in contrast to the experience of all developing countries in the

world which as a group managed to exceed slightly the target growth rate with a

growth rate of 6,1 per cent a year* The overall growth is an average of very wide
divergencies in the growth rates= for individual countries. For example, between

1970 and 1973 only 11 countries managed to exceed the target growth rate¥ and a

further 9 had annual growth rates between 4,1 and 6 per cento By contrast 4 countries

had negative growth rates in this period,, and in 6 others the annual increase was

2 per cent or IessD An important factor underlying these modest rates of growth is

the general lag in agricultural production^ despite the continent having enormous
land areas and a- very high land/population ratio*

Despite the low per capita income level, the average rate of gross national

savings is relatively high, reaching 18,8 per.cent in 1972O The rate of investment

as a proportion of the GDP in Africa increased from 1QO8 per cent in 1970 to 22 per

cent in 1972? and probably increased further in 1973* The share of fixed capital

formation in the GDP in Africa is higher than that of the developing countries as a
group and it is increasing at constant prices at about 7 per cent per year*

f. ' r-"V -—■-;----■--...
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■■.4»1. .;.■;; Agriculture

;,.;.:■ , :In "Africa. tiie ■ poor food. :supply" .situation has -in 'recent years "been aggravated by

-a inumbasp- -of jfa&tora.. . In addition to.bad'weathers there'have been certain ecological

changes such as, the .advance &£: the "..desert into' the Sahelian Zone* It has ;also been

difficult-tp effect widespread adoption of technology to improve, agriculture. . Rapid
population growth has.also:*been upsetting the;'foca; supply/demand balance' in the 'Region,

. .Available information -indicates that total'-agricultural, production in developing
African countries, increased by 3-per contain 1971'$ by a mere 1 :per cent in 1972,"' and
declined by 2 per cent in 1973. Production per capita recorded zero growth in 1971,

a 2 per cent decline in 1972, and another decTine*^^ to. "..5/per ^cent' in -1973,'

■ In^terms-.Qf -the■.contribution:.of:agriculture (including livestock,1 forestry and
fishing) to the GIF j". the average rate of ■"growth for the .Region ..in the period 1970- .
1973 was just-over 1 per-, oentper annum, 'which "was1 much beloW the target for the "';
decade* . ,-:;■■■ ' ■" : ' -: ■ ■■- "■ ■ ■ " ": " ■ ' " ":'

■Aggregate food demand in "Africa is" expected to increase at.a. relatively.hi^i '
rate*: due-to increases" in population aBd'^ger^caEita increase* : This is particularly.■
true, of.;the. livestock, sectory and has'already^"led1 tortile ■ development of' substantial

shipraents/within-the:...o.ontinGnt.of'beof ( some1 ■ "fey air. see sections 9*1.2 and'9<,2«2-)'
to complement the^ exports1 from the. ■'Regions:" ' ■■ :- ' ' ■ ■""",' . ' " . '

Manufacturing industry in ECA member countries expanded at an average annual rate

of 7*2 per cent between 1970 and 1973 and did not quii.e,achieve:the" growth tar-get or"

8 per cent- Achievement levels varied widely between individual ccuntrieee . In 18
countries actu,al:.growth,-r-a-tes exceeded the ■ target-and 6'additional "countries achieved

annual growth ra'tes of 5 to 7 per cent,." In a;further .15 countries the"result?""were"''
disappointing.;as-the' rates- of■■■■increase remained be1low-j per cont.''- ' . ';' " ''

,Theii?e:.is some' evidence that countries with- higher increases per head were able

more easily to acnieve the target growth rato for manufacturing production.. The

impact of ths poor agricultural seasons in individual countries in 1972 and 1973 is
also'-readily seen in -low "growth, rates in manu'faoWring;industry* '.The iaiter .point
is., fairly eaaily understood when at"is ■realized that a "significant'"' proportion "of the"
industry;.,in■ developing- Africa: is. involved in processing agricultural" prcductso .. '"'T '

■ The World.Bank1.qualifies :s< non-industi-ial country-as one. iri"-which"

contribut.e-s.lesB than 20 per 'cent'of th'e""value ■added;of- the" commodity producing sectors.

Against .this definition ..26' outi'O'f 42.":-EG/i member' countries' i.n l"97O-il97'3- wore hon-.. ...' : "

industrial.rcountries^ -.Of ...the remaining- 1.6'couiitries'some-have beg\;.n to. move, into the,

more complicated ■manufacturing process'with-'the aim -of -substituting imports of inter
mediate ;goods and some relatively simple capital goocte with looal products» .There

is also;\%n-impoptant- sector producing exportable ■manufactures* %n such coitatrios'."

However^, inrge^eralj .manufacturing industry in developing African" Countries is still"]'
basically: oriented, to1'1 import" substitution" of consumer goods'an3.'t>rocGSE eel agricultural,
prpducts.-rather than production'for export,, ■ ■ " ' ■ ■ ■■ ' ■ '■■■'' ■"■>■ ■' : '" ■■ ■'■ ■■' ■'■ ' .:''
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The mining sector has not experienced much growth since 1970 and the production
figures of the more important minerals for EGA member countries show that crude petro
leum, output fell from 302.3 million tons in 1970 to 286,4 million tons in 1973? that
gold production was reduced from 29*5 thousand kg. to 26,8 thousand kgo between 1970

and 1972j and that the tin content of the ore produced fell from 16,500.to 15,400
tons from 1970 to 1973= Most other, minerals recorded increas.es, with particularly
significant rises in the production of copper from 1,12 million .tons -to 1,26 million
tons and phosphate rock from 20.2 to 26.0 million tons- However, the weight of crude
petroleum in the total output of. minerals would mean that the sector as a.whole
recorded little in the way of an overall increase between 1970. and 1973,

4-3 " jfonear .supply and inflation •■■■".

.. _ There were accelerating rates of inflation in most African countries in the

period: 197-0 to 1974* Some significant part of this inflation has been importeda The
level, of. exports :of developing countries is a function of the GMP of the developed
countries and since import capacity is directly linked to export earnings, develop
ing countries are affected by the cyclical fluctuations and general price inflation
in developed countries,, While in OECD countries consumer prices increased by 4o7

per cent in 1972S 7,7 per cent in 1?73, and significantly higher in 1974, some. 60' "
percent of "EGA member countries .had higher rates of increase of consumer prices in

those years. Between March 1973 and larch 1974 the rise in consumer prices was more
than 15 per cent in 12 out of the 23 African countries for which there are data.
Rapid expansion in money supply contributed greatly to the rise in domestic prices

in many African countries, the prime cause being the expansion of bank credit to .
both public and private sectors*

4»4 .. External^ trade and payments . .....

. During the period "1970-1973 total exports from ECA member countries in national

currencies rose at an.average annual rate of 12»5 per cent and imports at 13O8 per

cent., These rabes are higher than.the average annual .growth rates'of 10o8'per cent

for exports and 11.3 per cent for imports measured in SDRs, but lower than the growth
rates, of 17.6 per cent for exports and l802 .per cent for imports measured, in US;
dollars* . . .

While impressive, the trade performance of developing African countries was more
modest than the achievements of other developing regions.,. The -excellent export--per~:;
formance of the developing world as a whole3 including Africa^ from 1970to 1973 was; ■
due mainly to the upsurge in economic activity in the developed countries and the

resulting boom in world commodity prices. Ehe .rapid export expansion in Africa'has
been offset in many countries by an. equally rapid rise in import values partly

because of the increased need for imports of machinery and transport equipment and. ■ ■
partly because of inflation in] developed countries. In 1973? 23 countries had
balance of trade'deficits, as against 25, in 1970o

Developed market economies remain, developing Africa's major trading partners,,

partially due-to maintainance of traditional metropolitan linkages, although their

share in Africa's exports declined from 8l*7 per cent to 77^3 during 1970-1973, while--

their share in Africa's imports increased from 7606 {per cent in 1970 to 78O6 per cent
in 1972o Developing market economies accounted for 10.1 per cent of Africans exports
and 13.5 Per cent of imports in 1972* Socialist economies increased their share'of
the Region-s exports from 7*3 per cent to 8,6 per oent between 1970 and 1973S but
their share in total imports fell to 8.9 per cent from 9O9 per cento
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Only 5.. to 6 per cent of recorded trade, of ^developing African ^countries 'is1 between

them... Of'.the^tbtal'^ " ; ; ';
manufactured products:in 1972, and iBo? par: cent in mineral fuels, including petro:lGiime
A signifidant additional amount 'of trade^.inainly in live,.animals, fish products and •'■'

smuggled goods, goes on between African countries "but is not recorded, ;

While the overall external trade situation of rECA member, countries taken asa

group, is currently improving, the position***!1 "ftie^iij^^i^pradaGi^^B^^sl-i
ing quite drastically. In many countries, thers will be a very, real problem of

financing their deficit* ■" ' ■ ■ ■ ■■'" :•-:• :-.-m. ■ ■■, ■ . .-,. ■-■■■ . ../.'■■ .. "_

Developing African countries as a-'group, recorded an overall surplus of

billion iii their basiq balance of payments in both 1970 and 1971s largely as a result
of capital' inflows. Non-oil-producing countries :,as,a, group recorded a basic deficit

of ItJSO.2 billion in 1971^'a small surplus of $m6a3. billion in 19^2 and another ;
surplus qf $US0.2 billion in 1973- For th;esercountries, there; -was a current deficit

the period, attributable mainly: to ; service payments^, ,

■The balance of payments statistics show:t^t.the developing countries, of Africa,

make' large net.payments on invisiblesfvtliat is for. services provided; "by other cbuntrieso

The need to make" such payments-offsets--the, surplus or, increases the; deficit oh-the ■' -:'i
visible trade account. The most effective means of moving away from such' dependence ;

on the services of other Regions of the world is for the countries of Africa to con

tinue to "build up their own services^ - .,.:,- ,

Until the early 1960s carrying service between tropical Africa and other parts of

the world was'"undertaken1 by ;alien vessels,, except in the case pf Liberia vrhere such

vessels' we;re registeredJ;aridi:;were therefore..considered national;; and African, -Since

then m^iiy1 countries nave made and are-"still ..making .attempts to sociare the'■ shipping ■'".■
services wliich^carry their principal e-^orts andimportso TOTiki) .il.'suppoi'ted' this-V ■■■■■"
endeavour and insisted that developing countries should attempt to carry at least 40:

per.ppnt of .their freight in their national vessels* In the aviation field, African-car
riers '" havo\a'' reasonable- share of scheduled-capacity, but a. very low share of

eharter capacity, a: subject which, is.. discu-s.sGd in- Section 8. of "this Report,, ■ -Insurance,

t 'and'export credit financing have.a. similar history to shippings'

4* "5 ": Special/measures/[in;;f'a,ypur; pf^the least- deyolopecL

g ■■period'1-97O-1973-the .1.6 ..countries, in .Africa designated'as least

loped, as a "groups achiGved a rate of; growth of GDP of only 4 per. cQn-fca This'growth

rate of 4''per ■clent':was: below the average■aohievqd ,for,all,ECA niember countriGS as a

group (4«6 per cent)1 and. illustrates-the -basic failure to move .many of the -least■■'■ ■. ■

developed ;countries' -from:'their" relative ..poverty in .the early vears .of .this ■ decade,. ■ ■ ■'

: ";Jn 1972, the ■amount ■ of net-.loans and-.grants.^ecoivGd by the; least developed1 -
African countries-ficom^member1 countries-.of the ,Ueyolopinent' Assisianco CommittGe -and

from muitihatibnal :sources reabhed,-:$tFS6"7Oa-,6 millionf :or $US6B;p~p:er";head.- ■ This^-eomp

unfavourably with '$[JS9.8 per head for Africa as a whole for thd' same^ ;yearo:-1:;There ■■is,

howover? evidence that the flow of resources to the least developed'African! countries

from developed countries is increasing.

Probably the real difficulty in the least developed countries is the overwhelming

importance of agriculture in their economies,. Special measures to transform agriculture

are now increasingly needed in these countries, but much more strenuous attempts need

also to be made to diversify their economics,.
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Zambia in volume II* ,

4.6-i ^ousfr-b, conditions in Mrica* 1972.to 1974

the Sahelian Zonecountries; of West Africa.and

5$S?3g-
oo^ornod aro aiSo

X.^cx Cop .^
relief operations on an immense scale. of the most.

s
norfcjiern. : . ,

"ae ^iof operations to Ethiopia Wero ^retel^cd.and there were seriou,
fatalities Sore the Soale of aid operation was suffxoxent.

A iarge part

provided. *,; donor
ed^inly thrpug the^ . ^ r^

also been forthociiing.

«s sli^tly less than the +

services were not adequate for the g
Deoame especially acute for less accessible
the centre of the area. ;Mr: transport tes^
movoment, of relief materials, and xn many cases

cognition of the role it can play inmore routine
EGA t,o devote a specific portion of this Study to
role for the Sahelian Zone countries, in order to
the landlocked nature of the area and tol^°J
in terns of need. Unfortunately this «

l eewtries in

part in,the adhoc

led to

developing this

capacity effectively

outlue to a limitation
study to n^e.in the..

alsoiecommenaation 8;

and section 12«5)«
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SECTION 5. THE IMRA.STRUCTURE FOR.

5»1 1*0, developed market.

lntornatio|ial.'.IfpvGj.opment. iStrategy.irequires. that, in the-early. ybars-'of'tfre "

^e*^tipriai!F..a^oaoi3n1;s, shpuld,,;be .-concluded.-on .issues affecting'TJommodities :':
, 6f export..intorosf-:i;p;,dGvelppih^,cpuntr^<gs.;.such as pri&.es,. access to-'markets,"-:diversi-
;f1cation,'" iceseapch,anii;vdpy;QJ.o:pni^nt,,,aia&:,raarketingo:.: -Urifprtttnately'■"#:!*>gress made ili :;:-
1 tnis area ,sp ;f^r. i^.thb"-l^t^ loa.^s- .mucn *° lao/dosipod. .-' Five ;fcrmal- international- ' "■
agreements'existed separately, on/tin,.- .-sug^c, -..coffee-, .wheat-.and ■olive.dil'at

the International Development Strategy was launched., Of those only the agreement

on tin remains a durable instrument of market stabilization., Iji^dd^^on.^while

production process is coming increasingly under the control of the exporting countries

the .terms .of .sale.,^/of.,,:ithq../c.offimodities tend;.,.to-inhibit ■■ control of' the transportation

s.Qptor by'thes,^ ;co;untr;ias0 .....There, ar-e, jseypral- high value conbodi'ticsV^incliiding'-'tin: ■''y

ore .^^^linj/^ic^-^h^uld, .travel by :air. to give- a^ maximuto.; net"■ecohomic;'>b"en^fi:t' to;r -.':';':'
the" e^ort.iii^;; country, 'bui.^do .not because:, of. ;such.. terms of ^

in "ihis

TKG.*'.o..b"st;aclo..s that-have..-stood .in the;way.of progress" ininternatibnaljconffiibdi
agreements in the recent period underline. :t.wp- /important.-factors, ■ namely./th"e.-1iiite"r-i-
dependence of tradoP finance and monetary mattors? and the potential will to negotiate

realistically,.. ,. . -. . ■■-,-,■; ; -.-.,...■, . ■■: .-..:■■: ■'' ;r. '■ ■£■'■'■•■:':,>;£■',';

^o trade i^manufactures,-■the International. Development 'Strategy 1[r-: Jy'1-
recoMnen(is':tit.at the .developed market--., economies, should'-.facilitate the Gn-tiiy=1'int6';:-"1ih0it!J*^r
markets, of.. mGnufaetured, and -.semi-manufactured- products "of"espoi't interest""^to- -deveiop1™ '-■'L:

ing; cbuntrie.Eo - The. developed -.countries :■ are"..-further ■ required- to establish" *generalized^1-'"

non-discriminatoryj non-reciprocal preferential treatment for exports of developing

coun|ries into :thQir..-ma3?lcet.s.= ., Although manufaGturos-!.constitu"te' a-small--proportioh' cf

the'6±port trade of. African.^..countrips: .to. the ■ developed market ..economies-a:t the present;

timof. tl;e .implementation of, these, .prpv2.si0.ps would -.greatly.benefit -their -'bsrport diversi-
ficatipii ■.efforts and provide a.-basis...for .expanded 'tradee ■ .■'■■■'.:■■■ .. ■■-.'. ■ .■.:-:i:-: *-■ '■" '■ ■;i;'

Several.-,improvement s-hayo-.-take.ia,.place. in-, .the: .General System--of- PrefbrGnc"es;: which ;-:-
reprd;SG:nt;."-i:hG. main. instyijiftehV by;;which-.developed comitri-es ...either/indiViduall^^rV-''---'^^--1"
through1 ■regional' economic 'groups, .arc implemGnting.the ■■conmiGrcial • provisions -:bf-tHB1"' • ^■•"1

Strategy.. The schemes have had a favourable impact on the export trade of several

devolppi^g.cpuntries., ., Most.-of■ the. schemcs? however,;;.-need i;o':be ^e'stpanded to'iiidltiae

more .products of Je^port, interest to . developing count-riP'sv.-. They^lso ■iiee'd'-to;be: '" -■■■■'■■'''■'

^pd-.of" several unce.rtainties;inherent ■-in .them-which.'have .b-eon used1 to "hpld'baiclc "■"-'■■"~-i
dij^ii " 1 'K ]

,Dthbr;;:;cpns;tra.ints'.oii exports, tp- developed-market bconomies:.of critical1 imp6r"tahce;

Le*';ay,^a^xp.n\:soc.tp'i',.arc psychological barriers against African produc'tSj'and.;";;":;'-::;
sanitary.^eglilationka'' ■. Aviatipn-cpuld-..bo -used<as:a tool to breakl-down the' fbrmer:/:r'']'■'
prejudic^j^b^the: sending.of. sample -shipments'without- investment ih"a ""costiy":"dis-'":'::'
tribu^6fi"n6two^"'r.As'.fg-rT..aa the ■ sanitary -regulation's are coneerned3'!they;have: a: ■■'"■ *' :
signifidaiit1 ■impact;, ontiie' export of fresh or frozen meat, fruit' and"vegetables,- ':;

these, being major air exports from the Region, and are discussed in Section 9O1«^

Many of the regulations. :are just]ifiablej ;but". prove ^costly to, meet ■due"1to'-th0:::agri--;' -

cul-(:ur^l,:.inf^■rastructure.-deyQlopmQnt' requirements^ --and are .likely! to "-load11 tb;conDontra-;'
ti^^ltdti erpbrt markets,--at least..in. the ^ "i '
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^^^^^^py^Sj-^of'S^.B.iiQTn. Europe

Trade between African countries and the socialist countries: of-.lk:sfefn-J!iirope- ':
in the 1960s represented a small proportion of the total trade of tho two groups of
countries, . The pattern has not changed much during-the first-years'of the 1970s.
There,has .in fact -"been .a deceleration in the rate of 'growth; of trade "between the two
groups; of. countries in tho early years of this decade.-"■ The bulk of the trade''is?'with
North African countries whichj, because, of geographical proximity and better transporta
tions-links,,have established well-developed frameworks for'trade and economic co
operation with ;the Socialist countries of Eastern Europe ■■■..■■ "'■' ■'"■ ■■■ '■ '-'

5«3»; Mithin the region ■ ..':■■ . ■ ■ ■ .. ■ ..:-■:■ .:

.,:. Tho importance of economic co-operation and integration is widely recognized in
the African..Region, By 1973, eight formal multipurpose economic groupings were operat
ing- in;.the: Region In addition there were several specialized institutions that were
concerned with specific economic sectors.. Co-operation efforts have largely been

directed at achieving greater trade liberalisation. Some progress has also been made
in the expansion of productive capacity and in the promotion of common marketing
policies* However, recorded intra-African trade still accounts for no. more than

. 6 per .cent; of the external trade of the Region. : ■■'-.'

. Bilateral trade agreements arc increasingly being resorted to as a means of

expanding intra-African trade, while co-operation in payments and monetary matters
is being fostered by the Association of African Central Banks* Nevertheless, the
bilateral agreements are limited in the number of countries they'cover, and are
usually associated with, neighbouring countries only. Several major air trade initia
tives have broken down purely due to the inability to agree on financial arrangements* '.

., The maintenance of;-metropolitan linkages referred to above also restricts intra-
African. trade, due to the import regulations-and tariff barriers imposed,, In fact,
some of tho economic groupings referred to above prove to bo severely restrictive on

trade with other African countries- Since government revenues in developing coun- '
tries come substantially from import and export taxes, due to the administrative
difficulty of collecting;other forms of taxation, these barriers can be administra
tively complex as well as financially severe.. Hence existing importers and exporters
are not inclined to explore new and moro' difficult markets, '

Further constraints on intra-African trade development are tho lack of information
about other African market opportunities, and lack of impetus in marketing and export
promotion, . These are problems on solving, which ECA is putting great' emphasis. Kig '
Africa Trade Centre has established a Trade Promotion Advisory Service, which lias
helped to set up the Association of African Trade Promotion organizations. The
Africa Trade Centre is also concerned .with trade information and documentation, market
research, and export credit financing. At present thero is no export credit financing ■
or guarantee scheme in the Region^ but .there is a'substantial and urgent need for'
African developing countries to introduce.such POhemcso Preliminary positive studies
have been carried out in Kenya and Nigeria^-and plans are in hand for extension of
these to other parts of the Region* ■•■■•;,!

In the, course of. this ECA Study it was found that .chambers of commerce were
generally ..weak on development apart from through traditional channels of trade,, having ^
little knowledge of possible intra-African developments and unaware of the possibili- "-■■';;
ties of air freight,,
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While some experts feel that the at>ove "barriers hoed to be "broken down before

significant intra—African air (and surface) trade can bo established,, the evidence

of this Study is the reverse* A i^rigq number, of ad hoc agreements including air

fransportation have already made' treakthrbugKs,-; and are showing the way1 to the
establishment of more formal relationships; In addition, air transportation, by

its very nature, is able to cut across the geographic limitations and provide direct

links between areas with differing production due to their differijag'climatic condi-

tionso , . .
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SECTION 6., ^DEFACE TRANSPORT HWASTRUCTUHE AM) OBJECTIVES

The opening up of" countries throu^i ilie expansion of.transport networks has
been a stimulus to economic and' 'social change* It may "bo an exaggeration to. say , .

that modern transport precedes change}/but easier access.to previously neglected

and underdeveloped areas in :individual countries has certainly .facilitated the pro^
cesses of change* _...Howeverf"at.present Africa has "low;,surface.-',transpbrt capacities,

represented by 70,000 kilometres of railway 100,000 kilometres of surfaced roads and

10,000 kilometres of navigable waterwayso

The frontispiece map indicates a general view of the surface transport, infra

structure in Africa, existing, under construction and projected. The major routes,

particularly those of railways, were constructed daring the colonial era with the

strategic purpose of penetrating inland to covey the produce of the country to a

specific seaport, and hence to the colonizing State As a result of this, most of

the young African nations have to overcome the lack of comprehensive land transport

networks as well as the inherited monpstructures of their economieso The intra-

African gips are evident from the map, and intensive efforts are being made to close

them,, However, the physical difficulties of the terrain, insufficient en route route

multiplier effects due to current low population densities and, in the case of rail

ways, the difference in gauges and types of equipment, are proving difficult

obstacles,, :

Special mention should ho made of the work of the African Highways Bureau in the

Economic Commission for Africa* The major project of this Bureau is the co-ordination

of development of the Trans-African Highwayo The itinerary of this hi^raay, as shown

on the frontispiece map is Mombasa-Mairobi-Kampala-Kasindi-Kisan^.ni-Ban^,ssou-Bangui-
Tibati-Skok-Enugu-Benin City-Lagos. Much of the highway in East Africa and Nigeria

is already of all-weather standard, for the most part "bitumen-surfaced.. However,

improvements, mainly widening and strengthening of the road, are necessary and under

way on several of these sections,. Elsewhere, the highway is almost entirely a poor

earth road* Pro—feasibility studies on the whole road have been made, and feasibility

and engineering studios aro being undertaken? the section in each country being

carried out under separate bilateral aid agreements,, Further studies are under way

on formalities such as legal, customs, visa requirements, vehicle dimensions^

currency and insurance;. as well as on auxiliary services such as petrol supplies and

maintenance« While the African Governments concerned are not financially committed

at present, they are involved through regular co-ordinating meetings, as aro donor

countries and interested neighbouring countries* The main traffic flows generated "by

construction of the Highway are expected to be between neighbouring countries, rather

than along longer distances..

The Trans-African Highway project is also concerned with establishing feeder

links from nearby countries, which could prove important in establishing trade links

not only along the line of the Highway, but also between the contiguous countries

concornedo The experience derived from the Trans-African Highway has led to an

expansion of the work programme of the African Highways Bureau to consider a Trans*-

West African Highway (an extension of the Trans-African Highway from Lagos to Dakar)
and a Trans-East African Highway (from Gaborone via Nairobi to Cairo)* Work on these

projects is, however, at an early stage*. 35H& initiated some 10 ^ears ago plans for

a Trans-Sahar^n Highway in West Africa? and the road is now under construction, with

work co-ordinated by a committee from the participating countries of Algeria, Mali,

Niger and Tunisia, based in Algiers,,
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Notable railway developments include the Tan-Zam Railway between Bar es Salaam

..and;|ambia*s,.copperWlto. This ^railway, .with development financed'by the People's.
Republic, of"1'^ is substantially complete, and-in fact

trains-a^eV'ope^ating-aipng the "full Tength of the 'Tanzania;n section In'--the short "■
tcrmy1 ■the'i.port .of l)ar: es'"Salaam will continue to;.be a bottleneck until .its...capacity'

.ahd. facilit-is's:-Sree^anded.;tb'm"ee.t' iihe\naod of-Zambia's ;foreign trade* Another

feature of 'development''1 is. ■.the'" construction' of" a-raillink and river bridge between ;;

Ilebo. and. Kinshasa in'Z^ire, to' bo -linked with'aiiew.fdeep' sea ■port, . This link will re-
cljipe ."'dramatically the ,: transshipment ..problems'and transit..delays.for the mineral- , ■

rich;soutn'i:,_e.astern ardas,of' Zaire, 'as'.much current traffic has to travel by river '/

for part of its journey* ' Other major rail projects shown in the.frontispiece map

are at purely tentative stages* . . . . . . , .

The Africaa:;'share-olin2arrtims-loadingsv''DVenallowingfor the'massive e^tports

o-f- -the' ■oi«l- produ-oing-Gount-ries,- -is- -relatively high-compared wdthather economic-.

-indtca-tors,,-- -The main reasons for this derive from the Region!sv geographical; location

and its pattern qf:-..$nt.ernational trade* Statistical data on maritime trade are,-,

however.^Bea-Btyv^^^I-n-addri-tioa, v-esse-l- flow-i-s- uneven-,- and ■ when added to the-general^

shortcoml'ng'Er of ports*-opGTation, leads to severe congestion,;.currently affecting-:

almost every major port in Africa south of the Sahara* Such congestion is increasing

the level of freight rates and port storage charges, and affecting the situation

regarding the balance of payments of individual countries* ■.;..■-■..;..

1^ will bo seen from the above that the relative costs of inland transport; are

high,-- As an example, the tHTOP-sponsored Eastern African Shipping Study assesses an

average transportation cost of shipping products from landlocked areas of Eastern

Africa to Europe as 8 per cent of the. value of the product from1 origin to coastal /

port, and only 4 per cent from coastal port to European.destination* In addition

maritime shipping:.costs, partially as a result of the recent fuel crisis, are rising

fast (faster than those for air transport)* Thus even in a long-term, steady-state

situation, the case for the use of air transport, particularly for the landlocked

countries, will remain strong in Africa, as shown in the, total distribution cost

As a preview to Section 9 on International Air Freight Potential, a brief analysis

of the effect of the above infrastructural surface transport developments was carried

out. It was found that few, if any, of the road network developments would signifi

cantly affoct air freight potential, the difference in transit times remaining great,

although the two railway developments mentioned could have significant impact when

completed and associated with satisfactory port facilities,, Planned improvements in

surface distribution links for the Sahelian Zone may reduce marginally air import

potential for the countries concerned, but a specific study needs to be carried out

(see Recommendation 4 and Section 4*6) and consideration given to alternative sea-air
transportation: routes than the present ones from the South and West (see Recommenda
tion 8 and Section 1205)a These aspects arc discussed in the individual country

reports (i.e*? Tanzania, Zaire, Zambia). On til© other hand, the increased economic

and trade activity deriving from the developments could even stiimlate air freight

traffic This coroment applies also to the reopening of the Suez Canal, which could

offset some air exports from East to North Africa, and which is discussed in Section

10.1»

Despite the considerable efforts of African countries to develop transport and

communications in recent years, in many countries the funds set aside for this work
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have been insufficient.- 'Su'ring ..the period 197&-1973,'expenditure on the . development
and maintenance of .transport and communications in EGA member States expanded at.an
annual rate'of about 10 per ..contain real terms* There is, .however, considerable'.. .

disparity in'the distribution of such expenditure between ;the subregions, " Hhereas .
in the Bbrth African, subregiqii;. with relatively'large financial and skilled, manpower

recourses,, such expenditure-increased at an annual rate of .14^.3 ,per'.cent, in the

Central African subregiqn the increase-.was only .3*6 per cent per annum,.and. in the ."

East, and West African subregions the annual increases we're.,7*1 ".per cent and 7»3 per'

cent:"respectively* Table 1 .'below indicates tho growth '.of ..transport services in" \"
developing Africa between 196,0 and ,1972; "....".' . . " ' ...

Growth in transport services in developing Africa, I960 to 1972

Transport. Unit of ^ 1970 . 1971

mode :' ■■ ■.-measurement . ■'■-.■■ xyp:? (1960».100) ' '

Road"1 ■ -.•■ ■ ■Vehicles inz-user" ■ ■:..,... .'. ..■■ ■■ ■ . .. ■ ■ ... .

, : ., - .."/.,'.'■ -A11.-', . V';," .;. .' .. .133';..,;:;. '" 173" " .,'187 ' ".' ,203
Commercial 129 179 201 217

Eail Freight (ton-Ian) 146 178 170 176

■ ■ ■ - Passenger .k& ■■ ■ ' ■ 144 '■ ■ 16$ 115 183

Sea Freight loaded (tons) 318 681 ,634 642

■-' Freight• unloaded : .\ . ■. ■ .■■ . .

(tons) 121 153 170 170

Air . .. ■ Freight (ton-fen) . ■ ,"J'24£. ' 487 545 510

' Passenger km .- '■ ■. .186 . 334 ■ ■'■■ ■ 384 • '■■ 418
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SECTION 7;*;. CIVIL AyB-TION. ORGA2*E5£TION ;IN .THp] BEGIQN

■.!■. The, chart Tdc low, indicates the inputs to arid .organization of civil aviation, in

Region.. .„■■•;.'■■■ • " : ■ ?■■-.■■'■ : ■"■."'■

Financial Technical

r-i

t

Economic ;

ECOSOG

o
o

f

AHD .Ka,TIOKft.L CAERIERS

Scheduled"

AAFR4

Political

Extra-Regibnal

<ff

National

Regional

4
Extra—Regional



Page 24

The executing agency for technical co-operation in the Region is'AFCAC, the

African Civil Aviation Commission, which was founded in January 1969 as the result of

a joint: work programme between'EGA' (United Nations Economic Commission-for Africa)
and the OAIT (Organization of African Unity). AFCAC is enjoined "by its constitution,

first, to'provide a framework within which member States can discuss regional measures

of co-ordination and co-operation for all civil aviation activities and, second, to

promote .co-ordination, better utilization and orderly development of African air

transport "systems* In the exercise of these functions',' APCAC is required'to work ,--

in close consultation and co-operation with ECAj OAU and ICA0o ICAO, the.;-.£ntor- I
national Civil Aviation Organization^ provides aid both to AFCAC and to individual v
member and non-member States, often assisted by UM)P funds* : EGA is concerned with i
evaluating the role of civil aviation in the economic infrastructure and co-ordina-,

tion with other modes of transport., ECA provides an economic input to APCAC and !-
liaises" '.closely with this organization to ensure that work programmes are.comple- ■

mentary. The Commonwealth Air Transport Council (CATC) is a legacy of the British

colonial era5 with limited powerss its main function being the provision of advisory

technical information;to its memberso : "External-financial aid for civil aviation ■

development is provided to. multinational agencies and individual Governments mainly

\)y such: bodies as the.IMDP, 'the: World iBank" (JBED)?; the European Development ■ Fund (WD)
with the European Investment Bank (BEI)j the African Development Bank (ABB), and ; ■.
through, bilateral Governmental agreements, , ; :

Two further important inter-Governmental organizations with interests in part

of the Region arc the Civil -Aviation Council of Arab States (CACAS, based in Beirut;)
which fcas members in forth■Africa which are also--members of £E«UCr and ASECHA .; ;

(Agencd pour la securite de la navigation .aerionno en Afrique et a" Madagascar)„
ASECKA^was established by-14-francophone member countries in Africa, together ,wj.th -

Prance, and is responsible-for -the provision of air navigation services .and ensuring

the regularity and safety of flights within the territories of member States,

On a commercial^ as opposed to strictly Governmental level,''the Association of

African Airlines (AAFRA)? linked with the International Air Transport Association

(IATA), was founded in 1968n The Association is open to any'airline ttfhichis

registered in an OAU member State , and whose'capital is owned to the proportion of

at .least 51 per cent by tho State, a group of Stafes9 or nationals from the State. '.
Any African airline operating scheduled services, and a member of IATAS is admitted;

as a fully cfualified member, and other African' airlines opera-ting scheduled or non-

scheduled services may join as an associate member. Such membership terms are ; ■ ,

evidently restrictivos and have led to the exclusion of several carriers operating ..

international services (notably Air Madagascar, Royal Air Maroc and Socali Airlines .,

as »oi>*lflvrlfi/ scheduled carriers)* Among the major functions of AAFRA are those of - -■,

providing users with reliable, regular and economic air transport services, ensuring

co-operation between airline operators and establishing a.research bureau common to;

member airlines* As between APCAC and CACAS,. there is a..geographical overlap between

the areas covered hj AAMA and the Arab Airlines Coordination Organization, also

based in Beiruta The International Air Carriers Association (lACA) was established
to represent the interests of charter carriers worldwide, but it is mainly concerned

with passenger operations and has few links with Africa, There is obviously room

for an agency concerned with air charter developmenty although this role could be

played by kkFBA if it were to break away from IATA0 IATA has recently opened its

ranks to non-scheduled operators, but the latter have been reluctant to join, fear

ing that they might be swallowed up by an international cartel- The Association des

fransporteurs Aliens de la Zone Franc (ATAF)S based in Franceg has members in

Hbrth and West Africa and has developed its own. rate structure (see Section ll).
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Many of the national carriers are aided directly by non-African carriers under

management contracts.. Such agreements have not always "56011 successful,' 'the airline

from which the management staff aro drawn not necessarily being suitable for the'
following reasonss

it&elfvhaving-an interest in routes served 'by: the

:' indigenous^'.alf1ino^

(2) The foreign airline being domestic, staff having no experience of inter-,
national operations; .."'■■•■■ '■"■".

■:<■/ (3) The experience of large-scale operations being different from that ""■ \
:'"required-:;:'i.n"Vdeveloping countries; - ■ : :■:_'.■■■

■■■ ■: (4) The foreign airline staff speaking a different language from the
indigenous airline"staff. '■' ' V^'--'"'■■..

1 ■■■ There arc nevertheless creditable exceptions to the management contract' l "

Experience, even if''"drawbacks as above have existed* ■ .... ■'■ '■"':;

': -'. ICAO has recommended that each member State establish a Matioral Facilitation,

Coi^iijiee'i-'SA.s.-::at ^Foyembers l??4i these, had boon-- established in Ethiopia, Kenya:,-';' '■■
Bibya, Madagascar,-Mauritius/ Sudan, Tanzania and Uganda in the Eastern African':z

Further committees are planned (oog*/ in Egypt);and most countries have formal or
informal national committees which deal with facilitation matters, though nof.j ■

il specificallyo :.. ■' ■" r:i

v- In order to follow up tSie ICAO study on Airfreight and Air Mail, AFCAC :has b
urging member Stated to form -national air freight and mail working groups, and to: ..
produce improved statistics. Thirteen -States ha& by November 1974 responded to the ■ ,>

AFCA.e-Buirea:^^S! request, and: tho group established loj one State at least haspublislied

fiMings and recomDendations for action-"by its- Qovernmento Up until now, however",.'

airfreight has not been considered specifically in terms of regional or subregio-iial
cp'ati^" ' /" ' ; ' ;"'''

^ Table 2 shows the membership by ECA States of directly relevant multinational1 ,-.

civil aviation organizations^ , '

Table 2; MgmbGrshipV'pf multinatiomlcivil^ aviation ormnizatipns as at October;,,,1974

ECA member State ICAO? AFCAC?
nw? National Member

CATC? IATA? Carrie:r AAFRA?

Central African Republic

Chad

Congo

Dahomey

Gabon

Ivory Coast

Mauritania

Niger

Yes

Yes

Yes

Yes

Yes';.

Yes

Ygs

Yes

Yes

Yes

Ygs

Yes

Yes

Yes

Ygs*

Yes

Yes Yes

(Air Afrique)

* Yet to deposit instruments of ratification with 0AUo
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Table 2: ; (Cont'd)

EGA member State ■ ' ' ■

Senegal . ■. ■ - - ■■...■- ■.

Togo

Upper Volta

Kenya -. ■ : ■..■,•; ■ ., :

Tanzania

Uganda

Algeria ,,. . . ;

Botswana

Burundi

Cameroon ...■.■■■.=
Egypt

Equatorial Guinea

Ethiopia .- -. ; .■ .

Gambia . ■. ■ , ,■ -

Ghana .'_■•. ... ■ : .... ■. ■ „■

Guinea ...-. ■

Lesotho. , .'..,--.

Liberia

Libya

Madagascar ■■ . ; .. ■ . ■ . - ■

felawi . . - ■ ■

Mali' :," - ■ . . ."- ,;■ . ■■■..-' .,
feuritius . ■ • ■' . ■. ■

BSproooo .

Nigeria ■ ■ -. ■' , . ■■■■■■,

Rwanda

Sierra Leone

Somalia ;

Sudan

Swaziland

Tunisia ■ -.■.■-. ■-.: ■
Zaire ' " "' " .■■■:--■-

Zambia

ICAO?

■ . Yes ::■■

Yes'

Yes

■ -Yes..- -.

Yos

Yes

-. Yes ■ -.

Ho

Yes

.. Yes

.Yes

Yos

Yes , ■

Ho

Yes --,

Tos. ':
; Ho- ■ ■■ :

Yes

Yes

■ ■: Yes

Yes.

. Yes .

■ Yes ; .

:. Yes...
■Yes -

Yes

Yes

Yes

Yos

Ho

Yes

'Yes

Yes

AFCAC?

Yes

Yes

Yes

Yes,

Yes

Yes

Yes

Ho '

Yes

Yes

,Ygs

Ho'

Yes

Ho

Yes . ,

Yes*:

Yes

Yes

Yes

■■ Ho:

■Yes.- - ■

Yes

.No .-..

Yes;

,:Yes, ■

Yes

Yes

Yes .

Yes

Yes

Yes

"Yes

Yes

CATC?

Yes

Yes

Yes

Yes (

Yes

Yes

; Ho. .

..Yes ■■

Yes'-'

Yes

Yes

Yes

Yes

national Caiv-. Member

rier'IATA? AAFRA?

)

Yos Yes

. (East African Airways)

. Yes-

, .Ho .

Ho

Yes

Ygs

Ho

Yes

lot

Yes

Yes

-. Ho

■ Hot

Yes

■ . rib ■.

Yes ■

Yes

■ . Hot

.-'■ Ho .
.. Yes

Yes

: •-,-.■ .. ■. :■ ■ -Ho

Ho

,- : ■ ■' Ho

Yos

No

: ■: Yes

International ,

Yesi

Yes

..- No..;

International

Yes

■.: Ho

Yes.

Yes

International ,

..: Ho....

Yes

Ho national Carrier

Ho

Ho

.,.Yes

Hot

; Yes

Yes

Yes

Ho

. , Ho

Yes

International

Yes

Yes

Yes
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SECTION 8; SOME CUERM? AIR MffilGHT -OPE^TIONS;-IK-USE'.REGION.. -.. ;-■ . . .- - ; ■:, ■■

From: the>\eeoiiamic---indicat6rs introducing Section 4 and;fronv;thc-/obsorvatidns

on surface transport infrastructure made in Section .6j.it .might:.l).e:;-imaginGd. that air

transport is well-developed in the Region* And yet the 29 member States reporting

to ICAO for 1972? providing the "bulk of:air'transport movements in the Regions con

tributed only 6o7 por cent of aircraft movements^ 5«0 P^r cent of loaded freight,

5«4 per cent of"unloaded ,freight. and-6;per ;eent-of mailj ,;compared with the-total

data produced "by 95 reporting countries* In terms of traffic carried by IATA air

lines in 19723 African traffic (which,Includes .South Africa).,.represented'7,,4 percent,
7.6 per cent and 4»9 per cent of passengersj freight and mail respectively, in terms

of ton-kilometres performed for inter-r.cgionai; traffic, ana ■only; 2»-2; per cent, 2«,2

per cent and 1«9 por cent respectively for intra-rcgional operations,.

It is evident, therefore, that air transport in Africa, particularly internally,,

remains.undeveloped relative ito otjaor Regions,7 It is also undeveloped; relative;to

other modes of-transport 0... Fo^exapple^/the.regional sharq. of loaded .Seaborne;- gopds, ■

is 11 per cent and of unloaded seaborne goods is 3 per cent, and over 95 per cent of

all the-freight ton-kilometres generated.by-regional ■international trade-,are-, handled

by maritime.-transport, less1.'than-Ool .per;'cent ;being.handle&by..ai.r transportsV' /-.._..=■

I11 1974: it is estimated that airlines based in the Region operate&_ some 277

transport aircraft W.oighingovcr 9j000 Tcg?, on''commercial operatitinso ^.AesevCGm-r

sisted of '10&:-3ots;X^:t^^:fuiiH;hor1''i:i0- oh"'order)j""86'turbb-propb and 97 "piston-engine^
,.jfcyposo...,-Of- those ,only 2.2: normally. ope-rat.pd.- i^.a-.freight ..conf.igwrcation (3 jets, 4
turbo-props, an<i 15 .pis.^Q-n«?engine.d; typos), .although.- a ■fQWL.furtheri.a,n.roraft& operated in

mixed,-confdpiration,,; $$& ^omi;^§;|.reraft..:.prGdominani;lyi used ,in. passehger configuration

are occasionally converted to mixed or all-freight configuration (especially in the

horticultural export season),, There are 25 convertible jet aircrafts in the Regioii,

with a further^4 on prder*, ■...Also.,"' 4 of the1 nominally pass.enger-.jet aircrafts are wide-

bodied with significant freight capacity, in. their ■bcllyholds, .■ It-i^ill be seen from t

the above, howevor? that freight operations by African carriers are few (with the
exception-of Air Afrique9i" as> will be-"shown below)o ■ Tho -real .peedfor .the, carriage
of African air ...exports..;is. for, all-freight -semi-scheduled operations, as/wx:tI'Vbe;'~. ;■■ ,

discussed in .Section 12O23 and.for. this -reason, and for simplicity,;.thp capacity . :; ., ..

available from narrow-bodiod aircraft in passongcr cpnfigarcations- (limited. ■-..-. -■.-;.;:■.■ ■

particularly by the 9hot and high3 conditions prevailing in much of Africa) is
excluded^from; the'■ analysis, bolow. ■ As will .be ■ r;eitprat.odJ1 in SQctionv12>-2-,, it ;.gp,es

without saying that such capacityP being of marginal costs- should be filled

the use of all-freight or mixed aircraft is invoked*

8olo Sohodule^d i oporations

The following all-freight scheduled international operations touching the Region

existed in mid-1974» Asterisks indicate .regional-based- carriorsc ... ":,:. .. :-..■■. ■

*Air-'"A€r-i-CTuei; -OpGrating Doiiglas-;M)C8F aircraft ..-wpekly as.-follows .(.origins/ ■
destinations given as Paris for convenience);

Paris-Bordcaux-»Kiamey-Abidjan-Bamako-Ouagadougou-Parise

(2)
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(3) Paris-Mamey-Abidjan-Ctaagadougou-Mamey~Lyon-Paris0

(4)

(5) Paris-Bor&eaux^H&jameiha^Bangu^^

-:i' '' '-' STdjamena^Iteseille»Paris.- "■'- '"■ ■■ " ■■ ■ ■ ■■ : :" ...■:■.-■.•■:.■

"L: A further service "operates Hdjamena-Kinshasa-Doualao ■ . .-.. '"?■■:* ■ ,_. •■ ■■■ r ■ "•■ .

Air Franee; Operating Boeing 7O7-328C aircraft weekly as follows:

(l)! Paris-Bjibouti-Reunidn-Tahanarive-Djibouti-Paris, '

(2) ; Paris-Iferseille-Djibouti-Reunion-feuritius-Djibouti-Paris- ■■ ..' . ■■ ."-.-■■

(3) Paris-Jeddah-Djibouti-Parise

The first two services sometimes divert- on the northbound route to pick up

fruit and vegetates from Ifeirobi during the horticultural export .season*

' Alitalia; Operating Douglas DC8-62F aircraft onoe-weekly on the route Rome-:

Addis Ababa^Lusalca-Hairobi-Tripoli-Rome, and Douglas DC9-3OF aircraft twice-weekly

on the route Rome-Tripoli-Tunis-Rome*

.British Galeflonian: "Operating-Boeing 7O7-32OC aircraft-onccMWGekly on.the..route;

I^ndor^^ripoli—Entebbe-lfeirobi^Lusaka—Nairobi—Benghaai—Frankfurt (on.-da^aiad) — London.

Ijufthansa; Operating Boeing 7O7-33OG aircraft once-weekly on the route Prankfuri-
Fairobi^6hannesburg-3Tair6bi-Cairo-Prankfurto Lufthansa proposed to introduce a

further 7O7-U33GC once-weekly on the route Frankfurt-Eifeka^Sao PawAc aad rstxiasn-from

April- 1975. ;'■ : ' ' " ■ : :" ■■■■ " ';' ■■ ' '■ -'■ "" " ' ■ '" " ' ' :' '"'■ ■ ■ "'

* --^-Pan-American; Operating Boeing 7O7-32OG aircraft once-weekly on the route

Tork-Monrovia-Kinshasa-Johannesburg and roturni1 ■ - . - ■ ■ ■ : .' ■.■..■."■■■'

^rfins. Mediterranean; Operating ;Boeing 7O7-32OC aircraft onoe-weekly on the

route Beirut-Mjamena-Iagos and return ('suspended .temporarily in-1975 )i twice-; ;.-. ....
weekly Beirut-Khartouii and return, once-weekly Beirut-Tripoli and return, and. once-

weekly Beirut-Benghazi and returns ■ ■■■ • ■.■■■...■ ■ -. ■ .. . ■". .,".':--

UTA; Operating Douglas DC8-55F aircraft weekly as follows: (origins/destinations
given as Paris for convenience) s , ..

(l) Paris-lfe.rseille-Libreville~Johannesburg-Libreville-Paris,

( 2) Paris-Iagos-Libreville-Douala-Bangui-Tripoli-PariSo

(3) Paris-Libreville-Douala-Mjaniena-i;.5arseille-Paris«, . ' .'.■..

(4) - Paris-Hdjamena-Bangai-Brazzaville-Dotiala-Ndoamena^Niamey-Tripoli^Par.is^

(5) Paris-ETiamey-Libreville-Brazzaville-PariSc

(6) Paris-Mamey-Ouagadougou-Abidjan-Bamako-Paris,.

(7) Paris«Douala«Lusakaj Douala-Libreville-Brazaaville-Douala; Douala-Ndjamena-

Tripoli-Pariso
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A further DC8-55P service was inaugurated in January 1975, in conjunction with

Air Zaire, between Paris and Kinshasa* , ,

^^£jfej&.i^iKJI,; Operating Douglas DC8-62F aircraft in conjunction with Alitalia
once-weekly'on the route London-Rome-Lusaka-Rome„ . ....

In addition? -*Air Algeria.. (Boeing 737-200) j Cameroon; Airlines (Boeing 737-200),
*Ethiopian Airlines (Boeing7p7~32OC) and Sabena (Boeing 7O7-32OC) operate aircraft .
on scheduled■serVices in mixed' 'bonfxguration carrying-pail'ets or containers on'the

upper deck. The. Air Algerie (2.:round trips weekly,), and .{Cameroon Airlines (8 round-
trips weekly) services are subregional., and theJEtMopian Airlines operation is oncer-
weekly oil" the''route Addis Ababa-Frankfurt-Paris and'return, plus other services " ''

accorjiing to demand* Sabena operates five round .trips between Brussels and Africans

points weekly (the one to and from Higeria in conjunction with ^Nigeria Airways )„
Sabena serves the following points' (figures; dn brackets .indlc|;ting_th.e "number1 of
arrivals from BrusseTs^per'ww"eeK')T's ""'" ■—..--■--..-■-■■■■■- ■■■■ *—....«.«.

'. .,_...!.„• ■ ^Kigali. fe).L

Bu^uMbura (2); ' -V- " ■■" " ' . Kinshasa (1)

Conakry (l) I&gos (I)'' :

fiar'es Salaam (l) .Monrovia.(l)

Entebbe (l)" Kairobi (2)

i '.', ' Niamey (l)

Of course,':iiiany carriers are now operating wide-body aircraft between the

Region and Europe, including »Air Afriqrue (5 round trips weekly using Douglas: Q3

aircraft) and *Air Zaire (7 round trips weekly with Douglas .DC10-30 and Boeing 747-lQO
aircraft)* •■The following points are served by wide«bodie<i"aircraft from..Europe ';
(figures'in .vbraclcets indicating the number of arrivals from Europe per week)-:"""'''

Abidjan (4? including 2 by Air Afrique) ■ ,- ;Lagos.(3)^ ;- . ;:. . .■. ■-■■ '; .,

Accra (3), , ., ■ Libreville {2S 1 by Air Afrique.)

Bangui^(l). ., .. .■. : Lome (2;-by.Air Afrique) ■■ i

..Brazzaville (l) .-■ ;Mairobi (-13.) , \,-

Cotohou (!■}-.■■■-■.T= ■'"■■■ ■ ■"■■■■■■ Kdjamena":("i) "

Dakar (8, including 4 by Air Afrique) '■ : Hiamey (3, :2 .by Air Afrique) ■■

Dar es Salaani (l) ' Houadhibou (l) ..(

ianshasa (l4j'7 by Air 2aire) Ouagadougou (l)

8O2

As mentioned above, a large; number-of all-freight operations take place iifthe "'

Region, Below ate listed the foreign barriers known to be operating in the.,Regi6n' ■=

. -and ::some. .of^.he .relevant indigenous activities* While some carriers operate very .; -

; ;,i.nfreqttent.^y o.ihers made as many as several hundred flights in 1973 and 1974*

'"Again, iitie infor-igat.ion is limited in that it is obtained mainly from countries
covered:vby; -bU& BOA:";Study* r ' ■■...!.■' ■■■-■■■:.:'■■/'■' '•■■ .■"■:
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Carrier

Aeroflot

British Caledonian

JAT :■-, ..-■■■ ■

KIM

.Lufthansa :; '

Sauclia . . ; .; "' :

Tarom

Trans Mediterranean

UTA ; ' ■ .

'Aircraft used

Antonov An-12

Ilyushiri ■ 11—18 ■ ■■■■-

Boeing 7O7-32OC

Boeing 707-320G

Douglas DC8-5W

'■, :\ Boeing 70-T—3-^OG '-. -'.

ri..a. '.XBoeihg)

' Boeing 707-^3200

'. Boeing 7O7-32OC

-Douglas DC8-55F

Carrier base

USSR

UK

Tugoslavia

Netherlands

West Germany

..,Saudi. Arabia

Rumania . " '■

Lebanon

France '

8.2-2. Foreign carriers (non-IATA non-scheduled operations)

Carrier

Airlift International

Alaska International

CMC

Cargolux

Donaldson . .

Douglad International

International Aviation

Services (IAS)

Invicta International

Jupiter :■:■ .. . .

Kar Air /. ,r

I-5artinair

Nordic Air

Pacific Western

Saturn

Seaboard

Seambiair ,

Silver City Sterling

Tradewinds '• ■: ■-.- ■ ."'■-

Transmeridian

Aircraft used

Douglas DC8-54F, 63F

Lockheed L-100

Hercules

Boeing 7O7-32OC

■ GIr»44

Boeing, 7O7-321F F

Boeing.1707 - ■■

Britahnia "• ' V

306/; ■■■■ ■:';;■.," "V

"Vickers Vanguard .

. ,I)ougIas-DC6B

Douglas; DC8-5O

Douglas DC8-55F?

DC1O-3OCF .

Lockheed Electra

(now sold)

?"'■■'■

Lockheed L-100

Hercules

Douglas DC8 series F

.. CIf-44. ■ :. .

? ■:

CL«44 -..:■-'.

CL-44

Carrier base

USA, Belgium

USA

China

Luxembourg

UK ... - . , •

?■'■'•-

.UK- '" \ ."' . .V ■ "

■■UK-

Cyprus

Finland

Netherlands

Norway

Canada

USA.

USA

Netherlands .

.USi,Denmark

UK

UK ./■.r'-

States known to bej

served in the Region

Uganda

Kenya,Uganda, Zambia

. Uganda, Zambia

Uganda

Zambia

Ethiopia _. : *

Sudan

Nigeria, Sudan

Nigeria, Zambia

States known to be

served in the Region

Kenya5 Rwanda

Botswana, Zambia

Sudan

Nigeria, Rwanda

Sudan, Uganda, Zambia

.Uganda . ., ;

Uganda ,'■

Ethiopia, Ke,nya .

Nigeria, Rwanda,

Sudan,Uganda, Zambia

Sudan ■ "•'■

Sudan9 Uganda

Sudan, Zambiav

Algeriaj Ruwahda,

Uganda, Zaire

Zambia

Sudan

Zaire

Kenya, Sudan

Zambia

Sudan ■--

EthiopiasKenya.j Nigeria,

Rwanda, Sudan, .Uganda,

Ethiopia, Cfhasa,

Nigeria, Sudan,

Ugandas Zambia*
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8.2*3 " ReffipnaB-based. activities • ■ ■ , .■■■-.. ■ . _ J;- ; ■■'

The giant of air freight in Africa is undoubtedly Air Afrique?- which' owns a-

Douglas DC8-55F freighter and a DCS-63CF, which are allocated to a number of routes

"between various West ;A£rican and French points (see 8.1 above)* Air Afrique also ■
has considerable boliyhpld capacity for freight carriage on its Douglas DC1O—30

(and has two more of these aircraft on order), as well as on its smaller passenger

aircraft* Air Afrique carried,30,793 tons bf freight in .1973 and this is expected

: to grow to 90j000 tons by 1980, a growth rate of 16 per cent per .annum.- Air Afrique

iS| of course* the international :carrier of 11 African countries: Central African

Republic^. Chad, Congo., Dahomey, Gabon, Ivory Coast, Mauritania, Niger, Senegal,; Togo,

Upper -Volta. .■■■■■■'.-.': . : :

Of course the Air Afrique operations are predominantly scheduled, but elsewhere

charter activities have greater relevance as will be shown below from activities

observed during the course of t&© ECA Study <so, far» Details of. volume and commodities

carried are. included, where available, in- Sections.,9^ and 12* l,j. the analysis below

being of operations* Data on both volumes and movements is, however, limited*

Botswana. Alaska International carried 10,300 tons of chilled beef and mining

equipment to Zambia in 1973-> Consideration is being given to the. construction of an

international airport in Botswana, with-the primary .function of enabling-chilled beef

tO' be exported by air directly to; Europe, possibly on a Botswana-registered carrier.

Botswana, Lesotho: and Swaziland are considering; joint activities in civil aviation^

possibly to the extent of establishing a joint airline. Recent-events in Angola and

Mozambique present interesting prospects for the enlargement of this concept,

Chadi A freight airline has been established, with the particular function of

carrying chilled meat exports from a new ranching project* The Compagnie de .Fret

Aerien.Tchadienne (Cofair-Tchad), originally formed in September 1972, received
authority in March 1974 to operate regular jet freight services between Ndjamena,. . ,

Cairo and Beirut, although operations have not yet started.

■:'.■ East^Af.rica (KeayaT Tanganiag U^,nda) ■ ..East African Airways, the: carrier ;:of: the
three East African Community countries, leased a Boeing 747 aircraft from Aer Idngas to

opera-fcQ scheduled servicea once—weekly on the London-DVankfurtNairobi-.route from;

December 13t 1974 "to the end of March 1975- As: w.ell as. supplying, passenger'capacity

during the peak holiday season, bellyhold capacity was available for horticultural

produce on the northbound flights to the major markets* Simbair is the East African

Airways non-IATA,passenger and .freight charter .subsidiary,, At present, S'imbair has

no aircraft of its own, and leases space from other companies (including: EAA's otoi .

Super VCIO's), On the freight side Simbair wet leases a CL-44 from Tradewinds during
the. horticultural export season for use between East Africa and Europe<■ The VGIQs

were occasionally operated in 1973 in freight oonfiguration to Zambiaj, and between

Zambia and Europe* Trade reports.;have indicated that:a Trans European.Airways A300B1

is to be used for a new freight service in East Africao :.■■■- . '. ■ ■■■■■-.

. ■ Ethiopia. .Ethiopian. Airlines .uses a Douglas DC6B on freight charter operations,

for example to Uganda., Horticultural exports are carried mainly by Saudia ian# Trade-

winds,, who usually obtain lucrative cigarette contracts for carriage from the UK . ■:

to the, Arabian Gulf for the outbound ■leg. ■ ' . :,'
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Gabon. Affretair (Compagnie Gabonaise ds-Affre'tements ■.Aerian^^as formed: in
1969 as a subsidiary of the Khodesian airline Air Trans-ikfricao Ad hoc and contract

freight1 charter services are operated within Africa, and to/from ■ Europe using a
Douglas DC8-63GF and a Eouglas ?

.'Ghana'. Pioneer .Airlines ■ formed.In. March 1973. Is. a Ghanaian-registered- company

(with'Substantial Ghanaian capital) which owns a Boeing 7203 aircraft with a. Boeing1

7O7-32OC on order and carries freight, between Ghana and the .Sahelian Zone* Gemini.

Air-Transport .(Ghana) Ltd* , ms; formod in: 1974- a&. a. subsidiary of Gemi;ni Air Transport
(Massaw) Ltdoy. which holds:. 30 per cent of-.the stocky with- Ghanaian /business .interests

holding the remainder^ Gemini Air proposes to carry,out .sehod&lcd all freight services

arising a Britanm 3005% initially between Ghana on the one hand and the United

Kingdom and West Germany on the o^her^ as well as passenger charterso A sub-committee

on Air .Freight. Planning has .recommended that. the:. Government ^should .examine, .the

establishment of a subsidiary non-scheduled airline,, to -complement .Ghana: Airwaysr...: ■

-scheduled operations, .as well as the.possibility .of Ghana Airways";'acquiring con— -

vertible passenger/freight 'aircraft,, Wide-bodied aircraft are under'consideration

for purchase in the long-term*', ■ ■■ ■ '.. . ■ .■'■• ■ ■■■ - .■■ ' ' ■ -. . r>. ■; "- ■.

. .:Kenya. In addition 'to the- Simbair operations (.see East' Africa. abov.9;):j\-/th.ere is
a Kenyan-registered carrier-named-African-Car,go Airways 8 ■formed-, late'dn 1973. "by &-'-■

group of personnel .formerly :.of'African1 Safari Airwaysf another Kenyan, carrier.,. :. .

African-Gergo took- over the African .SafariBrit'anri-a 313? and,-working 'closely with

Simbair, operates freight charter7 sei'vices to and ■from:Kenya, Libyay..■.Sudan$^ Zambia.'.

and Europe* -IAS also work closely, with Simbair and have-an office in Mairobi* ■

Ife^reb. The Maghreb countries (Algeria, Morocco, Tunisia) are working towards

the establishment of a joint, airline, which may include all-*freight. operation^*'

felawi;•■ One of Air Malawi * s': two . BA.C l«ll;.475*s. has .occasionally been. used. for:.

airfreight charters within Africa,, ■ ■ . ..; ■■ ■■■;.■ ■ .' .■■■

Mauritius. Air I^Iauritius at present exists as a domestic and ground handling

.company, :but leases space on-foreign, carrier international sejrxices and may; acquire

its own aircraft. in due cours.e-.-(possibly .including aircraft for all—freight opera-r

tions')* A.recent report for the Government-has, recommended co-^operatioaar.■ with;;Zambia

to obtain northbound'charter ■capaci-ty. ..... . . . .. /■■■:■ ■ .-■:

^£^ With fast—increasing economic, development .and .associated port conges*-

tion,-charter operations to and.from .Europe-:arc reaching, substantial.levels. Trans-

meridian has an office in Mgeria■and operates 4/5 services per weeks an operational
.level also .reached by Tradewinds* . Cargolux maintains some 2/3 services .per week,-and
IAS," which also,has:an office in Nigeriaj has some.-services* = Pan African Airlines ■

(Nigeria) is a .Mgerian-registered .passenger end.'freight charter carrier s a subsidiary

of ^African (Dispatch Services Incorporated) of Miami ^ ■■■in-'tho USA* A-Douglas 3DC6 ..- ; ,
aircraft is used on the longer haulsj .and many operations are performed on behalf of.

the United States Governmento A recent development which may provide an insight

vinto 'the ■■future-of air freight '-is-5..the. signing:of, a long-tei'in, agreement .bp;twpen;UTA

andPeugot to ferry Peugeot."part's between Prance and .a new car assembly centre' at

KadunaT in -northern ffigeria?- amounting to 38 tons on •each special .3C8 flights' By:'th&

end of 1975 a daily all-Peugeot service is .anticipated, and by 1977$ two:daily ,

flightsf enabling the company to assemble 20s000 cars a year*
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Rwanda. A feasibility study has been carried out on the establishment of a

national airline,, the economic cornerstone of which would be freight operations to

and from-Europe and East' African ports* Tlie problem of. imbalance! .and insufficient

overall traffic density is likely to render this venture, uneconomic unless it is

associated with neighbouring; countries* .plane. A Douglas IJC1O-3OGP of'lartinair ,
recently landed..in 'Hwanda with a load of expanded pdlystyreme'from-'-the'Hetherlands,;.-

and picked up .62J- tons of easslterite: for the return- loado - . . ■

■"■ t"§&§£&' Sudan is a subsidiary base for British charter carriers such as/:IAS
(wi%h ah officejj Invictaj (also with an office),, and Tradewinds, as'well as for ;
DK Aviation, a British firm dealing in- aircraft transactions,,; The main traffic flows
have been in cigarettes (imports to Sudan and the Arabian Gulf from the'UIC), 'bulfc .;
machinery (imports to Sudan) and meat/livestock (exports to North Africa and the

Arabian Gulf). Uplift alone for charter carriers was over 6,000 tons in 1973 and

much higher in 1974«

Uganda. In addition to the Simbair operations (see East Africa above)
has established a company named Uganda Air in an attempt to guarantee regular freight

space for horticultural produce for export to European markets and to encourage the

use of air for importing and for export promotion Initially, Uganda Air has been

acting as a commission agent?. obtaining charters, when Simbair-or^-nized aircraft

have not been available, from such operators as IAS and Tradewinds (a total of 87
charter flights from Europe alone were operated in 1973)* Consideration is being
given to the purchase of Boeing 707 freighter aircraft in the future, but at present

traffic density is insufficient to render this venture economic, unless it is

associated with neighbouring countries' plans*

Zaire. Air Zaire occasionally operate their two Douglas DC8-63CF aircraft in

freight configuration on international charter work when demand arises, and have

freight space in the bellyholds of their Boeing 747-100 and two Douglas DC10-30

aircraft on international scheduled services to and from Europe* Air Zaire also

occasionally operate freight charters with Douglas DC4 aircraft to other African

countries to collect meat. The Societe Generale d1Alimentation is the major food

stuff marketing agency in Zaire* It owns three CL~44s, one Douglas DC-4, and a Hamco

YS 11A. and obtains high utilization with these, carrying foods-tuffs within and to

Zaire (from Chad, Rhodesia and Sudan),, Army aircraft are also used occasionally to
bring in loads of meat from other African countries.,

Zambia: As well as "being served by four scheduled freighter aircraft services

a week in 1973, Zambia was visited by no less than 6 IATA carriers (including Zambia
Airways) and 9 non-IAEA carriers on non-scheduled freight operations with Europe,

and was served from Botswana by Alaska International. IAS maintains an office in

Lusaka* Two Zambian non-IATA carriers have been formed with a view to entering the

lucrative freight charter market, Ifotional Air Charters Zambia, formed in March

1974 is associated with Zambia Airways, and has undertaken full or part-chartering

of the southbound leg of non-IATA carriers (Cargolux and Tradewinds) on a commission
basis* National Air Charters Zambia has an operating licence and is considering the

purchase of a jet aircraft, although it recognizes the need to obtain backhaul to

Europe from neighbouring countries in order to make the operation economic*. Air

Freight Zambia is a private company which wishes to obtain an operators licence and

purchase jet'aircraft to operate freight charters between Zambia and Europe., Zambia

is interested in co-operating with neighbouring countries in order to obtain back-

loads for charter carriers and hence reduce the cost of air imports*
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,8o2P4 :.'Brokers;

heads: (telex facilitje, texng. the^^^^Sn^fe-gaining,strong .pers
i). Market ^^W^^^'KUiifrom'comi^ians (57

growings; -. - ; ■ :-'.i ...■■. ... ... ,. ■ .. ■ .. ;', :'■;■,■.■■ •.-:'■
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SSCTIOM 9. INTERNATIONAL AIRFREIGHT POTENTIAL

;■..'Strnimarizedvbearaw-are'-'burrent" ajad/or"potential ■ flows by- commodity1"
the course of the ECA Study* Obviously g these are'"--^ot^c'ornpi-'e:he-MSive'j--_^^
will'vgive an idea of the type of commodity and'volumes which:. qan travel,by air. In
the- case:.of commodities 'of -Aajor volumetric: importance,, 'crcss-referendes are-given to
flows of further commodities on the same .routesE.in order to give* an idea of the avia
tion sector-"■re-quire'ments to meet the -demand* The summaries " have purposely been kept
brief 5 as:;.£ttll^ details of potent iai;'and-problems are-included' rn:the -individual--
country report s'^f\Vo0^m^ ■ IIv ■":Quaht^t-ies";-are quoted :where"p6'ssiblej but":tlie" underiiain-
ty associated with much of the potent ial, which ■ dk "in ^prxKiary-'oommodities and'"subject7
to climatic and domestic demand variation^ makes this difficulty

It :.will be -."see'n-'-that^ while -there1'' Is considerable unexploited- air "freight

tial from the Region, that intra-regional variety in potential is at' present'llmited^

and such traffic is likely to remain dominated by meat, BCA hasj however;, identified
a^n-amber ■of;'mttitiiiat'aional-;'indiist'rial investment opportunities--which- cauld"-".gene.rfcte

significant intpar-Afrldaai-. fcii'affics -particularly ih'eiectro'ii-iG'--"e'giiipmentv-- ■in-^ue"-'"" '>--:-
course. In volumetric termsf the regional export potential is dominated by horticul

tT&&V-pro&i&Q:.i;: meat;,; •■-hides'-and- B-kinis.;'" "Other"'regional ^export: prd^ufcls^of-^les-s^^fei
trdo ^Bipoa?tsnGe-ibuiJ-:6onsideK'aMe economic- importahGet; and-whlGh":t;rave3i-"--by':'a'ir-'by
tradition^ are ■■ es:ot-ic edib3ievfish,- cinchona bark-.and;, other" "fTiedicinal-plants^-pappaine^
pyrethrum extractf dairy products£ textiles and a limited range and volume of Indus!ikal

output So As mentioned elsewhere" iri this report ? it makes economic';Be"n:se'"%hat -aircraft
should:;:not ^lea^e ^h^ Region with"available■■■sapadity-'-if-:possible^'-^ue^'a^poii^^ould
geHe3?at:©-stibst^n1;ial/addr!iional -re^lai*-and/or1 M^I^-po.tent-ia'l' in .the form' of sUbHfll>i-"'-

commodities as certain minerals', providing they are sold under ,-su^able '■ contract terms
(seet-f^nnea D £&&■■& sample total distribution cost analysis) j'i"teaf':'cashewc
macadeniaa-iiats'i :i1dl^ ''

Commodities of lesser importance are also discussed belowa An attempt has been

mad& i.to ■ divide -the-'ai^ajyeis-intd^ extlra"-regdonal- and^intra-regio-nal--

there'--ai-e;- obviously^i^uations where', the1 potential is ■ alternative

plementaryj; particularly ia: the'case:-of -meaiB,' ''■■■'' ' - . .".,-.- r--^.r

■'oauntr-ie-s::dk-> th^";Region':are suitab1'^ ;for the ex-ooit" of fres\. fruit and"

^inb'^tia'ing- &^ices)v"- a:s 'well as cut flcwersr tc Europe and Western Asiat
not only in the northern hemisphere wxnterj, but by careful planm.n& of exotxc typesf

durUng!;thgi;rest^;of^tKe^^^ ie\el All na^ket t»pores suggest that

the'ere-'''■is room "f-'o'r ;dG'nsiderable expansion over ana auov^ -urrr it levels to Eirope-p
and that the''Kest'eTif-Asian" market^though islacively s qaup nss yet to bp tappedc

Interesting recent developments are the export of «eim- grown infmb (seedlings,. etc)P

the interchange of, seeds and seedlings between farm° oy ax-1 arc work on dehydra

tion a"nd''e'±trabtioH-"-Wh;ich': "providsrj; a complementary fi ones gig dtmand ^D3?angboai:d for

expbr'ts^'1- If is'^eniphasise/d1 that -the diVeisiflcstion of pT*6dn<i?ion and outlets

experfise ■■-:(b;o"tH;"in pro^uotionand-'buBinetoS maragemen4-) end* aoo^^ al], co-ordination
of production^ air freight capacity ^nd ais*i-±but-ion^ are ■ essewfoLal. pre^re<fuisates. -
of large scale opei-ations in this field.
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Botswana (see also meat,, hides and skins). Carnations exported to Europe*

Domestic feasibility studies carried out* Potential for wide.range of organically

grown-fruit 5- vegetables and flowers*. . . ■.■■'■:■ ■..-■..

' Burundi (see. also hides and skins,.■minerals). Certain.produce able to be grown*

No ..studies carried out.- . . _ , .-,; , ,: ;.,— . ,; , • ,-, ■; ...■- ,.. ■ ■ • ■

1 Ethiopia (see also meat, hides and skins, -fish). ^p 163 tons of vegetables. . ■
exported,'by air to Europe in. 1973- Very high potential for diversified range- of- .... ..-.

fruit, and vegetables, flowers and spices.- ..- :..- .. -, -...■■. ...

Ghana (see also fish). Some products (e«g, green peppers,. pineapples, yams)
already sent to Europe* Potential for some expansion and diversification (e.g.

. mangoes., tomato.es)., . - , ■ ..,.--. , . ■ . . .-

Ivorv Coast (see also fish). Air Afrigue carried 707 tons of plants and flowerSj

year rounds-from West Africa.to. Europe in 1973c mainly from Ivory Coast* ; : •■-.::.

"[ .Kenya (see also meatB pyrethrum extracts dairy .products).. Kenya exported 10^X57-
tons in a wide range .-of fruit,, vegetables and. flowers (mainly asparagus plumqsas) in-;..
1973 (mainly-to Frankfurt and London), and output;is expected to grow at 25 per cent : :

\: ■!■ Mauritius, (see also fishE industrial, products)* Some fruit, vegetables and . ■■;
flowers "(exotic lilies) already travel by. air. to Europe and there is further, potential.

.'Nigeria (see hides and skins). Some,fruit,' vegetables (particularly yams when—;
domestic demand permits) and spices are carried to England throughout the year as. .,,-...

well as fruit to Saudi Arabia.

" Rwanda-, (see.-also hides and-, skins,, qinqhona bark, pyrethrum extract, minerals)...,...
Exports of vegetables and flowers to Belgium, and .France were expected to reach 610 ,,
tons in the 1974/75 season and 2E000tons (including fruit) by 1976. . . ..-,!..

Senegal (see also fish). Substantial volumes of fruit and vegetables are carried.

to Europe using a sophisticated planning .:system to make full use of available

capacity on combination aircrafta .. '

Sudan (:see also, hides and skins, fish). Successful trial .shipments have been

made to. Europe, .and'-Western-Asia, and there .are. possibilities-.for manifold expansion. ...

= Tanzania (see also meat•, hides and skins, fishc. pyrethrum extract). The target-.,
for exports, of. fruit and' vegetables to Europe via. Kilimanjaro, airport for the- 1974/75 .
season was 20 to..3Q. tons per'week, and some further produce is. exported from : . . ... .

Uganda' (see also meatB hides and skins,, fish pappaine,-minerals). . Fpl3.owing. .
a period of-.-decline, exports.of fruit and vegetables.to Europe, were expected to_reach
l^lOGtons ,in. the X914/15 .season,, and there, is considerable potential for expansion ,

and for redeveloping exports of cut flowers... .-• .. . • '.- ■. ;-... ,. .,
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; "■'■■ ■'■ "^i£S ;(-e8e :alsovpyrethrum.-e.3rbractf minerals). There is some potential for ; :
hortditiu'ltural exports'from..the eastern part of, the: country. - ..= . ...:..;...■

• "Zambia (see also .hides and skinsD. minerals).. ... Limited volumes .(some 400 tons
iii';1973/74') of fruit .(honey melons and .strawberries) and vegetables (frencli beans
and green-peppers) have feen exported tq-,England« ,.

:'■■"■" Air 'Afrique- carried -a:.:total of 4s346"-tons: of. fruit and .vegetables from West, Africa

to Europe1 in: 1973. (862. tons pineapples, ;87 "tons ayocadoes, 457 tons mangoes^. 655'ions'
other frurfcSf 2,285tons vegetables), Erom•■Central Africa the toial was 395tons* ..',',
Apart from Ivory Coast and Senegal,, mentioned aboveE the other main, origins were

Chadj Niger and Upper Volt a.

Q.1.2 Meat ,. - ■' ..- .. ,--._ .■. ■■- ..',/.-. ■■ ." .' ..... . ■■• ■•, - :-/[ .■■■• ;'f :': ■•' , , _

Since agricultural and climatic conditions vary widely over the Region^ many .

countries have surplus livestock production whilst others have extremely scarce

livestock resourceSc Ethiopia's cattle population alone:constitutes some 20 per cent

of tHe total cattle population in Africa,,; whilst the total of the ten,most important,

producers comprises over 70 per. cent of Africa's totals Botswana is the pnly country

in the Region with sufficient disease: control, to be able to send chilled;or frozen ;

meat to the prime European markets, ..but-Kenya.-.is close behind and. Chad,/Ethiopia,, \

Lesotho^ Rwanday Sudan and Tanzania■ are all. introducing disease^ree ranching.zones "■._
in: qriief to attempt to break.: in to the European ; piarketo Production of .suitable "'. .

output is,' -howevers a long and expensive process and'. Europe...hap. recently 'had a beef .

glut and has considerable potential for producing "beef from dairy, animals. Hence

seve'rai authorities feel that African production should be. aimed at. African consump^;

tionjr particularly as such countries as CAR^ Congoc Egypt9" Ghana, Ivory Coast„ Liberia,.
Libya, Malawi, Nigeria, Zaire and Zambia are known major sources of demand. There--

are also opportunities nearby in Western Asiae. although this market, is beginning to

be-exploited by such countries as Australia3.. P.akistan and Turkey,,... Critical^decisions

on establishing export patterns and type of output have yet' to be made in many of v
the exporting countries5 and.these will affect air mode ciemando Canneci meat is;

more ^acceptable from a sanitary point of view,, reduces■-seasonally anpL ?supp3y ;,..
problems ;'and provides' secondary ■ domestic processing.,,■. but involves imp,brt.; le.akage' and;;.
high technical' expertise,- and has:a lioj-ited-B :low-price .market^.....Eroaen^meat carries."

higher market' prices1, but is restricted .by .sanitary.regulations^, and;the'rtrans- '■•,";';

portation costs (by surface) are relatively high, due to the necessary investment ■

in freezing storage on ships and at ports* Chilled meat has a shelf life of 5 weeks-,

but this is not usually long enough for long-haul surface transportation., from or

within Africa^ However, chilled meat (especially when fresh) bears a higher' market
price Which can often cover the increased costs of air transport,.. ..-Air^.transport

offers also:fiexibility9- reduced .handling and; insurance a and improve^ ca.sh.flow., .

While"-further viability- studies are required,,, it ..therefore s.ee.ms that trahsporitat.iph'

of chiiled meat! by air within" and; from Africa could become substantial, helpingJ;o;-;;
solve nutritional inadequacies,, .and developing; the aviation sector a The: cbttntrie's ■

listed below are those whose major longHerm interests lie in exporting.outside'[■'"'.'.
the:j'Regioh, their dntra-Tegional..potential-:being■ discussed,-her.e as;well,' pther';;; ; ;■''

countries'being covered in 9"o2«2v' ■ .:. . ' ■■: ,;' ■■ :.:., . ..; .,..-. ,... . "■*[.,'■'..■ .■■'..'.-.,:, .". ■
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Botswana (see also horticulturet hides and skins). Botswana is seriously
considering sending chilled "beef "by air to Europe (some already travels to Switzerland).
The volume would "be considerable', and southbound backload would be required to. develop
an economic operation, Th& demand' in Central-and West Africa: has been recognized.> .,:

£had (see also horticultures hidea^ and skins). Chad is developing a disease-

free ;ranching zones which could lead -bo. exports to; Ekirope,, as .well as to.-Western Asia.
Chad currently exports around 180 tons of meat per month■ to-Zaire. using, chartered ,.-,■

aircraftf and Air Afrique carried 590 tons to Zaire in 1973 (a level lower than
■Usual ^Ts268tons in 1971 ~ due to fuel restrictions in Kinshasa}*, the overall demand
on 'this route "being l*J30tone per-,month. In the same year Air Afrique also carried.
I46 irons to:CMV'iff968 tons to Congo5. 3Mtons to Gabon and 137 --tons to, Libya ,. • . ..^, ,

(expected to increase dramatically)a ■■'" .■■.-.■-. ■ : ■ ■ ■.•■■ .'■■:-.;■.-■ ■v.-v/ ;_•■:,, ■■-.-:;■

Ethiopia (see also horticulture!, hides and skinsc fish)e There is considerable
potential for chilled meat exports to Central, North and West Africa, as- well >as
to Western Asia andB when the disease-free ranching zones are fully operational

to p " ' "' ' lJ

"-" ■' Keaga (se'e-:-als6 hortidulture, pyrethrum extract„ dairy products),. Chilled :
is 'exported-by-air's within Africa to Burundi .(up to 5. "tons per- .week)t- ;Libya (up.to ,
ij'JGCtonsper ■annai5)j:'Seychelles (l to 3 tons per week).* Tunisia .(up to 600 tons; .
per-anriiim)^ Zaire (lt^:0 tons in' 1972ff "none since) and Zambia-(a small proportxon. of ,
the tb^l:-exports,'mpst travelling by refrigerated-triic^o The potential..-in other , .
paS*s'1Jbf-"Afrieaj particularly in-Ghsria and Liberia, :has ^een recognised,:as,has. that ■
in Western Asia- Up to 10 tons of special cut, high quality, meat is.sent, by a.ir .to ._.
Switzerland,- and a disease-free production zone and export abattoir is being establi
shed in' an attempt Ho center other parts, of the European market,. Pork products .and/or
poultry are sent- ^ air on a small scale to Men, Burundi, Ethiopia,- Malawi, ^axre,5._

: and"' Zambia, ■ ■ ■"■ " '" • ; ■•' ' ■ ■ " '-:.:- " ' ■ '■'-'■ •:■'■■'■'

' Lesotho L^scn-o w-="E^ee ^o^oc^trnct ■ d.n'export abattoir and •se.nd chilled..meat,

io'EuropeTo.'f. Botswana), but' his-iB a long term prospect, and at present uncertain.

Higer (see also hades' and skin's). : Air Afrique carried 75 tons of ■ horsemeat _
to France:' in 1973- These imports- were made under a:shoi-t term licence.^ .but. it .is,. _ .
hoped to be able 'to expand exports-t^ 30 tons per week. Air A£rique also carried,,..... .
within Africa, to Ivory Coast (326 'tons.) and-Libya (89 tons, the demand for 1974 .
being 20 tonsWjmpk)o "Air::.shipments.*o .Ghana and Togo-have .been made m the... .

pasto ,!,-...'. .' .' " ■ ' "'■■ '. " '■

"q ^ "I -A' ■jHdegj .'.skins : and ■ the ir ^roduct^ •: ■ ; ■ ; , - "•.."■.■■■'.

:Whilemany-: African countries suffer from a deficiency; in ..meat .intake, -the hide .

and skin; production from existing livestock production is usually, sufficient to .,
generate W surplus to' domestic requirements; -so- the- overall; exportable volume 1a .... :
substantial0; Aether fc ■ output ^should travel ^ .air. depends on the.-cart, and tran
period of alternative' means of transport {.air generally .being, .the economic mode in.
the case of landlocked countries) 'and the, -level, of .processing. (e,g. untreatedP dry
salted, tanned,1 manufactured leather articles). Tanning ^^^JJ0^
increases the volume of the hide or skin, and generally.reduces ,its, weight, thus

substantially increasing its valuearo^ht i^-io -&& h^oe- n^ing & suitable- -for

air transports as will be seen from the following datas



Process stage

Untr;e.a.ted.

Air; d:HLeijL

Hides

Pickled' ■'"■.'
Tanned wet chrome or blue

Chrome-, tanned...in .crust,, ■■

Fina.shed. leather, ■ .v,;. .. ■

Ladies shoes., ....... -■ . :.

Leather jackets

Sheepskins

■ . l+Q-.r* ,

. O.7.- " -.

5.2

Goats^j.ns

: 0c6-

0.6 '

0.5

E/CN. I4/TRABS/124
Page 39

Value

lc04

5/

1.20/1.30
1.40/1.5q'
i.80/2BOG

■2.50/3.75
2,00/2.50

There is an increasing demand for tanned leather as opposed to hides and
in all the major consumer countries of Europe and North America.

Under this heading should he included the small volumes of gameskins (and

hunting trophies) from such countries as Burundi^ Ethiopia,, Kenya? ^wanda^ ■' -
Tanzania,, Uganda and Zaire to the main tourist/hunter generating areas of Europe,,
Nort;h America.-and J

Botswana; C-see .also, hor^ici3ltiirer meat.).. .The value i weight ratio of-.the output
of tanned.-sikins :from a proposed tannery:.suggests- that this is/marginal;'air' freight- '

,potential0 ..-.■■.,■.,■■-, ■ ;: ;-■".■■ ..■■-.-. ■.- ■ ; -:- • ■;.■"-■-...■■ " ' ■' ■ " ; ■■ ■■:■>'•

Burundi (see also horticulture> ^minerals). Exported output fr.om; a; plannedv :.;vv
tannery should reach a. volume of l»000tons V air (mainly to France) "fcry- 1977a

Central African' Republie „ Some of the production is exported hy .air .to Europe.

\.;iC|^..1(,see.als;o:.horticulture.E .meat). Air Afrigue:.alone carried. 1300 tons of1 = ■'
hides and skins to France in 1973« , ■-..■.. :'.;,;.

\'--j Pahomey^,. . Some .of; the product ion is exported "by air to;Etc?ope."" "• ,' .." . ■. ,

Ethiopia (see also horticulturet meat, fish). About 100 tons per annum of hides
and-,;sfeins.az>e at, ..present exported/by- air. (via Djibouti) .to ^rance-P ■; knd. there;. ,isj,.

considerable potential for further exports "by air to Italy, the United Kingdom.-;a'nd.:

West Germany in particular5 as well as to Lebanon;, further countries in Europe,

and the, 'Pnite^;,Statesaof America.1 .;.■■■■ .-■ ■ ' ■■ ■ : ■-■."- ..-.■.. ■■;,;■,,■ ;■; ,:.:,

Niger (see also meat). Air Afrique alone carried 800 tons of hides and skins
for air-;;e;xpo^t fa?om. the} Forth. ■■■-.- ■ .„■. •. ■'' -. ■ . ■■■■.-. -.■ . ,'. .-...■ . .■-, ■ ■-;„;,

Rwanda (see also horticulture„ cinohona9 pyrethrum extract^ n5inerals)0 The
valiie-.f,of..current.^.runprccessed output-^ is not sufficient 'to justify :air:.shipment.,:

"but rebirth of a tannery project could Ifead: to. air exports "-to'Europe and Lebanon.

■ Jaomalia; «/•■■> ;ffibei« is a consri

ranching-:=p;rojects.;-(see 9«"-2*-2).- ■
'otrfeput": as. aby-prodxict-pf the1
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Jjuclan (see also horticulture,, fish). Major expansion of the tanning industry
is leading to..the development of-outstanding potential for export by air'to' " '"'-

northern Europe . ... .■=-, ■ . : ,.<.$■/. .. ..

Tanzania (see also horticulture^ fish8 pyrethrum extract). Major expansion
plans in tanning are under wayc and once local demand from the shoe industry, \ixas '"'

"been satisfied-, output from a high quality' leather goods project will be available.
for export by'airo

HgM$£i lCse.& also horticultures fishs pappaine5 minerals), A tannery is to ']_.''..
be established with an export production of 275 tons of hides and 660 tons of skins
per annuny which may be sent ~by air to Europe and various Arabian countries. ..'

A significant proportion of the output is exported T$r air to
Europ.es: ': ■ '•'■ " " ■■ ■ ■ ■ ■■■ ■ ■'.■ ■■ .:■ ■,-■■■■ ■■'-•. ■ ■■ ■ ■■

Zambia (see also minerals). Hides and skins are exported by air tp Europe.

The general comments above on meat also apply to fish5 although the value of ■

staple fish is somewhat lowerc making it less prone t9 transport "by the air mode.

Uganda is the only country studied which sees air potential within Africa' for :

such ;production,::(for Nile PetfdhJ* '■■ -However^- the potential for exports by air to. ' ,
Europe (and to a much lesser extent to the limited high income populations within
Africa) cf edible exotic fresh water and marine output is significant. . Yiany
countries with1 potential have1 yet" .to develop- ito ■■ : ■.■': ": ' . ■' ' ■"" ; ; ■"■■■'"■

J&&Q2BSX.. Air Afrigue" carried 743 tons.of shrimps to Europe invl973i> , .

Jjthipjiia (see also horticultures meatt hides and skins)... Trout.t tuna5 shrimps

(ISO tons per annum) and lobster :(l40 tons per annum) are some'; varieties.,await ing
full exploitation* ' ' ' " ■

(see. also horticulture),, Shrimps arid other exotic fish are exported'by
air in polystyrene containers to Italy between May and August each year*

.' (see-also horticulture)v: Air Afi'ique carried 24O '"tpns of shrimps"' ^

in 19:73." ' . ' '■' : ■ '■.■' ■■■ :--':>"■■■"-' "■'■■■ '" " ■ : ■■ ■■■"• "■ ' -1- ■:::- ;;i.;

Mauritius (see also horticulture^ industrial products). Eresh:iwater prawns ■
are exported to Europe by air.

Senegal (see also horticulture). Air Afrique carried 513^ tons -of shrimps '■"-'' ' "■
to Europe in 1973;; as well as some lobsters*

j3udan (see also horticulture^ hides and skins)*'/As with EthibpiaP tuna8 shrimps

and lobster from the'Red Sea await exploitation. " :' ■

Tanzania (see also horticulture,)1 hides arid skinsj pyrethrum extract)■ ■;; _
Crustaceans in particular prawnsj have been shipped by air as a trial to the

United Kingdom, Malawi and Zambia have also taken shipments.
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Togo ... Air Afrifjue carried 104 %>ns of shrimps to Europe in 1"9T3? as well as

some lobsters.

Uganda (see also horticulture^ hides and skinss pappaine.P minerals), ..In the
long-term Uganda hopes to export significant levels of fish within Africa and to

Europe,; Consideration is being given to exporting fish offals 1^, air.to Italy

foj? use in chemical/pharmaceutical production,. ,.;"",

;. Several countries in the Region are increasing tea production^ both for ; .,

domestic consumption:.and:£or successful: competition in European markets (especially,
the Uxtited.Kingdom) with Asian varieties. Tea is not normally considered .as

suitable for carriage by air, but this Study..has shown that it is certainly stiitable

as charter backload5 particularly from landlocked, countries. Apart, fa^om avoiding

surface transport delays, mishandling, pilferage and middlemen's fees, air'"transport'
has further advantages in that packaging can^e extremely cheap and light (thus,
reducing also the net difference between air and surface rates), and the"fresli
production bears a slightly higher price in the market-place. The shipment of tea y
is discussed /as an example in annex D.,. Tea.samples and instant tea already

travel regularly by air, : ■ . , , .. . . . ............. ., . ■ ,

Burundi « Production is expanding fast and was expected'to r3ach 800 tons in

1974O Consideration is being given to the use of air shipment to Europe.

■ Kenya „- Production is, again.expanding.rapidlyf being 53,300..tons:-.in .1972 and

expected to reach 985OOO tons in 1978. .While, air shipment as charter.backload

would occasionally be just ified8 there is little' suitable capacity due to'the. .'

requirements for horticultural exportso ; : : :.."

Rwanda,- Output is fast increasing, .export^ in 1973 were 2,700 tons and expected
"to grow to9,000 or 10(000 tons within a few years. ' The bulk df the crop-is sold
at the:L6ndon auctions and chartered aircraft are used whenever ..possible i?o carry

this demand, which should, reach 2,800 tons by 1976* ', •. ... . • ■ ..

.Uganda o - ,19^H5 tons were exported .outside E.aft. Africa in. 1972? the bulk destined

for the-::Uriited-Kingdom0,;'Most of the tea is. currenily^'sQid at Mombasa auctiohsj . ...
but consideration is. being given to direct air shipments., ;■■■.; :. .: ■

-..- Zaire . Tea is.-grown in the virtually, la&a-iocked .eastejrn-.part of ,tho-.country;'

At present exports to'Europe are made via Kinshasa "by surface means but the '• . i. .'\

growers would like to make use of air when possible*

Coffee

It.has been .suggested,'that coffee, might travel .(tp Europe,. the major United
States of America market being ruled out ..by; lack of. suitable backload capacity) "by
air under similar, conditions to tea shipments as above. However, world, prices

have fallen substantially since mid-1974s and.even with the breakdown of the. ; ' ■' ■
International GoffesrfcAgreementfl the terms of sale inhibit transport;mode control
by thW exporting country. .Emergency and sample shipments do gravel on a small- . ,
scale from the producing- countries in Africa by air to Europe and_Horth. America8 ■

and there are some intra-African air movements8 as will be shown tn..,9..2,6... ,'/;
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Some".coffee is occasionally exported by air on a small -&cal©;..to

Le"banonQ ;

^■■9»i«7 - Cashews.;:foola and roaoadamia nuts, ■ .- , ■;■ ' '.■■■ ;.■■■•■:■.■ ,<!:...;■ ■' /.:'■'

Of .-.the ..world' cashewnut crop of .400^.000 tons in the 1972/73 season^ -Mozambique .

produced 43 per cent9 Tanzania 26 per cent and Kenya 7 per eentc.-f.Domestic .processing

of the nuts is "being expanded* Selling prices of processed nuts are fixed according

to the Hew York C and F priceB which is currently at an average of $US20Q per. kg. 5

with differing grade prices varying from $1.10 to #2«,9O per kgo Demand comes

mainly from the'United'States of Americav-'Europe .(especially ■ theJJnited Kingdom and

"both-1 Germanys)s"-Canada and1- Australia*.'■■-■ In Europe -sales,-..are -made, against;,documents... ..

or 45 days after 'shipment,': whichever is the earlierfoao the,:,ancentive tpi:u.se,aij'9r .,,.

particularly td^.'6'atch market; peaks,j'is with ; the .shippers ,Thus .cashewnut,s are ,-;.f;;;--vj;,:-

marginal "air potent ial-- as charter

Eola nuts are'-■■exported in significant quantities "by air.from N-ig&ria to . , -.

Saudi Arabia^ ; '■■"■ ^\•■'■■-■■■■■. -;.;: ::-:" ■ "■ ■■ ■■. -■ " -■■ rt-- -■■ . .

Kenya ;expects'--t:b develop a crop'':of3rQ0G tons of. macadamia nuts by 197&» when
a processing plant will have "been completed,, The export segment will undoubtedly.

travel by air to long-haul destinations as elsewhere in the worlds

9«1«8 i£obabco ■ "■■■■-■•■*■ "■'■■■■■ ■ '■■■' ■ :i ■ ■ ■ ■ :>'■■' ' ■ . ■■■:■■■'- ■- .

■"■■■ World prices of tobacco:have risen over.recent years,_■■ making exporting .pro

fitable. Although' -toba'cca is- very lightt :±t could be..usedP as with, tea-above,. :tp

fill back1 haul air chartei'-ba-pa^iiy.,,: :Air .Afrique.. carried■ 558 tons from:.Central ,--
African Republic to Paris in between January ai^,layr.1973 at a ver/;-low rate* ...

agricultTiral products ■■ .; ■" ■. . ■ /■ . '■..■.

'■'Significant -vo'liiraes of priraa^ry: and ^processed production.,, already .travel by .

air on scheduled aircraft, and there -is ..potential for expansions. . , .- ■ .. :.^

' '"' The offshore islands of Tanzania are the world's home of ^clove production.

In recent years tHeW'has been a tremendous .rise in ;tb&, average price of cloves,-.

which reached $US2«,9O (foo.b*"at official exchange rates-)s and higher since,.. ,.
Exports have varied from 5rQQ0 to 17,000 tons in recent yearsf mamly to Indonesiaf
where they are used in cigarette manufacture,* . Vv destinations : from which, there is

inbound charter capacity3 they -are suitable for air-transportation. . . ■ , ■

Many countries are suitable production areas for mgjj£j&al_ajag. perfume plants,

and small volumes already travel by air to a wide range of destinations,, Dry ■
cinchona bark, which is used in the production of quinine, is the major product
at present -and1 being-worth about &US60 per. kg,.always travels by :aira .Burundi

exported i8 :tbns in! 1973O Kenya is; establishing production., ./Rwandan..export ^ . .
volumes :have'reached 300 tons per1-annum- -Uganda has some .production, -Zaire is ;. ,:

exporting about 10 tons a week by air from the eastern part of the .coun-try.. .All ..

these'countries are expanding 'production. ' j^nna^pods and leaf are used a^; ■/-..■.■-
purgatives^"' either in-an infusion, or processed and sold as a tablet or an .liquid,
form, ""There is'a small B ^steady demand in ^Europe jfor, this product,, and some :is . ,, .

exported from Sudan^ "'"■'' : '■'■ ■'■■'■■■■ ' " ■/ :"'-v.--■:■-,■ . .' ■ .:■ ■;..■■ : ■; ■ ;■■■■■ ; .;-
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fJW&jj&t or .pawpaw extracts of high valueB and used in:-tanning processes,

brewing.and meat. te,nderi3ing,,-;;iS exported by air from several African countries,
l(£a; dj^ Uitd Stt f Ai)Rda (t West

brewing.and meat. te,nderi3ing,,;;iS exported by ir fro
including-Kenya- (t£HQllaia; andj^he United States of America),'Rwanda (to West

Ge^^^)/■TJgai^4:^fi4'rto;ns^1^4^3^ to Holland, the United States of America and
Japan) and 'Za^e," [4,t;<?ns .per..wee.&- to^elgiumi," 2 ^ons^er/w|i3k-to Japan, from the
eastern part of the country). Demand' for pappaine is-hbt5-'hBwe'verj'-expected to.

rise.-significantly* :;:_ . ., . ..... . -,--■■.:-,..

''"■";.;; :&ere;..as'Veurrently.a world" shortage of ■ pyrethrump partly1 due" to concern ex
pressed throughout the world a"bout the:-harmful effects of synthetic insecticides.■

Kenya has produced the "bulk of the world's' supplyy being- 13P800"■tons- bfv p^rethrum

flowers in 1972 c.,,re suit ing in .190,tons -of .exported- extract,. Pvrethrum extract is

a -very,high^.valxie: productV' exporte^ entirely...^>ir^r:^ar^ily to the United .Kingdom
and United sWt'e.s'..of Americ^" ■ Je^aj.V'putput' is expected to reach. 290 tons '"by 19,78.
Rwanda has recently^ introduced an"''extrac'-6ibh"planitlt exported; 57 tons from this in^

J973&^t|-hopes *o reaph.,140 tons ..^..exports by 19.76 (to Belgium and North America).
Tana'ania- exported■ l60'-.,tons ofj esrfcr^i,.in 19f2 to Western Europe, Uganda and Zaire
are both establishing'major production programmes, exports of extract'from the latter

being anticipated to reach 345 "tons "by 1980o

^^ 306"tpns by air 'of ginger and .iaggers iiiJ-i^O^^it a
.decline1 in sugar" production and: the tying of sugar exports-had, red^ea this'^; :-

zero by ;19T4-« ''.'...-.... ■ ■ ;., ■ ,-.,^ "i1.-:--—.....',". .-.'■

Botswana 1g considering exploiting demand for the ropi plant, delicacy5,,.;
truffles. These grow wild in the country ana could be ex^ored by air to Europe.-;

Gum^is occasionally carried as fill-up load to Europe, Air Afrique has

carried it mainly from Chad, but also from Mali', Niger and U^er Volta» Gum
arabic is. a major .export of Sudan^ which also exports k.ark adeh (4 kind of tea),
of similar value. fwe%Ht ratio1;, to Europe.o . ■ '.'■■.""•

Apiculture is a minor sector in many African economies^ and1 a proportion of

the output of ■ bee^jn^. is often..exRO.rtsd by airo Burundi (6 tons to the United
Kingdom/inU973):>:"Ke^ iri'1972) and ■Uganda have exported small

volumes..to Europe in tKi8;..neiinerV, . ' . ' •

£ivet are farmed in'sthibpiao Extracts from the glands of these, animals are

used in perfume manufacturing and are exported in small quantities by air to ..,.-

the United.-.Kingdom, t-he United States of Americar Aden and Japano

; igaaX^°^£S^---3^vas ^^» cheeseB- but^^ a»d 4^je are-.sent by air from
Kenya to: supplement surface- shipments^ .or.replace" them-in cases of - difficulty^ to
Western Asia* 'fes,areJilso,.sent tsj :air to the 'same- destinations..■' Ethiopia,- ■-
exports:fresliegKs3y.#it'tp:Adenc..Israel, the NetherrandsB,Sud5n.-and-,the Yemen,-

and liquid .eggs..,to;thg:;peiherlands; (a'total1 of 210 tons 'of egg products by air^

in- J973i».-/-.' ■■...' v . ."'' ' . .' ' "".. ■ ' . ; '■' "■" ".
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, Q-l«10 ■ Minerals ■...■.. .. . .:.,.--. -.. ;-- : -■ . ; . ■■.■.-, ■ ,-■-..■■ ■.-t.

, As is demonstrated in annex Ds. ,if;,suitable:'-selling agreements are,-in. .f,,,

the .economic mode of shipment for the producer country can 'be air freight at, a .:

fairly.low value.: .weight ratio*.. Some minerals are. within this boundf and~co)ild.

generate substantial air shipmentsj. particularly as charter backload. - .,; ::;"

Burundi (see also horticultureE hides and skins). Cassiterite or tin ore
(-156 tons:productioninl9?2)iscurr.ently sent "by surface for processing in'Belgiump

"but is.definite: charter potentials Wolframite, and .gold are also air po#entialt

tut- production volumes are currently,..very; low..-. .. ;. •■ .-.-,." .. ;. .. ■. . ■} *

'-■' '-""Ei;lrio'-nia"^'.',"'Goid ('7.62. 'kg» produced in:.;19.7..O/'71>. irj already exported in.base, .or
processed from,by air* and output from;a.recently, opened copper mine may; produce.J .

the "by-product cobalt J which-has sufficient value to be air potential. \ '._ " '■.:

..-■ :.,'■■ Kenya* ■ --The- only. minerals of sufficient value.for. air ptjipraciit are. silv6T?> niobium

and europium^ but even if fully exploited^ the;se,. will :not produce ..significant ..

volumes* , \..f ,, ,"".;. [-':. ■ ■ . ■.■,.-■ ...... . ■ -.

. . Rwanda .(see alsi? horticulture^ hides, and skins^ cinchonaff pyrethrum extract).
As with Burundij. cassiterite,(to^Belgium) 'is definite potential»./which shbuld,:r.e^ch
21600 tons by 1976 ?.nd air movemonfs have already boon stimulated by the, ECA..S-ji.iicJtK.
Wolframite or tungsten ore (1,100tons by 1976) is dt similar value5 but travels:y-
to diver.se-destinations.:((4he..United-^tatesiof America,, Holland and Japan) an^. may
be--difficult to consolidate into aircraft-loads, .- . ; ; . :- _.....-:;.,--.rr,;,.r

.=:: ■■'. .-Sudan.; A fesiMlity study has/recomraended the exploitat ion. of copper .deposits,

from which cobalt may-be .produced ^:s;.a byrproducta .■ . . . ■ ■ . ' _;_:' ";,,.,o:,.,

Tanzania . Gemo-fconeBj such as diamonds, are exported by airr but .in yerj'^small

volumes. Meerschaum is processed into meerschaum pipes, and it is believed these

are • exported by air• . :■' ;: . •

■ Uganda .(see also horticulturet hides and skinss fishE .pappaine). Gold is ,
already exported by air, Cassiterite (100 tons produced,per annum), wolframite/;^
(171 tons produced in 1973)Ecobalt from a possible extraction plant at the copper

{mines-:and-beryllium (137 tons:of. ore In 1973) are all potentials for charter

backloads*. .- '•■■■' ' ■ ,-i ■. .-..-. ■;■-■■ . ■. ■■■ ■■_■_<_.■■■ . , ■ -..,,.

Zaire (see also horticulture^ pyrethrum extract). Zaire accounts for more than
60 per cent .of-world production of cobalt, and exports reached 12f73.1.tpns in 1972-
Air-shipment ^is" presently"-inhibited by the" marketing .procedure. Ca$s;itSrite is

processed i^ Zaire9 and :the output of tin. fe,8?2 tons in 1972) is an ideal source
of supply^-for-air freight to Belgium,.'but .there is no suable airport near the t
production point,- Wolframite: (520 tons produced in! 1973) also has potential as
charter backloadr but once again is sold to diverse markets. Silver (65 tons ;.
in 1972)0 gold (4 tons) and diamond production already/travels by air due to the-

high value : weight ratio involved.
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Zambia (see also hides and skins).* Substantial volumes of cobalt have potential

for carriage by air to Europe8 amethyst ore is already carried (5 charter loads, per
year) and other s^mi-precious stones and malachite move in small quantities,,

■■Long term cotton agreements tend to preclude penetration of external markets,;

such as those in lurope6 ■ NeverthelessB some, significant shdpmentjS^have been,.. .

made by airc and textiles, are considered.to be important potential ,%Q "the future ..
fr&m "We&t A£ricas particularly as-traffic. is non-seasonal. and ,the,v;.product isof .,,.

high density* Textiles are3 of courses, of relatively high valuef ;and subject to, .;

rapid obsolescenceo ■ ■■: ■ ;■:■:- . : ■■

■■3gt^wana .■■ Output ■from a tapestry weaving, projects. suph ..as bes.preads and -tapes

tries is to'be exported by1 air., worldwide P but the total annual weight will only

■be'ih the:-region' of "5 -t'ohs* . ■ , ..'■ . ;■ ■ .. .■ . ■. ■■.,. ■ ■.,- ■-. ■■._,- .... , ,. ....._ ,;:,.!■

^Central African,, Rspublic. ^-Oaile' air;-e^orife. ' were/pre;vio.i3s2y ■.lb,#f- substantial

volumes were uplifted'by Air Afrique to-Europe .in 1974*. : . - ..

Chad* Significant uplift to Europe is .ajrficipated. by Air,Afrique (ee'e. Togo).

JDahome^ As Chad (see also Togo), . . ■ .

■-■"■' Ethiopia,. Some'exports (particularly shirts) are. .made by air to such de.stina-

tionsas Italy,, Horth'America^ Saudi Arabia and West Germany,

Ivorv Coast.» As-Chad .(see-also. Togo).. ; , .. _ .'..,;

.Some finished /products, mainly the colourful. lvi.tengef:~die signs*, are".;

exported by air 'to Scandinavia^ the United,Kingdoms Western.;Asia and ..West Germany^'

.products are exported by air .to Europe,. ' ' ; ' ■ ';.

T.ogo)> ■ .- . :■■."■ ■ -

■ ■■ Mgeria a: Limited volumes Isavc been exported by air in. the pasi; "to..the'-United

States of :America0 ■■". . . :■ . . . . ■ ■ ■. , . ■■ ..-■,■".■

§£&§&<> Increased domestic transportation of Sudan's cotton is. expected to "lead

to an export surplus^ initially in the form of yarnf then grey fabricse and finally-

finished cloth0

■-■ :■Tanzania^ ■Local designs have, been .said ..in the. past in;sAn^rioa1 and' >&Efbern Europep

and" demand is'high in India.and Japan8.:but the-prime need .at present1;;is to meet .

domestic demands ■ ■ .-.. ■. . : . .■ . \. ■ .. ,: ... • "

Jg Exports to west-Germany were formerly made using "surface transport/but
Air Afrique. has persuaded the shippers to switch to the ajr. modemand volumes were

-expected to reach;-lyOQptons in 1975•■ ^e success of thiB;:vent^e:ig leading to
further air mode marketing in other West African countriess with softie positive

reactionso
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da v Utfe'ans are -to-be exported-,by air.;to_EelgiunLr:-|Iollandf >feqt cyny Asia- and

-West

The exporting sector of industry in the Region is generally still in the pre
liminary stage ;df transforming minerals and, agricultural produce, and, the tariffs
of developed economies restrict entry of industrial products from developing, .>...

countries. :^us there'are few' Opportunities ;foi■ ^industrial..exports -by air at -,,

present; 'Tne:;evxample;of Maurit ius,." howevery-which is, developing export-processing
industries geared ^up ;t<> a- system of importing by-sea;;and .exporting by,air5: -is _:.-;.-.

noteworthy. Reference to such industrial development opportunities and a.brief..

discussion of the concept of duty free industrial'zones linked with international
airports is made in section 12«>7o Some further isolated examples of industrial
products from the region are also of interest, Uganda has forestry reserves _ ,,,:r

which include high quality trees, and reproduction antique furniture;is manufactured
for shipment by air to the European market (interest could also te generated from
'highincome households within the region itself).,, Uganda also distills the^.juice
of bananas to produce a spirit called Waragi, a trial air shipment of which has,,
sold very successful^ in the United States of America* Further ideas along these
clines are undoubtedly awaiting exploitations

9.1.13 Handlcraftg v ■:..-... ■ .--■■-■ .

"■- Most countries in the region produce- indigenous handicrafts, in the form of
bark cloth products (Uganda); baskets and other straw .articles 5 bone, ;;ivory: and_:;
wood carvings; carpets; game skin products; jewellery and metalware (particularly
Ethiopia); musical instruments; paint ingsy pottery; shields and spears;.**&?•■
traditional clothing, .feny of these items are of sufficient value or_fragility to
iustify the use of "'the air mode 0 Bfiafih" selling is carried.:ouV-to tourists^ .who
^itiie/tafce their purchases with them or"ask the selle^tp;-:undertake:.packing,aiid,,,
transport when they are over-encumbered with luggage for thsir jom-ns^ However,
the sales of such articles are not necessari^ linked to tourist traffic, ihey

have market value in their own right, apart from being souvenirs. Successful
marketing abroad has extended to sales of wooden carviiigs in particular ^r =■
supermarket chains, Kenya was notably successful in arranging a charter flight
to Japan for such articles in 1973* ■ Undoubted^ the potential, in Europe^Japan
and the United States of America is underexploited, and awaits only: market ing ,.,;; '

enterprise^ :....,...

9»r,l4;"JiiSc£iXsJis.o]ifi :"■ -■■■■ ■ ■■■.■ . ■ ■-

The legal output of lvorv;r which is generally not carved or otherwise processed
in the regioVis dually exported by air, The elephant: populations of Burundi,
Rwanda, Ugahka and'Zaire provided ^w exports:-in ^1973,.,to Belgium_and Hong Kong,
However5 output is variable due to culling only as necessary* poaching .and , ■

smuggling.

"r''V: ^niarium fish are exported by air from many, countries^ aa: are ^arrgt^E . ^ ; .
part^larlylroTiest Africa (Gabon and Ghana are important spurce;s)c Zoo ■animals

also'fail into'this category^
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In countries where -the use of air has yet to be fully exploited,,
household effects contribute a significant proportion to air uplift, .Even from

West Africa to Europe-on ::rbutes'where there was^substantial air freight trafficff

personal effects comprised 7 per cent (838 tons) of Air Afrique*s total freight

traffic in 1973.

While the main;tsi;iiiiulus to and.demand for horticultural, produce comes from the

European market"(^dd in the winter seas,pa)y there are various, countries-in the region

which are unable to meet domestic demand from local production, . This demand tends.

to be limited to the high income brackets of the population^ but would provide
diversified markets for the existing producers,, Some horticultural produce is

already carried Within the Region but: the volumes arsP, as.; expected 9 fairly small*
Air Afrique carried fruit and vegetables from Chad to Central African Republic and

Congos and from Senegal to ■Mauritania* ■in 1973= Kenya has exported fruit and- :.

vegetables "by air to Burundi and Zaire'o 'Zaire is in fact a major importer ff from

South Africa and from Europe* Several other countries presently import from Europe
(eog. Burundi and various West African countries) products which are available

from the

A general background to meat exporting was given in 9O1S2. Tho Tradet Fiscal
and Jfoiriiary iiffairs Division of ECA has a programme to develop intra-African

trade "in meat and meat product's generally9 particularly: through establishing^

specific agreements between net meat importing countries and net meat exporting
countries in the Region (see annex I - Hefere.naes)9i.|;jlt .will,have .been.seen that
the countries listed in 9»la2 who have a major long-term interest in entering the
European market 16r chilled1' beef, also supply some: of Africa's domestic needsr.

and could supply morei; In addition^ there are further intrs-African prospects, ,

as-follows:" :": : -: ■;■■■■ . .■;.-.. ■ . ■■,.■■■ .■.-..■.- •. ' ■, , - ■ .-■

■•:- ■ ■" ' 'Central'A^rioan .Republics Air-- Afri^c^-c^r^dcd--^!/- ^or^-of ric^-V^o-.Conge an.

1973a although Centx-al African Republic ■■ is' a net importer of, meat <>■.,■■. ■ ....■.■■

<■; v.^w—^vrv ~v~-, r-iio^-o'ry^tsrof -s^. to.-other African countries^

«!!■„-■- .^"^« -^ ^w^or--'v-A^^ ^o-^rirV'G^-'i'rrcr;. t:io northern town of

laiduguri^whose airport is being upgraded to 707 stuatus to carry this traffic.
Yolumes will be limited as there is currently a meat shortage in the country,

as a whole*.

■■.„ ^ Tnrw.--i^ ^,j- 4^-vP 4= \->~^r-mtiv cJ-, --..le^H ±,hsh.' desirable levelr' chilled
■ ■Rwandaa iiinile■ r;oa^ inu<-4^.e is p~ .,^04^~-.y.-.^-••..-:. -~-v . . . ■ , ..-. . - . . .

beef may in due course becomei an air export to Burundi^ Western Zaire and perhaps :.

Europe* '■ '■■■■

Senegal (see also horticulturefl fish). Air Afrique carried 52 tons of

horsemeat to Ivory Coast in 1973* and there is demand of 25 tons pet- month from

Zaire o
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Somalia, .Somalia, has -a major:ranching;.project for 35|"GQO'cattle with a feedlot

on the Juba.Siver6, Exports will be made vi,a the KisimayQ. processing plantr scime;-;; .;

by aii*s Use o'f>£,ir has been-evaluated by. sending trial, .'shipments, to. the Comoro

Islands**. In 1973$ Somalia exported 895 tons of meat by air to: Zaire».

Sudan■>.. Sudan has surplus ability to supply substantial volumes of meat for

exporti.. Export-oriented projects are at the feasibility stage, and- include two

major ranching schemes,- One in the West of the cdun.try« is expected,to achieve

maximum exports of 9006 tons of chilled beef and 9000 tons mutton pe^-annum by

airo The major- markets will be Libya in particular-,- Ghana,? ..Nigeria-' Zaire and

■-^ambiajf' as ■well as the Arabian GulfV^ Large folume^ of chilled- mpat. have already ...

■been sent by air to some rof, the above. destrln^t.iQ;ns-^.;as well ags .livestock, by air.. ,;.;,;

to: the Arabian, Gulf« ■ ■ . ., ■ ;-..\ ", ■ \-' ''.. < r-V ■ ■ ■ ■■■■ . 4 ! ■ ■ , -. ■",.■'-.',

...^■..-Tanzania;;1 .Tanzania intends to meet..some, of the .demand from Zaire and Zambia ..

(probably..'"by-Surface transport)- for /resfc/beef^,-and.has also-sent, trial shipments

to'the' Arabian Gulf*.- Beef to tfte EuVap^aiwnarket --would beseiit in frozen rather
than chilled .forms and thus''use surface transport,- -..-Poultry exported. to: Western"'., -.

Asia by. surface in fr.osen form would be- switched.to the :air mode..(and to chilled^. ..

form/: if Capacity became-available. . \ ■ :-:.-: , : ;,.;■-,■■.. ■..■ .-, , . .,;,.;,. .'-■.■,.'.

Uganda (see also textiles)* It is hoped to be; able to meet fast increasing ...

domestic demand within 5 yearsr and then to export ichi31ed beef by air to such

countries as Ghana', ■ Kuwait9 Libya (and other North'African countries)c Southern
Yemen and Zaire* Poultry is already .^exported,, and: sJa.ipment.B.-by._air. to Zaire

are planned!' ' ■ -; "■ . '■ ■- •.-'■'■■.■..".■.■■■.■■..■■■■ . . ■• -; ,'.... ] ■.:.■..

Volts, Upper Vblta 'is a'major exporter of-meat to the Afric.an obuntriefe.

'9*2*3 Hides* skins and their products ■ ■ , .■.-, ■ , . ■.- . .. . '_'.

ll ■■ ■ \ ■? ! ■■-■■ ■' ' :■ ■■■' :.- ■■-■ ■■./. ■ . . -: ■■ ■: - - /
" .From 9al«,3- it will,be seen that, most African countries are well able .to satisfy

domestic demand from domestic resourcesP although, some shoes are exported ty air1,.,

from Ethiopia to:Kenyas and from Kenya to Zambiaf and there is unsatisfied demand.

for raw materials for leather industries in Egypic There is? however, an important
rider to the .above. \ The domestic demand for products sueh &s shoes which is", ssrfrisfied

is that of everyday-|aass'recjuirements- There is insufficient. demand in'.any-

individual country in. the region $0 justify production for the fashion~consciousfi

quality markets^ Thjin_ imports by air from Europe are made by individual countries

to meet this, select .demand, This ^ppearsi -to/be,'an opportunity area for an indigenous

African operation to serve a number-of co|urferies in the region.by air* ; "..■""■■■_■.; .-.,

. , As mentioned in 9*1«48 the prospectst for staple fish movements by air. within

Africa are limited* Exotic fish can and 40travel by. air:* but the market: demand

is limited to a very high: income bracket.^ The only significant recorded carriage,

is between Senegal and Zaireo j
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Tea.

There is some intra-African demand for te.a( "but this is not: substantial c and
in few cases justifies air shipment,,

igeria. Some of the output from factories is exported by air along the West
to. :'•■■■ .,■■•■; ,.'-■.■', . ■ .. ": ■ . /■ ■■■-,: ■ : ■■.-.-■ ' ■■ ■ ..;." .- ■■.■■■■'■.■•.■;

;•'.Z&2S&* ■y-.Tea, is exported "by air to ehad;.from Kinshasa- (having travelled 1^'-
surface transport from the East)c usually as bacltload for the inbound charters df
meat. The demand is estimated at 120 tons per month. Air Afrique carried 385 tons
^n;.rfchis'rout.e\-iii.l973; -■.'.-■ ■.-■ . . ,., ■■■ ,,•"■ ..' ..■. ■■ ■ ■ ..■ . ■ ■ ; ■:■;/■.;;.:.■,

Ethiopia imported 142 tons of tea by air from Kenya in 1973S but this level"'"'■

is expected to fall to zero with surface transport infrastructure improvements
andirSSthiopial.S/Own ■;■increasing production;" ...■ " . ■ - " ' -■ ■'■■ -.- .. ■",-■!;!.;.'.

9.2,6 Coffee

Intra-African demand for air shipment is very lows due to the nature and value
of the. commodity. ■■■ ' ' ■ ■ ■■■;.• -" ■■ . ;" ■"'.■■■ ■ ■■ . - - - : , ;,:.-;.

Nigeria, Limited volumes are exported by air along the West Coast

■;'■;)-

Ground coffee (about 141 tons in 1973) is exported by air from Kinshasa
kld for the inbound1 charters ''of meat.- ■- ' ; ■■■■■■■■ . ■'■ .■ :i:Vv;.l

9«2o7 Cashew, kola and macadamia nuts ..' ■ ..- '.

,.,•■ i;.-r.r'H6.;intfairAfrican potential ascertained*' '■ " ■ ■■ '.' ■■ ' ''.'•.':" ;..

9*2,8 Tobacco ■ '...,'■:- " ■■■ ■■.:.- ■ ..„■■:

Prospect^, are again limited^ as .domestic production is available in most .,
countries. Significant volumes travel by air from Malawi to West Africa (by-surface

transport on the Malawi—Zambia sector).

■■ ::'9.2B'9,-- Ot-ha'r .agricultural products ... . ■ -7 ■ ■ ■ . .' ■. - '■..■. .': " ■■ •■■ '-:■;■■ ^ :■*.;'

lone of the products mentioned in 9*1-9 above lends itself to intra-African

potential with the significant exceptions of dairy products and eggs. >Kenya-

exports dairy^products and eggs hy air to Burundi^ Ethiopia^ Mauritius, Seychelles,

Somalia, TFAI and Zambia. Ethiopia exports eggs to TPAI,- ..Many. African countries

are importing dairy products from Europe (much by air) and thds would seem to

indicate; an; opportunity for' in^ra^African- :adr: trade9- along 'with such secondary

Kenyan---producta-.asiGhofiol3tes and confectionery. <Hdweverff the major problem is''':■•■-'--■
*ovdevelop production levels so as to. meet domestic demand-and be capable of ''••';'■'■'

export,ingii '• ■T. ■.■-.. ... : , . . * . ■■ .■ . . ""■:'•■■■.. : '■ ■ '■"- ■■' ■ .- :•-■■■■"■ ■■■ ■■.■"-:'

Territoire frangais des Afifars et des Issas.
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9o2*3.0 .Minerals

$o;.. intrar-African .potential-ascertained*.

9o20ll JfeyOes (see also 9«,2.12)

Textiles generally have low export potential within Africa since most countries

are a"ble to cater for domestic demand due to the low investment necessary for

manufactureso.i.vT'has;; the .movements are limiteds although one-area"of interest--is

the market ing of-.products in local designs*, \. -■■ ■■■■■■-■" .■;.'■ .. ■-. ■ '■■.■■-■"■■■

(see also meat). Military and paramilitary caps3 helmets and webbing

are exported to Nigeria9 Tanzania and Zambiaj, some by air. Hats are exported to

Zaire. >..-.„;■ .■■,■■ y:-_ ■■ - ■■...,■ ■.■■■:■■. .,". ■•■-." ■' "' ■■.'■' V--1- ": ■ ■■■-*

Ethiopia (see also meat)o Some exports (particularly shirts) have been niade '

ty air to Somalia and Nigeria.

Gabono Air AfriQTie carried some textiles to Congo in 1973«

(see other industrial products). There is potential for ■export of !--<-r

textiles within West Africa^ and particularly to Liberia? "by air-*

Ivor:/ Cot;.sto There is 2 tons per week demand from Z&ire*

Kenv^a (see also horticultureff---meat» other ■ industrial products,).,^ Finished
ducts are exported by air to Ethiopia! Madagascar^ Mauritius,, Seychelles and

Somalia0 ■.,»:■■■>. ■=... .■-'::-•'- - ■■. ".;:. ;.~;-.~y--:... -:'^v.. ■■ ■■■

io Some production is exported to Congo and Gabon on-scheduled aircraft.

Sudan-. Some c.othing is exported by air to Ethiopia^ ^'■'■■'■- \

>*>,■ Sxporis 'to.Central African Republic^ Congo? ■ Gabon and Senega! are

significant &jji. ha'ire'ueed scheduled 'aircraft© "'Va-- ■ ■ . . ■■.-■:: .■-■---■ ■■■.'-'

^da (see also meat)*, Such items as trou-serSg knitted underwear

ladies' and children's wear have been shown t.o.have.-market,?; .in- Somallaj. Zaire and

Zambiaj and some trial shipments have been made*

.Jeans 'are to;.be.-exported by air to Nigeria.-.-- ■ ■' ■ ■■•.■■

liiere is = an smphasis on import^substituticn. within the Region-- and most.;high '■

deasnd low investment markets are .well .covered by domestic production^- The -national

markets of ^African .countries are also:too small and fragmented -to ■ &ttr.act investment

beyond a narrow range of import-substitution industries-. While manufactured goods'

represented 32O7 per cent of intra^African trade in 1972 (against only 6e8 per cent
of the total exports from the Region)^ SCA feels that there is considerable
opportunity for the establishment of further multinational industries-, The. EC.A

studies have already identified a number of rrultinatic-nal j.:adiistrial projects



whichp if implemented^ would absorb investments of IUS1200 mi^l^on, create .numerous

jobs. ;and ],ay. a sound foundation for the restructuring of AfricaH^ecofioliiies. Amongst

the^ioritles Idr s^c^" development ''i'S'ifae^l'feibiutoniq^^^ supply
icani; ^^rte'S ^ .;■ ,,■:■ :.,.■,-■,,>..■ ■'■;'<■-: !.-'V:.W... ■■■■)■•,

EGA also maintains a register-of- riew^an&^planned. Industrial ;pr:pjects in selectjed
African countries. It is not possible from this to ascertain whicnV if anyff of ' .

these projects are intended to supply exports in due coursef;.;.-::by:^,-i'so..jne/..which could

be .Qf. interest..to intra—African air freightfi taken from the "l^T^^f? register^
are listedbelow: :-:: ■' ; ;: ■■■"■'-: .-:■■■-■■-.- ■^./■'r 5 ?■■<■'■:*:.:--.■■ ■•■■■. .■"-, ■ ■■^■-:-^o <■■■,-:.:■■:.,.- ■'■;■

Algeria Two textile factories (under investigation) "" ^

Cameroon Tannery (proposal)

Congo Textile factory (under construction)

Gabon Electronic consumer goods factory (under construction).

Ivory Coast Four textile factories (tinder construction or evaluation).

Kenya Hylonpolyester plant (to open 1975).

Two radio set and allied equipment assembly plants

(licences granted).
Two mills (expansion, proposal approvedP see also 9-2.ll).

Nigeria Two textile plants (one at feasibility stager one under

construction5 see also 9«2.1l).

Swaziland Radio and W sets factory (output has commenced),

Tanzania Pharmaceutical workshop (under construction).

Uganda Textile mill (expansion^ plan prepared,, see also 9»2.1l).

Pew opportunities for intra-African air freight of industrial products were

identified in this ECA air freight study itself8 but more specific research could

realize significant volumes^ provided the air transport network and trading terms

improve,, At present such items as radio and television sets and sewing machines

are assembled within the Region^ but are rarely exported to other African countriest

who import from Europe or elsewhere (radio and TV ssts travel by air from Zambia to
West Africa^ and sewing machines by air from Zaire to Central African Republic).
The situation regarding fashion shoe imports was mentioned in Sectlibn 9*2.3 above.

Further items identified in this study are tyres as charter backload (meat is

imported) from Zaire to Sudan? plastic articles from Z±ve to Central African Republic
and from Congo to Central African Republic and Chad (29 tons ty Ailri Afrique in 1973);

aluminium articles from Ghana within West Africa (particularly to; I'Mali) and elsewhere;
Pharmaceuticals from Kenya to EthiopiaB Zaire and Zambia; cigaretties and processed

sugar (44 and 873 tons respectively carried by Air Afrique in 19730; from Congo to Chad;
cigarettes and textiles from Zaire to Burundi (l ton per week);: mining equipment from
fciibia to Uganda and West Africa; perfumes and small motorcycles from Cameroon to

Central African Republic (about 900 tons by Air Afrique in 1973) aiid to Chad (350 tons).
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'Region* particularly as each country produces a

'Q-?>1/[; MfrscelJ/ftflSQug , : . _-._,. . .v

A* present personal effects comprise a signified proportion of traffic .with!

the Region.
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SECTION 10... .PBOBlgMS AND CONSTRAINTS ........

In a few. memix;.? States^, the 'basic .aviation ..ini^astructure f,|s inadequate in ■

terras.of traffic .volumes and economic requirements* However ?, most... countries, in the

Region.have reasonable access to .an airport of .international st.and'ard (see fron—

tispiece map)o, ■ .Apart, from the lack..of development .stimulus eji^currency/sanitary
agreements.(see. section 5)? ■ therefore 9. the .main constraints on,,air,.freight deve
lopment could; "be overcome with .only, marginal investmento .Increased emphasis .on

air freight development 3 tco9 can lead, to arljioc agreements, and hence, to the fall

of non^physical barriers^ ■ .... ■ . .

. In the sample of 13 countries, covered "by field surveys for tfciis ECA Sttidyy, ...

there-has been ,no,.evidence .to suggest; that the ■ marginal obstacles have changed since

the ICAO !Air Freight and Air Mail* ,study "in. .197Oe"..These obstacles were'traffic

imbalancess inadequacy of terminal equipment9 slow customs clearance^ lack'of

capital; for. marginal, investments^ lack of .capacity and.Xack of. knowledge, of..the

"benefits-of air freight, ■ The. subject of.^directional traffic .imbalances .is a ;crucial

ones. [.which leads tq-the major recommendation of this Study. -concerning' increased .....

co~oper.ation "between, countries, x-rith^ insufficient and excess capacity^ and is, therer*.

,,fHDre.:d.iscussed saparately from Ssction- 12olc ^he other -prvolpi^ms....are mostly a"bl&:..

to be solved .by: individual ■mem'ber StaieSf and are thiis disansseti i^- detail, in .-ihe, ...
individual ccuntry report so . Vory brief suinmaries are also-provided beloW.for .... .,

Apart from-.the, capacity -constraints- caused especially, by -directional traf;fic '

flow/imbalances ;to;,l)9. :discussed in section 12 3 further, problerns,..are .caused l^y;. . .

peakingj-.'Se-asonality and pcor control, of space= ... ;., .'._-..■ ...;.

Air freight' exports from the Region are dominat.e4..lby\hb'rt,^cu],tural. products, .

Since the majority of these are destined fos the European marlet ^o meet off-season
(:Ue.:o^uropean,;-wint^er) .demari.d.5 there is a peak demand, for, .oul^XJund capacity during

this ipsr.iodg-which 3xace:cbat;es; imbalance problems and the. inability, to obtain high

yeart™r.ound; load-factorfi:) . Virtual15 p11 1 "1"Ptni3ppT>+ opsra^ i6n's suffer, from such.

seasons,lity;":prqblems&s ,and care, has fc^. Tv./aken "cc.evraluete ;the econqinies, of year— .

round, operations^ .Spme^success. has beeii shownfl- particularly... lojr Ken.y;a3 in developing
'.'products ; or prpdufgt:s :for the European summes (e^g. trbpicar'.produce)^ and

i dhence,.levelling ,out:.t,]ae..peal:-:while continuing to increase European.winter production.

Thi;:s,:is.;-.t.h8 .on3-y ■l-Qgical s;oiution for..perishable .shipments a.s.fl obvioiasly^. financial

incentives .cannot .be:.;off;,ej-rea")i;o develop: traffic .in trough periodsB ar4 it. emphasizes

the neQ^- to consider ■ths.ijotal distr-ibution .network v^hen pXanning deyelopments« ..' '.

Siich::a-:solution .no.-t .only-■ reduces, the. need to .plan aviation facilities':to handle

volumes ;much1 greater .than the ■ average .,3jad..'to.'. offer only seasonal "employment,.!, but

also.'increases year-round employment./pzi, the-fax-ms themselves, ■ . . .-

■■;.■■ ■ Financial-, incentives, are,, ho.w,ever.s'.a useful .tool .in. .reducing short-te^m

for example during the weeko IATA freighters and particuiai^. .chartered ..freight .

aircraft tend to arrive in the Region from Europe at the weekend^ or early in the

week, ■..Such-peaking is fairly .common..worldwide .:as forwarding agents build up their

non-perishable consolidations, during .the week and send .them..off."to ..the .airlines at
the. .end of :the\WGek-for.raministrativ.e,Aonvenience0' As this, timing, helps horti-j* ' .

cultural exporters by all-:.':.::-- their return' loads to reach European markets in time
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to obtain good.prices at the beginning of the week, the peaking is tolerated,, It

leads to high costs in terms of overtime payments and customs clearance backlogs

and aggravates the seasonality problem referred to above,*. The peaking is hotff

hbwever? necessary*. The inbound factor^ where perishable produce is not concerned^

can be met by offering reduced landing and/or handling fees at off-peak times* ■

Outbound^ off-peak raters could be introduced for less perishable'horticultural-

products (e4g«&vo6adoes9 mangoes., pineapples),, There would be no need to put day-
of-*week limitat ions. on. the ratest but merely to introduce lower rates for these

pro'ducts^ ..which would therefore be loaded onto the aircraft lastB or offloaded

firsti, as they would present lower yield to the airlinee with the result that .

shippers would deliver at off-peak times5 when there would be less chance of an

offloadc There may be a need to obtain some guarantee from the airline accepting

-a"booking that the produce would be shipped within8 say a week0 Rate structures

ax3 discussed in more genera,! form in section llo ■

Space control"systems applied, by regional airlines are generally not very

..effective2 particularly on combination aircraft,, Control is maintained either from

headquarters or from1 route origin* Initial allocations-are granted to individual

stations 'en routeB and further space is requested, by signal from the individual.

station to the control pointa In much of Africa*.:-prevailing 'hot' and high' conditions

restrict uplift, and passenger load variations affect freight capacity* Thus in

some cases only 50 per cent of the anticipated available freight capacity canber:.. -

allocated to stations in advance. This leads to a complex and expensive administra

tive, control procedurea wMch often breaks down due to last minute changes,, resulting

■.in wasted capacity or offloadSo The fir,st step towards higher utilization can be :

made by improving performance analyses« Considerable research into this problem

has already been carried .out9 particularly by the aircraft :manufacturerst and a

joint development programme'could be carried out, by African airlines .based on this -

research* Integration of the control systems could lead to traffic interchange-. -.. .

when necessax'j-p thus increasing utilization of available space and providing an

improved service to the customer^, ■ ■ ■ ■ ■ ■ ■ ■ ■ .. '

For the future-j-the opening..of...the Suez Canal will undoubtedly have a major

effect on outbound capacity availability for countries in Eastern Africa*-. -With :

the reduced transit times and increased frequency offered hj surface transport^

importers are likely to increase their dependence on this mode* While it is

..unlikely that air imports will actually be reducedfi given current developments,

the'growth1 of air imports is likely to be severely restrained*. -On the.other hand,

.fe*r:.©f the current air exports are suitable for switching .to surface transport*

Soriie^(horticultural produce^, such as avocado-pears-, mangoes, and. pineapples are less

■;pe~r:&shable products which could be sent by. surface to 'Europe^ some of the meat, to

Horth Africa may also, switch to the surface :mb£ev and increased surface shipping .

frequencies will help to open up Western Asian markets for these products* Overall^

thoughj lack of air freight export capacity, is likely, to :be a major hindrance,,

and IT IS HECOMMSHDED ( 3) that a detailed study be carried out on the long: term

effect of the, opening of the Suez Canal on air freight import and export requirements.

This; could be p-:;rt of a general analysis of the effects on the economic infrastructure,

to aid development planning© .. .- . ' ' . .

■ While it was not possible -to determine the quantities of air mail on many ■

routes due to lack of data9; there was little evidence that volumes are currently

constraining significantly scheduled capacity for air freight from .and within the
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(g) 5"bh. freedom "by-European, carriers "between Burundi/Rwanda an&:;.Lubumbashi

in Zaireo. ■;.-.- . ■ ■; ■ ■ ; ■ ■■■-.' \ ■ . . '-.--, ■■- ' ■ "..;, ' ; -.■•'■ -i;Lv:^::v=-■-■■-

The above are for "both freight and passenger operations (complementary

would be necessary at first), Existing bilaterals tend to be flexible where freight
operations are concerned and in general, where capacity clauses arje^invoke^-^two -"■ .

all-freight services are considered equivalent to one passenger service. Further

study would undoubtedly- expand .the list, and the .need, for. additional, agreements

with Sta+es outside the .Region is great - theses howeverc are. essentially-the. ■ ,;

res.pon.sibility-..Qf .the. individual countries concerned^ unless joint negotiating.

machinery is established (.see below)o . .. ; .- ■• ■ ;,. ■;-.

■ Licences for-non^-scheduled operations'ar.e,'usually granted on..an MJioc or--

short-term .series of flights basis ^when.-.a shipment justifies .carriage t>e.vair but . .. ..

"by .its .nature it-cannot .^9 carried economically,by the national -airlines concerned.
An" important.: recent'development is; modifipation of such a policy.by ifite British, ,.,
Government^ repognizing tlie .developing function of.-freight charter,carriers.s.^to- v......;
offer--.longer'term.liGenq!^s-to those carriers-operating, out of.the. United Kingdom. ,?

There'are, the. carriers .th.at dominate, charter operations;to and from Africa* ... .

While sovereignty considerations are sometimes the major hindrance to traffic
right,.negotiating, the usual constraint is the fact .that .revenue achievement by
the carriers cqecersed is unlikely to be equalp. especially.where, thei:traffic
density -is .-low0 ■Such,:ineoiualiT;.ies:can,be .removed;.;either by setting.up,commercial
■pooling agreements-4pf.whioh.,.there are very. f.ew.,within Africa) or .T^-..-imposiaig ,.
'headt,.,taxes.(iie0,.a fee on the'.additional passenger ■> and/or freight .traffic carriedj.
The latter .approach,would, aid smaller pountries with insufficient resources to .

establish their own international airlines* Development of such agreements
would be aided by the intervention of expert third parties,; .w..hpse:Yonl#,concern was, the

editable allocation or revenues, AFCAC has been concerneS"vwith"bilateral

agreements-:for ■- spiPe.,.H^-8: .and. published a document v "The, Policy -of, Member .Stages
on Bilateral Air/Transport Agreements* .as Circular no<»3r. .^ September :\1973. This
and,subsequent AFCAC work-on.the""subjectE: couM-"be,;.a start .towards"establishing;

agreements,:suoh as the above*, which are: discussed in. the .specif ic context of . , .

multinational developments in the Region' in.Section 12*4*2* . . .. , , " . . .,

'■-i'.-As far;as-e3ct;ra-r.egional agreements are,<?piLcernedc. the. establishment, of joint
negotiating,machiner;y;-G0^1<3.. strengthen "the coJlecDt.-ive. position "of ,,African :countries?
the corporate, philosophy.-,, being; based on the principle of. a. specified. , "share in 7 .; ;.
traffic- and/or- revenue * , The, e.x^er-ience of. t^s ;.East African, CommunityB which . ■■ ...".

negotiates jointly-on behalf of .its'member States; ..and of the Air Afrique' member;.
States which" negotiate; independently.^ .following consultation,, is' of relevanceE ^

and could ■be-used\as,.a .basis for .establishing, joint .negotiating machinery..,. ;.; ...,;

10 a 5 benefits,, of air.j:rei.

The benefits ..of airfreight have yet'.tpbe. rprLeceivea .in many countries* no* .
only in.-the' Region,-but all,.over the. world. ..^tiis' applies.(,.;,not;_only. to'the individual
shippers but often to the; agent> the airlines themselves .and even tlie economic -
planning-authorities. . This. has,..led to: .inadequate,, development, within the economic
and surface transport,"infrastructure, partacuiarly.for the land-locked countries.^
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'Air Freight as a Development Tool1 is included as annex D and hopefully

demonstrates some benefits to be gained at all levels by increased development of a

air freight in the Begion. Arguments from this text may be useful in stimulating

such'development»'..| ' ':" ■■" ' ■■ ... - '■■■■ ■' , ■ . . ■

.10.6

Related to.10.2 and 10".3 abovet is the problem of transshipment delays. Some

stations.within the Region have a.particularly poor record where transshipments are

concerned^ delays of up to a month being not uncommon* Handling of transshipments.-■.:

on a through, airwaybill of IATA airlines is freer and there is apparently little "■ ■

incentive to handle them quickly t particularly as by definition they are not destined

for the .host-countryj, and the persons most' concerned with the- shiprrent' arc; remote

from the procedure* 'Howevers efficient^handling of transshipments is'likely tp! ■ "

generate' a higher throughput and effectively increase aircraft; xreqneiic^

landing and associated fees. As an example^ Nairobi already serves as a

to-air entrep6tB loads from incoming freight charter-flights from Europe being ';"1(

broken down and distributed,by East African1 Airways to neighbouring countries - :■

handling fees equivalent to'import handling fees are also obtained for such ': ■■;

operations,!,

While shippers and agents tend to avoid transshipment wherever possible, use. of

high. frequency intercontinental passenger routcc linked to intra^regional ndrvices .

makes sense in terms bf aircraft utilization and (given efficient transshipment)
dopr-^boi-door/delivery time. It is thus important to recognize that where transahrp^

mehts fcrm a significant proportion of traffiCt spebific facilities in terms of

storage and'personnel should be ailocatM in1 order to expedite throughput. ■- ■■■■'.

"I0o7. Packaging materials ■■" ■ '": ■■'-"-■■-•■ ; lp ■■ :..:: :.-': .; ■ .-..; . .:„■,■;

;,Virtually all-the countries visaiied-are undergoing shortages of^packaging:,

materials^ and... packaging for 'air freighii "is no exception. In additionr domestic

production is sometimes of poor quality and costs as much as imported productionr

which is itself extremely expensive. Packaging costs per kg for fruit and -;-

vegetables are in some cases at a level of 70 per cent of the a:b? freight rate to" :■.■

Europe; so this is evidently a critical factor. Some African countries have

developed new packaging techniques using 100 per cent indigenous materials (mainly
raffia}/and' labour-*intensive production, While' much of the existing packaging Is . .

designed.to:.meet market requirements and to be used right through to retail

display^, there, seems to be scope for further research and: production into new

methods and the possibility of developing collapsible packaging for return by air

or surface means* .In annex D there is an example for the packaging of tea-which

reduces the cost of packaging by 90 per cent and the cost-of air freighting by

11 per cent5 so the benefits of such research could be substantial.

.^JJKIIX) has already carried out considerable research on packaging for develop

ing Countries 8 and ECA is considering pbtaining the services-of a packaging ■
expert to deal with the particular problems of the African Region. It will be .;.:. ■;■".

seen, that such an expert could "be of considerable "benefit to air freight deve- . v ..

lopmenii and IT IS" HBCOli'IENEED | 7 j that a1 joint ECA/lMIIX) research -and,develops ;,

'ment programme irrto packaging for 'air freight in Africa ""be''established. EGA

has already contacted UMlDO on this subject and received a positive preliminary

response.
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Containers and pallets are gradually being introduced into the Hegions but

only on wide^bodied combination and freighter aircraft operating to and from Europe

Pallets tend to be in short supply3 and& for. examplej with many chartered freighter

aircraft9 it is the ones carried on board that have to be used —■loading pallets:

while the aircraft is on the ground negates the advantage of unit-rung, loads.'-

Pallets are simple to construct from indigenous materials and could be added to

the above-recommended programmet in accordance with IATA and ICiO standards* . ■

10©8

Each of the: land-blocked arenas, visited.during the Study has had aviation develop=-

ment -hindered by. shortage and .high .costs of aviation fuels- The lines /of supply are

inadequate^ an infrastructural problem for all .modes of transport outside the scope

of this Studyo The aviation,.inputs i^ these countries are therefore higher than

elsewhere (and involve a high proportion of imported material) leading to higher
costs and.hence! reduced air freight -'potential ? for which catbound demand is highly

elastic^ Fuel now comprises, some .30' per cent on average of the direct" operating; . ■ ..-

costs of charter carriers; so this is?a; major'problem^ Soma of the :land™locked " . ■

countries may have to offer incentives in the form of higher revenues or reduced V

landing fees to attract charter.operators0

The quality of statistics relating to air freight is not always of a sufficient

standard to enable sensible analyses and .planning to be carried'outo At annex F

are attached some 'Guidelines for Air Freight Statistics* to aid future development

of statistical production0 As discussed in the 'Guidelines^ the requirements will

differ from count3?y; to country^ 'depending-on the natui'e .and vo.lume of the traffic.
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SECTION 11. RATE STRUCTURES

Both chartof .operators and IATA airlines use the policy of subsidizing north-
bound freight from Africa by the inbound, higher yield .traffic inorder to .g^ate
demand. Northbound charter rates are based on the simple philosophy of es

ffithi rp£declthe reve
demand. Northbound charter rates are based on p p

what rate the commodity will bear, and.offering.this, Prp£declthe revenue covers
the marginal difference in costs between flying an aircraft full and empty. There .
is little evidence that .■southbound.,rates,, which we generally, based on rQund^trip ;
operating costs have, been reduced.as \a .result of,, obtaining such backload. The IATA ■
rate structure is more complex, but does not vary from day-to-day (a factor which
often leads to unutilized capacity). There is no single rate, but a wide variety
based on one 'general rate1 from any one point to another with a number of . -
discounted rates (specific commodity rates) related to,the size and method of .
packing of the consignment (higher weight 'breakpoints' .define lower rates per kg;;
the direction of the shipment and the nature of the -commodity, IATA rates are.
normally applied according to weight criteria, unless the.volume exceeds 7,000
cubic centimetres per. kilogram when.a density rule is invoked and charges are made .
pro rata. ^Where bulk volumes are concerned, the northbound rates >rVsurprisingly
similar"between charter and IATA carriers, although charter operators show a

highly significant competitive price advantage southbound.. : .. ,., . .

Tables 3 and 4 below have been compiled to demonstrate some elements of the
rate structures in the region in mid-1974. The IATA Unit of Value (IUV),
approximating to $US1.0, is used as the currency unit.

In the case of Africa, even the general IATA rates have been devised with ;
imbalances in order to generate, northbound traffic to Europe (in a ratio between
1.6 and .1.9 southbound: northbound,). . Assuming this policy is devised to generate
equal volumes of traffic (which has.not occurred) the average of southbound and
northbound rates per ton-kilometre should be roughly equal for all/points
(slightly lower for lower cost longer-haul). As shown by table 3 there is consider

able variation between different routes. On routes within Africa, where there is
no imbalance in general rates by direction there is similar variation in the levels
per tonne-kilometre, although the levels are in the same region as the average of
the northbound/southbound levels. While most of these rates compare favourably with
the 45 kg breakpoint rate on the major London-Hew York route, on which costs should
be significantly lower due to economies of scale, this route has 3 further break

points at much lower rate levels. There is no over 45 kg breakpoint in the general
rate in IATA Tariff Conference 2, which includes Africa, and yet very little traffic

southbound is carried using commodity rates.

Examples of specific commodity rates are also shown in the tables. These

cover a limited number of origins as some of the francophone territories have yet

to develop any outbound specific commodity rates and others generally have rates
for fruit and vegetables only. The Association des Transporters Aeriens de la
Zone Franc (ATAF), which includes some operators in north and west Africa, has
developed a flexible system of establishing commodity rates to and from metropolitan

France and between other countries represented by the operators* These rates are

outside IATA jurisdiction and based on theoretical 500 kg and 1,000 kg 'general
rate1 breakpoints* No analysis has been possible of this system for the ECA study
as requests for further information to ATAF itself and to some of its member air

lines invoked no response.
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As far as fruit and vegetable exports by air are concerned, IATA provides a

good service for Africa- The rates are lower-than the equivalent ones elsewhere

in the world, clone to charter rates, and differing little at.comparable break- ■

points by origin/destination. The rates for cut flowers are also reasonable

compared with those from Colombia..

There is no apparent logic in the structure for meat shipments. The rates

differ widely, both within and from Africa- In particular high-priced meat from

Nairobi is charged 43 per cent lower per ton-kilometre at a lower breakpoint than

lower priced meat from Khartoum to Tripoli (both these routes are also served by

charter carriers, the Khartoum-Tripoli volumes having been very great indeed)..

The rates for hides and skins also vary by route, and are. relatively high with

only a low breakpoint, to accommodate the high value segment of this market. This

ECA study has produced much evidence to show that, lower bulk rates would generate -

a great deal of the lower value traffic as wellj revenue dilution could be avoided

by specifying bulk low rates for cattle, sheep and goat skins only..1 IATA rates

for tea and mineral ores each fall within a narrow band and are substantially higher

than charter rates, as IATA carriers are not particularly interested in carrying

these bulk commodities* .

Table 4 was drawn up using weighted averages of traffic on major routes for

Africa* and using the origins and destinations of table 3 for other routes (sub

sidized and government-directed rates being omitted)« To compensate for the lack
of a general rate breakpoint.greater than 45 kg, commodity rates from Africa are

proportionately lower relative to the general rate than elsewhere. In Africa the

IATA density rule is generally less important than elsewhere, as uplift capability

is lower due to the 'hot and/or high' conditions. Nevertheless, the.conversion
factor used is still too low, at 143 kg/V\ to obtain maximum revenue from uplift,
as the volumetric capacity of aircraft.will still be the limiting factor at this

density., Some incongruities become apparent when examining the equivalent rates

per volume in the. final column of table 4. ■ : .

It is evident that Africa requires a more carefully thought out rate structure,

possibly incorporating some of the fATAF* concepts, and as, with;the increasing use

of wide-bodied aircraft and hence unit load devices, the time is ripe for change,

IT IS RECOMMENDED (Recommendation 5) that .a review of all international rates be

commissioned, outside the framework of IATA but -taking IATA procedures, into account',

to include combination scheduled^ and all-freight scheduled and charter operations.

The major factors to be considered are: .

(a) The true cost of carriage, be it marginal or full direct costs;

(b; The differential between f«o*b« price and current wholesale market price of
commodities^ . ;-

(c) The density of the commodities : .

(d) The available and potential capacity, both from African carriers and from
the offers likely to be obtained from foreign carriers at the proposed rates*
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Obviously,, marginal cost space on scheduled combination aircraft should be

filled as' a priority ; One "solution which would simplify procedures and yet maintain

full freight, spa^e en echeduled combination aircraft could" be to scrap commodity"

rates into' Africa* and compensate by introducing higher general rate breakpoints

and UID ('Unit Load Device8 or container/pallet rates)*-■ Outbound and within Africa,
there is in any case a limited range of major commodities? and breakpoints, could

be extended and rates evaluated on the" ab'gvs basis in1 order to' obtain freight load

factors'as high as possible"; other1 commodity" rates being abolished and-a further

general rate breakpoint being.introduced' to' compensate.1 Government-direction of

rates should be avoided wherever possible,' and subsidies given insteado As will be

seen from table 3,. goirernment«^iirecti"on'caus;e&;d:i:-stortion in the rate-structure? and

will affect carriers' interest in picking, up.freight1 at these rates when higher-

yield freight is available elsewhere on their routes. ,. An'advantage of subsidy over

government-direction is that modifications to policy may be.made unilaterally by

the Government concerned. Capacity-constraints caused, by peaking and geasonali-by,

and the possible influence of rate factors were, discussed ..In Section 103le

As mentioned elsewhere in the text, the real need for Africa is in charter

operations; which find their own rate levels according to costs r-,rA are more logical

than scheduled rates? but are not published and are subject to variation^ At

current cost levels however, and with the available range of commodities at current

world7prices, a-general rule- for rates outbound"from Africa should be that.no

aircraft, scheduled combination or all-freights should leave with a1 significant-

proportion, of _ empty'freight. space'provided marginal costq "are covorecL

'In 'Section 12.2 it is suggested that1 increased use of semi-palletiaed air

craft cottld bridge the gap between the capacity constraints of passenger aircraft,

and-the available'^capacity-of all-freight aircraft.. Associated with routes

developed in this way would need to be high breakpoint rates* A :novelf but

interesting development could "6@ the selling of freight space as part-charter, and

serious consideration should be given to such development in the above analysis.*

Where perishable produce is concerned, airfreight .presents several problemso
If an aircraft is delayed, .or is inadequately'cooled, the produce deteriorates^.'

On the other hand; .delivery of the produce to the' aircraft is obviously loft as

late as possible 'in,order to avoid deterioration,- .and delivery "may be late, or the

forecast load :size not reached* : At present;"■'under TATA regulations, the scheduled

carrier takes no responsibility for" deterioration "of'perishable produce,. and the

shipper does not pay for unused space on the aircraft which he or she requested or

for the cost to the airline of any delays caused by late delivery* IT. IS EFCOMMEKDED

(Recommendation 6)s 'therefore, that consideration ■'be given to the establishment of
contracts with penalty clauses for ..the scheduled airline if it fails to supply the

specified capacity or fails to deliver the produce in good condition^, and for the

shipper if he oi- she fails to supply the specified .produce on time* This system '

has worked well in Ethiopia; and is being considered in other African countries

following the author's visits* A possible disadvantage is that the carrier may be

cautious and offer limited capacity, but additional capacity found to "be available

could be-.utilised outside the contract,' as .at; present.1

While the average operating costs for both freighter and passenger aircraft

fell from year to year with the help of advances in technology and economies of

scale prior to 1973, following the substantial increases in fuel prices these costs

rose significantly, and they are now expected to rise further at a slow rate over
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the next few years. In the past general levels of rate changes (including the
increases of 1973 and 1974) had little effect on air freight traffic for the
region, since the majority of- this was in'emergency items and perishables, and
hence demand was relatively inelastic. Wiile it is a revision of the structure
rather than a general reduction in rate levels that will stimulate efficiency and
generate additional traffic, the weighted average lorel of the revised structure
will need to rise in-line with cost levels, which will affect the increasing volume
of traffic moving according to total distribution cost criteria. However, given
the increased efficiency of a co-ordinated network of freighter operations, the
cost per revenue-ton-kilometre (as opposed to the cost per capacity-ton-kilometrej
could"actually fall. The competitive position of air freight against surface
freight is also likely to improve, as the recent general rise in inflation has led
to higher relative cost increases in surface transport, and in terras of total
distribution costs there is still room for increased efficiency in the ancillary

costs associated with air freight.
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SECTION- 12; DEVELOPMENT SCHEMES '■■.■■ ■ ■ •. .

Apart from the problem-solving recommendations ■already, offered In earlier . .

Sections/ there are further strategic developments which 6ouId improve efficiency

and stimulate the substantial air freight potential shom.'..to be available in the-

region,, The problem of directional traffic and; yield imbalances, is a major ■

constraint j■ and;, as mentioned, the EGA is of .the opinion 'that some part of this:,

at leasts could-be solved by increased.'-regional and subreglonal co-operation.

As a,strategic" Issue, 'this is discussed below .(s-ections;12tl, to. 12.4), together
with:other aspects of-development within the direct spite-re, of aviation, influence*

As discussed in Section^, there are further barriers to'air freight development-,

such as 7 import restrictions, tariff barriers, sanitary-regulations, lack of ,.:.: ..■

financial agreements,- etc. ? which are■only slowly^" being dismantled.., ■ It is hoped/ "■
that1, this report will provide a further stimulus.; to progress in' the ■ areas* ■ ■ ■ .■ ■ ■

12sl The.prpblem of directional traffic and yield imbalances

The ICAO study on "Air Freight and Mr Mail ~ Africa" pointed out that air

exports from Africa are to a large extent low rated perishable items while air

imports are to an equally large extent high rated manufactured articles* Thus the

weight, value; and particularly the freight revenue yield of air imports in general

exceed those of exports $ so that the airlines concerned are faced with serious

problems of traffic and revenue imbalance*, While? as shown by the export situation

covered in Section 9.1, this general situation remains true? and while fast-rising

fuel prices are emphasizing the need to subsidize outbound rate levels by inbound

ones in order to generate demand, some noteworthy developments are taking place.

Firstly? with slowly increasing acceptance of total distribution costing concepts,

inbound traffic, especially to land-locked countries, is growing fast, particularly

using chartered freight aircraft as shown ~hy Section 832Q However, secondly,

exports within and from Africa of meat are growing even faster, as are exports of

fresh horticultural produce (especially to Europe)* Thirdly, while industrial .
development for o.icport is currently limited in the region, some countries are

developing export-oriented, labour intensive light industry: highly dependent on
air freight to reach the market placeo Finally? and most importantly, these

developments have led to a situation whereby some countries are actually experienc

ing an acute shortage of air export capacity whilst their neighbours are still

generating an excess* Further use of palletiaod mixed freight and passenger air

craft (as will be discussed in Section 12,2) would provide further capacity while
utilizing currently unused space taken up by passenger seats, However7 as will*be

shown in Section 12*2, carriage of freight (especially where perishable) on

services predominantly attuned to passenger requirements is by no means ideal, and

substantial increases in the level of all-freight scheduled and charter operations
will undoubtedly come about. Formal co-operation on charter operations (initially)
between countries with surplus and deficits of capacity, and multipoint routings '
(eogo A to B to C tc A. rather than A to B to A and/or A to C to A), would obviously
increase utilization and reduce costs* Further consciences and opportunities of
such co-operation are also discussed in this Section, *

Some information to indicate current and anticipated future imbalances is

given below* The deficiencies of the regional published data will immediately
become apparent (no freight charter traffic data are available at all, for
example)* The data compiled during the ECA air freight study are more useful
(and indicate demand rather than carriage), but could not be comprehensive and'
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a request for individual member States to provide further data is included in

Section 12*3* As we are here concerned with aviation infrastructure rather than

trading patterns (covered elsewhere in the report), only broad indications .of
commodities are given»

12»lol Published multinational data

As-a crude guide to major imbalances for scheduled international services,

one may take the ICAO Traffic Plow Statistics for September 1972 (the latest

available at the time of writing) between city pairs and select routes with a

one-way traffic flow of more than 40 tonnes (assuming, even on low frequency

routes, that passenger services could carry smaller volumes) and an imbalance in
flow of more than 20 tons (a freighter aircraft load, say)* From this are produced
tables 5 (intraregional) and 6 (interregional) below, carriage on all-freight
services being marked with an asterisk.

Further information is available from statistics published by ASECTA

(Agence pour la securite de la navigation aerienne en Afrique et a Madagascar)*
These cover Madagascar and 13 francophone countries in. West Africa and are more

up to date than the ICAO statistics, but do not give uplift-discharge data for all-

freight aricraft, only for freight on scheduled passenger operations. However,

examination of the monthly and annual data for 1973 confirms some of the imbalance

data shown in the tables, and supplies two further intra-African items not recorded

in the ICAO statistics (tons in 1973):

From ' To Out In

Accra* Dakar 42 549

Kinshasa HFdjamena 383 826

In addition, the ASECM data indicate further deficits in imbalance with

France, both in terms of quantity at the relevant stations in table 6 and for

further points (Brazzaville, Eouala and Tananarive).

. Before any conclusions are drawn from the above date, two further precautionary
notes are made: !

(a) The figures are.based on uplift and discharge, data, not on true origin
and destination and hence include transhipment traffic*

(b) The ICAO data is out of date, incomplete (European points to Lusaka being
noteworthy ommissions), and for one month only, a month outside the prime horti
cultural export season*

* This may be in error as Ghana LCA statistics recorded these flows as 11
5 in*
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However, even bearing the data limitations in mind, some interesting points

arise^ In the intra-African picture, for example, even considering that northbound

traffic may have been subsidized by high yield southbound loads from Europe, it

may be seen that some imbalances operate in reverse directions, for example:

(a) Abidjan to Cotonou and Lagos, Dakar to Accra, West-East; Lagos to Accra,

East-Westj

(b) Mjamena to Bangui, Bangui to Brazzaville, and Douala to Libreville,

Horth-South; Douala to Bangui and to Mjametta, South—Uforth j

(c) Cairo to Khartoum, North-South; Nariobi to Addis Ababa and to Cairoj

South-North?

(d) Entebbe, Nairobi and Dar es Salaam to Lusaka North-South; and Tananarive

to Djibouti, South-Horth.

A notable feature of the analysis is that all positive flows lead t£ Lusaka

and from Nairobi.

On the interregional side, little significance should be attached to the

data for Cairo, due to the high frequency of passenger aircraft and transit

services there, and for Dakar, due to the high density of transit traffic between

Europe.and South America* On the evidence of this data then, there is very little

to counter the southbound domination, apart from flows from Luanda (to Athens,

although this may well be traffic in transit from South Africa), from Cotonou

^to Bordeaux), from Ouagadougou (to Paris), from Bangui (to Paris), from Entebbe
(to London and Rome), from Ifariobi (to Frankfurt, London and Rome) and from

Casablanca (to Rome).

12*1.2 Additional data on demand and carriage derived from EGA study

(see Section 9 for details)

12.1#2*1 Outbound flows exceeding inbound

Botswana: Botswana is seriously considering sending chilled beef by air to

Europe and to some African points* . The volume would be considerable and south

bound loads would be required to provide an economic operation. A charter carrier

uplifted 4*300 tonnes of Botswanan meat and 6,300 tons of mining equipment for

2ambian destinations in 1973* Botswana, already exports some horticultural produce

to Europe, and if direct capacity became available, export levels could be raisedv

considerably*

Chad: As mentioned in 9*1*2, exports of meat hj chartered aircraft to Zaire

are around 180 tons per months with Air Afrique carrying 590 tons also in 1973*

Air Afrique also carried in 1973 146 tons of meat to Central African Republic, 1,968

tons to Congo, §90 tons to Zaire, 311 tons to Gabon and' 137 tons to Libya (expected
to increase dramatically) with little return load.

Ethiopia:; During the horticultural export season up to. 1,300 tons of produce

per month have been exported to Europe from Asmara (primarily on charter aircraft

returning from the Gulf area) and some 100 tons per month from Addis Ababa. The
major constraint on both origins is shortage of capacity. Ethiopia could export
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meat to Central and West African countries if suitable charter 'backld'ads were

available, and: is also establishing a disease-free ranching zone and abattoir With -..

a view to exporting to Europe* ■ ' ' ". ' " !"ir ■■■■-■ ■

Ghana'; . The Air Freight and''Air'Mail Planning Group, established'to follow

up the ICAO study of "Air Preiglit" and1'Air Mail - Africa",'feels that the intrbduc- '"
tion of air freight rates marginally lower than the existing IATA, rates would mean

considerable growth in fruit and'vegetable' exports' to Europe. . Gnaria" also' has ■-■:

industrial potential for air exports, particularly :in 'aluminium ware. Ghana has . '

an import requirement for meat and' currently has a' negative1 air'trade flow with

European points (particularly Frankfurt, London and Rome), which will need to be
countered before there.is surplus.demands Consumer goods are already flown into

the' Sahelian aone; with:return loads of meat by a charter company (see Section 8.2.2).

Kenya; Kenya expb'rted 10,157'tons of horticultural produce in 1973 (mainly

to Frankfurt and Londoii) and :use of supplemental capacity is already an essential
part of the horticultural distribution system, (around 100 tons per week in the

season)* Total uplift on scheduled 'aireradNi--to-^rankfu-rt-was 2,348 tdns^in 1973
and to.London was 3*1.70 tons, against discharge figures from these points of

455 tons and 15115 torts respectively* The charter figures also 'show major ■im

balances',1'the'uplift to'London being 2,854 tons, discharge from"Ldn&on'only 1,481.
tons in 1973° To all destinations uplift in 1973 was 10; 163'tons (scheduled),
5,848 tons (charter), ^discharge being 414.24 tons and 3,667 tons respectively.
These imbalances occurred'despite measures introduced by the'East: African -Community

such- as"a reduction ;in customs tariffs for air "imports. With.a planned"passenger.

traffic1-growth of 11 percent per annum .and a .planned horticultural 'export "growth ..

of 25 per cent per annum (including the development of "off-season" markets) the
need for all-freight aircraft will obviously increase*. Kenya is likely to experience

further bu'rbs caused'by Capacity shortages on the; export .development of meat, .dairy

and horticultural products to West' Africa- meat" to &airef beef'.and'horticultural ..'". '' '
produce to Western'Asia* : ■ '■■ " ■. i--■.-■■■■■ ■ ■

Lebotho:' !As mentioned in 9*1*2, Lesotho wishes to construct; ah'export abbatoi.r
and send; chilled meat to Europe (cf .Botswana)^ " "; ' ". "/' "

' Mauritius'; :'The'development of export processing industries1 by Mauritius,

which are geared up to a system of importing by sea and exporting by air, along .

with'horticultural and fishery exports, is expected to. lead to"an increasingly ■
large imbalance, mainly with Europe, reaching 7?900 tons;by 1982 (5,500 non-seasonal)

and shortages of capacity. In addition "Mauritius acts as an'air entrepSt between

Australia:;and Africa; and lacks' capacity to Africa to carry put "this function to"'..' '.'
its full;:capability<,' ■ ': ■ ' -■ ' ' ■... ■:....■ ■■ •

Rwanda; The ECA study has shown that by'1976 air import potential, assuming

charter operations, to Rwanda will be 1,400 tons (27 tons per week), while the

export potential will be much greater at 6?6l5 tons per annum (8Otons per week with

an additional average 77 tons of horticultural produce from Foyember,to April).,, .

Imports are primarily from Brussels, while exports would be'to a .variety .of deistina- ,
tions, : mostly in 'Europe^ ' ': ' ■ " ;" " ■■,■■■•>■.-.■

■Somalia; Some of; the ■ exports from the major ranching project will be..made by . ■
air. ■ "■■'■■ '::' • '■■■ ■ ■■' ■ * '■ ";' •' ■ ■■' '.-..■.■. ■ ■ ■ ■ ■ ■'".'■'■■
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Sudan: Sudan is currently,a net air importer, with substantial traffic on .

both scheduled and chartered ai-rcraft arriving from Europe, and-in particular the . .

United Kingdom, It will be some time before chilled meat- exports to Libya and

fruit and vegetables to Europe compensate the inbound loads. However, the exports

of chilled meat, furit and vegetables(often using,'the chartered aircraft arriving
from Europe) within Africa and to, .Western Asia are constrained by lack of backload-.

Tanzania:. While Tanzania is currently a, net air.importer, lack of direct -

capacity is hindering the development of horticultural exports to Europe and Western

Asia from Kilimanjaro. The development of beef for exports will necessitate.further

capacity requirements within Africa. ■ . . . ■ ■ ...

,■ .■-■ Uganda?. -Shortage of capacity has been a contributory factor'to a decline in . ■

horticultural exports to Europe. However, such exports are planned to reach

1,100 tons in 1974/75 and increase rapidly thereafter,.provided capacity is avail

able. Hides and skins (to Europe) and meat (within Africa) are further prospects.

12*1*2.2 Inbound flows exceeding, outbound.

Malawi; It is .understood that-significant numbers of freight chartered air

craft operate from Europe .to. Malawi carrying investment, emergency- and consumer ■

goods, with very little backload available (cf Zambia)* . . . -..-■•

Mgerias .Considerable volumes .of freight-, are-carried to Nigeria from the

United Kingdom on behalf .of the Crown-.Agents hj chartered aircraft (at least seven

services a week) with only limited return .loads, apart from the daily UTA service ' .
to the Peugeot plant at K&duna, mentioned in 8.2.3« . ■

Zaire; Zaire..is a major :air importer of meat, using chartered aircraftv ,■■■■"■-

Currently,, such.imports total about 600 tons per month to Kinshasa from Angola

(40 tons), Chad (180 tons), Rhodesia (120 tons), Senegal (60 tons), Somalia (50tons),
Sudan (100 tons), etc., though individual country levels fluctuate from month to

month. . Horticultural produce is also imported by air from South Africa (50 tons, per

month)- Demand for meat in particular is much higher, but further imports may be
obtained by surface transport,, Air exports are limited, and Kinshasa has a major

negative air trade imbalance with Europe, .especially Belgium (320 tons per month).

Zambia; In .1973 Zambia's air imports amounted to 24,238 tons (34 per cent from.

Europe, 35.per cent from South Africa and 18 per cent from.Botswana), while, air ■ ;

exports reached, only 2,162 tons. Uo less than 61.per cent of the total tonnage was. '

carried by chartered aircraft* . It.is[not, expected.that improved surface communica- ■■

tions to tfee sea arising from current political changes in Southern Africa will ■

modify this situation dramatically* In addition air charter capacity from the Far

East would reduce the costs of,certain imports*

12.1«3 Conclusions " . . , ...... -:

Even the limited information above- will indicate that'significant opportunities

for co-operation exist, particularly as the demand for inbound and outbound carriage

in any one country will fluctuate from week to week (sometimes to the extent of

reversing an imbalance). For example, Malawi, and Zambia are countries with, negative
air trade imbalances with Europe, while nearby Kenya, Mauritius, Rwanda, Tanzania

and Uganda are short of capacity. Often lack of information contributes to aircraft
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flying unnecessarily empty* Some charter operators arrive with loads for an■=

African country from the Par.East and have no knowledge of return load demand

from neighbouring countries* -'-'-On the other hand Western Asia is known to have high
demand for African meat and horticultural produce, but current exports are

completely constrained by lack of air capacity.. A point which is not often

recognized is that available-capacity on all'types of aircraft is considerably
lesa £E°JS most points in Africa than _ta these points, due to 'the technical
constraints imposed on the aircraft having to take off in "hot and high".conditions

'. :' This study has established some opportunities for co-operation, and further
opportunities-undoubtedly.exist .elsewhere (although the Air Afrique member States
operate a closed shop,on chapter operations, relying, on the scheduled operations ■
of Air Afnque and UTA to serve the markets), Also, it has been shown, demand
is higher than available capacity in many areas. The possible development~o"f~
formal air-sea enterpSt points (see 12.5), may not only develop trade to and from
Africa, but also provide further opportunities for intra-African trade development
generated by the services offered^ -

12*2 gfrg-gQ-gd. *o:r co-ordinated all-freight operations

Because the approach to licensing charter operations is usually ad hoc,- such
operations are often inefficient, as the broker concerned may not be aTleTo- obtain
a return load m the vicinity of the delivery point at short notice. There are
cases on record in 1974 of chartered aircraft flying from Europe to Zambia with

industrial goods and then flying empty, to Hong Kong (a distance of 13,000 kilometres)
to pick up another load destined for Europe, a costly exercise for the shippers and
consignees concerned, Once a broker has obtained a one-way load for a carrier, his

own commission for obtaining a return load is of marginal benefit at the low'rates
holding from Africa, particularly as solving additional licensing problems may be
time-consuming and costly. The embryo regionally-based freight charter' operators
which would usually require either southbound or backload traffic from neighbourinfi-
countnes to achieve economic viability, are likely to experisnce particular '
problems m obtaining licences* For example, a British carrier taking goods from
London to Zambia and subsequently picking up horticultural produce from Kenya bound
for London on the return journey needs only licences for carriage, involving its own
country as origin or destination. However, a Zambian carrier would be operating
between two xoreign countries on the backload leg, and the British Civil Aviation
Authority in particular would be reluctant to give a permit which might draw traffic
from a British carrier. This subject is discussed further, in Section 12«4B2.-

More efficient utilization of freight charter aircraft would1undoubtedly lead.

du6 to +h°° ^, *h f°! irapcrtinS and porting countries, and^is evident that,
tlV ±he™}alz?c* situation, co-operative ventures between countries: in the .
region would bethe/.prime means of achieving this end. The future ;of air freight,
lies m■all-freight sQmi-scheduled or charter operations for the.following reasons:,

for

^ Freight is-usually marginally costed on combination aircraft, -a-system
which reduces incentives for freight marketing and development,.and.which can
produce uneconomic .rates which eventually prove a disservice .to development.
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(c) Combination aircraft schedules are designed for passengers. Much freight
(apart from emergency: and perishables) can bear1 delays while building- up into loads

sufficient to. fill an aircraft* ■ ■ ■ -" ' ■ - . ■ ":":V ■':; ■> ■ . . :'

(.d) Freight for combination aircraft is often off-loaded when anticipated

.passenger, demand is. exceeded (particularly in the 'hot and highT conditions . . .'.

experienced in much of Africa), or is not loaded when transit time is short*■-■-This'
'.applies particularly to perishable products, which are in any case only accepted

on a standby basis, and are often inadequately cooled on combination aircraft*, The

typical loading priority for a.scheduled airline -given below will indicate/the

relative priority-accorded to freight, on combination aircraft. ■". "..-"::■■

(i) Crew, slip; :

(ii) 'Aircraft on Ground1 consignments; :

(iii) 'Lettres? Cartes/Autre Objets' mail?

(iv) Press photos/TV and newsre.el films; ...

.'■ (v) Diplomatic mail; ■" . . ■. . .

(vi) Booked company1 duty travel ; . .' '"" ' .

: ' (vii) Booked revenue- passengers? . '-,.. ;.

(viii) Booked non-revenue non-company■passengers; . . ■. ■

(ix) ■ Booked Government discount passengers; : ■ ■ . ..

■ :- :\x} Company mail; ' '■ " ■ . ,.:■■.■.■■'■■■■.-

(xi) .Conipany service priority freight; ' '■'■' '■ ■

(xii) Booked diplomatic freight; . . ■ '

(xiii) Revenue freight etce' . . . ['

(e) Air freight potential -cannot be developed until there is adequate control
over the transport mode0 Service is .often a.more important feature"than price in

air freight transportations ■ A,grower of horticultural produce, for example, cannot

be expected to plant his or her seed unless there is"some guarantee that when he

or she comes to harvest the crop, capacity will be'available at an economic price-

to .carry the production, quickly and safely, to the point- of sale. In the African

region,, the bulk of imports arrive on a o*bf*basis and purchasers take the exports

on an £oi). basis, a situation which means that African countries have little or no

control over the external transport systems, achieving only a small share of this

economic sectoro In addition, there is little control over the distribution of the

exports themselves, which is unfortunate, as distribution is.becoming increasingly

integrated into marketing systems in the developed world. Increased Africah.-

control of air freight operations could improve distribution, particularly for the
least developed -and land-locked countries- :
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, A major indirect argument for increasing air freight operations in the-1970s
is that.freight operations are often more .profitable to'the airlines themselves. .'
than .are passenger operations. As worldwide inflation and prospects of recession
hit /business and the tourist- industry, and passenger traffic falls, air freight
-traffic continues to -.grow as the benefits of total distribution costing become :
emphasized* " In March'1975 there were 7 all-freight Boeing 747 aircraft, operating,
in the .world,: as well as-19 in convertible passenger/freight" form. Of greater.

v ..significance -is- that Oft/ birder- were a further 7 all-freight" and 8 convertible 747s.
The^Jfertin.airDClO freighter' service to'Rwanda, mentioned in 8.2.3, "was used as
a cheaper alternative to two DC8 services; so Africa is starting to benefitfrom
such developments. Senior airline executives and Government representatives are
overcoming their psychological blockages which have previously led to priority
being given to prestigious and glamorous passenger operations rather than to more
profitable, freight operations. In fact, overall on routes beiween Etirope and
Africa south of the Sahara, even allowing for low return.freight volume and yield,
the revenue obtained by a Boeing 707 on a scheduled'service roundtrip is some 20
per cent higher with a freight load than with a passenger load, (see annex D). -

Thus,' as freight volumes grow, freight operations become increasingly attractive...

The above being said, priority will and should be given to filling the-

belly-holds of ..passenger, aircraft- which would travel in any case with or without
a freight supplement,■ before use■of all-freight aircraft is invoked. In particular,
use of semi-palletised combination aircraft on certain routes would provide a

palliative -interim- arrangement to allow" traffic to build up to aircraft' loads in
stages. On routes where passenger load factors are low, this would not constrain

p.assen^er,-rbraffic and'may, in any-case, provide higher volumetric profit. : Specific

recommendations for^use' of "such aircraft have been'made in some of, the individual
co;untr^:;.reports; of this study* It is* of course, difficult .to generalize., but,
where there is significant freight potential,'IT IS" RECOMMENDED (Recommendation 2>
when planning aircraft purchases for the carriage of passengers, that consideration
be:given, tp .aircraftwith freight doors and strengthened frbors. The increased
capital-cost: and.-.reductionln'uplift ability may wellbe justified by operation in
mixed or all-freight configuration* either regularly'or at times 6f"high"freight '
and/or low passenger demand. Some comments on rates to be associated with semi-
palletised combination .aircraft were made in Section 11. . ■ : -

12*3 An interim solution.- An African charter brokerage system ..-...,'■".

In the. opinion of. the .ECA, regional co-operation In the airfreight charter.
field .would .go some. way.'to solving the imbalance problems discussed :above. "
Judging by recent-.charter developments, the time is: ripe:for such' co-operation,
which,would also.aid.the development-of intra-African trade and, if sufficient
interest-were generated, lead to the establishment of an African multinational
freight airline. ■ ■ • . ■ " -■■ - ■ ■ ■

..A:national..civil aviation department attitude to granting temporary air
service permits is usually based on the premise - 'Can a national Carrier.take ' -.
(or bring) this load? If not, grant the licence1. From the direct point of,-view .
of national economics, this is a rational argument, but from the point of view -of '
regional-or subregional economics, it may well not be.' Since national carriers'
are well-established* and freight charter operations are basically supplemental to ■
these, co-operation in this area is relatively straightforward. Thus IT IS
RECOMMEHDED (Recommendation l) that developments be undertaken along the following
lines (within time-scales to be established by interested States);
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,./-. Step Is , Collection of further data, While-the EGA ,has collected;relevant

information during :-the course, of Its freight, study, little is- corporately known ■

about .the movements of freight charter aircraft in and around Africa. .As long as :

the .origin or destination "country .ships or receives its loads satisfactorily, it.:.,

is not necessarily concerned with the routing of the aircraft, either for position^

ingor for carrying outward .and return loads. -For a period- of one year,, say, .

Temporary Air Service. Permits for,: international freight ioperations .for countries1

interested, could be monitored by a central agency (see 12.11 below for implementation).
The countries concerned would ensure that carriers provide.information such as the

following:.' " , ' :' ';\--:-- - ■ ■ .. . ■ ■ ; : '■:■-.-.

(a)' Type of aircraft; . ,; . , • . •..,-,. .."-.-■

. (b) Name, of., carrier; , . ■ . ■ v ■ _ .;_. / . . . : -'■■ ■

' , (c) femeji .addr.e.ss and .business of charterer, if-any; " -. . - :\ ■-.•%' - '■"

(&) Itinerary from point of origin to return, and estimated times of arrival
and : departure;

(e} .Load .carried ..(number of. shipments, nature, volume,/ origin and destinat'i bn;
of ;g6ods) on sectors in which-the individual country .is concerned-; . ■■ ■■..>'■:■

(f) Capacity available and rate paid on sectors in.which country is concerned.

',. (a) to' ,(d) .above are included in the maximum detail-required to'obtain operat-'
ing permission according, to the Recommended Practice of: .ICAOfs a^inex 9 on^. :: -:'-

Facilitation!, (e) is available from customs and/or shipping documents and (f) could
be obtained, or" estimated, fairly, easilyo ; ■, , ■ . ■ ■■ . ■ ■ ■ ■■ ; :• ,; •=-■:.;,.

Jn addition, if individual countries were agreeable^- similar.information would
be supplied for all-freight scheduled .operations, particularly by regional carriers-
(i*e.~9,. Air Afrique, Air Zaire and Zambia. Airways). ;, ■-.-.,-... ; ■- -.. ' ■ -. ;' -1 ■ ■ "

Such information should provide a; basis for .the following further developments:

Step 2: . -.. . ,. .. .-. ■ . • ., ■■■ -..-._ ■■ -,■ ■

,.(a) ? Establishment of ;an African brokerage and planning agency.to match' '
charter supply-and demand (and to obtain .commission .payments). Besides improving ■:'"':
co-ordination of flows,, an African-based agency should have good .access to the: : " '•
market'demand since,, when air is usedSi tl^e choice of .mode has in most cases been;' : '

made by'the "importer,...and it is the Mgh;;yield. import traffic to Africa which will' '
be the economic foundation of the operation. The operation would be a close ■
parallel of the Baltic Exchange in the shipping field, which, based in London,

co-ordinates the., supply of,and demand,for capacity in tramp (i.e., non-Conference)

shipping. .The Baltic Exchange also runsranr :Air.: Brokers Association. The organiza
tion would initially require two executive staff (to ensure full-time 'coverage),

preferably with.commercial airline experience, and an administrative assistant/-
secretary- A single office'and telex/telephone facilities would'"comprise the bulk"'
of overheads (along, with,a .high travel budget), and the-operation should be self- ' ■
financing,, (repaying an.initial .loan), : ■■ ,:. -. ■. •': .■ ■ ■■.--■■ '■-.■■ ■■
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■ If it were intended to proceed with the developments shown in Steps 2(b) and
3 below, however, a third staff member .wUh time and capability-for" research and

development would be necessary and ne.0d...financing. . V ■ ■ '

Two major factors, should be taken',into, ac.count when deciding where the above

operation should be based* Firstly, of course, the traffic density (particularly ■
of imports, which will provide the prime source of revenue) and secondly, the ,
telecommunications facilities-, The ability to communicate effeciently and regularly

by telex both with. European cities and, .more importantly as far as the development

of the system is concerned, with African cities, is vital*

At present, satellite, earth stations' are situated at or near the following

cities in the region:

■ Existing ■ ■ ■ . Planned ■ ■

Abidjan* Lusaka* Accra .

■ . Dakar* . ■Nairobi* ■ Addis Ababa ■ ■

Kinshasa* Yaounde* . Khartoum*

Lagos* . ' '

The cities marked with asterisks indicate those stations to be equipped as

CT2 transit points by 1980 in the Pan African Telecommunications Network*.

It is. suggested that the brokerage'operation'be based initially on the' . ■

eastern side of the region due to higher level of charter, operations there,

although further developments.to include the scheduled all-freight operations in

West .Africa..could revise the. situation^ "''The 'gbvious sites seem to be Khartoum,

Lusaka orltfairo.bio .Khartoum is'already..a..base "for. major British charter :carriers,

Lusaka;generates■ large volumes of high'yieict southbound trafficf and the Hairobi

telecommunications links'are the most attractive; so there is little to choose .

between, these three cities*. In any ca,se, a final decision will obviously take into

account,the^national Government interest and local cost levels- ■

The marketing network would essentially be generated by the existing airlines

of countries taking part in the operation, although in due course it may be

necessary .to set up a branch office (again, possibly existing airlines staff

working part-time) in Kinshasa or Lagos to cover the Western African aspect-s*

Two important features of the operation should be noted. Firstly, it would

essentially be commercial rather than Governmental (although preference would be

given to regional-based carriers)* Secondly, there would be no intention of over
riding..national priorities. At present,charters are only used when demand exceeds

the scheduled capacity available, and it would be up to the shipper or State

concerned to specify their charter requirements to the central agency (which would,

of course, be used in preference to non-African agencies where possible)*.-

(b) Extension of the above agency functions into market research and market

ing (including co-ordination and pooling of existing airlines' research)^ One
particular aspect of marketing development, would be education into the advantages

of using air for part or all of a journey. As mentioned in the IGAO study, and
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detailed in 10-5 and annex,D .of tills .Import,,.the savings (as opposed to the costs)
of using air versus other modes, in.terms of inclusive agency fees, 'lower pick-

up and delivery costs, packaging, lower pilferage, lower insurance, lower storage

charges, less documentation, .lower inventory requirements and obsolescence, and

less capital tied up in transit,- are not generally recognized in Africa^. .. For is

the advantage of flexibility.. .. ... .. . ■ ...r .. .

. The agency, would also act as an independent pressure group to attempt to1

improve facilitation and other problems hindering air freight .development in the

region. The agency could take the first steps in examining the problems that

charter operators-currently face with overflying and technical stop rights. Air

craft are sometimes obliged to land by the nations over ivhich they, are flying and

often experience considerable administrative difficulties when weather conditions

impose the (unplanned) use of an alternate airport for a technical stop* This is
despite ratification by many African countries of the International Air Transit^ ^
Services Agreement of January 1945, a^d is partially due to. the (sometimes justified)
supposition that carriers are flying on business for the' illegal Rhodesian. regime-

Hopefully, such problems would not be inflicted on carriers participating.in the

brokerage scheme. Technical co-operation could be extended by offering.the engineer

ing, maintenance and spares facilities of existing airlines in the countries

participating to aircraft operating under t.he scheme, (charter aircraft have been

known to be grounded for. several days at. a time due to lack of a suitable spare).

Steps.3: From the groundwork laid, above, significant further development,

could be undertaken.,. . Initially, this would be the carrying out or commissioning

of consultancy, studies, .preferably through the machinery .of AFCAC,(see 12oll),
which is ideally suited to such work,, and hopefully aided by international,
agency.funds,.on the economic-feasibility, of establishing an African multinational,

freight airline* Such a carrier would .carry, out some or .all of the functions .

controlled by the above agency.o Operations, of such, a carrier could develop into

a semi-scheduled or scheduled.type, and..displace some of the existing.IATA scheduled

freight operations by non-regional carriers. The economic.and political advantages

of a multinational African airline have been widely discussed elsewhere (though
not. ..specifically for freight only operations)«, Some suggestions for feasibility

studies are presented in Section 12»4»2<.

Step 4; If the above, evaluations show.\ a viable proposition, and sufficient .

support were received, the airline could be established*

A point to. note is that participation, in the.above'programme is not. necessary

by all,.countries in a subregion or the regiono While.the structure of imbalances

suggests.; a regional network as the most viable form of operation, provided the

requirements of the countries interested complement each other and provide sufficient

revenue and volume, developments:could take place, at least, initially? among these. ..

countries onlyo ..It.is suggested,., however, that some kind.of penalty .system be .

established for late joiners, in order that the (hopefully few) risks of development
be shared out equally. Feedless to say, the steps above could overlap or.be tele

scoped, should circumstances dictate.

If the charter brokerage system:.is seen from the beginning as an intermediate. .

step in the, establishment of a. multinational, freight airline it may serve a .- , . ..,.; t.

greater purpose,, aoi the .operational elements such as marketing, marketing research
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and pooling of capacities would then be invoked at an earlier stage. While, as

mentioned, all the above, operational aspects would be essentially commercial,

Governments would obviously'need-to be directly involved in:4he: system, as

aviation and telecommunications facilities .are largely controlled and owned -by ■

Governmentso The participation of Governments could, for example, take the form

of equity, shares by parastatal agencies, such as the airlines themselves .or even

telecommunications bodies* ■ . ■ . : : .

12«4 ■ ■ Towards an. African multinational freight airline " ■ ' ■ " : ■

■As mentioned'in : 12.3,: several proposals, have been made in the past for all- :

African and subregional airlines, but none of the proposals has been for freight

operations only, and few have reached the stage of economic and technical evalua

tion* ,.A .brief history of. co-operation in African civil aviation is given in'

annex G.o . r... .; ■ ■. ,-. .. ,, .■■ .. ■ ■ : . . •

;_,9?he proposal below for. an African multinational freight airline, hopefully

has the advantage of being specifics although considerable additional research
needs to be carried out. The existence in Africa of two of the world's three

major.; multinational:-airlines, namely Air Afrique and Bast,African Airways, is a
living testimony to the feasibility of multinational co-operation in African civil
aviation*

12«4»1 Objectives for the airline

The: prime.objective of the multinational freight airline itself should'be : >:
expressed.: in strictly aviation-terms in order to present -a-definable -target. For"

example., ..initially it..could be' to help existing African operators-to obtain a '

50 per cent African share of all air freight charter traffic and/or revenues to,
from and within Africa (or even 50 per cent to and from, 75 per cent within)
while generating a commercial net return on investments-.This is an even higher
share than the tBTCTAD II Recommendation of 40 per cent (see Section 4*4), but it

is suggested.that- .50.per cent should.be.the target for the following reasons:

(a). ;: Unlike- maritime transport'.operations and because of the geographic ' :
location, of ■■Africa, airtransport operations' do- not generally transit'through the

region, .but terminate,.:within it (the exceptions being; in the extreme north-eastern
and. north-rwestern points such as -Cairo and Dakar'1)* Bence third.party operations'-
should account for a very small, proportion'of the capacity, - i. . .

(b) Initially, at least, the target woul&'-apply only.to. charter operations,
and the overall share of capacity would be well below 50 per cent.

If ,the,airline-were to.extend into scheduled operations, the target could
be revised..to include'such operations. There is, of course, no reason why
additional .revenue could not -be obtained outside Africa - for example, with the
existing backload available from'Ethiopia and Sudan which :means higher ■ '.

utilization and hence lower-costs, -African airlines have'a-case' for'; carrying '
some of,the,outbound cigarette traffic from the United Kingdom, to Saudi Arabia.

Of.[course, the.major .benefits bft-the operation would be less:quantifiable, ■ - ■
such as,ithe. ..co-ordination of traffic-flows,-the development of intra- and extra- "
African;!tra4e:- (particularly for'the' least developed and land-locked-countries-in ;
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accordance .with Africa{s .strategy for development in the seventies), and the

indigenous control of the transport mode by African countries* However, measures

of development; of these benefits could.-be .established. ■ . '<■ ■■■■ ■ .; •: -

freigMi airline would present an opportunity to have the first 100. per

cent African owned and operated international airline, and could provide^ training

facilities for African staff of existing airlines, particularly pilot training,

should utilisation be otherwise low, ,for.example in the horticultural, export off

season*. Aircraft belonging to the airline could be made available for airlift

operations to and from, a specific country" or group of- countries if and when these

became; necessary* . .. . ,: . .: ■ "■■■■ .-• . .'_-.: ■ ■■■..-■. .-.■ :'-_

Feeder services could be developed in conjunction with existing airlines, and

consolidation points established, both in Africa and in Europe (in addition to air—

sea enterpots$ see 12O5)» Ifarther developments could include vertical integration
into airfreight forwarding, ■ or the establishment of an African federation'; of-Mr

freight.--,-forwarders (s.ees,l2.-8)o. : :■ • .■.'■, ■ " - ■ ■ - . . ■ ■'■■'■ ■. .-■

.Wherever possible*;the.-new airline would/utilize the'facilities of existing

airlines;.on., a- contract, basis* ■ ■ : .' ."■ : ■ ■ .-'•'■'■ ' '■ ' ' : ■ ■" ' ■:'"1"

12a4o2 Preliminary studies

As mentioned in Section 12^3* a number of further studies need to be carried

out to establish the viability of the airline. Apart from the investigation of

secondary■prospects for utilization mentioned-in 12D4«1 above, the following ■ "'

aspects .should ba considered, :always taking.into .account existing operations and-'" ■

study reports.*. ■ ■*:■.■■'..-'.■'■■■■■'■.■'■ ■ ' ' ■ ■■-,'■■. ■ ■>.* '-

.. . 1.2o4-»2ol. : Constitution ■■ ■■.-.. ':."■.■ " " ■ ■ ■ ■ ■ :. ■ ■ , ':-...

A formal constitution for-the airline, .-acceptable, to1.as many:States interested

in the project as possible, will need to be drawn up0 Consideration of the role of

existing African charter- airlines and of'the possibility of revenue pools with-V

each, of the.'national carriers (or Governments) affected should be -major' factors in' ■

developing, the .-conotitution"* ...IC.AO: has .published for use by member States the

instruments which established Air Afrique, East African -Airways,' and-the- Scandinavian

Airlines System, which ni3.ght provide a useful starting'points :

t^,: , :■„■ 12-4c2o2 -.Operating plans, costs-and revenues ' ■■ ■ ■ ' '

An operating plan for the first five years (including profit and loss state
ments) should, be-drawn up, evaluated on the basis'of one or more alternative* as
laid down by-the interested'States, and on the utilization of differing aircraft :

typeso The. second-hand aircraft;market is currently mainly one for buyers, and.

investment costs, for aircraft should be based on anticipated market priceso : An " .

aircraft—type purchase decision should "be based not only on operational capability

and purchase;costs, but on the operational .types'of existing regional airlines in '

order to facilitate spares and maintenance pooling (see 12»4*2o5 below)6 Information
on freight charter aircraft operating costs is ^available from a number of sources,

and the.;ECA is already collating .data on.this subject. An important -output from the

cost and .revenue analyses, should be:, the foreign'exchange components* --While aircraft
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t^ purfase.w?uld ha™ *o..be made in a non-African currency, and landing
AfrTcaf^^^J^ oos\s i^ectly turn predominantly into foreign currency,
African airline would save hard currency, in terms of crew expenses, 'some fuel ■
^Zt ^fT^ Kbour' and P°ssiMy insurance (an.important factor?^S

SU"JeOt f fl t lco- perati £ ^e/-: SU"JeOt f fUel °°StS °°Uld geEerate a Mer «*W o21m^ an important, and sensitive factor in charter operating
costs, and significant diversions from direct routes are currently made to obtain

£«K ZSm: fF°r Tt1^ freight ^rter °arrierS °P-a*ingys"thtound fr^t^ g ^ arierS °P-a*ingsthtound fr^
^afltted thrOT* fen^ ^^ Central African Republic

WaB lraPorted vi b th Ob
to obtain frf7 ^fed thrOT* fen^ ^^ Central African R

The increlLa oS? f' t, WaB lraPorted via barges up the Oubangui river
T?? °0^ and problems caused at Bi b th l

ft, Pd via barges up the Oubangui river.
WiTo?? and problems caused at Bangui by the lowering of the river •

far L Je™T? f^l A^i°^nCieS haS meant that most oarri^ ^°» di^rt as
fuel jS ?tf i Ud" ^a^a'- *k^e ^^-administration is'simple, to pick u

3e made

air transport '

■12*4»2«3 Finance and insurance .. ; . ■ ,. . ■', .._.■;. ■ .

Consideration-should be given to the means of raising finance in ordpr* +n
cogence operations, ;The, African Development. Bank,and thf WorS BaS mafVu

establishing insurance facilities (particularly for aircraft

12«4»g,4 Traffic rights ..... ' .. .. ".■' "." : ■'■'

An individual African country can experience iiiWMii+w^ ■ ; \
freedom operatione^ involving counties.Si rfSon ^^f^SS >°? ■""{**

were, experienced wlth|Si6uUr SroBeS ^T^ the: to?aining tool, if p^blems
with a country such is SeSouL BM^h i T ^' neZoiUfd°™ =™W teconducted
operating Perots, to esSflsh £ S^afTWn.™1- t)e.all°r«2n bf! barter ..

and even from the United S oi' !^P?^'wSCalf?Wla ^the Uni^^ Kingdom,
aircraft. , «, gives ^^^^S^S^ ^
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considerably on transit time (a guarantee of air shipment within 10 days of arrival
in Luxembourg.was offered in times of high demand)* AFCAC has carried out .work on
licensing policy .for passenger non-scheduled operations, which could be valuable for

establishing-rfre'ight-'

As mentioned :in 1QO4? the machinery for joint negotiation is an important

area for evaluation,,. Ideally,... one would hope that, within the region, a, .multinational

air freight, services agreement (at least for participating/States) could "be a trial
precursor to a-similar, passenger agreement. A system of concessions could be

developed,.for example in terras of compensation to small States not operating their

own airline*

.It should be pointed out that'a multinational :African carrier would not only

achieve negotiating- strength with. non-African carriers and Governments on traffic

rights matters, but would also be in a position "to break into commercial contracts."
currently held by non-African carriers primarily by virtue of their size of '.■■'..
operation. .■■■■..■ ' ' " .

12*4*205 Operational pools

Studies should.be undertaken on the development of technical operating pools

as well as revenue pools. While a contract could be established with an existing

airline for regular engineering and maintenance, pools could be established with

further airlines of spares (including engines), ground maintenance equipment, radio
and electronic equipment, as well as for the provision of en route maintenance.

Freight charter operations in Africa are currently subject to unreliability, ..- ,
a breakdown at. .an-African airport■resulting in considerable delays while spare

parts, and/or skilled ■technicians are'flown but from Europe* Pooling with existing
regional airlines ..(bearing in mind the comments on aircraft compatibility in : - ■
12.4.2.2) would .increase on-time operations, enabling the African-based airline to '■
provide an. improved.service* Pooling arrangements could be extended to aircraft inter-
cktsge facilities. .

Ground handling would if-possible be carried out under contract by. existing.^-.
African airlines in the region,, and by their agents in the rest of the world, liven"
a brief analysis reveals that African carriers use different handling and/or sales
agents in countries outside the region. For these agents, the account of. an African
airline tends to be relatively small, resulting in low priority and poor service for
the airline. African carriers are rarely in competition with each other on routes
to and from the.region, and a first step^cbuld be the joint appointment,of handling .
and sales agents, to achieve1a. strongerinegotiating and priority position.

:" ■ 12*4*2*6 General :■ ■. M' ' ' ' " ..

One function of the above studies should be to show up the benefits (and costs)
of the economies of scale, ■ .-lev aircraft required'for competitive reasons could
prove to be extremely expensive, with especially complex maintenance problems. Co- ■
operative ventures would help to share the costs, risks and benefits involved in
the capital intensive, aviation industry. Men the studies are .completed, it. should
be Possible for each interested country to evaluate the gains that it would achieve
from the .functioning of the airline (including-foreign exchange savings, if any) as ■
against the cost savings it.may forego by adhering to the present form of operation.
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1.2.5. Air-sea- entrepot points

It has been- suggested that air freight and economic development could "be■enhanced

by the establishing of formal air-sea entrepot points in North Africa (to serve .
Europe/America and the Sahelian zone"")-, West Africa (to serve Europe/America and '
East Africa), and possibly. East Africa (to serve Central/West-.Africa and Asia)o
These would, not only develop trade to and from West Africa* )yu.Jo also provide . .

further .opportunities -for.intra-African trade development; generated' by the services

offered^ " : ■■ .. ■

: ; Road-and rail links into the Sahelian zone from the coast have naturally been

generated, from,.the. South and West,: since they have thus served indigenous popula

tions en routes As a result, traditional marketing and distribution channels have',

been createdj and these control the flow of traffic to and from the Sahelian zone.'-'

The economics of air transport, movements, however- are not dependent on the ;

distribution of the populations over which the aircraft pass* Since the bulk of

goods, travelling to and., from the Sahelian zone originates in, is transhipped in,

or is destined fors Europes it would :seera logical that where- air-.transport is

used to carry goods between coast1''and land-locked countryr that North African

transhipment points be used, since these are served by high shipping frequencies,

and are clo.se to Europe^ However,■in generals. due. to the.'controls referred to

aboves air-sea- movement's are-not-diff-er-entiated from surface .juoweiieniis. in'■'.-terms '

of routing. Air charter operations., from West Africa into the .Sahelian zone

(carrying.industrial-machinery and-'rehabilitation materials'from Europe and Kprth .■
America, along with West African .'industrial products) and back, (carrying meat)

are being developed., . But such.a routing does not necessarily imply-reasonable ■ ■

receipt of the' benefits'of using air, since shipping charges are highr and. port

congestion and low shipping frequency increase transit times considerablyc There'■

also remains room for further capacity developments . Charter operations to. and

from JTorth African ports, linked with efficient bonded transhipment- ■s'ervices, could

relieve congestion? provide, an alternative 'service f] provide oppprtiiaiti-.es .for ■ ■

increased, trade "between the lorth African ubregion.and the Sahelian zone.* and'

provide revenue -co North Africa from handling and landing fees»

. An air-sea venture formerly existed whereby goods from Europe. were shipped

by" surface to'Tema Port in Ghana¥ transferred .under bond to, Accra's, airport , :knd

flown by chartered aircraft (Transmeridian's C144*s) from there to Lusaka in.
land-locked Zambia=; .-This service cut costs while providing a fast; delivery-

averaging 14 days Europe-Zambia, with a 28 day guarantee^ The service.was,. :

however, withdrawn due to poor aircraft operational reliability and Inadequate

handling in Ghana* A P-E Consulting Group Study showed that such an operation

was commercially viable as far as Zambia was.concerned, and as the quality :pf-

charter operations to Africa has increased substantially over the past few years,

the project may well be worth' reviving. ■ A transport- officer could be'posted: to

Accra to facilitate clearance'there© - V^E also■examined a similar proposal for .

services via Ghana to Kenya and Uganda, but found that the volume1 at thaf'time"

(1970) was insufficient to justify the operation,' though a joint.^operation :Hith
Zambia could have been of interest. There is further'similar sea-air traffic

through several further. West African ports, notably Douala (about 3; P-JO/tone.:carried

to Hdjamenai.. l,'93O tons .to .Bangui, by Air Afrique'on scheduled services in':i'973 all. '
from Europe/United States of America)0 • " . .-•■■ ■ ,: :; ■ '■|l.'- ■ "
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Significant sea-air movements already exist through the ports- of Dar.es Salaam

and.Mombasa on the Eastern seaboard to Zambia from such countries as India, Japan

and Pakistan, and with increasing trans-African services such movements couia be

developed to cover Central1 and West African points* ... :--■--_ ■■'■: ■.■-

The EGA has had' insufficient resources to evaluate the:economic feasibility

of the above operations, but they are undoubtedly worthwhileconsidering, and ' ■

IT IS"KECGMMKBDED (Recommendation 8) that they be specifically examined*. Attention

is drawn to three major factors;"

■ (a). Facilitation at-the entrepot point is essential,'and experience suggests

that a transport officer from the country (countries) of origin/destination would-.•
need to be posted to thispoint» ' ■ ■ . . ■

(b) Reliability of chartered, aircraft is essential*

- (c) Examination should be made of possible backloads for:part or all of the

journey, or of alternative uplift possibilities nearby. , ""■" -

12.6 Reduced and uniform valuation of air ■freight-, charges for customs purposes

It is often: argued that levying duty on a c^ivfe basis discriminates against ■

the air freight, mode since air freight'rates are much Mgher: than sea freight ■ ■ -

chargesi, Partlyin orderto Counter such 'discrimination-1 and to' encourage the1

use of air several countries -in the region (and elsewhere) use non-c*iafo bases
as follows: ■ ■.■..■. ' ..■.■■ ■ . ■.:■■■ ■ . . :

Botswana (f.o0b0, for-' air and- surface) ; : ' ■■■ ■

Cameroon, (f.o.be + a maximum of 50 per. cent of the. purchase price) , . ■ •

Central African Republic (fadab. + a maximum of 50 per cent of the purchase price)

Congo (f»o<,be + a maximum of 5° per cent of the purchase price)

Ethiopia-(f.cb.'+ 33:';l/3 :per cent of transport1 costs for items imported under
." " -■■ ■ IATA specific commodity rates) ■- ■" ■■;:;' "■ "■ ■

Gabon (f.o»"b. + a maximum.'pl' 5° P©1* pent,..of,"'the. purchase price) , .■- ": ,.-..-.......':

Kenya (f<»o^b» ■+ 50 Per.-cent-of■■ transport costs) ■' ■'■ ■' : ■■■--■'■ ■■'•■'■ ■ ■; ■.■..;...

Lesotho (f.peb.j.for air; and surface).'. ., ., ,. .■- _■■■■ „. .- . •. . . -. ■ ■

Swaziland (f«o»-b«T for-air 'atid'surfaoe) " ■■' .■..■■■■-"■■ ■ ■ • ■ : ■

Tanzania (f«o«b. + 50 per:cent.. of transport costs) ,, :-. ■ ■ ■■■_-. ;

Uganda (f.o#b» ■+ 50 per cent of transport cost's) :: ' '

Zambia (f#oobo, for.air.and surface)* " ". ■ . ■ : ,-■ ,- • . ; "■■■. '

. All" countries in the region use the Brussels ...Tariff Nomenclature ■ (HEBf) . ;;;,:;;-
except Ethiopia (its own .tariff,. based on the .Standard. International .^rade ■ ■■ -

Classification, SITC), Gambia (its OT«fn tariff) and Mauritius (SITC).. ■ The -East
African reduction for air imports was brought in to encourage air imports and

thus provide more outbound capacity to meet Kenya's requirements for fruit and
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vegetable exports — the c.i»f base was also undoubtedly discriminatory against the

inland ..international airports, as the duty rating was c*i*f at the coastal .port

for surface .shipments. ... ■ .. ■

Lower duty .ratings for air shipments are controversial* The major arguments,

against these are discussed belows . , . . . .. , ;

(a) The higher costs of importing by surface transport (e*go packaging,
interest on capital tied up in transit .and inventory, insurance, obsolescence) are .

in effect taxed (by the higher basic cost and/or-the higher volumes imported).
Reduction in.air freight, duties.would induce importers to switch to air to substitute

untaxed air freight charges for taxed higher imports necessary by surface transport,

thereby."Increasing the cost of a given, bill of final goods to the economy, and ■

decreasing. .Government: revenues^. ■. This argument .ignores the net revenue increase to

the national, carrier.. (African carriers have, a far higher share of air transport -
capacity than of surface transport capacity). Also it suggests a contrary view-

that the differehti&l^between air and surface customs duties should be increased in

order to, tax the. inefficiency^ of high stock control holdings,- etc. The foreign

exchange/component .on air..imports based on a. total distribution cost evaluation, too,
is proportionally lower than,on surface imports* ... ' . ■ ■ . ,

(b) Government, revenues would be lost from,.those goods which, would in any .case
travel by air, such .as .perishables (including, fashionwear)? newspapers and 'emergency'
materials^. .This is a valid argument, and presents a possible complication of,

haying to distinguish between these commodities arid those travelling according to

total distribution cost precepts, with associated administrative difficulties* ■

On the otlier hand, an increasing.share by the air .mode of imports could actually
lead to an overall increase in revenues due. to..the higher value of the imported

commodityj(the higher import cost .being not necessarily in foreign exchange, and
compensated by increased distribution efficiency).

, (c) _ To .the importer a reduction in air. freight ..rates .is similar to a reduction
in import duties^ A reduction in .customs duties reduces the onus,on .the.carriers"

to charge lower rates* In fact .IATA rates on non-dutiable items are not very :

different frdm those on dutiable .ones to. Africa,, and it is unlikely that IATA is.

able to take much account of duty values in/its complex rating evaluation-procedure,

particularly as these, are subject to' change... . . . .

(d) Mhe.re non-c»i0f*.. bases .are used (for surface or air) this has often led
to abuse due'to' the value of goods being understated hy adjusting the 'shipping

charges' on the.suppliers, invoice. .Thq Fthiopian system operates against such;abuse

by specifying imports on IAl'A commodity rates only* but then the reduction is lost
on'charter imports^ ' ....

Obviously, from the above, the subject of customs valuation for air imports

is a complex onec In the case oftad-locked Uganda quoted above, and possibly in.

the case of Kenya? a specific situation justified^an adjustment (which may apply

to other countries with major international airports inland), although it/is doubt

ful how much effect these marginal import cost reductions will have on generating:

volume in the short term since total distribution costing is a concept which is

not well grasped or used in Africa or elsewhere as yet., Total distribution costing

can show considerable economic .benefits (see annex D) and education on the. concept-

should be the first priority, along with increased use of all-freight aircraft

offering lower rates*
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On "the other' hand? 'reduced duties could have strategic implications for the .

region" in terms of increased control of distribution and increased intra-Africah'

trade due to the significant rc"le that aviation can play where 'surface infra

structure is weak.. As a contribution to the latter, customs duties could be

reduced" for imports by air from countries in'the region. This, however, is an

issue outside the scope of this studyo :'' '

airport distribution and/or manufacturing zones ■ - ■ ■

■'■'' The establishment of duty-free airport distribution and/or manufacturing zdnes
-has in'many cases benefitted the- distributor/manufacturer concerned, the economy of
the host country,1'and/air freight "traffic* The-'examples of'Hong Kong, Rotter&afn" ,

Europoort-and. Shannon spring immediately to mindo Nearer at hand, the current "' .

situation in Mauritius (which uses generous tax: and other incentives rather than

creating a' 'specific' duty—free zone)1 was 'mentioned in' Section '9»1«12. " .' " " " "

The concept in the-above cases has been to establish the zone and'to encourage'

^investment for the setting up of" light manufacturing industries, using mainly air'

freighted raw materials and components (except in the case of Mauritius), and

exporting ~by air worldwide* Section 9-2 showed ,the possibilities within Africa

alone for manufacturing and exporting such articles as radio and TV sets, sewing

machines^ fashion shoes, -plastic articles; Pharmaceuticals.and lightweight vehicles.

In addition a free airport usually serves as a distribution and break-bulk centre.

Obviously the decision to establish such a'free zone lies entirely with an
individual cotixrlry or within the framework of en -established economic .community "

and manufacturing is likely-'-to be concerned'with the' proces-sihg-:er. assembly of " ' '

non-strategic commodities* Hence for this .regional report.attention is merely' ::'"
drawn to the possibilities which exist-? ■ ' . ■ : ■ . .■■■■■

■■ 'Apart from the case of Mauritius,'thers are several zones connected primarily..

with1 surface transportation already completed or under, way in the region,, notably '..

in Egypt "(the Suez-Canal zone), Kenya,' Liberia, Morocco, Senegal and Tunisia.' .
Further such acnes'are projected in Gambia, Ghana, Nigeria" and Zaire, and" zones"..'■'.'.
specifically rela'tevi -lo- 'airports- are "under preliminary'consideration by several. ,'■...

countriesr including each of the East African Community member States. ' :-

UJHDO is voiy-mubh concerned with the development of. further duty-free zones,

and organizes-visits-to existing sites"; 'runs workshops,' and produces a wide-range ,

of, publications on the subject0 The :IMCTAB/GATT International Trade Centre, .pbulisixed
an Annotated Bibliography on Free Ports and Free Trade Zones in 1971 (see ..annex. H'--
references )o ' ■-..-.:

.-"the air freight agent ' ■"■.'■' ■ ": " ■ ■ • ■ " "' ■'■ " ■■-

relationship' between the carrier and the agent needs to be. carefully
considered. :' ■ ' " " ' "■ ■ '■ - : - ■'. ■ ■ ' ...■-.-■■

, . . . . ... § _,.■._ . ... i. -, .

■;-.- -The' agent Assists the shipper byr ■ ■

(a) " Explaining the terms of shipment? ■ - ' ""'■'■■' ■"'
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(b) Working out the total ...transport. posts, .(often cpmple3Cr.-Q0.^ai?iipg ap • .^ .

many as 23 different items)?

(c) Paying all transport charges (and sending the shipper a, single bill").;

(d). ..Arranging - and advising on packing, marking and labelling of. goods ..

(agents sometimes actually carry out packing, particularly of personal and house

hold effects)^ :: ■"■ ' -" .- / ' ' ■

(e) Organizing the transport operation^ . ... . ., ■

(f) -Arranging for insurance^

(g) Carrying out the necessary documentation and formalities, including

■customs<cle&rance; ■ ' ... . ; ■ ,

(h) Making the. necessary communications5

(i) Advising on new developments in the freight field?

(j) Miere unitization rates have been/developed, offering-lower-rates than
the airlines1 ■■themselves«.'■"■ '■'■'■■.-'■- . .'■■■-» '■'■■ ''"■/- - '.' -'

■The agent assists the airline by: ■ ■ " -.'.'•'■'

(a) ■ Taking 'the bulk of the administrative and surface transport feeder work,

allowing the airline; to concentrate on flying operations^

(b) Providing consolidated loads which are easier and cheaper to handle than

more numerous small shipments« " ■ ' •■' . ;:

Both the airline and the agent have the development of air freight as a

fundamental objective, although this may take the indirect form of concentrating

on improving'on the (air mode) market share 'versus the competition-' It is. viiial
that there is very close co-operation between them as it is: the performance of . ' '

the overall distribution system (from door-to-door) that determines the air market"
share c ' " : ■ ■ ■■- ■ ■ ■ " • : ' ■ " ■ ■

Over 80 perrcent of freight is currently supplied to the airlines by members

of EIATA .(international Federation of Forwarding Agents1 Associations)* As :
forwarders have no say in the.', IATA rateninaking machinery1 (although PIATA now has
Observer status at conferences), they are'naturally hostile to this1*--'-On the other
hand, IATA airlines feel they are losing control of the distribution:process, as'"'"

the substantial investments involved in worldwide door-to-door distribution arc leading

to mergers between agents consolidation by agents can lead to use of charged air

craft, and the power .of IATA carriers-to fix-'rates is weakened*. Some carriers are ;

considering-linking up with an agent or agents to overcome these problems but such

a move is. currently against IATA regulations and would also imply a loss of traffic

from other agents*. . " ' -.■■■■ ■ ■ ■ ■. ■ ■ ■ \ ■ ■'

The:largest agents dealing with..air freight' in the region have headquarters

elsewherec. As an example, listed below are some of the agents with interests in

more than1one1 country in the region*. " ■ ■ ■'
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Table?: - .Some.:air freight agents-'operating in .the-region

Agent Base Operations;in regional countries

Air Express International (AEl)

AMI

Express Transport

Freight Services

Notco

Schenker

Transintra

UK

Belgium

East Africa

South Africa

East

West

Africa

Germany

Belgium?

Kenya, Higeria, Tanzania

Burundi, Kenya, Malawi, Rwanda,

Tanzania, Uganda/ Zaire, Zambia

Kenya, Tanzania,' Uganda

Botswana, Malawi; .Swaziland

Kenya, Tanzania

Egypt, Ethiopia, Kenya, Tanzania,

Uganda-

Burundi, Rwanda

While there are a number of small;indigenous agencies in the region, their

operational networks are not widespread within the region itself or elsewhere."...

Thin reduces the impetus for intrp—African air trade development and helps to keep

the control of the transport mode within the hands of :extra-regional, operators.

It would therefore seem worthwhile establishing an African federation of air

freight .forwarders.,,, with a.view to developing, an intra—African networks -, Of course,

strong links would need to be maintained initially with European agents .to provide .

a high quality door-to-door' service and to enable transhipments to other parts of

the.worlds A joint, African, approach could, be put forward within the framework of

FIATA. FIA£A is not specifically for the air mode, and is .apt to relegate African

affairs to a low level in its deliberations, since most of its member firms dealing

with Africa are based in Europeo ■■ ..- .....

.■ Some furiher .truisms., have been-noted during-the EGA study.' While agents•;,.■;.;
dealing'with both'air and surface forwarding generally.^ receive a more.-valuable-

commission.from their air freight operations, since, the air freight proportional . -

volume is currently small, development tends to get neglected. A similar neglect

of air freight is found with agents dealing with both air freight and passenger

operations0 In addition, where one air freight agent dominates; activities in a

country, its only method-of increasing, turnover, is to develop the■ air:.market,': and \

as. a result such, monopoly.has ..proved beneficial - it should be. noted, however, that .

this applies where the operation is a branch of a European,firm, and indigenous

agencies have .yet to be tested in this fashion.. . ■

/.Most authorities in Africa.do not permit.off-airport, clearance, which hampers ■ -

the developmental. rSle .of,.the. agents. .At the least, where volumes justify, ■ terminal

development should be in,.the form of a bonded freight 'village !y where-'agents' may

consolidate and :break down loads*- Consolidation can.reduce costs to the. shipper ■■
and provide an incentive to development, while reducing the administrative load on

the airlines and enabling them to concentrate on flying operations. The concept

of bonded trucking services, and inland clearance depots: is,-worthwhile considering
where there are major, centres of population, at a distance from international, airports.
Such centres can not only reduce congestion at the airport, itself?, but reduce costs'
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in the form; .of the number- of.. individual journeys between the airport and the popula

tion centre: and even improve on door^-to^-door delivery .where transhipment on to low-

capacity domestic flights is the, alternative. ■ ' ■ ■■

12»9 . The ■■ rSle ■ of - airships . ..:■■■ ■.-.■:"

This..'Section, has1 been compiled .to- draw'attention to the possibilities of air—r

ships and .comment .upon some current activities.- Technical data will be found in the

references and from the,organizations listed at the end Of the Section*

■;;:.= ■■.A .tragic series .of disasters to heavy lift airships in the 1930s1 effectively

killed off interest in this form of<transport.for-many years. Since 1970, however,

there has been a.;considerable resurgence, mainly, because of the availability of

helium at reasonable.cost levels (the hydrogen that was used in early airships was
inflammable when : coming into contact, with the air) an&:of the availability of high

power :to weight ratio -engines, which should provide the necessary to keep the airships

put-of..trouble»-.:;..,..i. — ■....."■■■■.■■. . . -

. The^major research effort in rec.ent: years has been expended on designing and

evaluating, small-capacity, (2-25 tons) airships with a view to transporting heavy
indivisible loads over relatively short distances (e«g. for locating heavy trans

formers after construction^ Some work has" also-been carried out on heavy lift
(120 - 1,000 tons) airships for medium and long range operations {1,000 - 6,000 km).
The latter developments are of particular interest- to Africa,'especially for the

land.-Ipcked areasj where the. lack or cost of' surface transporters inhibiting trade

development* It-has been suggested that there are three major''roles that such air-'

ships-could play in economic development:

(a). As -an-economic alternative to ^current modes' of transport; ;

(b). As a bulk carrier of perishable produce; ' • ■ " ■

(c) : :As -.an alternative to: infrastructure ■developmente

As,:far as .;±he first-role is concerned, airships have the advantage of speed

over surface, transport, and the advantage o:f: bulk capacity over aircraft. The lift

of - an airship,is aerostatic while that, of an aircraft is aerostatic (to double the

lift capacity,..-the. dimensions, of an airship have to be increased 3/2 times, of an

aircraft f/2 times)*:: Also, unlike an'aircraft, the airship power*T.oading decreases
with size* Nevertheless, the estimated, direct operating costs of current heavy

lift airship- projects are.,by no-means lower than those'for existing jet aircraft

types, and,-concrete-data ;has in fact yet to be.produced. Table 8 provides some

comparative .figures-from known projects; Airfloat Transport is*'a British firm.which

has been- concerned;>with airship-research and design' for several years, but has yet :
to receive financial backing, either for its heavy lift project, or for a smaller

ship to carry a 28~ton payload over moderate ranges. Two alternative proposals,
for open-site operation or module operation, have-bee'n-put-.forward,- and power would
be provided by kerosene and/or natural gas, the latter being of particular interest
as it is lighter than air. 'Flight International magazine has examined airships in
some depth technically in articles on 19 November and 24 December 1970 and~. - ■•

7..October: Ijr/lf,, ... Apart .from providing a1-resume'of the airfloat project at its

1971 development stage,, flight did not,-.however, produce any detailed economic data.
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-The- World'Bank (IBRD.), like the '■■ EGA,- has been evaluating the .economic viability
Of airships.,'..i)ata produced:.by .Sir Peter Mas.efield, Chairman of :the. British ■ ■ ■'•.. -<
Airports Authority and veteran of the airships, era, are quoted- (from flight! and -■■'■■'
'freight international1'2 ) to show the pessimistic view - it seems that the 'direct
operating cost1 is here likely to include some infrastructure cost? Sir Peter,

also feels that major problems such as icing, gas volume variation..with temperature

(especially in the tropics), vulnerability to gusts, high winds and..squalls, will
face development* whose costs would be.inthe region. of. fUS25Q inil-liona The1
Transconsult project is of particular interest as it is specifically designed to

cater for the- trade-links between the Central African Republic. Chad and Mger on: ■

the one hand., and France on the other* A financial study was.made by a firm called

COOTJFRAFj -which has. interests in African economies, .in conjunction'with Transconsult,
pr-.a.-short-run,production of 5 to 6 -ships, ■;;■ Southbound they would -'carry cereals,

iron,, st.eel?.rsugar and;,construction, materials 5 northbound 'such items.,as'-;cotfont' oil
seeds .and sodium.:urana-be9 Development costs,- at 1973 levels, were estimated at.'
IUS21 million, .and the infrastructure for construction at fUS20 ■million,, -The last "

■.^t'wo,columns show tha^; the conventional jet aircraft has little to. fear from direct

cost comparisons, and even compares reasonably well where productivity is concerned-

The -jet: ■aircraft is. unlikely.to lose its perishable shipments'to the airship . .
either*;. Firstly, the low speed would make'the airship less .flexible in meeting ■

the timing requirement at the .■ market out lets * Secondly,-the bulking problem at "" :'"
the point of origin would be. very demanding, - ■; ■........,.;..,.,.-

_;Where infrastructure development- has; yet'.to take place, the airship could : : :':

have a substantial competitive, advantage over conventional aircraft* The require^
ments for unloading are minimal, -being essentially a suitable bleared ground' space

and a tethering point* Most heavy lift airships, on the drawing board feature on

board winches for loading and unloading, though one project anticipated the use of
helicopters with the .airship continually-moving to achieve high'block speed* ■■■"
Obviously, terminal facilities such as collection and delivery points would still
"be required., Against the cost of a jet airport,. such infrastructural costs are

minimalo However, it is likely that further jet airports will continue to bebuilt,
if only to cater for passenger -traffic. . It.has been,suggested.that heavy lift

airships could transport passengers as in the past, mainly tourists on high density
routes.or toi:rist,s. with the time andmoney to spend in luxurious, world travel* , .

The c'osts of-.passenger operations, though, are1 :Hkely /to. be. very 'high, and.jet : .- '
aircraft are. likely to.be the prime means; of long-haul passenger transportation for- ■
many years 'to come, Nevertheless, there, are- obviously some': opportunities, open to .■': '"
airship-'operation, as an. alternative to. infrastructure developmento . ■";" ;-:i,

In.conclusion^ it would seem that■African countries,: while not becoming :
directly involved in airship development at. this stage, should express further,
interest as a stimulus to developments and.continue to monitor progress fairly : '
closely* To aid this approach some further current developments and references
are given belowo' ' ■ '.." . .' - ., . ■, ,. ■ ■. ■ ■ : ■ - ..

France. ' ;. . -.. ■ ;. ■: - - . ' i .-■ _" ■- ■ .- .■ __ .■

(a). ,The .Secretariats General of .Marine Transport and Civil'Ayiatibn,.,as .well
as.the Equipment ICnistry, are undertaking .studies on airships.. The National '
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Aerospace Office (OHERA, Office National d'Btudes et de Recherches Aerospatiales)
and the Atomic Energy Authority &re ■. participat ing.,: .

(t>) ,Transconsult (with COTOBFRM), BP I48, -Bureaux de la Colline de; Saint-

cloud, 92213, Saint Clouds ,. (See text above.) :

(c) "A project called Pegasus (Pegase) is concerned with establishing air

ships at very high altitude :(22?000 m) for use.in telecommunications work.

(d) A 'flying crane' project concerned with carrying heavy indivisible loads

for short distances^ " " ,

Japan ": \

£ firm calTed Nippon-Airship puxcrhas-ed an airsttip in. 1972.

to evaiLuaiting the-possibilities of carrying-'freight and pass^n.

United.Kingdom

with/ a view

ers.

(a) rThe Airship Association1. (48 Hadley Road,. Enfieldj Middlesex) has been

established and at present is mainly concerned with assisting communication between

those engaged in study.:and research and those who might be concerned with applica—

tionsn The Government" is interested in developments and a Parliamentary Airship

Group has been formed0 - ■ . ■ ' .,-..:'"

(b) . Airfloat'Transport -Ltd,,, The Old Mill, Dorset Place, London E.15 Htf.

(See text above*) . - ; ; .... . ; ;/

(c) Manchester Linersj a major British container ship company., established

a subsidiary called Cargo' Airships -Ltd* The major project (called the C.A4)

to have a payload of 30 tons? on airspeed of 1.45 km/hour, a range of 2,500 km and
cost $US2o4 mi Hi. on per unito The project appears to have fallen through recently

(&)■■;. The Airship Association lists further interested agencies as follows:
Aerospace Developments Ltd*,? 19-21, JJewbury Street, London, EClJ Cranfield

Institute of Technologyf Gr^nfield Bedfordshire (constructing a 1 ton capacity

airship)^ , Skyships Research and Development, Westgate House, Epsom, Surrey-.

(a). A firm called Aereon has been developing since 1965
conceptions1 of airships of a triangular form, to carry 125'tons?of freight in

containers* This project has, however, run'into serious financial difficulties.

(b) Some work has been carried out at Boston'University into designing.
nuclear-powered airship which would carry. 500 tons at a speed of 200/km/hourJ

(c)v Goodyear.Corporation have used airships for some years for publicity
purposes^' and are considering various possibilities of small-and intermediate

capacity projects* .Fairj.y concrete proposals for a 30-ton payload airship at

a unit cost of#6 million (for the fifth unit)'. have" been put forward.
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■■■■' (d) Shell has financed a modest preliminary study on the potential of large
airships .as" natural gas.-carriersa■ Aerospace Developments Limited .carried out '

this study and were optimistic about the future* ■

(e) The International Latex Corporation and the Sheldahl Corporation (the
latter in conjunction with Westinghouse-)-have produced small tethered aerostats
and are interested in developing.airships for local freight movements.

West .Germany

(a) A firm called Von Veres is concerned with resurrecting passenger travel
in large airships? and has produced a plan for a 700 passenger ship to cruise at

a speed;.of .■ 30.0-km/hour s nuclear—powered^ .- ■ ' ■ ...■-■:.■" ■ ... : -

(b) A firm named Willhemkumper at Mulheim is currently constructing an air
ship with 6,000 itP of gas capacity, and plans further ones with gas capacity from
20,000 to 64;000 nP0 \ . . • ■ : ■

Further developments: are taking place in Canada and the USSR* The Canadian

Airship Development Company, has a 1 ton airship bunder construction as an experi

ment 'in design -and*construction* The Russian'projects are probably the most . "*'
.advanced of .all, but are kept secret due to their military applications.,

- ,* \L2.«9°£ . Sortie;. refereno es" ■ " ■.-.-""■■ : ■ '■ ' ■■■ ■ ■ ; :

(a) 'Flight International1 magazine, various issues (see above);

(b) 'Transports1' magazine, Ho» 189, February, 1974 |

(c) 'The Airfloat HL Project', September 1974- Edwin Mowforth, Desigh: - -
Directorj Airfloat Transport Ltd|

(d) 'Roles for Airships in Economic Development'. Paper for MIT conference
on airships,- 1974- George J* Beier "and Gerardo Cahn Hidalgo*■ TBHD?' :; " ": '''' / ,

C©). ■SarmpoEiuiu at Royal Aeronautical Society,' United Kingdom, on airshins.
2Ot September-19717'. ■ ' ■ ' ■ : : ■ ' " " ■

12.10. Further research . .■ ■ ■■' . ' ■ ;'■ .-.■■■

Section 12-4^2 indicated some studies which would need to be carried in

preparing the .ground for the establishment of a multinational freight airline-
The role of air freight, and indeed of' aviation, in developing countries has yet
to be clearly defined, and thus further general research also needs to be carried'
OUt« ...-.- ■ ■ . ■■ . ■ . ■ '■ ■ ■ ■ ;

_... APCAC has.initiated an ICAO/UNDP-. project ' (RAF ■ 74/021) entitled Studies to'""
Determine the Contribution of Civil Aviation to the National Economies of African
States'a This project, which started in April, 1975, is to last for a period of
two years, and to cover the 36 States in the region under the IMDP African Office.
The six States in the North African subiregicn which are not included have been
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advised by the..AJFCAC .Bureau that they should indicate to rtheUBDP their desire to

be included in-the project*. The project will, involve the .operation: of four- ... ; i'--.

separate investigatory teams during.its-life,, and is designed to.-satisfy require—-

ments such as the following (described in the project document):

(a)..Meet the.'recognized need for civil aviation to make a more, effective ;
contribution to. ;the development of ^the-.national economies of African States; . ;

(b) Propose specific well-defined and well-costed projects, in which.civil ;;.
aviation is a part, which can assist the economic (and social) development of
African .States;... ■ ■■.,■■ \ ■.-' ■.■■■. ■■■.:.■■-. .--■■■"

(c) Meet in a practical manner certain-aims expressed in the 'Programme of ■ ~
Action for the Establishment of a Sew International Economic Order'? adopted by

thet .sixth special, session of-the United-Nations General Assembly in 1974b' ■ '

The ECA has been aware of this project since its inception, has made informa-

tion available for it, attended the briefing of experts in Montreal in March,

1975» pJid expects to make.further contributions to the studies and. implementation,
in recognition o.f the'ro.le air transport can and should play in the economic . "' "•'-: •

development .of .the. region... The; ECA hopes, that the output-from the study-trill give ■■•'■
a guide to some, of the followingdeterminants, which.have yet to be clearly identified:

(a) The capital-output and labour-output ratios of -civil aviation in develop
ing economies against those for shipping and other major industries?*

(b) The comparative net hard currency earnings as above 5

(c) The comparative per dollar purchasing power generated (i.e. the multiplier
effect, including the relationship to tourism) as above5 ;

(d) The r61e of subsidy in the sphere of civil aviation.

Ap'art from the above .aspects, ..it is. also evident ■■ that there is a need for :
substantial additional marketing research to be carried out, both within and

outside the region^.. The research should ..not be.; confined to'establishing demand
alonet but^also to evaluating policy in relation to tariff, terms of sale, and

other barriers* Such research may also evaluate air imports which would undercut
in price those currently obtained via the traditional links of expatriate traders
with metropolitan countries, The Africa Trade Centre has already agreed to place-
items with air freight potential in a special category in its opportunity/request
documentation. As. will be seen.from the references in annex.I' the International
Trade Centre in Geneva has produced a considerable volume of information on export :
markets for developing countries. Apart from this ECA-study, which was not' able to
cover extra-regional demand markets .in .any detail and which covered a limited

number of regional countries, little specific air freight marketing research has, ■ "■■
however, been carried out. Using this report as a guide, therefore, IT IS raCOMMBED
(Recommendation, 9;,) that the .Africa and. International Trade Centres launch'a comprehen
sive survey to complement the work already done, by themselves^ ■ ' ■" J" '■
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12a 11 •• Implementation ' -1 "-■ "" ■'■'■'- ' ■ ■■- ■:. ■ ". ■ • ■■

-'From the text of this report,: and;1 pai-ticularl7.fr6m Section-3's-.-recommenda™.

tions,'it-will have "been seen that, ..as"expected,: the air freight .opportunities ■■•■

involve a diverse range "of sectoral.activities* Some of>these lie directly.within

t&e ;;aegis of';'EG£( some: with .AFCAG should AFGAC Sc ■wish, and others, logically with"-

other 'International'and national organizations*- Suggested-machinery for'develop-*'.

ment "is ■ discussed ■below*.-- ■■ ■■::.""■"■ ■ • ■: ;."■' .■■■..■ ■ - ■ -1 v.

The rnaj^r recommendation of the firstsphase of this-study is the taking of;

various .'steps towards 'the establishment of an Afrlcan^imltinational freight air-.

'* lineo ■■' 'While the study has not covered a full, .sample of. countries in the - region,

it is felt- that1 ■there" is -ample justification for examining further .the prospect

of carrying out-rUhS first step of a' capacity brokerage: agency,' primarily for ,the

East and Central subregions, particularly as the unique role of Air Afrique in

West Africa has yet to be evaluated*. Thus the ECA intends to follow up this

objective and, provided resources are available, continue with the.extension of the

study of Air Freight Potential to further States, particularly in Forth and West

Africao

Further developments towards the multinational freight airline are less

specific and more complex at present0 Nevertheless, in order to achieve practical

progress and day-to-day development, responsibility for undertaking the project

will need to lie in the hands of one organ only* By virtue of its commercial back

ground and the geographic location of its headquarters in Nairobi, AAFRA would

seem an ideal co-ordinating "body, but it only represents Governments indirectly,

and its constitutional bias towards IATA airlines must rule it out:, Thus it would

seem that AFGAC, in conjunction with the ECA and OAU, would be the best agency to

co-ordinate development workc AFCAC has shown interest in the developments of the

ECA study as far, and, if positive comments are received from AFCAC member States

on the earlier paper 'Towards an African Multinational Freight Airline', IT IS

RECOMMDM) (Recommendation 10) that EGA, OAU and AFCAC get -together to discuss
detailed proposals and if possible set up a work programmer preferably by the end

of 1975= Obviously further organizations with an interest in aviation in the

region will be involved in due course, in particular the International Air Carriers

Association (lACA) and the International Civil Aviation. Organization ( XCAO), as
well as financial institutions such as the African Development Bank (ADB) and the

World Bank (lBED)s and also the United Nations Development Programme^ Thus, to
monitor and co-ordinate strategic developments, it is suggested that a standing

working group be established, comprising representatives of ECA, OATJ, AFCAC and the

ADB, together with two or three of the interested States (one of them would be

invited to. chair the group)* Invited to attend meetings of the group as observers
would be AAFRA, IACA, IBRD, ICAO, IMDP and the embryo freight charter organizations

in the regionc As far as the latter are concernedj it is evident that while the

developments towards a brokerage system are in progress, it would be worth-while

their getting together to solve immediate problems, perhaps through setting up a

regional charter carrier association*. One of the first tasks of the working group
would be to establish a feasible programme of priorities^

As far as the other major recommendations of this report are concernedj the

agencies for- implementation are self-evident. The ECA obviously has no authority

over other international agencies, but is getting together with them to demonstrate
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the need for work programmes and to develop a co-ordinated programme* It,.is ■

hoped that those aspects which directly concern AFCAC will be discussed'in the

general, context of-the meeting(s.)-:-with. AFCAC and OAU referred to above in 1975.

In particular, since one of .AFCAC's sub;regional .meetings on airline co-operation

and integration has already set up an air freight and air mail working group, -,-,■.. .

following the completion of these subregional meetings, it may.be worth establish

ing a joint ECA/aFCAC regional- group, *tq 'include, experts on agricultural and :
industrial developments W5ID0 has already indicated its interest in a project-on

air freight packagingj and close links have been maintained with the Africa

Trade Centre^ the Association -of African Central Bankss and the Association of

African-Trade .Promotion Organisations, all of which have secretariats provided ■

by ECA itself« The Transport and Communications Division of ,ECA looks forward

to receiving comments.-on this report from all the above organizations, and to ;

working with them.towards developing air freight transport in Africao
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Objectives of the study

(1) The primary objectives ares' - ■ ■ ' ■ ■ . ■ '

■ (a) To evaluate the■potential air freight carriage for intra-African and African

orginating intercontinental movements (at economic cost levels);

Ob) To recommend methods of increasing utilisation .of capacity, allocation of and

requirements for capacity and facilities-(both ground and air);

andj most importantly?

■ (c) To stimulate thought and discussion on the development of air freight and its

infrastructure„

(2) It, is considered, that- the. study will show that strategically planned development ,

■of" air freight in Africa could help in: .■ - • ■ ■ . ■

(a) Increasing intra-African trade flows; . .' ■ ■■■.::■■■■

(b) Exploiting agricultural and horticultural potential (and establishing new
markets, diversifying exports, increasing rural employment, and acquiring foreign ex

change)?

(c) Utilizing currently wasted capacity (often developed by growth in tourist

traffic)j with particular reference to lessening directional/seasonal imbalances;

(d) Increasing African carriers' market share of the inter-African market as well

as the extra-African market (only 34 per cent of total to/from/within Africa in 1968 -
ICAO)B Increasing competition with non-African charter carriers (who obtain lucrative
loads into Africa, and can fill-up at low yield on the return journey)?

(9) Creating employment in the air freight industry itself.

(3) The stixly ie expected to show the need for and to contribute towards:

(a) Improved planning of future ground and air facilities;

(b) Examining the possibility of setting-up multinational air freight services in

Africa; *

(c) Improving the knowledge and marketing of air freight in Africa at government,

airline and commercial levels«

(4) Kith the above in mind, the study will need to provide information such as the

following':

(a) An assessment of the air freight import and export potential by route by

commodity (value, weight and volume) by season, in selected countries;

(b) Estimates of unutilised freight capacity (by route, direction, season, and

usable volume);
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(c) Observations on suitability of such capacity for the segments of potential

determined in 4a) afcovs} and/or indications of alternative suitable capacity needs
(e.g0? freighters or upper-deck combination aircraft) for such freight? .

■. .■■/(:&)■ An^ evaluation..of available and required physical equipment for. organising air
freight movements by despatch "and receptions ■ '■ ■■ " ■ . '■';:■■

■ ,(e) An- evaluation of, and comments, upon? administrative- machinery controlling air
freight movements (customs procedures, airline .documentation insurance, procedures? ■■:■•■_

j etce)|

(f) An examination of possibilities of multinational collaboration and the finan

cial feasibility- of achieving capital injection.and simplified procedures for 4d) and 4©)?

(g) An evaluation of the marketing machinery (at governmental airlinej agency and
commercial levels) for air freight developmentc- More specifically, determination of .

current air freight costing procedures (and possibilities for subsidy)s and recommenda

tions for non-dilutionary structures of freight rates and terms designed to provide

flexible encouragement for the use of air freight*. ■ .-, ■. .; .' .
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Annex B - Questionnaire issued-to Governments-prior to field survey

(Note: -.This .is.not a rigid questionnaire, to'he ..strictly completed step-by-step. It, is
. . intended .t.o solicit-data and.-to give time for preparing considered replied, to

field survey-questions)- .-,.■■■■:-. .. ■ - - . ■ _■ ■ , - . .■■.

1» General

We should be grateful for any background information you wish to give us on the ■
organisation and control of civil aviation in your country, and on air freight movement

in1 particular* ■ ■ . " ■■■.■. ■■ .. ■./:./■ •■..< >-. . ■ ■ , ■ " ■ ... : ■ ■

2* .Marketing ■ " ..:.-■■ \- .:....-.>■■ ..,./■■. ■ . ■

We should welcome any,, information you. .can give us on the organization of, aai faci
lities offered by, marketing units to aid the export development of air freightage
products,, For example, do you have any specific export promotion schemes, are you

considering export credit insurance, how do you handle overseas representation^botn
within and. outside Africa.)?. How. well do you,feel, the benefits ,of air freight are known
in your country? What is the current .primary use of. air freight (e.g* emergency, perish
ables, lower-cost on total distribution basisj etc,)? How closely and at what level do
the Government and:,canriers liaise .with exporters ;arri potential exporters? Have you
established'agreements which share risks between those involved?. .Do African carriers get
a fair share of your import and export market? If not, why do you think this happens?

3. Air freight problems and needs

■ What-do you:, feel are .the. major problems facing..air freight development in your
country? Is..there any particular problem you would like to. have investigated? Do you
feel^ the'directional!ty/seasonalityof air freight movements is, a proolem? Is lack ot

traffic- rights a'- problem? ■ What about currency agreements within Africa? So you feel
future airfreight development in Africa will:be.in combination, palletised, • or freight^
charter operations? ..' Do you have any difficulty in obtaining charters when you want- them?
How do you.;EO about .obtaining charters? Do mail requirements limit: freight .capacity at _
all?"-- Are .they'likely to. do .so? Do you. feel -your, .ground facilities, are sufficient? What,
levels of through-put can "be handled? Any plans for expansion? . ... . . . '

4* Customs/sanitary arrangements . .

■■■■ Does your country use special rates for air .carriage as a stimulus? For intra-
African movements ,by air and/or surface?. If so, what are these? Are your- export, import
and transhipment formalities and documentation.in line with ICAO recommendations, or do
you have further requirements? Do you feel your storage and access facilities a e
adequate? Do you have details of equipment, areas, etc. which you could give us? Do
y^have special goods storage facilities? Is there any data available on dwell times?
Are your sanitary regulations on imports in line with WHO recommendations?

5» Potential

Do you know of any exportable commodities (to Africa or elsewhere) that «°^
benefit ?rom the availability of more regular air freight capacity? Are ^ seasonal?
What is the annual volume? Are they perishable? Do they need special faoilitxee (e.g.
refrigeration)? How often would they need uplifting? Do you know of any commodities at,
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near or en route from, their destination-which .could be back-hauled on an aircraft? Do

you. know of any other commodity needs which could be imported by air freight into your

country? "Do poten-Lial exporters or airlines have access to- opportunity/request lists
for air freightable products? What future products could be. expected from your country

by air, and to where? Are there any plans for processing raw materials at home rather

than overseas, and thus giving them air freightable qualities (e.g. textiles* footwear)?

6° Ra/te structures (withi.n and from Africa)

What do'you consider are the generalised cost-related heeds for.the development of

air freight for the full benefit of your country ani airline? Do you feel there are any

major anomalies in the rates at present? Do you feel the IATA rate-making machinery is

currently biased against African airlines.? If so, what should be done to improve the .:

situation? Have you considered government directives for rates, charters or part-

charters? How do you think the recent fuel price increases will effect air freight?

7<« Development schemes ■ ■ ■ . ...

To you have "any'specific schemes proposed or in hand which will help develop air ,

freight directly, or indirectly through the promotion of air freightable products? What

are your training, marketing research and capacity information needs.in this .area? How.

much are you involved in developing multinational links in Africa (e,g0 using AAFRA, •
APCAC, developing multilateral freight service agreements, pooling market research and

resources abroad, etc.)?

8- Data .■.:-.-. . . ■ ... ' . . .

Any historic, current and anticipated relevant trafffic d&ta you can supply us with

prior to the field survey would be most useful and much appreciated. In particular, we

should like to have.up-to-date trade flows by commodity* These would preferably include^
air trade total market by commodity (using your standard classification), by value, ..weight
and volumes by country and by direction1 with seasonal!ty indications., Mail flows by-

type, country and direction, would also1 be useful in order that estimates may be made of

underutilized capacity. Also traffic movement data by country by aircraft-type (and -
scheduled versus charter), and preferably by name of carrier* Airport freight uplift,

discharge and transhipment volumes would also be useful- for cross-referencing.

9« Advice ' " ■ :'-■■■ ...■■■- : '■,

. We should, of course, be most grateful for any ideas: you. could give us on how we

might best carry.out the project, both within your country and in Africa overall, and :

would welcome leads to information and personnel. ". . ...
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Anneg^C - Questionnaire issued to airlines prior to. .field survey . .

(Hbte: This is not a rigid questionnaire tc be strictly completed step~by-step« ■ It is

intended to solicit data and to give time.for preparing considered replies to the.

; . field survey questions)«. . , ... . ..

l.e. . General ■ . . .. , ■ . . .. ; .

Me should be pleased if you would send us .a copy of. your, latest annual report, in^ ■

order, to. give us a general picture of your traffic flows, revenues? costs, eto« and the

r61e of. air freight in relation to these. . We should also welcome details, of your freight

organizational structure (e.g. reporting-level; cost or revenue centre, or neither^ number

of staff -■ especially overseas and versus competitors - and training," .plans for expansion,

particularly with wide-body "belly-hold, palletised combination aircraft or freighters^

use of containers? pallets, etc)0 How do you cost freight operations on combination
aircraft? ■■■:..: ..:: ::..:

Is your strategy to sell freight on a wholesale basis or to offer a total service

to the shipper and/or agent? .Do you have any personnel trained in marketing.and distribu

tion who specialise in high-level selling? How closely do you liaise with trading bodies

such as Chamber of Commerce, Marketing Boards, etc.? How widely do ypu feel the benefits

of air freight are known in your country, particularly as related to the total distribu

tion cost concept? Do you have any particular problems with representation overseas?

Perhaps you would send us a list of your handling and selling designees worldwide' for

comparison with those of other African carriers, as well.as a list of.your own active

handling and selling agreements for other carriers: at home. . , .. ■ i

3 a Air freight problems and needs. . . . . ■ ■ ......:..

.What do you feel are the .;major problems facing air freight development in your-coun-.

try? Is..there; any. particular, problem you would like to have investigated? Do you. feel'.'.'■".

the directionality/seas.onality of air freight movements is a problem? Is lack of traffic

riglits'a.problen:? What about currency agreements within Africa? Do you-feel that customs'

and sanitary controls and delays are a problem? Are airport facilities and security. ■

levels in your country adequate .in your opinion? If not, what could be done to improve

them?. Would this need, capital injection, and if so, where do you feel,it .should.come

from?.;..Is space control on passenger aircraft a problem on.your international routes?

Do ..mail.-,requirements limit capacity? Are they likely to do so in the future? Do you

feel the future of air freight development in.Africa lies in combination,, palletised- or

freight .charter operations? Do. you fe.el that non-African carriers are getting an unfair

share of your markets? If so, why do you think this is?

4. Potential

Do you know of any exportable commodities (to. Africa or elsewhere) that would benefit
from the availability of more regular air freight capacity? What is the .annual volume?

Are they seasonal? Perishable? . Do they need, special facilities (eeg. .refrigeration),?
How often would they need uplifting? Do you know- of any commodities at, near, or en route

from, their destination which could be back-hauled on an aircraft? Do you know of any
other commodity needs which could be imported by air freight into your country? What

future products (eeg» processed goods) could be exported from your country, and to where?
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5» Hate structure (within and .from Africa) - - .',■..-'' ■

What do you consider are the generalized cost-related needs for the development of

air freight in Africa? Do you'think there is a future, say, in a delayed delivery, lower

cost service? Would this lead to dilution of revenue from existing traffic? Do'you feel

a suitable rate structure could help solve directionality, seasonality and prorating prob-*-

lems at economic levels? Do you think improved ground facilities could lead to rate re--

ductions? Do you feel there are any major anomalies in the rates at present?- Do you

feel thelATA rate-making machinery is/ currently biased against African airlines? If

so, what should be done to improve the situation? Have you'considered trying to obtain

government directives for rates, charters or part-charters? Do you.feel current govern

ment controls.are adequate.to pave the way for development of the indigenous African

airlines? How do you think the recent' fuel price increases will affect air freight? ■

6. Development n cherries \ - " "-

Please let ug knowyoxer ideas for schemes which will help develop air freight direct

ly, or indirectly through the promotion of air freightable products. What are your-

training, marketing research and capacity needs in this area? How much are you involved

in developing multinational links;in Africa (e*go using AAHEAj developing multilateral

freight service agreements, pooling market research from your country and outside Africa,

setting-up' brokerage schemes, joint appointment of handling-and sales agents abroadj etc*)?
What do you feel would be the most beneficial multinational project .for African airlines?

7. Data ..■"."■■""." . ■■.■■.

Any historic, current and1 anticipated relevant data you can supply us with prior to

the field survey would be most useful and much appreciated* In particular, we should

like to have up-to-date air traffic flows by commodity,, These should preferably be

estimated total market (which we have asked your Government to supply) and airline shares
(in complete confidence, of course) by value, weight and volume* by country and by

direction With seasonality indications., True Origin and; Destination (TOD) date is pre
ferred, but if you have Plight Uplift and Discharge (PUD) data as'well, so much the

better," Estimates of your own:and market under-utilized: capacity after extraction of

mail volumes would be'of. interest. We should welcome the results of any studies you may-

have done such as air waybill, analyses (No of pieces, average1 weight, density, revenue,

etc«)s shipper analyses (direct vs commercial account/obntract vs o,gency split by re

venue and sales operations), cubeout problems. We are also1 collating market research

studies by airlines of air freight potential in their own countries, which are 'obviously

essential given the limited resources we have s,t ECA for-, our 'Study. If you have any such

study, and are prepared to release it to us in confidence' We 'should be most grateful.

We are also interested in more■specific market research'inisuch areas as export/import
terms used, credit facilities, insurance methods, transport mode/airline decisions and

reasonss shipper/agency breakdown, etc*

8. Advice

We should,..of course, be grateful for any ideas you could give us on how we might

best carry out the project, both within your country andin Africa1 overalls and would

welcome leads to information and personnel» ■ : '-■'
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Annex D - Air freight as..a development tool

. .This sjanex has been produced to .prpvidGj in a general form, the arguments, for in

creased use of the air mode for freight transport in Africa. Air freight is at present,

all over the.worldj the poor/relation^of. surface transports the poor relation,of air .

passenger,traffic, and an undervalued tool of economic development., . Perhaps the major:

reason for this, inferiority is the lack of knowledge by. transport, business.and economic

executives of its quantitative ■benefits... Some-of these are identified below*;

. . .The first part of' the],annex, liberally sprinkled with simple examples, attempts to

show; ' '"■'.".. . . . . : ....

(a) That air freight, when considered as part of a distribution system rather than
as a .separate entity, is often little more expensive, and sometimes cheaper than, surface

transportation^ ., ,

(b) That. the.use of ,air freight can meet the demand of markets unattainable by
surface means;. ._'..'" ... .... ■..'."'

(c) That the.avail ability of the air freight mode can be and is being exploited, .as
a basis',for economic ...development in specific production.segments* ... .,.".■

The second part concerns the relationship between passenger and freight traffic by

air. General examples are used to demonstrate a principle that usually holds in more

specific casesj that is. that freight is more profitable than passenger traffic to air

lines,, : The fact that it is only slowly coming, to be recognized as such is, due to lack: .

of"specific evaluations and to the glamour of more prestigious passenger operations*

D.I Air versus surface

The.operating costs and advantages of the air mode compared with surface transporta

tion are discussed below, A comparison of infrastructure costs is beyond the scope of

this textj particularly, as- passenger transport would be. involved-and,, surface transporta

tion provides economic inputs to the areas through which it passe's. Nevertheless, most

countries in ■.the, Region already have- relatively, easy access to an international standard

airport, which.is. all the infrastructure required to serve.any other country in Africa,

or indeed the world* , . -■ ■ ■ ■....,■■..

I)el«l The, concept of total distribution costing ... .. .. ...

Air freight rates are high. Often they can be as. much as 10 times .the equivalent

surface transportation rates (though occasionally they do match these). What is not
generally, recognized.is that the ancillary distribution costs are cften much lower than

those f.o:r surface,.shipments, reducing, .or even more than countering, .the discrepancy.

To take some examples fo these ancillary costs: . . . : ., ..

Pick-up delivery costs. Since airports are generally nearer to true origins and

destinations than seaports (ships being the primary competitive mode in terms, of distance
covered),. these costs are often lower by air8 The difference in favour .of'air is1 groat

in Africa,, particularly in the-landlocked areas? The costs of the land segment of the .

journey to the .coast is.in many cases higher than for the far longer, sea.journey, reach-

double the level for some commodities and countries.
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Packaging Little packaging is needed for air transportation as. goods are handled

less often and more carefully, than by surface, are at risk for less time and in a less

hazardous atmosphere '(e*g» no salinationproblems) and more secure environment. The
-gravity forces 'met- in air freighting are lower than for any other form,of transport . '

(dock handling is particularly harmful),, Packaging'of instruments for surface shipments
is1 usually around 50 per :cent of the Weight of the item '- by air the proportion is '

■reduced to "lO-];^1 per ^cent.' More1 pertinent to Africa as an example j a'crush-proof air

pack could'be produced for'tea which would save'about'-6 kgs. of packaging weight on

50 kg, net of teao Such developments save on the cost of packaging (about a 90 per cent

reduction in the case.of.tea), the1relative cost:of air freighting/ and in some' import
ing countries^ on the customs duties^ Some air freight is not packed at all, but

simply loaded on a pallet, covered in plastic sheeting and wired down - when a loader

can see what he is loading he can be more careful, ■One' problem that air shipments do

meet' is the need for them to be ;packed to cater for pick-up and delivery? so care is

needed at these stages*

> ,

Pilferage/spoiiagav Due to short transit times, fewer transhipments and a secure
environment, losses are lower ~bj air* Pilferage, losses for some landlocked countries

in Africa reached up to 25 per cent of the value of the couimodities in 1974 for surface

shipment, while? despite the higher value of air shipments? pilferage of these was at

a level' of 1 per cent to 3 per cent of the valued Spoilage en route is a very real

problem for many of the agricultural products exported from the Regi.on«

- ■ Insurance^ Because air freight shipments are, at?risk for shorter periods and in a

secure environment with: lower pilferage'and spoilage 'levels, insurance costs for air

transportation are'lowB- And if one also considers that there are non-insurable losses,

and that claims often take ;a long'time to be settled, then this can be a considerable

advantage (linked to pilferage/spoilage above).,

Port storage charges* Unless collection is delayed,, there are usually no storage

charges by air> although thesis are regularly applied for surface shipments. With in

creasing congestion at ports"and''subsequent delays of a month or more at many ports in

the' Region, these charges have risen1 Arama'tically in recent times*

'■ ' Miscellaneousm charges» Surface'shipments often incur a number of charges (e.g1,

freight forwarder charges, provision of pallets/ handling clearance) which are non

existent or cheaper by air« Conference lines are currently imposing1 both a bunker sur

charge and a congestion surcharge (25 per cent) on their,tariffs* Some port congestion

surcharges as at November, 1974 will.give an-idea of .current■problems These charges

weresDar es -Salaam up to 30 per cent, Durban up to 20 per cent? Lobito Bay up to 50 per

cent, Lourenco Marques 30 per cent1, Mombasa 10 per cento ,;

Documentation posts'* Air documentation is simple, and saves much administrative

work. '''If can take a-fortnight merely to obtain quotes for surface shipment charges, due

to the complexity of the charging system,-while IATA1 rates are readily available in

published form and air charter rates are simple to obtain*.

' Inventory*. By Using a central distribution depot and' air shipments from this, -a

substantial reduction in stock levels can be made at; outlets, thereby saving capital tied

up, warehousing costs, inventory taxes and:insurances (where applicable),'while maintain
ing the same'level of service to the' customer (due to the fast flexible frequency of air).
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Such a distribution policy also cuts down absolescence* Inventory saving is a major

reason for using air freight? recognized, particularly by American and Japanese firms . .

operating in Europe and closer at hand by European and Japanese firms (particularly
vehicle manufacturers.) with outlets in African As far as the Region is, concerned, since
the major inventory'saving is at the distribution point, this is a benefit for air .

imports rather than exportsf which are in any case mainly agricultural and hence require

less complex distribution processes*. . . . . ,

Obsolescence. Some commodities become obsolescent so quickly that air shipment is

the only practical means of avoiding risk. The fashion-conscious textile market is a.

case in point, and is one which opens up opportunities for African suppliers, particular

ly ..where local prints are.concerned* While African markets themselves are generally well-

covered due to the low investment necessary for manufacture, more indigenous production:

at low cost and more.contact with the fashion-hungry markets of the West could break ■

through long-term cotton agreements and lead to rapid development. Specialized packaging

for air carriage of clothing is already available.,

Capital tied up in transit. Surface shipments between Africa and Europe or the. USA...

take from 1 to 9 months depending on nature of the journey* During this period the earn

ings from the goods, if they were shipped, instead by air, could be reinvested in produc

tion- or placed, in a bank and. earn interest,, .■ . ; ■

With all these benefits, why is .the. air mode not used more often? Firstly, as pre

viously mentioned, the concept of total ^distribution costing is often not recognised;

secondly, it can be quite.a oomplex problem to quantify. Land sum the above items? and

thirdly air does have some disadvantages apart from the rate. Customs charges are often

levied on a c.i*f.basis, which thus includes the high air freight rates (although air has,. .
an advantage where duties are levied on gross weight). Some Governments in the Region

(e.g« :EthiopiaS:.H!ast African Community) have modified this policy to f.o."b»or f.o.boplus

a proportion, of the. transport cos-ts for; air imports in order to stimulate use of the air ■

mode (see 125.6 in main.text). ■■ . ;..,.. .

To give an idea of the level at which air becomes the economic mode for a landlocked

State in the Regions a simple analysis prepared for Rwanda in mid-1974 is given below:

Let value of commodity (f.o.t*. Kigali fox exports,. c.i.f* Kigali for imports) be

$US/kg». (strictly, V will.vary according.to the location of the freight en route).

Then, excluding costs which are the same or similar for both modes, the total costs

to from Europe are, in $US/kgs

Air . "Surface ■

Transport - T Kigali to/from Mombasa 0=19
Mombasa to/from'Europe 0«15-

Pilferage/damage : 1% - 0,01V ' &fo = 0o08V

Interest on capital - 3jb- months at 15 %, say
: : ■ " ■ . = 4»4fo =, 0,044V

Packaging/documentatian/
obsolescence/insurance 1% '= 0* 017 . 3%mii= O^Offi

Total T + 0a02V ■ • 0<l34+JlsiMI
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From the above it will be seen that air/surface breakeven occurs when T f 0*02V "=

0.34 + .,6.154V. For experts at the average air charter cost of ';;USOe6O per kg, the ■;
breakeven value; weight ratio* is !|USio94 per kg, ■which'suggested that even mineral ores

such as cassiterite and wolffraraite should, travel tj air. Of course further'-analysis

would have to be carried out Tor individual commodities and into terms of sale as the '

above analysis is simplistic and sensitive3 but nevertheless it provides an indicative; .

level* For imports the analysis excludes the major benefits of inventory savings (part
icularly valid in the,case of Pharmaceuticals and vehicle spares) but comes up with a
breakevenvalues weight'level of $7=4 per"kg. Of ooursej emergency and.perishable items

of lower value will also travel by air*

Any firm involved with importing and exporting should be alive to the ideas of total

distribution costings Distribution should be part of corporate policy and not delegated'

to a snipping department or agency* The total distribution conoept may inevitably :

reach'iDack into the production cycle (or vice versa) - for example an African agency

considering the export of meat will need to evaluate the overall economic benefits of

sending the meat live5 chilled, frozen* dried or canned in association, with various

modes of transport and market priceso ■ ■ ' : ■-■■ ■ ■ ■ ■ ■ ' ..-.

:'"" "Of course, :th'ere'are items which will never'travel by air - in general bulk low

value per unit weight goods* But air carriers have yet to exploit fully movements of

higher value products , or of perishables with strong market demand (e«,g. fresh fruit and
vegetables)* Many firms plan their operations on a product selection basis? higher

value items being sent '"oj air* Many firms' also allow for' a proportion of air shipment ;

in their pricing proceduresi, in order that they can meet deadlines or replace damaged

goods should their surface shipments not come, up to scratch- Port congestion and strikes

have often converted'snippers permanently to the air mode. '■■■■'

.. .' While: air offers flexibility, many firms are inflexible aad traditionalist,' and it'

is"'difficult to persuade them to switch' to air* Fortunately in Africa new companies are

continually being establishedt and by the very nature of its fast-moving development,

Africa, is open to flexible ideas*

' -6*1*2 Some "benefits of air freight

Air .freight has advantages over surface transport modes in terms of services, which

is very'd;£fficult to quantify, and other benefits'that are only relevant in certain

cases. Below are some of these._ . .

(a) ^£®i^L.£S£l^^e-«§aiiMo Payment to air carriers may normally be made in
local currency'(and often There exists a national carrier )<, Payment in local currency
to shipping lines is'not usually acceptable (and shipping lines are normally under
foreign ownership)* In the use of imports and exports made on a c.i.f-basis, the coun

try concerned saves, foreign .exchange through .using .air on pilferage/damage losses,
interest on capita].? shipping and miscellaneous inputs? but loses on aviation inputs-,

(b) Low risk ;market__expansion. Test marketing can be a risky business, but, by

using air, the test investment can be low, as there may be no need to set up complex .

distribution channels? warehousing and other facilities at the.consignee end.. The

psychological barrier against products originating in developing countries can be great,

even if the products meet all the necessary standards* Sample shipments by air could

provide the key to solving this problem.
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(c) Overcoming competitor's advantage of "being nearer the market

() The ability to switch markets according, to-demand (e»g» to pro
vide cidlied ..meat to southern Europe to. meet the summer influx of tourists). The abili
ty-to catch.temporarily premium prices (especially of■agricultural- and mineral commodi

ties)* , .■.:■. . .

..($)':■ Ability to deal with emergencies^ production-line- problems^ "breakdowns,. :. ■-■
unpredictable-product demand. . .-.-.■■-.■.■

.(fV... Increased use of production facilities and equipment.-.■for example* reduction

in transit between jobs for mobile production units such as oil drilling equipment.

(g) Improved, i c_ash^_flgw;a

■ (n) Ijnproggd information flow, . . . ■ . ■ ■ . .

.(i) , Improved control over.goods in transit ■- and less uncertainty over delivery

dates* ■■ ■ ■ ■ ■. : v. ■ " . ■■ ■ • ■•

■; (j) Improved; gustomer service* ■ ■ ■ ■ .■ . ■ ■ ■

■ (k) ;. Improved iimarketi image, ■ ■ - ■■■■■;

D.lvB ■ Aiy freight and economic development ..•"-■

Air freight is being used to satisfy demand otherwise unattainable* .Each evening

freshly baked: Kbench. loaves are sent by air from Paris to Hew York, to:be purchased by

upper-income Americans and French, emigres the next day. This is., an extreme example, .but:

is the-:sending -of exotic tropical produce from Africa to western .fruit: and vegetable ;■

markets so very different? '.■■.■ , ■._■■■.

The availability of air freight can "be used to exploit differences in climatic and

labour conditions,. Many countries in Africa enjoy reverse or complementary growing

seasons to those'■ in..Europe. As a result horticultural concerns in several African coun-:

tries are-able to■grow flowers for sale in the western European market,

■ . -One-light" industrial firm in Africa is an excellent example of how air freight.can

bepome-an:integral, part..of a company's production .and marketing effort. The products1

that this firm markets are "rivets made'to order, and to customer's: own,design". The ..

key competitive powers of the firm as set out by the Managing Director ares

(a) The ability to supply faster than any competitor at the same or cheaper price,

but1 at a similar-quality standard? - ■'■'■. ■-.

■::"(b) A guarantee. that the user will never run short of rivets::provided. that his

firm is allowed to supply the rivets. ■ ■ ■'■■■

Both a) and b) are supported by an aggressive programme of personal visits by the

Managing Director., The air mode is used to support surface operations to guarantee

both a) and b)« Giving an undertaking such as b) and fulfilling it, often by means of

the air mode, means that the firm being supplied tends to reduce its stock holdings^of

rivets, thus saving inventory costs, but thereb/ it becomes more dependent on the firm

in question for its future supplies of this vital componento
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The growth of the company is a good example of how first-industrial-age production

can move away from second-industrial~age countries such as'the United Kingdom,, the'USA

and West Germany, to. countries :at arelativoly low level■■of industrial developments

Light' industry could be further developed along these lines in Africa to serve' overseas

markets or to generate an interwoven segmented network to meet pan-African demand. The

example of Mauritius demonstrates that such production can be carried out on a large

scale. .;:In, .order to curb., high,-unemployment and, .to. earn foreign .exchange by benefitting

from low labour costs, the Mauritian Government has enabled the development., of. export ■'.:;.:

processing industries.. These are geared up to a system of importing material require

ments by sea and exporting' semi-finished, or finished, products by aira ; Hong Kong has

successfully, used just this approach to develop to its present relatively advanced

economic level.

An important feature of air freight is that it can provide the shipper or consignee

with an adequate control over distributions A grower of horticultural produce is unlike

ly to plant his or her seed unless there is some guarantee that when he or she comes to

harvest the crop? capacity will -be available at economic, priqes to carry.the/.^roduc.tion

quickly and safely to the point of sale* In the African Regions, the bulk of imports

arrive on a c>iofobasis and purchasers take the exports on an fooebobasis, a situation

which means tha/fc African countries have little or no control over the, external- transport

systems, achieving only a. small share of this economic sector* In addition, there is

little control over the distribution of the exports themselves3 which is.unfortunate, as

distribution is becoming increasingly integrated into marketing systems in the developed

world* The example of tea, exports from Africa, is .-interesting*; Tea is often sold.by

contract in the country of production or by auction at coastal ports* Thus not only is

much;ofrthe transportation segment of the. final economic output taken o.ut of' African

hands3 but also much-of the final1 profit* Some .countries have realized that::while air '.-•.

transport is more expensive than surface transportations the; net.economic return to the '

exporting'country can be greater if the- air mode, is used* Increased African control of

air freight operations could improve distribution, particularly.for the. landlocked, coun

tries 0

There are.many problems to be overcome before air freight plays its rightful'role..■ :

in development strategy (e*gD dilatory, bureaucratic and non-uniform- customs procedures;-
non-uniform sanitary procedures; pour handling and storage facilities^ directional and.

seasonal imbalances? lack of capital) and rates will not be reduced until total distribu
tion costing is used as a concept, ground facilities.are improved? and- a flexible charter

network is established* But. there is no, doubt that air /freight will play a,major role,,

and in "some Cases proceed .surface transport as a development tool*. ■ ■ ■. ....

D. 2 Freight economics, versus iipasiseni^eriiiieoonomicsi for the airlinesi

Below are some figures thc.t may help i:c i*.i ::]-■< .1 ^ _■:■/,■ r^h i hat passenger" traffic. is; neces

sarily more profitable than freight traffic Some recent estimates of direct flight up

lift and discharge-traffic between the United Kingdom and Africa south of .of the Sahara

for 1974 are given* ; . .. '. ;
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"(a). ""Passenger"traffic (both, to ,and from Africa)

Mode

Scheduled

Charter.

Total

Passengers

('000 one-way journeys)

' '. ." 568 .. . .
.. '65'.. - '

.. . 633

Revenue

('000 $US)

161,800

7,265, . "
169,065 .

Yield; .

(^/passenger)

285; .',
112

.267 .

(b) freight traffic (both scheduled and charter, as no split, is available) _

-UK,- Africa;

-Africa -UK

Average ,

Weight

-(terns)

12,921

9,501

11,211

Revenue

('000 $U

35,8QO

. 5.,8.4P;,

..8,673

Yield

($/kg.)

■, '. 2,77.!
,...\. ,Q.5l
"./; "1*8.6

As a first step, we assume that the average passenger and his or her baggage weight'

90 ki19grammas■(the standard used.); then the passenger yield.per kilogramme becomes in
..... ....

Scheduled.

Charter

Total

3.17

1O24

Thus.the average freight yield is 37 per. cent below the average .passenger yield

(which includes first-class) on a round-trip.. However, passengers take ..up .a .lot of

space (.in.the ..fornt-.qf seats, galleys, toilets, stewardesses, breathing, space, etc.),
which freight, doesn't ,need« A Boeing 707 in a typical configuration.carries a maximum

of 140 passengers weighing, 12O6 .tons (with the .above conversion factor) when;it could
be .carrying 30 tans of freight, instead on the upper-deck (and some'more'in the.pas

senger baggage space). Below is evaluated the revenue produced 'bj an'average one-way . .
joutrney of a Boeing 707 on a United Kingdom - Africa - United Kingdom route at a 65 per '

cent scheduled load factor for passengers and an average 65 per cent load factor for

freight southbound,and only 48Aper cent:northbound to account for the current low north

bound -volume above. This will give a pessimistic revenue for freight as it makes no

allowance ;for, charter loads-.at high load factors and freight operations generally .achieve

higher, load .factors than passenger operations..due .to the necessity,.to.hold back space

for late bookings 'by business people. / ..;. ., ... . .,

(a) .. Passenger revenue . . : . , , . , :

Scheduled: 140;seats 2-65^ load at $285 = 325.935 ■■ " : ■'•' -- -'
Charter: : ' ijb seats (say) x 10$ load :at $112 = $19»'O4O '. : .

•■'Average: (at 1974'traffic levels); ■■■■.» $25i-227- ■■■■■: ■ ' . -:

(b)' Freight revenue

UK- Africas

Africa - UK:

Average: ..

30 -tons x 65^ load at |2o77/kg<-.= -^54,015
30 tons x 4^ load at $0.6l/kg. = ^.8S784.

- - '• $31,400
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So at current rates for scheduled and charter operations, freight produces 20 per

cent higher revenue than the equivalent passenger operation and would produce 7 per, cent

revenue without any "baokload from Africa at :ali« At present southbound freight-rates-

there is therefore little justification for any northbound freight operation to leave

with space on board,--

Coming to the cost side, little information.is available on African routes. However*

freight operations in, general have substantially lower costs than passenger operations*

Table .9 shows some comparative figures for the two major international carriersfrom

the USA, the international operations of two American all-freight carriers (Seaboard, the
third major American carrier, has costs very similar to Flying Tiger), and perhaps more
pertinently, the international all-freight and combination carriers1'based- in Lebanon.'

It will be seen that overall operating costs for the freight carriers were substantially

lower in terms of available capacity (on average 43 per cent lower) and even, lower in
terms of revenue load, carried (56 per.cent lower) due to the higher load factors achieved

(64 per cent against 49 per cent). As mentioned, scheduled freight operations are able

to achieve higher,load factors than passenger operations, and the freight carriers also

included a higher proportion of charter' operations (56 per cent against 11 per cent) -
nevertheless the cost comparison is valid-as the abilit^r to meet demand with semi-

scheduled or charter services rather than scheduled is a feature of freight operations*

Freight operations are seen" to be'cheaper on almost every count. Flight'operations

costs are usually lower due to the lower pay scales for pilots on the older acd smaller :

aircraft types and to the longer flight stages operated. The proportion of the freight

costs relative to passenger costs will have increased' since 1972, as will the proportion

of flight operations costs to the total, due to the large increases in fuel prices.

Maintenance and depreciation costs for freighter aircraft show significantly lower levels,

but comparison here may not be valid,.as freighter aircraft .tend to be tested, older

models (some of:which may have borne the major part of depreciation while formerly in

passenger configuration),. Ground equipment costs for the freighter airlines are less, "'•

although1 much of' these'Costs are borne indirectly, through airport authorities and; may■ . '

be covered uDder' 'Other' Ground Expenses' - the freight airline costs are, however, also

lower"under this heading. A true comparison :of ancillary costs can be made in items 6 '
to y, in which freight carries an overall advantage:of 65 per cent in terms of revenue load ^

carried (or 30 per cent on total costs/ an'estimate of "Other Ground Expenses' being made

for TMA)V. " . ' ■'■'■■ '.."■' ."■'■■'. ! " ' " ■: ' ' , ' ''■/

In conclusion,'freight revenue' per unit 'capacity on African.routes is currently ■■

around. 20 per cent higher than passenger revenue and freight operating expenses are prob

ably substantially lower than for passenger'operations (the revenue figures are likely ■
to include a lower proportion of charter operations, than the cost figures, and are- there

fore not strictly comparable). "' ■ ■' ■

While the above analysis is general, similar conclusions are likely to be fo.und in

more specific cases. ./The only constraint on increased use of freighter operations is the

need to generate sufficient demand, which in turn.depends on the lower costs .generated by

freighter operations. The figures suggest that more thought should be given by airlines

and Governments into increasing the African freighter fleet, or at least using some of

the upperdeck capacity of combination aircraft for freight. The ECA Study has shown :that

the potential is there. More.emphasis, too, should be placed in filling the bellyholds

of combination aircraft, particularly.the-wide-body jets. A Boeing 747 combination air

craft can travel across the Worth Atlantic with no:passengers on board, only freight in

the bellyhold, and break oven financially* The freight proportion of cdrline revenue is

low at present, but increasing fast*
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Table $ - Comparative operation costs of international airlines, 1972

Airline base USA Lebanon

Type of operation Mixed pas and freight'- All freight Mixed All freight

Airline

Pan Ame

rican

(■Atlan
tic and '

Pacific

Ops,)

TMA

(Atlan
tic .& ■

Pacific

Ops.)

' Airlift

(Inter™

. national

Ops,.) .

Flying

■Tiger • ■ ■

(Inter
national .

Ops. )

MSA

(Middle
East ■

Airli

nes ■

TMA ■

(Trans-
1 Mediterranean

Airways)

Revenue ton

krh performed

(million),: 3,.-549 " 1,936 231 893 172 252

Operating expenses!

(iBv.cent's" per revenue -

revenue .tone km) ;:.'-. .

(l) Flight operations

(foof.. total).
1(2) Maintenance & .''..

overhaul

(f0 of total)

(3) Depreciation of
ground equipment .

(fo of total) ■
(4) Other depreciation

(%. of total).
(5) Landing and

departure fees

. (fo of ..total)

(6).. Other' ground:

expenses

(<fo of total)

(7) Passenger services
: (i of total)

(8) Ticketing, sales
& promotion

; "{% of, total)
(9) Administrative

& other

Ho of total)

6.3

(25-4)

3.0

(12.1)

0.4
(1.6)

2.2

(8.9.)

l.l

(4^4) .

3.6 "■

(14.5)
3.0

(12.1)

4.0

(16.1)

7.0

(28.0)

3.7
(14-8)

" 0.5

(2.0)
1.4
(5.6)

0a7

(2.8)

■ 2.9 ■■■■-'
(11*6)"

3.2

(12.8)

.3.8

6.9
(61.2)

1.4

(12.7)

Oal

(o.9) ;
0.4

(3.6)

0.1

(1,0)

iai;'
(9*9)

0.5

(4.2); •;

0.1 "•

(0.9)

3.9

(41.4)

1.4

(14.7)

0.1

■ (0.7)
0.5

(5.2)

0.3

(3.1)

l 5

(l5-a3)
0.2

(2.2)

'1.1'

(11.2)

10.3

(22.5),

' "" 6;2:;
(13.5)

. 0.5.

. ."(1.1) "
1 6.8

(14.7)

■ 2.0

(4.3);

■ ■■■3.9;""
(8.5)
3.3
(7.2)

' ' 7.4'-L
(16.0)

)

{

(

5-7

(35,4)

" ■ 1.7
(io.6)

0.2

(1-1)
6.5

(3.0)

2.6

(16.2)

-

-'

4.4

(27.7)

1.2 1.8

(7.2)

0.6

(5.6)

0.6

(6.2)

5.6:

(12.2)

1.0

(6.0)

Total 24.7 24.9 11.2 9.6 46.O 16.1

Total per capacity

ton km 12.2 12,3 7.1 6,4 21.5 9.4

Source: ICAO Digest of statistics No. 180, Financial data
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Annex E - The freedoms- ofvthe air. ' ■ ■'■:'" -,...'■__. ,„.":■,.,■, ; ...',. ■ ■ j. ■"- ■" . ■'■-:'

In"1944'"a1 conference w&s held in Chicago which, -amongst other work, established the

International- Civil Aviation.■ Organization (:ICAO.) and defined:the nature of treaties con

cerning'flights between contracting; Sta,te..s .in the form .of five 'Freedoms of,the Air1 as

follows;

First Efreedq.au The ..privilege of innocent .transit over the territory of another nation*

This .Has later formalized.as,the International Air Transit Services agreement of

■-•'_.■v.1945* and-has been ratified "by.many African countries... Example: A German flag carrier

(Ltifthansa) flying.over Ethiopia .en route to Kenya* . ....

Second Freedom*, The privilege of a technical call in another nation's territory, with

no commercial rights to embark or disembark traffic. Example: The Lufthansa aii*-*

,...,,oraf!t.-:ab.ove\l-ands^;'iia.,;EtIiiopia..to take,.on.fuel. or.-to repair/a mechanical malfunction*-,..;-

Third Freedom. The privilege to set down on the territory of another. State traffic taken

on in the State whose nationality the aircraft possesses. Sxample: A Zambian flag,

carrier (Zambia Airways) takes on traffic in Zambia destined for Kenya; : ■ ■ ■"'" ' ■ " ■

Fourth Freedom^ The privilege to pick up traffic destined for a carrier'!s own territory

from another territory. Example; Zambia Airways takes on traffic in Kenya destined

for .Zambia. In effect Third and Fourth freedoms are almost always combined. ; ■ ■

Fifth Freedom^ The privilege to pick up and set down traffic between the territories of'

second and third: S-tates. Example: An- Italian flag carrier. (Alitalia)"carrying.

traffib from Kenya to Zambia or vice-versa. '

Since 1944? further, 'unofficial' freedoms have become generally recognized, the

main ones being as follows: .'

Sixth Freedom., _. Combining Third aJid Fourth freedoms' into Fifth freedom by carrying traf

fic through the carrier's home territory. Example: East African Airways carrying

traffic from the United Kingdom to Zambia via Kenya. =

Cabotage. Carrying traffic as flag carrier1 between two countries formally existing, under

the same flag, or carrying traffic on domestic services in a foreign territory.

Example: A French flag carrier (Air France) carrying traffic between'France and- TFAI

(Djibouti). The second type of cabotage is rarely granted - the best example is that
of British (British Airways), asod USA (Pan-American) carriers operating certain domestic
German routes as a hangover from the occupation at the end of World War II.
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Annex F — Guidelines for air freight statistics

Thisi: s-.unesc has been included in order to show the possibilities, of Various sources

and. forms' of data* 'Die needs of individual countries will undoubtedly differ, and in

many cases 'basic ..airport statistics will "be sufficient* ^Thus^'ths information'below shows
progressiyefdeirelopiBents that can "be made as traffic grows aid data requirements become

more coraplsk.1 . " ":]'■■'[

There $re\ in general two major sources of data for an individual country* its customs

statistics and:its airport statistics,, and these are discussed under;separate headings

below, followed "by a "discussion" of data collation for specific purposes*';

All'.countries record imports, and most African countries, many of which apply export

esj also:record exports, Data is usually collated and published monthly and annually

in trade :or'.-sta.t-istical digests. While.'data ^s recorded by station (i.e» by point of
arrival or departure} it .is not often collated hy station 'vhus, while raw data on air

trade is available, as the international airport or airpor-ts are record-ing stations, it
is not collated separately* Collation of air .trade data separately,.then, is a basic

requirement, which involves little additional ■■processing,.. Since customs .data is usually

recorded ooiontry 'by commodity (and/or vice-versa)? value'.1 weight and'duty payable, the

following-analyses rcay easily be mades ' . ' ' :.

(1) ■ Bst9ymimj'i»io2i of the penetration ~by value: and ;by weight for the-.-air ;modes
preferably for- each covjjtry anj group of commodities? in order to determine how far total

distribution id being used, as a measure, and how much latent air potential is 'available

from existing trwio* .-Th^ availability1 of duty.-payments means; that, the potential effect

of modifying the bass1 on which"dutiasVare assessed in the case:of.mr shipments can be

expressed in' 'financial tersn^ ■ ■- " ■■. ■ ■;

(2) Cc?mpir:;.non of recorded, volumes with airport statistics to establish conformity.

(3) ■ "HXral-aatioii of true origin and- destination traffic as opposed to; the uplift and
discharge1 .-traffic which is available from airport statistics, enabling optimum; routing

patterns to *bo odf!i-^i3lxs.b.ea.J - .. ' -■' .• ' -■. -.: ' \ ■■''■'.' ■ ■■■

(4) .Aial^se^ of commodity flowc with a view to developing;marketing"'strategy.

Table 10" ^hos^ part of a fairly sophisticated summary chart providing sufficient

information '$0 !en-ble fair!/ detailed analyses- to be carried ouij, '.;: \. . ;.

All countries '.record statistics"; of international uplift and discharge,, usually by

separately £or aioth passengers and;'freight.'-' In the.latter case ■ this causes problems of

ambiguity-ad traiisMp.-acnt traffic \(i«e, handled at the airport, ;as opposed to transit

traffic which ntorsly PaaeGs through on an aircraft)'is sometimes included with uplift
and discharge t/refri.o" ayid come times "with transit'traffic. It-is important to record
transhipment tx|ai>\c copa-vately, in order to distinguish it from the true traffic .genera-

tion of the .airport ±n criisstlo-j.. In'fact transit traffic is of lesser interest, as it
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does n6t. affect handling requirements at the airport, although it is useful to have at hand

when negotiating "bilateral agreements or planning sixth freedom services*

Also important; is the need, "fco distinguish freight traffic on all-freight scheduled

and charter aircraft from that on combination aircraft in order to be able ;to determine

the l&yel of specialised freight operations* Difficult to obtain, but also useful along

these!lines is the proportion of freight carried in the bellyholds of wide->bodied or

palletised combination aircraft as opposed to that carried in the,limited space of narrow

bodied iaircraft*

Monthly'data, should be produced if possible in. order to establish the seasonality

(and varying Imbalances) of carriage9 both on individual routes and for;the airport, as

a whole. '" >

As the airport;data is collected from the'individual airlines, the national carrier

is often able to deduce how well it is doing in relation to other carriers on a specific

route.: Obviously such data is usually not published. An example of port of an analysis.
carried out for this EGA Sttidy is shown in table llfl The share obtained by MAC (of true
uplift'^and.-discharge traffic £lus transshipment traffic in this .case) :to and from its main
base of Nairobi is clear. Of course market share is but one factor in the overall picture

of the;airline's economics - the table does not'show the yield or the profitability^on
the routes* or even the-share of capacity as opposed to carriage, 'and in fact even £f

the number of services is listed^ the opposition could be using different aircraft with

many times the "capacity* ; ' . ' .,,..-,. 3; .

One further point that has been unearthed during the ECA Study is that the difference
between normal passenger baggage (usually unrecorded), excess baggage and unaccompanied
baggage (classified as, freight) is not always made clear in recording forms, causing

confusion to'..the..authorities filling in the forms* ■ . . '

Since mail has .priority over freight (and passengers), along with normal baggage,
analysis of mail and baggage, data can lead to evaluation of the theoretically available
capacity on combination aircraft for freight (which is often constrained s. despite volume

tric space being available, by the uplift capability of the aircraft;, or conversely:by

space limitations when weight capacity exists)*.

Availability of data such as the above, combined with that of the natibnal airline
on commodities carried and yield, should be sufficient for general monitorihg and plan
ning (those countries without a, national carrier may wish to require foreign carriers to
provide additional data as part payment for their privileged position). Obviously,^only
summaries need to'bo published &«■ long as the data is available for analysis if required.

One' area:is which airlines in Africa are particularly deficient, partially due:to
the problems(associated with 'hot and high1 conditions, is that of capacity control.
Allocation/of space is usually controlled from base'or flight origin, .but only a small
proportion of the available space is offered initially to stations en route in case,

anticipated passenger demand (for combination aircraft) is exceeded, and this or weather

conditions limits the uplift of freight* !:
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This problem is: discussed infection 10*1 jof the main text* Improvements will, how-

ever, "be limited without a good: recording system of loads uplifted from; :each'station's v

freignt offloaded or not loaded* and estimated capacity available (in terms of weight
and. volume),"' ■ .■■ ■.■ • - >; "' ,- ;■ : . ■ '■■-. ■ ;■ \-- .

.-■ Specialized analyses may "be carried out :for particular requirements, such as tile ,
detailed planning of a new .freight' terminal* Table 12 lisfe the sources, and uses-of- :

some-such analyses* . Hone ;of these is likely =to be required Regularly, ,;with the possible

exception of data for capapity controls ■'■.'*: . - ' . .
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;^-ia-hn^r n-F yalflvant- civil aviation co-operation in Africa

"The'recommendations art-reports mentioned below are listed,!* G.I for reference .

purposes* ■' -,.-." ■ ■ ■ - ■ ■ • ■ . ■ ■■ ■"■ ■ ■ ' ■ " " ' "

Inl964' ICAO and-the ECA, following a request by the Eastern African Transport
Conference ln;November,. ^62, confirmed by £CA at:its Fifth s.essi.on m March Ip3.

2 ?ftrepcrtemphasi^ theAfrican services and'freight services remained undeveloped, ^h, repcrtemphasi^
need for regional and subregional planning and organization in tne fields of route

structures, fares, training and pools.

--■■■ Following this report, a conference on African air transport was convened by ICAO

and that an African civil aviation organ be established. .. - r . .:■■,■■ ;

The above conference led to a joint work programme between ECA and OAU,_ _
which culminated in a further conference in January, 1969, establishing the African
Civil Aviation Commission (ASCAC), discussed in Section 7 of the mam text. APCAC
already has a wide-ranging work programme. Gne current item is of Particular
to this Report apart from the freight and mail aspects mentioned infection 7
has convened two meetings on Airline Co-operation and ^^f^l^^^^
in'November,: 1974, in the Uorth African .subregion,. the second in the West African sub-
relon in ^oember 1974. We possibility^ of an exclusive freight multinaticnal porrpany
S^nsMered at the North African meeting, which instructed th^A^CAC Bureau*--
vene further subregional meetings and,, in conjunction with OAD, ECA and AAffiA^draw up
a plan of action on the question-of airline co-operation ana" integration, .note was .
in of the work already carried out "by the Maghreb Air Transport Committee,., The West

African meeting decided to appoint :a technically competent standing committee to_ deal
with the procelure ofeBtabliShing one or more multinational airlines, but decided^that
it was too early'to consider an all-freight airline. Nevertheless it established^
hight.Working Oroup. The AFCAC Plenary, in April 1975,. instructed the Bure^to

with further subregional -meetings, and to. co-ordinate the results

ed in this Report.

s-

Complementing the above work, a .conference .was convened jointly by>CA and the
Nigerian Government in April 1965 to evaluate the possibility of establishing a multi-
...L-..L., West and central African" airline-. The conference recommended that ^

, a study on such a project, but lack of resources hindred significant progress.
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The East and Central African States (ECAS) have, .also "been considering ..increased 00-*

operation in civil aviation. In recent times, resolutions concerning the development of

a multinational air services agreement and £, st-udy to evaluate a multinational airline

company have been made at all the Annual Meeting of Heads of State from 1970 to 1974- :

In November,.1970?.a. meeting of the EGAS was held in Addis Ababa on these subjects, the

culmination of a series of smaller meetings. This;'led- to the. publication;of &=dfraft

multinational air services agreement'in 197U ' The draft agreement has, however, yet .to

be implemented, as do recommendations'oh development towards1' establishing; a multinational

airline company, the latter being hampered again by lack'of; resources;, to .study the prob

lems*. ECAS has created a Sectoral Sub-Committee on"Air Transport-and Civil. Aviation,

At .the TwentyrThird Ordinary Session of the Council of. Ministers of the OAU., held

in Mogadiscio (6-15 June, 1974),'a Resolution (361) was adopted.calling for-the*establish

ment of an Inter—African Airline* ' ' ,.■..":■■'

As mentioned in the Introduction, a preliminary paper arising from this.EGA. .Study,

'.Towards an African'Multinational Freight Airline' was considered at the;.twelfth;Session

of/the'"ECA. Conference of .Ministers'in Nairobi (24-28 February 1975) and a Resolution
(277.(XIl).) calling; for the. establishment of $s.n African, multinational airline was .sub

sequently adopted* "The text of the Resolution is included-in. this r^nnex. . .v_ . . ._

In addition to their above work, ECA and OAU have jointly boe» organizing a

series of subregional meetings on Combined Transport Arrangements^ The object .of .these

meetings has been to consider major multinational issues in the fieid of combined trans

port and to'recommend to Governments' priorities for-multinational development.- .. The first

two meetings were'held for East Africa-(Nairobi/ 4^-5 February) and for. West and Central
Africa (Accra, 25 Maroh-3 April), in 1974. A regional meeting to consider the, subject
of combined transport in African terms was held in Addis Ababa from'7-12 October 1974?
under, the auspices of the OAU. The'third subregional meeting for.North .Africa, .will be

held" in Tunis in October 19.75- Air transport and its relationship to other.modes is, .

of.course, discussed at these meetings? and the first two .subregional meetings, have each

recommended that permanent machinery be established for subregional transport co-ordina

tion.. S.CA and 0AUa.ro" or^xiising 'subregio-nal meetings of. Transport, Ministers .(those for
Central Africa" "and -ifoot Africa arc planned-for Juxra 1975) which amorist ,o,ther work, will

review tho conclusions of the Combined Transport'Arrangements meetings0. . ., :

On a commercials as opposed to strictly gDvernmental lev.el, the Association .of

African Airlines (aAFRA), discussed in'Section 7) was founded in 1968,-and has its head
quarters in Nairobi while the study committees of .AAFRAS -namely Economics and Finance,

Legal? Technical and Traffics have carried out valuable work in the-exchange; .of informa

tion and. the establishment of common African:positions at international conferences, the

work of AAFRA has also been restricted by a. shortage of resources-, .However, at the

'Plenary' Meeting in March, 1974? it was agreed to extend the Secretariat to enable an

expanded work programme to be carried out. .: . . . ; '

. From the above, it will- have been seen- that finance .and:manpower shortages have

hindered co-operative development. Howevers■where specific proposals and: programmes .

have been put forward, aid' has: often been forthcoming-for:, aviation projects in Africa,

both from bilateral and multilateral sources. - ■. ... . -y

For reference purposes, apart from the text of SCA Conference of Ministers Resolu

tion 277(XIl) referred to above, those documents and resolutions of particular relevance

to this annex are inclined below.
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GUI Some resolutions concerning multinational 'co-operation in the region

(l) ECONOMIC COMMISSION FOR .AFRICA . " -, : -■ ■ ..
Twelfth session

Third meeting of the Conference of Ministers

Naii-oM,; 24-28 February 1975 ■.■ . ■■' . . -.'■ =" " • ■-■- ■:,.; ,."

RESOLUTION ADOPTED BY THE COHERENCE OF MINISTERS

"'""" "^" ' 277<XII). Air transport

The_Conference ofiMinisters*

Recognizing the growing role of air transport in the movement of cargo in inter

national trade,

of tHe possibilities of promoting intra-African and ;inter-regional :trade '

through the development of air. freight services and human contacts in Africa, :"

Takingjiote of the current study by the secretariat on air freight potential1 in

developing countries in Africa and of preliminary proposals which could lead to the

establishment of an African multinational freight airline," " -:—■ '"■ ":.' ' '■ v i"i"-!-i'

■'■• Sf^iS^^. ^e Executive Secretary, with the co-operation of the Organization of

African Unity and the African Civil Aviation Commission, to study the feasibility of

establishing an African multinational airline?

2* Calls upMon the Governments of member States to give assistance to the Executive

Secretary for the implementation of these studies^ . - ■ ■■ ... ...: ■ ■■■■■ ....

Executive Secretary to report to the Executive Committee

at one of its forthcoming meetings on progress in the implementation of this resolution*

''"■■ ■'■ " ' -■.: '"■ .. "' : ' 183rd meetin&y ■ ■ . .

.■;V '■ ■■■.■■ 26 February

(2) Resolutions Adopted by Summit-.Meetings of Heads of State and Government at'the
Conferences of East and 'Central.-African States. Sixth Meeting, ■ Khartoum, 26-28 January

1970, Resolution III. Seventh -Meeting,.. Mogadiscio, 18-20 October 1971, Resolutions II7

III, IT. Eighth Meeting^ Dar es Salaam, 7-9 September 1972, Resolutions VII, VIII*

Ninth Meeting;. Dar es Salaam, 19-21 and 22-24 November 1973? Resolutions I, II* Tenth

Meeting, Brazzaville, 21 August - 2 September. 1974? Resolutions I, II.

(3) OAU Twenty Third Ordinary Session of Council of Ministers, Mogadiscio 6-15
June 1974. Resolution CM/RES 36l(xXIII-) on the Establishment"-of .an Inter-African Airline,
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tomex H - List of contri"butors on regional aspects

UMTED IATIONS FAMILT

Economic Commission_for Africa -

Po0o Box 3OOIs Addis Ababa, Ethiopia

Centre for Economic Co-operation

Industry and Housing Division

Joint ECA/FAO Agricultural Division

Statistics Division

Trade,: Fiscal, and- Monetary ■ -■■■- ■■ -

Affairs-Division

Africa .Trade..Centre ■ - ... ■ .- '- '■ ■ ;

Transport and Communications Division

'■. African Highways .Bureau

World Health'Organisation

laaigon Bureau

international Bank for Reconstruction

and Development

H Street? Hew York,

Washington;- BG . -20433 -" USA

.i, Box 30577s i - Kenya-

International Civil Aviation Organization

, ■ 108pp.University Street? Montreal 101,
Canada ■ . ■. ' ■ ''.■_" ■ ; ■. "\ ,..;."■

16, Hassan Sabris Zamalek, Cairo, Egypt

XgCTAD "' ■..'■■ ' -'■-■■■

Eastern African-Shipping Study, " : ■ '

P,0o Box 302l8?

■ Hairo'bi's Kenya . ■ ■.■■■'

OTHER 0RGMIZATI05TS

African Civil Aviation Comioission

BaP«..2356j Dakar, .Senegal.

jjjxr-ican - '^ostalJJnion' ■

5,26th July..Street,

Cairo? E^

Commonwealth Air Transport Council

■■ 16-20,- Great' Smith Street,' . ■

.London SWIP . 3DB? ..England '

Internatiojia,! Peace'i Research Institute'

P»Q.O Box 5052., Majorstua

Oslo 3j.. Norway -.:■■■■

Union africaine et^ malgache des postes

^t^elecoMnunications

BCPO 44? Braaaaville, Congo

Universal

Case postaie 3000j Berne 15,.

Switzerland

Co- MISCELLAM10US;

'Afrq-Ware'Enterpri'ses -Investment-

P»0o Box 49625 s Hairobi, Kenya

Air Africfue

B*PO 21017, Abidjan, Ivory Coast

■Airbus industr'ie ■ ■

BOPD 333 31700 Blagnac, France

Association of African Airlines

P0O0 Box 20ll6, Nairobi,
Kenya
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C, MISCELLANEOUS (cont'd)

Boeing Aerosystems International .Inc- _■" " ■ Japanese Embassy (Ethiopia) ■ ! ' "

P*00 Box 3707? Seattle, Washington 98124
USA ,■ ■:■■..- Jet A^e Services (international) Ltd*

9-llj Queens House, Leceister Place,

* British Embassy (Ethiopia) London ¥C2? England

Brooke Bond Liebis Ltd0 „ , „ ,, ^ _, , fn,. . . \
°~ mv"1"""1' rr'" '"^"^■"*»-■-, j_t-.t ■ Royal Uletherlands Embassy (Ethiopia)

London EC4R 2J)H5 England

Institute for Development Studies _,_„ _ _ *_.. . . N

University of Sussex, Faligr~ KSjS.. (Ethiopxa) . ,-.
Brighton HH1 9RE9 England TT_OT1 __ _ z™.^- ■ \

. USSR Embassy (Ethiopia)

Sincere apologies are proffered to any organization inadvertently omitted from the

listing aboveo . .
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A. UNITED NATIONS FAMILY

Economic Commission for Africa (some in conjunction with the organization of African

Unity and/or the. International Civil Aviation Organisation) .■;..,, ; - ■

(l). Survey of^Economic, and Social Conditions in Africa, 1974* E/CN.14/632.
; "31 .Beceftibefj-1974' ; . '/.'■ ',

(2) Africa's Strategy for Development in the 1970's

(3) Draft■Medium-Term Plan for 1976 to 1979« E/GH.14/TECO/23/Eev.2. .10 December, 1974

(4) Air Transport Study, 1963. E/CN. 14/IM/43

(5) Air Transport "in Africa. :E/CNe14/£RAHS/20. July/1964V "' ' . ' .

(6) Report of t-He African Air Transport Conference, Addis Ababa, November 1974*
///

(7) Conference on the Establishment of a West and Central African Airline, Lagos, "
Nigeria, 26-30 April, 1965

(8) Towards an African Multinational Freight Airline. E/CH.14/TRANS/122. 13 January,

1975

(9) Multinational Air Services Agreement, 1971

(10) The Proposed International Intermodal Transport Convention (IIT). MTCT/WP»3,

TRANS/iIT/WP.3, 30 September,

(11) The Proposed Scheme of General Preferences Among African Countries. E/CN. 14/WP.1/28
7 July 1970

(12) Report on the Activities of the Africa Trade Centre. Various Issues

(13) Commodity Problems and Policies- E/CN.14/WP.l/27? 10 July 1970

(14) Export Credit and Export Credit Insurance. E/CN014/aTC/8. 25 January, 1972

(15). Report of the Symposium on Intra-African Trade* E/CN.14/555* ll March, 1972

(16) Problems of Land-locked Countries. TRMS/EA/CT/7» OAU, 14 December, 1973

(17) Register of New and Planned Industrial Projects in Selected African Countries,

1972-1973. E/0N.14/IMR/21O, 14 March, 1974

(18) Report of the First Meeting of the Follow-up Committee on Industrialisation in

Africa*, E/CN.14/WR/2II, 4 October, 1974

(19) Directory of Intergovernmental Co-operation Organizations in Africa, E/CN«14/CEC/
l/Rev.l, 6 June, 1972
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(20) Scheme for Export Credit Financing in Kenya. Africa Trade..Centre,. March ,1974

(21) Report of the Subregional Meeting - East Africa.-- on Combined Transport Arrange-

■ :ments, Nairobi,4-15 February, 1974- ' E/CN;l4/*RAHS/ll5 "

(22) Report of the Subregiohal Meeting - West and Central Africa - on Combined Trans

port Arrangements, Accra, 25 March - 3 April 1974. . e/C¥. 14/TRMS/ll7

(23) Possibilities of Agreements between African Producing and Consuming. Countries in

respect of Meat and Meat Products. Trade, Fiscal and Monetary Affairs Division

Draft, 2.0 Febr^ry 1974- , ..... , . . ...

Economic andi Social Council

(1) Export Credit as a Means of Promoting Exports from Developing Countries E/529ls

9 lay 1973 , . .... , .■'■;.■... ,■ , .:

International Civil Aviation Organization . j .

(l). Air Freight and. Air Mail -(Africa), 1971- Circular 104 - AT/25 ■ . .,-<-..: : - .,<

(2) Facilitation, Annex 9» and Supplements

(3) Digests of Statistics : Airport Traffic

,. Civil... Aircraft, on Register . ,

' ■"-= ■-■-,- • ■ ■ ■ ■■ Financial

Fleet and Personnel ., . .

Non-Scheduled Air Transport

Traffic Flow . . . . .^ .,...-

UNCTAD-GATT International Trade Centre, Geneva . . _. . .-....-;

(l) The.Freight Forwarder in Developing Countries,.1968 . . . ,;

* (2) Getting Started in Export Trade, 1970

(3) Export Marketing- Research for Developing Countries

(4) The Market for Spices in:North America? W,' Europe and japan, 1970

(5) The Market for Cut Flowers in Western European Countries, 1973

(6) Western European Markets for Frozen Foods

(7) The Market for Selected Exotic Fruit Products in the United Kingdom, W. Germany,

Switzerland and the Netherlands., : 1971 . . . ■ .... . . .

(8) The Fresh Fruit and Vegetable Markets in Seven European Countries, 1968

(9) Major European Markets for Shrimps and Prawns, 1971

(10) The Market for Manufactured Grade Beef in the'United Kingdom and EEC,. 1971
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(U) Major Markets "for Hides, Skins and Leather in W, Europe ■■■-■■■■■'■.

(12) "The Market for Leather .'Goods,in'if. ^America and "Selected European Countries, 1969

(13) The, Market for Selected Manufactured Goods from. .Developing Co.untries .,

(14) Handicraft's'Marketing, 1971 ;." " '' ■ '''' ' ' ■"' ' ' ""' " '

(15)'.Cashew'Majri<;eting? 1968'' .'" "]"'." \"\\ '>"r/\ . / ' . "■' : ■ ',.' ''// ''""..'

(16) An Annotated Bibliography on Free Ports-aid. Free Trade 'Zones,, ITc/p/36/7.' August
1971 .

World Health Organization .....

(l) International Health Regulations, 1969 ..and 1974. l " '

B* AFRICAN CIVIL AVIATION COMMISSION ' ■:.:.:-J..l 1 -^S.:... -...: .i-V/. . „ :/., ■: ■ '--V.-.-.■"...

(1) Reports of the Pirst U^CAC/l,' February-March■ ■ I97i)-':^ec6nd TaFCAC/2,"April '""1973>" "
and Third (in draft, April 1975) Plenary Sessions... .. .... :..,. ...,._.

(2) Working Papers for Bureau Meetings (twice, annually) ...... .. ,.

(3) Circular No* 3o Policy of AFCAC Member States on Bilateral. Air Transport Agreements.

C. AIR AFBIQUE [ "' \ ..v / ■

(1) Documentation for 34th Council of Administration Meeting, 29 April 1974

(2) Freight and Mail Activities* 1973-1974 ■■■--■ :-:'': ■ '-'-■ ■'--■- ■-■ "■-■ :--"1-■■-•■-- —--:---.-^:v.:

(3) Information Paper on Air Freight"supplied for ECA Study of Air Freight'Potential,
6 August 1974 o ...... . .... ......

D. ASECNA (Agence pour la securite, de,la navigation..aerienne .en Afrique et. a Madagascar)

(l) Statistiques de trafic aerien. Various monthly and annual issues,

E. BOEING COMPANY ., .... ^ . ... . .

(l) Airline Cargo Operational Concepts and Possibilities, March, 1974-. ■; .-.

F. BRQOKINGS INSTITUTION .. . ■.......-,. ..

(l) Transport Research Team* The International'Airline Industry. Mahlon R.' Straszheim,
Washington? 1969

G« COMOK^EAIiTH AIR TRANSPORT COUNCIL

(l) Leaflet on Constitution, January 1974
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H* INSTITUT DE TRANSPORT AERIEN

(1) Aspects of Aiv Freight in Mew Courrt-ies, Theophile Komaclo

(2) JPr&ffic.:. Rights and Air height Growth.

I, INTERNATIONAL AIR TRANSPORT ASSOCIATION. .. ,.,, . ;-;:.\ .

(1) The State of Che Air Transport.;indiist.,-y,a.-. .Various Annual Issues...

(2) World Air Transport' ^Btato&titoe;,^ Various .Issues ...■ .-.■. ....;, . -...,

(3) Agreeing Fares and Rates. Second Edition, June 19-74"' *<-.y.hh- r.-.-\.

Jo IIWERHATIONAL CHAMBER OF COMflERGE- . ■ • . ■ . ,■,-..- . ,0 : .. ■ ,-

(l) Go^peration-'V'^erS-for..:tfee>'I)feyQ-lop^ent<:Of--Aip .Fr$i^ht.,,;... .... ,.v

K,'" sMlr Ath;'mON ■ SERVICES. ■■ ■ -^V-^t ■ '.a .■_...;;■. ■;..- :■.-.;.■ -.: ■; ;:. >;,■,;, >■;;■■;■/■ ;....■■

(l) Posted Airfiled Prices. Various Issues,

L, UEEPED STATES CIVIL AVIATION BOARD

(l) Aircraft Operating Cost and Performance Report. Various Issues,

!♦ UNIVERSAL POSTAL UNION

(1) . Statistics of Postal Services, 1972

(2) Managing the Carriage of Air Mail, Lausanne, 1974«

i\U INFORMATION FROM AIRCRAFT MANUFACTURERS AS FOLLOWS

(1) Airbus Industrie A3OOB

(2) Antonov An 24"b» An 26

(3) Beriev Be 30

(4) Boeing 7O7? 720, 727, 737, 747

(5) Douglas ' TiG-'* DG1°

(6) Fokker F2^ Friendship, P28 Fellowship

(7) Hawker Siddeley 748

(3) Ilyushin I1 62

(9) Lockheed L-382B Hercules, 1011

(10) Short Skyvan, SD3-3O

(11) Tupolev Tu 154

(12) Yak rc 40
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0. MISCELLANEOUS

(1) Report on the East and Central African States Meeting en Civil Aviation and Air
Transport, Addis Ababa, 25-28 November 1970 ^

(2) Flight International monthly magazine. Numerous issues

(3) Interline and Air Travel News. Various fortnightly issues.

(4) ABC Air Cargo Guide. Monthly . :

(5) ABC World Airways Guide, parts 1 and 2. Monthly

(6) Airline Cargo Tariff, SAS and Swiss Air Transport. Company. Various issues

(7) Airline Passenger Tariff, SAS and Swiss Air Transport Company. Various issues;
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