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SBOTION:13 INTROBUCTIOI\T

Gnly relatlvcly hlgh value, perlshab e or cmergency goods‘are generally 00n51dered
to be suitable for carriage hy air. But, g1ven the Vast alstances and 1d¢k of “surface
transport infrastructure in the African Region, the genération of intra~African trade
using air carriage as a mode of tramsport has beon rocognized for some years as‘a
di'stinct possgibility.  Hence Beonomic Commission for Africa (ECA), under the legisla-

7 tiwve ‘authority - of . UNCTKD ‘Resolution TD/III/RES/48?and“Comm1531on Resoliition: 244(X1)v

initiatéd in.1973 a. 'Study of - Alr Freight Potent wDeveloplng Afrloa‘ hav1ng
reeruited dn:air frelght expert - speclflcally to : vThis
Study complements an :eanlicr study of the Tnternatlonal le11 AV1atlon Organlzatlon
(ICAQ), *Air. Freight and Air MallmAfrlca, 19717 Ey evaluatlng the' potenilal -0k R R
freight carriage and assoc;ated,1nfrasﬁruc%ure needs for intra-African and: Afrlcan
origimating intercontinental movements. Further details of the objectives of “HHe
Study are included as annex A. Freight in this conmtext is considered as commerclal

freight in the cquation:

Cargo = commercial freight + company stores + passenger baggage + mail. Mail has
been briefly exemined (see section 10.1) only with a view to establishing its impact
on capacity, 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 'pilet' survey by covering a
number of seclected countries on the spot and in some depth. This screening process
was alimed at yielding operational experience, together with policy prescriptions and
feasible projects which could then form the basis for action and/or extension o
other individual or groups of countrics. At the end of this first phase 13 countries
in the Region have been visited; with 10 surveyed in depth, and a considerablc volume
of information has been obtained from further countries and international organizations.
Croundwork was carcfully laid for each of the visits by transmitting to Goveruments
well in advance background questiomnmaires for themsclves and the airlincs (sece annexes
B and C), and a proposed specific list of interviewces, including representatives of
Govermment departments such as the Ministries of Agricultures, Finance (for Customs),
Industry, Planning and Transport, as well as commodity marketing boards and chambers
of commercey air freight agents, airlines and commcrcial users.

Many of the recommendations made to individual countries are already in the
course of implementation, and ECA hopes that this Master Repori will provide sufficient
justification for sirategic developments which will have a significant effect on ailr
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 coshs and stimulated air froight
development. Such co~operation could take the form initially of an aircraft capacity
brokerage system (or air egquivalent to the Baltic Exchange ). but with the possibility
of further development lecading to the establishment of an African multinational all-
freight airline, The basic concepis were discusscd with various authorities, both
national and multinational in Afrlca, and generated much interest. Thus it was felt
that this pOSSIbllluy was worth airing to intercsted parties in order that comments
and reactions could be included in thie Master Roport. Hence a paper entitled,
Towards an African Multinational Freight Airline! was issued in Jamiary 1975 by ECA.
This papor was discussed at the twelfth session of the BCA Conference of Ministers in
February, 1975, and led to a Resolution (%ext included in annex G requesﬁlng feagibi~
1ity studies for establishing an African multinational airline. The paper was alsc
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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 on the subject
matiers Textual ommenis have already'beﬂn recéived from geveral counﬁrles, and
these are., incorporated. in thls Mastor Report, ag are the concopts 1noluded in the oo
earller paper. ' : R

It Wlll have been seen from the approach above that EGA'S prlme 1nterést in: the
av1at10n sector. is 1n.detcrm1n1ng the m&chanics of its relatlonshlp to the development
of:, econom;esh The yrole that air freight, in particular, can play in developing -
econom1es has been found to “the very different from the role "it plays- ih developed
economies, - As a general gulde, thercfore, an important annek, *Air Freight 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 Reporto : Lo




L

e

14

;/

; | | - B/CH. 14/TRANS/124
: Page 3

SECTION 2: SUMMARY

Sectiaﬁf4f*f+n R

The Afrlcan Reglon (C“cludlng South.Afrlca) con51stﬁ : of‘42 independent Staﬁes,
plus &, number of. dependeni terrltorles, covering ‘about 21 per cent of the world's .
‘land area.” It has a populatlon of about. 370 million, or 9 per. cent of the world's j
total,'“‘“ely dlsﬁrlbuted over the Region, and the regional- share of most economic. .
indicators lics Between 1 and 3 per cent,- thau of GNP belng 2k per cont. - QF the 25
-dcveloped countrles in tho world, 16 are in Africa, and 1o less than 10 of -
eﬂlandlocked and separatcd by vast dlstances From bkclr maln rradlng partﬁerso

*MThé €xﬁexmal trado and sconomic performance of countrleg in. the Afrlcan Regzon
are influenced very greatly by the sitvation of the world market for & limitod number
of commodities which are the basis of their cconomic well-being. When the priges of
these export commodities arc good and output is satisfactory the Governments in th' -
Region have buoyant reverues,. external pauymenis are -much-essier to balance and -
economles have good: prospects for rialistic growth.. When the reversc, anplles, many
problcms are createda_ With an average annual rate of ﬂrowth of GDP of 4.6 per cent
between 1970 aﬂd 1973, ECA. member States as a group failed. fo reach the “targed -
growthlof 6 per cent get in. the International Development Strategy,. dlthough there
were W1de dlvewgen01es 1n the growth rates within the Reglonn ' L P

Agrloultural productlon per caplﬁa, partl ily due Ho. r&“ld pona atlon grcwth 1n
the Reglon, Tell by 6 pev cenk betwoon 1970 and 1973 and aggregate food demand . it
expected to. increase at a relatively high rate due Ho increases. in population and .:
per, capita 1ncome¢' Manufacturing industry in LGA membar countrics expanded at-an .-
annual growth ratc of 7.2 per cent during the same period; and did not quite aohleve E
the growth target of & per cent. Again, achicvement levels varied w1de1y'betweon

Menufacturing industry in developing African courntries is siill basically
1cu.lFural produbts“

countries,
oriented to import substitution of consumer goods and procepsed agr

rather than prodactlon for expcprtc

F

There were acceleratlng rates of 1nF1at10n in most AIr*can oounuvlcq 1n the
perlod 1975 $6.1974.  In. add1+1on, exports have been growing at & lower rate. than .
1mports and in 1973, 23 countrles had balance of trade. ocil01ﬁs,¥ De volopbd.market
cconomics remain develqplng,ﬁfrlca’s major trad ing parinersy and 0@1; 5 %0 .6 per cent‘g
of. the, Reglon‘s recorded trade is intra-Afriean. - The balanse. of oaymnn+s statlstJGS
show' that the devcloping countrics.of Africa.make large not ﬁ%ymonus i - 1nv151blcs,

that 1s for serv1ces prov1dcd bV other countries, 1pu1ud1ng uﬁlpp ng a“d av;atlon. m'

As a ﬂroup the 1east developed countrlos in A*Wlua ach;o“cd ”&LG of growth of o
only 4 per cent between 1970 and.- 1973, below: the average achicved for ail ECA member  ;f
countrics as'a group. The problems of transit: for trade to and From uhese cauntrles,

particularly bthosc of a landlocked nature, are greatb.

In the period 1972 to 1974 scveral countries in the Region experienced severc™:
drought conditions, which causcd extensive disruption of sconcmic life -and the deaths
of many thousands of: peoples Some of the countrics congerncd are also L1uSS“flcd as .
least developed. Thc role of aviation in tranpportlng eﬁcrgency'aunplles o, the . ” 
drought strlcken areas was substant1a1, but could pcrhaps havc been even more szgnl—f ;,

ficants - .. .. - -
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Section 5

Progreose in concluding intermational rommodlty agreements in the 19705 legves
mach to be desired. lack of progress and the inhibiting terms of sale arc restriet—:
ing the possibilities of exporting by air some relatively high value commodities,
such as tin,  Sanitary regulations and psychological barriers against African produce
tion arsialso 1nh1b1ﬁ1ng air exports from. the Region.- Within the Région the 1mportance
of etonomic co-operation and 1ntegrat10n is widely recognized. -
ing mumber of: bilateral trade agreoments being-doveloped, lack’ of - further formal’
agroomonts is also hindering air (and overall) trade devclopment, as arce the customs .
barricrs 1mposed by existing economic groupings and traditional motropolltan llnkages,
as well as lack of market information.. The ovident potentidlities of air sradsport -
have alrecady goncrated some ad hoc agrcoments Wﬂlch aro prov1d1nm 2 stlmulus towards

the b?eakdowﬂ of suoh barriorsa-

Sectlonﬁé

The opering up of ‘countrics through the  cipansion of transoort networkb has heen
a. stimulus 0 cconomic and social change. Howevor the African’ Region, . despite its
w1dely disporscd population and vast physical arca, has low surfacc fransport capa01ty
at presont.’ The surface transport infrastructure for the Region was: largely generated
during the colonial cray and most African nations have to overcome the ladk of coms
prehensive land transport nctworks as well as the inheritod monostrictures of $heir”
Substantial offorts are being made to close the 1nzrawrcgﬂona.l transport
gaps, particularly through the. cxpansion of railway gyétoms and the work of the:
African Highways Burcau on trans-African projects. Novertheless; the relative costs
of inland transport, including transportation to the scaperis, arc likely t0 remain -

economios.

high. . Thus, with currcnt and anticipatcd port congestion, the role of aertranqurt;4y

is of. partlcular importance, bhoth for intra-African and for. inter~regional Hrads. -

Scctloh 7

Clv11 av1at10n in the Reg1oa is wnllms EVbd by a number of agenclo ¢ including -
the executing agoency for technical oowoperatlon? the African Givil Av1at10n Commission
(AFCAG), formed By a joint meeting of 704 and Organization of ‘African Unity (QAU). in
1969. Exterral support con iechnical matiers comes from the International Civild oo~
Aviation Organization (ICAQ), often supported by funds frou the United Nations Dovclop~
ment: Programe (UNDP), Further cxternal finsnco for aviation projects comes from :
bilateraliaid and multinational agencics such as the World Bamk (IBRD) and the European
Developmont  Pund (FED) with the Buropcan Invesiment Bank {BBI). -Schefuled airlines ~

in the Regioh are reprosehted by the Lssociation of Afriocdn Airlincs (AAFRA), which is:

associated with the International Air Transport Association {IATA}, Therc is, however,
no regiohal charier carrier association,- althbugh the International Alr Carrier:
Association (IACA) is concerned with expandlng the act1v1t¢cs of chartef operations '
to and from Africa as part of its vcspoaslbleflu%a e S P

Scetion 8

~~From the above cconomic and siructural analysis it Mightzbeﬂimaginod'thatzair
transpobt ‘is well—developed in the Region; but available statistical indicators show
that the reversc is true.  Even within this low-level framcwork of air transport

operations, the position of froight is of 1little volumetric importance at presents @ - -

For example, it is estimated that in 1974 airlincs tased in the Region operated some
277 transport aircrafts wiisiins over © 2000 kes, on commercial operations. Thege

But despite the 1ncrcas~

\

W
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congisted of 100 jets_(with-a further 10 oﬂ'order),_SOIturbo-prqp and. 97 pision
engined types. -0f these airerafts, only 22 normally operated in a freight configuration
(3 jets, 4 turbo-props and”lj,pistonucngingd:tyﬁgﬁjs,ﬁnd onlyf4fbf‘thc_nomihaily”*ﬁ'  
passenger jet aircraft were wide-bodied with sighificant froight capacity in théir +
bellyholds. - . o i N

Tn 1974, :27 all-freight schoduled round trip services were operating weckly to
and from the Rogion, only 6 of these being by regional-based carricrs (and 5 by the -
miltinational Air Afrique). The. level of charter operations, almost cntirely carried
out by foreign carriers was, however, rclatively high, and for the mos% part unrecorded
in available international statistics. Such operations are opening up to Africam.....
Qovernments the possibilities of air freight dovelopment, and several States arg in
the process of setting wp freight- charter qpepatidﬁsn' : ' ' ' S

Section 9 .« i
Y. There, is. comsiderablc unexploited air froight potential from thoe Regl
imtera~regional variety in-potemtial is limited, and such traffic. is likcly to romain
dominated by meat for some timo: to come. BCA hag, however, identificd a number of- '
multinational industrial investment opportunitics which could genorate significant "+
intre~African traffic, particularly in electronic equipment, in due coursc. In.
volumetric terms the rogiomal export potembial is dominatod by horticultural produce,
meat, hides and skins. . Other regional export products of loss volumetric importance
but considerable economic importance, and which travel by air by tradition, arc oxotic
edible fish, cinchona bark and other medicinal plant products, pappaine, pyrethrim -
extract, deiry products, textiles and a limited renge and volume of industrial output.
Tmpréved policigs .on capacity utilization would gonerate substantial additional regular
and/or ad hoc potential in-the form of such commodities as certain mincrals, providing
they are sold under suitablc comtract termg: tea; cashew, kola and macadamia nuts; and
cloves. Only bricf swmarics of the potential of thesc and othor commodities are™
given in the text of wolume I of this rcport, as full details and non~aviation as well
as aviation sector rocommendations arc recorded in the individual counbry reports of
volume II for action by the Governments concernod and for reference by other States.

ﬁon}féﬁthéugh

Section 10
: Th a Tow member States the basic.aviation infrastructurc is inadequate to handle
. cirrent and futurc traffic volumes but most countrics in tho Region have reasohable

- aticoss to an airport of intermational- standard. Apart from the lack of. stimulus to .
“an’airport of intornational standard.  Apart from the lack of stimulue to development
and curréncy/sanitary agrecmenmtsy theroforcy the main congtraints on air froight
development could be overcome with only marginal investmont. ~These obstacles.are .. .
aircraft capacity limitations causcd by traffic imbalances, peaking, scasonality and
inadequatc space Gontrol systems; inadoguacy of torminal cguipment; poor facilitation
generally, lack of bilateral agreements on traffic rights; lack of knowledge of the * -
benefits of air freight;poor:transshipment handling; shortage and high cost of ‘pack~
aging materials; insccurc availability and high cost of Tucl: and poor quality =
statistics. Whore within the torms of reforence of this Study, rocommendations arc-
made for improvemcnt or reforcnces .given to.dovelopment work is already being carried out.

: e : ‘ . S ' R AR N

Seotion 1l. @

Both charter operators and JATA airlinos use the pricing policy of subsidizing
northbound froeight movements from Africa by tho inbound highor yicld traffic in order




a

- to gencrate demand. An analysis of ‘the IATA ratc. structurc oy, from and within the..
RegionKIGveals:that,this*i$ inconsisfenﬁ and not-relovant to the nceds of the develop-
ing coumtries in .frica. The's%rugturéfroq&ifes+rovision'io"align.it;moréiclqsely j,
%o market demand whilc maintaining an adequate margin of rovenus: over -costss A con=
tract systom between shippers and airlines with associatod default penaltics may. help
to utilizo some of the currently wasted capacity on combination aircrafi particularly.
The:qostsrofuai?ffreight'abcbfding'to"ﬁdtal*aistributién cost criteria arc likcly to
beqomg‘moxe‘competitiyé"with”tﬁdsé*of surface transport over the next; faw years. . -

Apart from the nead to solve current problems, thore are furthor developments -
which could improve cfficiency and stimilatc the:significant air freight potential -
of the Rogion, as summarizod below. The over—riding currcnt reoquiremcnt is to over=
come the problem of traffic and yicld imbalances toy from and within Africa, in order
+0 generate an cfficiont freight network. This ECA Study bas found that the negative
air trade imbalances in gnbjbéuntry.arefoftenlpartly'COmpénsatedaby,the-positiVQ
imbalances of a neighbouring country. ‘Thus, at this time of fast-increasing charter.
operations, the ¥imé is ripe for co-operative multinational developmendo. . o-0

_T_;LPassengerébrignted?bpbrations’are_hotfseén‘as meeting the full requiremenﬁs‘pf-;;
air freight development in tho Region' (although' offorts should be made to Fill .
marginal-cost capacitygaé:alpriOrity);'and there is a substantial nced for further
and more rcliable all-freight operations. T

... Multinational co—opération in the air freight sector could bo - suppleméntal to - .
existing.operationg'(ani'nqt_thérefbfo ovep-riding national ‘prioritics)y could reduce
the somebimes substantial empty 1egs*that'are-currently-f10wng(andhhence-rg@upé:costs)
and could imereasc the control of and rovemue from the distribution of African . . .
products by African nations. T SRR T

 Hence the major proposal of this Study is that an African charter capacity broker—
age system by established, with a vicw to developing it into an African multinztional. .
freight airline. Deotails of this proposal and stops towards its implementation arc
suymmarized in Scotion 3 below and detailed in the main text of the roport. :

" Purther stratcgic dovelopmonts for air:froight in the Region could inelude the .
establishnont of formal air-sca cutrepot points in-North Africa. (to. serve Burepe/America
end the Sshélian Zorc), West Africa (o .serve Furope/America. and East Africa) and pose | ’
sibly Enet Africa (to serve Central /Mest Africa and Asia)e. Currcnt traffic and possibi-
litics arc roviewed, Tt dobnomic foasibility studics are required to establish the
justifiocation for such developments.. =~ = . B

o LIt is oftcn argued that levying duty on a cii.f. basis discriminates against tho -
air freight_modéfsincofaif'freighﬁfratés‘are'much'higher-than-SGa_freight.charges.‘-_ 
The @rguments_for‘@nd.agaiﬁst'rq&ucingfthé”duty vates for air freight arc discussed =
in order to incrcage intra-African trade the reduction of eustoms dutics for imports ..
by air.frgm:couﬁtries'in'thé{Regibn’éould7provu-toVbOVWOrthwwhilew. L

" Ltbention is drawn o the possibilitios of-esfablishing-dutyhfreefairporﬁ‘dis~,
$ribution and/or manufacturing zones, which havc clscwhere benefitted the distributor/
manufacturer concerncd, the cconomy of the host country, and air freight traffic.. ...
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Most air freight agents in the Reglon are traditionally tied o metropolitan
countries, a fact which constrains thoe impetus for intra-African air trade dovelop~
ment, and the intra-African linkages of Bgents could bo strengthencd. It has boon

U found that wherb agents deal onlj in frclgh* (or especially air frelght) they are_:

con51dcred fo prov1dc & superior scrvice: to the shlppcr %nd to be concornud w1th alr
frolght dcvglopmcnt rathnr than compctltlvc stratcgy. _ e

Intcrgst in alrshlp devulopment is reguneratlng con31dorat10n of thls form of
transport, and thé curront activities are revicwed in order to provide a monitor for

long term plannlngk

Apart from sp901f1c progccts suggnsted by this Study, further rQSLarch also needs
to be undortaknno_ Som¢ of the. rcqulrcments towards further dcflnlng the role,of alr
froight ‘in developihg Africa will be covercd, by an ICAO/UNDP project 1n1t1atcd by .
ARCAC, ontitled *Studics to Determine the Comtribution that Civil Aviation can make
to the National Economics of African States's This projecty to which FCA,6 is cone
trituting, covers 36 African countrics for two ycars from April, 1975. Additional
aspeets of marketing roscarch will still neod. to be examined, particularly. in ECA

member Statbs not covercd by thls ECA Study and 1n extra~reg10nal markcts 0. quantlfy
the demand for alr frelghtcd cxports from Afr1ca, . e - e

Y 1nally, as the summary abovc will have shown, the maln output of tho rcport ;
refcrs Yo & number of 1nterdlsclp11nary aspeots, and thus suggested machlnery for ..
implementation of the conclusions of the Study arc drasm up in Scotion 12,11, defin-

1ng arcas of ruspon81b111ty; _

ok

Details of the objectives of the ECA StudJ and of the nriparatory fromarerki-for.
Governments arc given in Linexes 4 to C. dmnex D, 'iir Frcight as a Dcvelopmcnt Tool!
has“Beoh prepared to pr0v1&L, in'o goncral form, thL argancnts for 130rc god use of
air: freight transbortatlon in the Roglons' dmngx B describes thc ’Frﬁcdoms of tho Adrt,
vhich ore used world-wide os o 'basis for cétablishing bilatcrdl traffic rights agr'c-"'
monts. ‘I'ha_ PUTposC of amnex F is cvident from its titlc, 'Cuidolines for Adr FTolght
Statisticets “lamex G is'h bricf history of relovant” 01v11 aviation 00moncrutlon in
Africa, an& annexes Hy I, and J list contributéps e, reforcnces used’ 1n, ‘and tables”

contained in this M&ster Report.
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SECTION”g:T'RECOMMENBATIONS 0

* Tho maJor recommendatlons of a multlhatlonal naturc arlslng from ¥he. ECA Study are
summarlzud bclowu A 1argp number of rucommcndatloﬂs for 1nd1v1dua1 countrles have
boon made in the toxts of +the 1nd1v1dual country reports of volumc II - in partlcular
specific recommendations rolating to nom-zviation scctors (eon;, to the devclopment:
of specific forms of available commoditics for air oxport) arc. included there, as
they are dopondﬂnt on th soclal and economlc structure of the country concernod. o

The more ;ormal rocommbndatlons dircetly related to 2ir transport have bcen"”
.numbgred, The flgure(s) in brackets following the recommendation is, (are) a reference
to the’ Sceoti on(s) ‘in the main text deallng with the rccommondatlon in detalla The.
organlzatlonal Teference is to the agonéy besﬁ cqulppbd to carry out the proposal, a8
dlscussed 1n Sectlon 12 ll on Implcmentatlon. : ‘ :

Rocommendatlon 1.

_ (1) The predomlnant development which could arise as & result’ of this Study is
the cstablishment of an African multinational frclght airling, The justification.
would be increased efficiency of operations and increased sontrol of and rcvenue from
the distribution of African products by African metions. ECA proposes the following '
step~by~step progression, Inltlally, cach of these would bencflt only 1ntor—reg10nal
trado, but would pTOVldL a sprlnghoard for 1ntra—Afrlcan trade dovclopment

Steg 3 Data 0011at10n by 1ntbresﬁ¢d member 3tates on frelght charter opgratlons
(nonc is currently published on a regicnal basis and ke ECA Study bhas so far resulted only
in data from certain countries), and possibly also on all-freight scheduled operations.

SteR 28 .

(a) The cstabllshment of & sblf—flnan01ng.Afr1can capacity brokoragc and planr
ning agency with the function of matching supply and domandu_ Spceific dotails of the
operation, 1nclud¢ng recommended stafflng and looatlon are glven 1n Section 12, 3. _ :

(b) Exten31on of the functlons of thc agcncy 1nto markotlng devblopment and .
facilities plannlng for. alrnraft oporatlng under the acgis of the scheme. :

gten 3: The carrying out and comm1s51oning of oonsultanoy studies, hopefully
aided by intermational agency funds, into fthe cconomic feasibility of csitablishing
an African multinational all~frcight airline. Some outline subjects for study are
given in Bection 12,4, including Constitution; Opecrating Plans: Costs and Revenues;
Finance and Insurance; Traffic Rights; Operational Pools; ctec. TWhen the studies are
completed, it should be possible for cach interested country to evaluate the gains _
that it would achicve from the functioning of the airline (including foreign exchange
savings, if any) as againgt the cost savings it may forego by adhering to the present
form of operation. The major objective of the airlinc iiself would be to achicve an
increasced African carricr sharce of air freight carriage to, from and within Africa,
while generating a commercial net return on investment. The airline's operations
would a2id the development of intra- and oxtra-African tradc. The airline could be
the first 100 per cent African-ouwned and operated intermational airline, and be a
training and testing ground for further developuments in mulitinational co-operation

in African civil aviation.

1
i
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Step 4: If the above evaluations show a viable proposition, .and. sufflclent

support were recelved, the alrlmnc Would ba ebtabllshe&o

A tlmetablo would noud to bc settlcd for “the programmc, and oould ohv1ously bo.
telescoped should the situation so reguire. Hopefully, the approach above would
have a good chance of success in that it is specific, for freight only,. agd upple—
mental to existing African operations (at least initially). Participation in the
programue need neither be. comprehenalve nor necessarily by contigupous oduntrlos,
as long as. the noods of interested States are complementary and gensrate ‘Sufficioent
volume. A rogional rether than subregional network of countries pariicipating is -
likely to prove the most viable form of oporation. Development would be co~ord1nated
by ECA and AFCAC, in conjunction with the OAU. The proposcd is discussal in.detail
in Sectlons 12 l to 12. 4. e

Recommendatlon 2-

When plannlng alrcraft purohascs for the carrlage of nassengors, con81dgrat10n
should be given to aircraft with froight doors and strengthened floors. The incrcased
capital cost and reduction in uplift ability may well be justified . by operation in
mixed or all-froight configuration. Specific recommendations for the use of  sdmi-
palletised combination aircraft or certain routes as-a precurser to all-freight:
oporations: havo been made in various 1nd1v1dual country ports (12 2, alrllnos/ “

Governmgnts)

Recommendatlon 3"

thle the opcning of the Suez Canal is not llkcly to affeot thc dcmand for air-
export capacity: from tho. Region significantlyy capacity itself could he restralned by
lower “growth in air-import volumes. = A doteiled study should be carrled out on the
long-term effcct .of the opening of :the Sucz (anal on air fTblght import and oxport
requirements: This could Be part of a gonoral analys;s of the effccts on the - conomlc

infragtructure, to aid development planning (10»1, ECA) T O SRR

Reaommendatlon 4' -

. It wae the 1ntont10n of - ~BCA - to devote a soe01flc portlon of thls Study to
examiviing and developing the role of air freight transport in the Sahellan Zong . couné
trieés,y dn-order o minimize the provlems caused by the landlocked nature of tho area. .
and to be able to mobilize capacity effoctively in time-of urgent noedq: Uhforﬁunately
this work was not carried out dus to a limitation in resources, and sunch a spec1flc
study should ‘bemade 1n: the: near futurc to complemont the work 80 far accomnllshed
(4. " ECA - gt also Recommendatlon 8) L : o e o

Rocommendatlon 5.

It is: bVld@nt that Africa requirds.a morc:carcfully thought out air frclght rate
structure, and a: rev1ew of all 1nternat10nal rates should be comm1951onad (11 AFCAC)

Rocommendatlon 6‘5 o

Associated with rate structure developments, contract systems botwoen shippers
and airlines Wlth associated dofault penalties should be introduccd o incrcase
utilitisation of currently wasted capaclty on combination aircraft (11, Governments Je
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Rocommendation T3 -

A joint ECA/UNIDO rescarch and developmont programme.info packaging fdr air
freight in Africa should be established (10.7)e - Co R

- Recommendation 8:
Feasibility studies should be carricd out'fof.fhe}establiShmcntrerﬁéndéd:dif§£~
scd ocntropot points to-serve'transbontinontal and landlocked‘Qountry;requiremgnts-.‘

(2.5, m04).

© ‘Recommendation 93 < . L enrl

Tho Africa and Intcrnational Trade Comtres should launch a éoﬁ@rehénéive éurvcy
of dcmend for African air frcightable products (s dofined in this_Rppprt)&i@_cqunr
trics in Africa not covered by this Study, and, morc particularly, in countries

outeidé thé Region (12.10; 5.3).

-miRécbmmcndation;lO;;'~

In ordor 6 organizo & progremme of implomentation of the major recommendations:
of this Study, ECA, OAU and AFCAC should mcet to discuss detailced proposals and if
possible set up a work programmc by thc end of 197%.  To monitor and co-ordinatc
strategic developments and establish a programmc of feoasiblc prioritics a standing
working group should be cstablished, comprising representatives of ECA, OAU, AFCAC
and the African Development Bank (ADB), together with two or threc intcrested member
States (onc of ‘whom would be invited to chair the group). Invited to attond the
mectings-of tho group as Obscrvers would be AAFRA, TACA, IERD, ICAO, UNDP and the
embryo freight chirter organizations in the Rogion. The freight charter organizas
tions need to got together to solve immediate problems whilc more permancnt machinery
“is cetablishéd. ECA will combinue to work with the other international agoncics
concerned on the non-aviation aspects (12. 11, ECAY. o S

Less formal but nevertheless important rccommendations arc alse made in - the fext
of this report. For cxamplc, intogration of space control systems by African airlines
could increasc rapacity utilization and providc an improved scrvice vo the customer,
particularly on combination aircraft (10.1, AAFRA)s Similarly, pooling of handling
and/or sales agemts in countrics -outside the Region should give African carricrs a’
stronger negotiating and priority position (12,4, AAFRA). - There is also & nced for
establishing an African federation of air freight forwarders, with a view to develop=
ing ‘an intra-African network (12,8, ECA). At prosont air froight forwarders ofton
work under difficult conditions, which could bec improved by the development. of _
further bonded freight 'villages!, wherc agents may consolidatc and break down loads

(12.8, Govermmonts).

 Many of the constraints on air froight development in the Region have alrcady
beern recognized and relovant organizations have work programmes for improvements.
In this contcxt, ECA fully supports the work being carricd out by AFCAC on faciliia-
tion (with ICAO, 10.3), bilateral agrcoments an traffic rights (10,4) and air freight
and air mail (TS

<o
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Obviously there are further aspocts indirectly related to the aviation sccior s
which this roport has becn unable, and indeed not boeen intended, to cxamine in dotail,
For example. thorc arc the constraints of +he lack of trade agrooments in Africa (5.3),
inhibiting terms of trade.(5.1), and the existence of import tariff and eanitary -
barriers;géec-s and espoeially 12.6). - Nevertheless; some discussion is mads. of
these subjocts; and it is hoped that this Roport will provide a"stimulus io.prggrgssv

in thesc.arcas by the agencics: and Govermmcnts conscrnode
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SECTION 4. ECONCMIC BACKCGROUND

<" K brief introduction to the economic characteristics of the Region is given
rbelow ag it is imporfent to assess the mechanics of development .in general béfore

evaluating the réle which aviation can play in such development: . More detailed
analysis is given in the individumal country reports of wolume IT. To avoid duplica~
tiohy ‘much of +the inforimation in.this Section has been selected from ECA's TSurvey:
of Economic and Social Conditions in Africa, 1974, which is listed .as Reforence in
amnex I, '

The African Region (excluding Scuth Africa) consists of 42 independont States,
plus a mumber of dependent territories, covering about 21 per coni of the world's land
area. It has a population of about 370 milliion, or 9 per cent of the worldis fotal,
widely distributed over the Region, and the regional share of most cconcmic
indicators lies between 1 and 3 per cent, that of GNP being 2% per cent. Of the
25 least~developed counmbries in the world, 16 are in Africa; and no less than 10 off
these are landlocked and all are separated by vast distances from their main trading

pariners.

The extornal trade and econcmic performance of countriecs in the African Region
are influenced vory greatly by the situation of the world market for a limited number
of commodities which are the basis of their contimied economic well~being. The share
of the twenty most important agricultural and mineral commodities in the exports of
ECA member Stales was 80 per cont in 1973 and the proportion was probably higher in
1974. These twenty commodities carned $US15.2 billion in 1973 and -the total CDP of
the counirics concerned was about $USTO billion. When the prices of these oxport
comnoditiea are good and ocutput is satisfactory, then Govermnents in the Region hewe
broyant revenues; their external payments are much ecasier to balance and their
economies have good prospects for reslistic growth. When the reverse applies, then
many econcmic preblems are created. '

ring the perisd 1970~1973, ECA membor States achieved &2 average anmal rate
of growth of their GDP of . .7 per cent. The Region thus failed $o reach the targer
of & per cent set in the International Development Strategy, and the related targetr
of 3.5 per cent per capita which 2llows for & population growth rate of 2.5 per cent
& year. This was in contrast o the experience of all developing countries in the
world which as a group mancged to exceed slightly the target growth rate with a
growth rate of 0.1 per ceni a year. The overall growth is an average of very wide
divergencics in the growth rates for individual countries. For example, between
1970 ard 1973 only 11 countries managed to exceed the target growth rate, and a
further 9 had ancual growth rates between 4.1 and 6 per cent. By contrast 4 countries
had negative growth rates iu *his period, and in 6 others the anmuel increase was
2 per cent or less. An imporiant factor underlying these modest rates of growth is
the general lag in agricultural production, despite the continent having enormous
land arecas aund @ very high land/population ratio.

Despite the low per capita income level, the average rate of gross natiomal
savings 1s relatively high, reaching 18.8 per cent in 1972. The rate of investment
as & proportion of the GDP in Africa increased from 19.8 per cent in 1970 to 22 per
cent in 1972, ard probably increased further in 1973. The share of fixed capital
formation in the GDP ir Africa iz higher than that of +the developing countries as a
group and it is inereasing &t constant prices at about 7 per cent per yesr.
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OV O AETlCuTtHTu

v In AfIlcm th; pOO“ food supply q1tuailon hag in receni years beon aggravated by
8 numbs of factors..  In addition to bad: wcauher, there have been certain ccological
changes such as the advance ef the desert into the Sahellan Zonc,n 1t has ‘also beén
difficult -fo. effect wzdesnread adoption of - technology o improve agr1culture. ‘Rapid

;populatlon growmh hds mlSO oeen uosettlnn ihc food'supplg/ﬁcmand ba3ance in the ‘Region.

Ava¢lable 1nfovmm+1on 1nd10ates thaﬁ to+a1 ugr thura1 Droductjon in developlng
Africen countries incrézsed by 3 per cont in 1971, by a mere 1 per cent in 1972, and
declined by 2 per cent in 1973. Production per capita regorded mero growth in 1971,
& 2 per cent decline in 1972; and another deGlilic of. 4 o 5 per -cént in 1973,

- In Yerms-of the contribution ef: anrlculture (1nclud1ng 11V08t0b£§ forcsrry'and
Fighing) o the GDPy:the average rate of: ‘growth for the Peglon in ths periocd 1970-;
1973 was just *over,1 ner ﬁenf pnr anrum, thCh was much below %hg bavge+ for the B

decades . T

Aggreﬂate food demand in” Afrlca ig expeotod to Jncreasc a% 4, rclatlve¢y hlgh
rate due-to ihcreases in populaiion’ and per' cw pita incr e;secl Thls ig pa%mloularly
true of :the livestock sector, and has: al ready led to- thc development of ‘substantial
shlpments within the.continent of béef (some” 1y a ir, see dections e aﬁd D 2 2a )
to camplement tho oxporJu frcm the Reglonu ; ST e
4.2 xng‘imdnmtfy’*”

ﬁamvfacturlnw ¢n&ustry in ECA member countries expanded at 2n avera 2¢ annual rate
of 7.2 per cent between 1970 and 1973 and did fot quiie. ackieve: the growih targct of
8 per cent. Achlevement levels varied widely between individual ccuntries. . Tn 18
countries actual- [ growbh: a%es exceeded the *argct and 6 =2ddis ‘lonal cﬂunurles achleved
annual growsh rates of 5 to T per ¢ent.. In a furthor 35 Pouﬁtllos LD& ”esults were
dlS&ppOﬂntlng mq the: raioq OL 1n0rcase remalned belcw 5 per Gnﬂba“

There lS gome: ev¢den09 hat countrieﬁ'witb-h4gher increases per hﬁaa were able
more ea81ly to acnieve the terget growth rate for mamifacturing production. The
impact of the poo r agriouliural seasons in individual countries in 1972 and 1973 is
also: readily seen in low growth rates in maﬂnfacﬂaflhw‘lndus+rva The latter point .
is.fairly easily understood wiien it ig ?ﬂailﬁcd that @ slgn icant’ owoportJon of the
1n&ustry An deve ohlng Afrlca 18 Lnfolved e} DrOCGSSﬂng %grrcu¢$uram nrruvctsoﬁ

The WOrld Baab.qua1tr1os nonwlndus% Pl coanurv as oe. in hick’ naﬂufmcturlng
contributes:iless than 20 per cant of the valie- added of the comthLtv ﬁlodLC;ﬂg sectors.
Ageinst this definition 26 outiof 42°ECA mémber ¢ :ntil es. in 1QT(m1)73 were POﬂ-H,.
industrial countries. ~0OF, the ‘réemaining: 16 countries some hove bﬁpvn_so move, 1nto the
moyre complloated manufactur ing pracesn'w1th +he ain of ‘substifuiing imporis of infers
mediate goods and some relatively simple capital goods with iocal products. There
is also an important msector produciang. exportable mann;eﬁtures in such countries. |
Howevery in:general, memfacturing industry ia dﬁve]onlng.ﬁfﬂiw'n countrLGD is st1¢1
baSLGally‘orlentea,to Amport substitution of boﬂsumer goods an&-grocg fe@ mgrﬂcultural
produc%s rather bhan produoﬁlon for exnorto -

i o A 4 e o
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The mining sector has not experienced much growth since 1970 and the production
figures of the more important minerals for ECA member countries show that crude petro~
Jeunm 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 kz. to 26.8 thousand kg, between 1970
and 1972, and that the tin comtent of the ore produced fell from.16,500 to 15,400
. tons from 1970 to 1973, Most other minerals recorded increases, with particularly
‘significent rises in the production of copper from 1.12 million tons to 1,26 million
“fons and phosphate rock from 20,2 %o 26,0 million tons. . However, the weight of crude
petroleum in the total output of minerals would mean that the scctor as a whole
- recorded 1ittle in the way of an overall increase between 1970 and 1973. o

4.3 _Money supply and iﬁfiation'

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

period 1970 to 1974. Some significant part of this inflation has boon importeds The
level of exports of developing countries is a function of the GNP of the developed -
countrics and since import capacity is directly linked to export earnings, develop~
ing countrics are affected by the cyclical fluctuations and general price inflation
in developed countries. While in OECD countries comsumer prices increased by 4.7
per cent in 1972, 7,7 per cent in 1973, and significantly higher in 1974, some. 60 .
per.cent of ECA member countries had higher rates of increase of consumer prices. in
those years. Between March 1973 and March 1974 the rise in congumer prices was more
than 1% per cent in 12 out of the 23 African countrics for which there arc datas = -
Rapid expansion in money supply contributed greatly to the rise in domestic prices
in many African countries, the prime causc being the expansion of bank credit to

both public and private sectors.

dedl thxternal trade and paymonts

.- During the period 1970~1973 total exports from ECL momber counbrics in matichal
currencies rose at an. average anmual rate of 12,5 per cent and imports at 13.8 per:
cent. Thesde rabes arc higher than the average annual  growth rates of 10.8 per cent
for exporis and 11.3 per cent for imports measured in SDRs, but lower than the growth
rates of 17.6 per cent for exports and 18.2 per cent for imports measured in US:

dollarsm

While impressive, the trade performance of developing African coumtries was more
modest $han the achicvements of other developing regions. The excellent export pér-:'
formance of the developing world as a whole, including Africa, from 1970 to. 1973 was -
due mainly t6 the upsurge in economic activity in the doveéloped countries and the
resulting boom in world commodity prices.  The rapid export expansion in Africa has
been offset in many countrics by an equally rapid risec ia import values partly :

" becausc of the increased nced for imports of machinery and transport cquipment and -
partly because of inflation in developed counbries. In 1973, 23 countries had - =
baleace of frade deficits, as against 25 in 1970, : ' o

Developed market cconomies remain. developing Africa's major trading partnersy.
partially due -to maintainence of traditional metropolitan linkages, although their
share in Africa’s exports declined from 81.7 per cent to 77-3 - during 19701973, while«
their share in Africa’s imports increased from 76.6 per cent in 1970 %o 78.6 per cent
in 1972. Developing market cconomies accounted for 10,1 per cent of Africal’s exports
and 13.5 per cent of imports in 1972. Socialist economies increased their share of
the Reglon s exports from 7.3 per cent to 8,6 per cent between 1970 and 1973, bui
their share in total imports fell to 8.9 per cent from 9,9 per cent.
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Only 5 to 6 per ‘ceént of recorded trade of developlng Afrlcanhcountrlcs is butween
them. .- Of %the total recorded veliie of - 1ntra—Afrzcan tradey. 32,7 pér cent was in
manufactured prodwcts in 1972, and 187 r?oent in mineral fuels, 1ﬁclud1ng petroleﬁm.
A significant additional amount 6f trade,hmalnly in 11ve anlmals, fish products and
smiggled goods, goes on between African countrics but is not recorded, .

While the overall external trade 51tuatlon of :ECA member ccun+r1es taken as a
group is currently 1murov1ng, the p051t10n “of “Ehe” non~01lépro&u01ng‘8taucs is srorsen~
ing qulte drastlcally; Ian: many oountrles ‘there will be a. very real problem of
flnanclng thelr dcflcltu e T S

Developing African oauntrles ag & group recorded an OVGrall surnlus of $USl
blllmon in their ba51q balance of payments in both 1970 and 1971, 1argely as'a- result
of capltal 1nflows. anw01l~produ01ng gountries.2s a. group recordod a basic deficii
of $USO.2 bllllon in 1971y 8 amall surplus: of- &USO.3 billion in 1972 and another™
surplus of g0, 2 bllllon in°1973. For these. countrics, there Was a curreni deflclt
throughout the perlod, attrlbutable malnly to service pa;ymen‘cse T -

The balance of payments statmstlcs show that the developlng oountrles of Afrlca
make large net payments on 1nv131bles, «that is. f@r services prov1ded by other countries.
The need to make such payments offsets the. surplus or increasgs the deflolt oh. the 7Y
_wvisible trade account. The most effective means of moving away £T0Mm such éepenaence‘*
on the services of other Reglons of the world is for the countries of Afrlca 10 corim
tinue to build up their own serv:.ces° St e

.Until the early 1960s carrylng gservice between troplcal Airlca and’ other parts of
the World was undertdken’ by alien vesselsy. except-in the cage of ILiberia where such
vessels'were reg1stered ‘andwere therefors on31derbd natlonal and African. Slnce
thén many oountrles Have made and are stlll maklng attemnis to scoure the Shlpplng ;
serviccs which” carry - “their principal exports and. 1mportsni UNCTAD II supportod thls==5
endeavour and insisted that developing countries should attempt to carry at least. 40
per cent of. their freight in their national vessels. In the aviation fleld, ‘Africé&n-car-
riers = have & rﬁasouahle sharc of schefuled capacity, bub a very low share of
charter capaclty, a subject which.is. discussed in Section 8 of this Roport Insurance,
-rewlnsurance and export cred;t flnan01ng have a. 31m11ar hlstory to sh pplnga : o

a.%\ Speclal moasuros 1n favour of tho 1east developed and 1andlookeu countrles _—

™ Durlng the perlod 1970m1973 th° 16 countrles in ﬂfrloa d631gnated as least devew
loped, as & groupy achieved a rate of: growth of GDP ‘of only 4 per cent. This- growﬁh
rate of g per ‘cent 'was below tho average achieved for. all EGA member counirics-as a.
groupy. (4¢6 per cent) and- illustrates the "basic fallure o move many of the" Least
developed countrles from thelr relatlve poverty 1n %he early years of tbls decade,

In 1972, thc amount of net loanb and grants re001ved by the 1east developod
Afrlcan countiies” from ‘member countries: of. the: Dovolopmeni Assmstanoo Commlttee and:
from miltinational soitrces reached :$USET0.6 milliong or $USE.L rjheado Th_Sscompares
unfavourably with $US9.8 per head for Africa as a wholc for thé same year.
however,; evidence that the flow of rosources to the least developed African cbuntrles
from developed countries is increasing.

Probably the real difficulty in the lesst developed countries iz the overwhelmlng
importance of agriculture in their cconomies. Special measures to transform ggriculture
arc now increasingly nccded in these countries, but much more strenuous atiumpds need
also to be made fto diversify their cconomies.




§/CH. 14/TRANS/124
Page- 16 .

The problems of tra;néit, utilization of port facilities and the allocation of

tax rovenmés are the most promincunt ‘among the difficultics facing landlocked couls=
tries. . Aviation should have an jnercasing rolké in overcoming some of tho former
difficultics, as will De secn from ‘the total ‘distribution cost analysis of annex Dy °
and the individual country roports for such countrics as ‘Purundi, Rwanda, Uganda and =~
gagbia in volume IL. = T e B e g e

4.6 .Drought conditions in Africa,. 1972 46 1974 .

In the poriod 1972 te 1974 the saheiianJZOne-cbﬁntfieé}oi{westjgffigg;éﬁ&,éigvéﬁ_J
provinces in Ethiopia expericnoed severc drought conditions. which: caused. extongive
disruption of economic 1lifc, and the ‘deaths of many thousandg of pcople. ‘Mowt 6f T

the -countries. concerned are also olagsificd as least: developeds . - - .

@

' large-scale cumulative orop fgilurgs:and-1ives$dek_léééééﬂhavé'néééésitaﬁg""’"‘

rclief: operations on an immense scales = By late 1972 1t'becama,obvipusHﬁhéf;éﬁfec“iﬁéj
organization of relief work was boyond’ the limited: resources of the most affecte .
countries and in larch 1973 ‘the reprosentatives. of. these- 6 cowntries (Chady Maliy =7

Meuritania, Niger,: Scnogal:and Upper Volta) met in Ouagadougou. A Permancnt_ihﬁapa“‘*

State Committec wes sat up and “the ‘international community was alorted. . In-the same

" yeary Nigeria, with itg" greater domestic resources,. launched its.owp internal rolief
operations, including a Tong term investment programme to assist its badly hit a

mrtbl;em'gpi-:@vincés.j Lo R AR U T

. The welief operations. in Ethiopia were more helated. and therc. wareserlous S
fatalities before the soale of aid operations was sufficiente. - S

' A.la.rge par'h of’bhe cmergencyfoo&mpply forthc Sa.hellancou.ntrleshas been

. provided by donor countries and channelleaf-ma.inly".thrqugh,th‘e.-,Food,_:faﬁ@lﬂﬁgrioultufé S
Orgonization which ha'.s“.sgt_nﬁ,;'ié,"special office for -relief operations in thc Regions = .
Relicf, supplics “of animal feed, vaccines, secds, ;and. Welle,-deepening:,e@ipme_ﬁfc have ~
. also.been forthccming. - P T
. However, serious problems were encountered. in $ransporting the available sup-
"plies from the. coastal poris. In the period: November: 1973 %o October 1974. 1.15
million tons of food grains were made available to the Sahblian,ZOne_cquntriés;1Whicﬁf
was slightly loss than the loss'of production between 1971 and 1973. The 4transport
services Wore not adequate for: the' carriage of thig large tonnage and. the. problem
became especially acute for less accessible regions in the landwlocked pounfries in-
the -centre of the areds “Aixr trapsport has played a singificant part in the ad hog
movement of relief matcerials, and in 'many cascs this has led to an ‘inb:;e'ea.sin'g_ rem
cognition of the role it éan play in more routine tasks. - It was the intention of .
ECA to devote a specific portion of this Study %o cxamining ‘and developing this o
role for the Sahelian Zone countriesy in order vo minimize the problems caused by .
the landlocked maturc of the area and fo be able to mobilize capacity effectively ~
in terms of need. Unfortunately this work was not carried out due to a limitation
in resources, and it is rocommended (4) tha% such a. specific study be made in the. . .
' near future to comploment tho work so far accomplished: (sec also Recommendation 8
a.nd‘sec'bion'1_2§5)‘._ ont WO EIR TU ORI o
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SECTION 5. THE INFRASTRUCTURE FOR EXPOBTING .~ -« . "~ oo o7 oo 000 g ol

Se1 To dqvelqgec market cconomlcs

" . arch. a cvelopmcntm and markeﬁlnga Uhfortunately'progress made ik
T ghis aren . so'far 1n tho 1970s Ieaves. much %o be desivdd. - Pive rformal- international
agrecmonts exigted scpafately on; tgnq SUgAY, CoFfoe,  wheat and ‘olive oiliat tHe' tims™
the Intorvational Development Stra%egy‘wap launched. Of these only the agreemcnt
on tin remains a durable instrument of markst stebilization. Ini-additiony: while the
production process is coming increasingly undor the control of the oxportlng countries
the torms of sale of thc commoditics tond.. to-inhibit .control ofihe transporta%lon

‘ . There are sovcral high walie commodltlos: ; ({5 me i
'ravel by-alr to g;vo a: maximum not

agrcemcnté'lﬁ the recomt poriod underline: twe important. fachorsy namoly tha:ifibema:
depondence of trade, finance and monotarv mattors, and, ﬁhb notentlal W1$l to nogot;ate

reallstlcallJm

pec# to trado in. manufactures,_tho Iﬁtornatlonal Dcvelopment Strategy
uf ‘the devo1opeu market- econonies should facilitato the entry-into ik
13 nufautu:od and seml—manufactured products ofexport interestits dLVelOp
1ng Sotintrics. .The developed -countrics are -furthor requiréd: t6 csbablish: ‘Beneralized;™
nonmdlscrlmlnatory, non~rec1proca1 preferential trcatmont for axports of & v%lonlng
counttries into .their merkets,. -Although mamfacturcs constitute a small: propertLon cf
the ekport trade of, ﬁfrlcan countr*os 4o the deéveloped market cconomies at tho present
tlmc, thé‘meLomontatlon of these prov*slone would: groatly bonefit thﬁlr oxport dlver31~
"fforts and provmdo cbasis for ezpanded tvadoa SR : :

, 3 v. ; place i tho General Systom of Proforences whzch e
rcpresonm'*hc maln 1ngtrunont by whlch developed. countries pither. 1ﬂd1V1dually ‘0!
through Togional ¢conomic groups arc .implemeirting: the ~commercial provisiond of the: -
Strategy. The schemes bave had a favourablc impact on the export trade of scveral
devolapln .countries. . Most,of the schomes, héwevery necd torbe expanded’ to” 1hcludc _
_o&ucis offexport lnubrest to developmng coun#rlen. The; also need to be AR

56 on tho exporu of fresh or frozcn meaty frulu anﬂ vogetables{'“’

these being major air ciperds from the Region, and arc dlmCuSuOd in Section G.1.

Many of tho rogulations are justifiable, “but prove :costly te mect due to thé agri--- ‘
cultural*lnfrastruoﬁurg dcvclopment ‘reguirements; and are. likcly=to lead tolconnontra—ﬁ:j
tlon crnaﬁlvc expo“t markots, et least in the shortatorm. : E
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5.2. To the Bocialist countriecs of Fostorn Eurovc

Frade betwecn African countries and the socialist countrics of -Eastern Burope =
in the 1960s roprescented a small proportion of the total trade of the $wo groups of
countries, . The paticrn has not changed muChwéurihg‘thO'first“yearsfdf‘the 19708,
There has in fact'boen a decelcration in the rate of ‘growth: of tradc between the two
groups: of countries in the carly.yoars of this decade. The bulk of the trade is with
North African:countrics which, bocausc. of geographical proximity and better transporta~
tion links, havg cstablished well-dovéloped - Frameworks for trade and oConoMic com
operation with the Socialist countrics of Fastern Burope. e e

i

5¢3.; HWithin the region
_ importance of cconomic co-operation and integration is widcly recognized in
the African Region. By 1973, cight formal multipurpose cconomic groupings werc operat=
ing in.the Region.. In addition there werc soveral spocidlized institutions that ‘were
conccrnod with specific economic sectors. Co~oporation efforts_have 1arg@ly:beQn B
dircoted at achieving groater tradc liberalization. Somo progress has also been made
"in the expansion of productive capacity and in the promotion of common marketing
policics. . However, recorded intra—African trade still accounts for no morec than

6 pex cent of the external trade of the Region. -

ff;Tﬁo-

: . Bilateral trade agroements arc inorcasingly being resorted to as a means of

- expanding intra-African trade, while co~opcration in payments and monctary matters

‘s being fostored by the Association of African Central Banks. — Nevertheless, the
bilateral agreements arce limited in the number of countries they cover, and are
usually associated with necighbouring countries only, | Several major air trade initiaw
tives have broken down purcly duc to the inmability to agree on financial arrangement s

. Thermaintenanqe;ofcmetrdpoliﬁan_linkages-referred to above alsé restricts intraw-
African trade, duc to the import rcgulations. and tariff barriers imposeds In fact,
gome of the cconomic groupings roferred fo above prove to bo severcly restrictive on
trade with other Africen countrics. - Since government revenues in developing coun-
tries come substantially from import and cxpord taxes; due to the administrative
difficulty of collecting other forms of taxation, thesec barriers can be administra—
tively complex as well as financially severce: Henee existing importers and exporfers_.‘
are not inclined to explorc new and more difficult markets, C C

Furthor constraints on intra-African trade devclopment are tho lack of information
about other African markct opportunities, and lack of impetus in marketing and export
promotion. . Theso are problems on solving which ECA is putting great cmphasis. The
Africa Trade Centrc has established & Trade Promotion Advisory Service, which has
helped to set up the Association of “African Tradc Promotion organizations. The
africa Trade Contre is also concerncd with trade information and documentation, markct
research, and oxport credit fimancing,: A% presomt there is no cxport credit financing
or guarantce schome in the Reglon, but therc is a substential and urgent need for -
African déveleping countries to iniroduce such schemes. - Prelimimary positive studies
have becn carried out in Kenya and Nigeria, and plans are in hand for oxtension of -

those to other parts of the Region. -

 In the, course of this ECA Study it was found that chambers of commerco were
generally weak on development apart from fthrough traditional chamnels of trade, baving
little knowledge of possible intra~dfrican dovelopments and unaware of the possibili- -
tics of air freight.
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Whilc some experts feel that the above barriers need to be broken down before
significant. intre~African air (and surfaco) trade can be csfablished,. the evidence
of this Stud;r is the reversc. A large number of ad hoc agrceements 1nclud1ng gir
fransportatlon ha.vo ‘alrcady mad.c“break‘throug;hs, and arc showing the way: to the
establlshment of morc formal rolatlonshlpse' In addltlon, ‘air transportatlon, by .
its very nature, ig able to cut across the geographic limitations and provide direct
links" ’Detween areas w1th dlfferlng product:.on due ’co thea.r d:l.ffc,mng ollmatlc cond:L-

tiong,
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SECTION,é. SUREACE TRANSPOPT INFRASTRUCTURE AND OBJECTIVES

The obenlng up of countrles through Lae. oxpans1on of transporﬁ notwerks has T
been a stimilus to ¢Conomic and ‘sccial changeg. It may e an exaggeratlon to. say
that modern transport procedes change, ‘but. casier access to prov1ously neglectcd
and undurdeVeloped areag in’ 1nd1v1&ual countrles has ocrtalnly facilitated, the pro—-
cesses of change,A However, at.. presbnt Afvica has Low.surface ﬁransport capacltlos
represented by 70,000 kilometres of rallway lOO OOO kilometres of surfaced roads and
10,000 kilometres of navigable waterways, ;

The frontispiece map indicates a general view of the surface transport infra-
structure in Africa, existing, under construction and projecicd. The major routos,
particularly those of railways; were cons%ruotod during the colonial era with the
strategic purpose of penctrating inland to covey the producc of the country.to a
specific seaport, and hence to the colonizing Statc. As a rosult of this, most of
the young Africen nations have to overcome the lack of comprchensive land transpors
notworks as well as the inherited monpstructurcs of their economics. The intra=
African gaps arc evident from the map, and intensive offorts arc being made to close
thome However, the physical difficulfics of the terrain, insufficient en route route
multiplier effccts due to current low population densities and, in the case of raile-
ways, the difference in gauges and typcs of oqulpment, are proving dlfflcult
obstaclesu

Special mention should be made of the work of the African Highways Burcau in the
Economic Commission for Africa. The major project of this Burcau is the co-ordination
of devclopment of the Trans-African Highway. The itinerary of this highway, as shown
on the frontispiece map is Mombasa-Nalrobl—Kampala—Kas1nd1_K1sanganl-Bangassou—Bangul-
Tibatiwfkok-Enugu~Benin City-lagos. Much of the highway in East Africa and Nigeria
is already of all-woather standard, for the most part bitumen-surfaccd. Howover,
improvements, mainly widening and strengthening of the road, arc necessary and under
way on scveral of these sections. Elsewherce, the highwey is almost cntircely a poor
carth road. Pre-fensibility studies on the whole road have been mede, and feasibility
and engineering studios are being undertaken, the scotion in cach countbry being
carried out under scparate bilateral aid agreomonis. PFurther siudics arc under way
on formalitiece such as legal, customs, visa rcquirements, voliicle dimensions,
currency and insurance; as well as on aux;llary services such as potrol supplies and
maintenance. While the African Covernments concerned are not financially committed
at present, they arce involved through regular co-ordinating mectings,; as arc donor
countries and interested neighbouring countriecs. The main traffic flows goncrated by
construction of the Highway are cxpected to be between neighbouring countrics, rather
than along longer distances.

The Trans-African Highway project is also concerncd with esteblishing feeder
links from nearby countries, which could prove important in cstablishing tradc links
not only along the linc of the Highway, but also between the contiguous countries
concerned. The expericnce derived from the Trgas-African Highway has led to an
expansion of the work programme of the African Highways Bureau to consider a Trans-—
West African Highway (an oxtonsion of the Trans-African Highway from Lagos to Dakar)
and a Trans-Bast African Highway (from CGeberonc via Nairobi to Cairoc). Work on these
projects is, howevor, at an early stage. EIA initiated some 10 gears ago plans for
a Trans-Saharsn Highway in West Africe, 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 reilway developments include the Tan-Zam Railway between Dar es Salaam
_and Zambia's. copperbelts, This feilway, with dovelopment financed by the Peoplels
Repiblic. of Chind with an interest free. loan; is’ substantially complete, and:-in fact
trains sré oporating along the Tull length of the Tanzanian gection. In-the short -
term, the iport of Dar os Salasm will conmtinwe to'be a bottleneck until its capacity
‘and fecilitiesiars cxpanded to meet ihe need of Zembia's foreign trade. Another .
featire of ‘development is the éongtruction of a rail~link and river bridge between
Ilcbo and Kinshasa in Zaire, to bo linked with a uow decp soa ports This link will rew
duce dramniically tho transshipment problems and transit delays for the mineral-= -
rich ‘south castern ardas of Zaire, as much currént traffic has %o travel by river '

for part of its journey. Other major rail projects shown in the frontispiece map -
arc at purcly tentative stages. - I . -

The Africai share of maritime loadingsy "even allowing for the massive exports’
of “theoid- producing countrics, is- relatively high-compared with-other economic. ...
indicatorss  The main reasons for this derive frou the Roegionts, geographieal: location
and its pattern ofiinterhational trade. Statistical data on maritime trade are,:
howeverﬁwﬁeaﬁﬁy%fw%ﬁwaddi%ion,=vesselwflow»isvunevengwandmwhenmaddedwtouih@mgenerabw
shortoomings of portst operation, leads to 'severe congestiony currently affecting:
almost every major port in Africa south of thc Sahara. Such congestion is increasing
the level of freight rates and port storage charges, and affedting the situation
regerding the balance of payments of individual counbries. ...

Tt wiil be scon from the above that the relative costs of imland transport are
high. - As an example, the UNIP-sponsored Eastern African Shipping Study assesses an
average transportation cost of shipping products from landlocked arcas of Eastern .
Africd to Burope as 8 per cont of the value of thé product from origin to coastal |
port, and only 4 per cent from coastal port to Buropean destimafion. In addition
maritime shipping costs, partially as a result of the rocent fuel crisis, are rising
fast:Lfaster than. those for air transport). Thus even in & 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

O S R A N S N L T N T

As a previcw to Section ¢ on Intermational Air Froight Potential, a brief analysis
of the offect of the above infrastructural surface transport dovelopments was carried
out. Tt was found that fow, if any, of the road network devslopments would signifi-
cently affect air freight potential, the difference in transit times ramaining great,
although the two railway developments mentioned. could have gignificant impact when
completed and associated with satisfactory port facilities. Planned improvements in
surface distribution links for the Sahelian Zonc may reducce marginally air import
potential for the countrics concerned, but a spesific siudy nccds o be carried out
(see Recommendation 4 and Secction 4.6) and consideration given to altermative seamair
transportation routes than the present oncs from the South and West (sce Recommendam
tion 8 and Scotion 12.5). Thesc aspects arc discussed in the individual country
reports (i.c., Tanzania, Zairc, Zambia). On the other hand, the incrcascd economic
and trade activity deriving from the developments could even stimulate air freight
traffic. Thie comment applics also to the rcopening of the Suez Canal, which could
offset some air cxports From East to North Africa, and which is discussed in Section

106 10

Despite the éonsiderablo offorts of African countries to develop transport and
commnications in recent ycars, in many countrics the funds sot aside for this work
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have becn msuff:.c:.ontn Durlnb thu pcrlod 1970—1973, oxpendlture on the development
and malntenance of transnort and communications. in ECA member Jtates expanded 2t an
anmial rate ‘of about 10 per .cent in redl “orms. There is,. however, Considerablc
dlspurlty in the dlstrlbutlon of such expendlture between the subregions. Whereas‘
in the Forth African, subrcglon, with relatlvoly large flnanclal and skilled manpowar
recourues, such expenditurc: 1ncreasod at an anmual rate of 14.3 Der centy in the
ﬁContral Afrlcan subregion the increase. was only 3. 6 per cent per annum, and in thé .
East and West African subreglons the annual increascs wérce 7.1 per cent and 7.3 per
cent’ reupectlvelya' Table 1 below indlcaccs tho growth of transport SerVICOS in®
dcveloplng Arrlca between 1960. and, 1972'

Table 1: Growth in transport scervices in developing Africa, 1960“to.1972

Tranéport.* AR Unit‘df-‘. .. -   *' : n 1976 ,. 4ﬁ 197ii:' - :ff%_<r
mode f.~ " messurcmcnt L 1965 ' -(196Q ﬁulQO) ' S 1372‘

Road - .~ 500 ﬂVehicleé in;uée:f : P, S i T

Commereial - . 129 . 179 S 201 P17
Bail 7 _ Freight (for~km) . 146 . 178 170 . 176
’-Passengerwkm'jf L ‘144'r‘ f I169 EIEERE f S 183 ¢

Sea . | Proight loaded (toms) 318 681 . 634 - 642
~-Frn1ght unloaded = - - . o
- S {tons)} . - Lo A2 183 - 170 170 -
Bix . TFrbight (.ton—i_k:n) o2 48T 545 . 570
- . :-?éséengerlim.:.rj"”“ -1 ;186‘”“ 34 1 384 = :;7418i;1{
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SECTION Tiwr CIVIL AVIATION ORGANIZATION IN THE REGION.

if The chart bclow 1ndlcatos thc 1nputm to and organlzatlon of ClVll av1at10n 1n i
 the Reglon.t\ Lo '
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The cxecuting agency for technical co-operation in the Region is AFCAC, the ™
African Civil Aviation Commission, which was founded in Jamuary 1969 as the result of
a joint work programme botween ECL (Unit.d Nations Eoonomic Commigsion for- Afrlca)
and the OAU (Organization of African Unity). AFCAC is enjoined by its constitution,
first, to provide a framcwork within which member Staics can discuss regmonal measures
of co-ordination and co~operation for all ¢ivil aviation-activities andy sbcond, to
promote co~ordination, better utilization and orderly development of African air
transport systems. In the excrecise of these functions, ARCAC is Tequired to work .
in close consultation and co~opeoration with BCA, OAU and: ICAO, ICAO, the:Intor— 3
national Civil Aviation Organization, pTGV‘dGS &ld both to AFCAC and to individual *
member and non-member States; often assistcd by UNDP funds, | HCA is concerned with !
evaluating the role of civil aviation in the cconomic infrastructure and co=ordingm,
tion with other modes of transport. ECA provides an cconomic input to AYCAC and
lizises.closely with this organization to ensure that work programmes arc comple—
mentary. © The Commonwealth Air Transport Council (CATC) is a legacy of the British
colonial eray, with limited powors, its main function being the provision of adv1sory
technical information: to- its mombers. “External:financial aid for civil aviation
development is provided to multlnatlonal agoncics and individual Governments mainly:
by such bodies as the UNDP, the:World Bank (IBRD), the Buropean Development Fund (FED)
with the Europoan Investment Bank (BEX), the Afrlcan Dovelopment Bank (ADB), and ;
through, bilateral Governmcntal agrcementso ‘

Two Ffurther 1mbortant 1ntermUOVernmcnta1 organ1zat10ns with 1ntorests in part '
of the Rogion are the Givil-Aviation Council -of-Arab States (CACAS, based in Beirut)
which has members in North-Africa which are also membors of  APEAC, and ASECNA :
(Agence pour la seourité de la navigation aéricmnc en Afrique ot 2 Madagascar).
ASECNA’ was established by 14 francophone membor countries in Africa, together w;th
Franccy and is responsible-for -the provision of air navigation scrvices and. ensurlng
the regularity and safety of flighis w1th1n the torr1+orlos of member States.

On a commercial, as opposed to strlotly Governmenﬁal level, the Association of
African Airlines (AAFRA), linked with the Intcrnatlonal Air ‘I‘ra.nsper't Agsocidtion
(IA‘I'A), was founded in 1968 The Association is open to any airline which 'is ;
reglstered in an OAU momber Statc, 2nd whosc capital is owned %o the proportion of:
at.leadt 51 per cent by the State, a group of States, or mationals from the State.
Any African airline operating scheduled serviecs, and a member of TATA, is admitted
as a fully qualified member, and othor African airlines ogoratlng gcheduled or non=-
scheduled services may join as an associatc member. Such memborship terms arc
evidently restrictive, and have led o the exelumion of scvéral carricrs operatlng o
intormational scrvices (notably Air Madagnscar, Royel Air Maroc and Sopali Airlines .
as nonwfAlA scheduled carriers). Among the major funciions of AAFRA arce those of :
providing users with reliable, regular and -economit air transport services, ensuring
co~operation between airline operators and cstablishing a research bureau common to
member airlines. As botween AFCAC and CACAS, therc is a. geogTaphlcgl overlap between
the arcas covercd by AAFRA and the Arab Airlines Co-ordination Organization, also
based in Beirut. The Intormational Air Carricrs Association (IACA) was established
to represent thée interests of charter carricrs worldwide, but it is mainly concerned
with passenger opcrations and bas few links with Africa. There is obviously room
for an agency conccrned with air charter development; although this role could be
played by AAFRA if it were to break away from IATA., IATA has recontly opened its
ranks to non-scheduled operators, but the latter have beon reluctant to join, fear—
ing that they might bo swallowed up by an inbtormational cartcl. The Association des
Pransportours Adiens do la Zone Franc (ATAF), based in France, has members in
North and West Africa and hag developed its own rate structure (sce. Section 11).
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Many of the national carriers arc aided directly by non-African carriers under _
managemcnt contracts. Such agrecments have not always becn successfuly “the rairline
from which the managomont staff are drawn not necessarily being suitable for the’
follow1ng reasons: |

(2) The forelgn alrllne b01ng domcstlc, s%aff haV1ng no experience of 1nter—
national operations; Ra

_ " (3) The experienca of". large—scale operatlons being different from that o 5
§ requlred S E developlng countrles= -

(4) The foreign alrllnc staff speaLlng a dlfferent language from the
1nd1genous alrllne staff ' ‘

There arc novertheless crodltablg exceptlons to the management contract'
experlence, aven 1f drawhacks as above ‘have nXlSth«

*  ICAO has rocommended that each member State ostablish a Natlonal Facllltailo ;
Committad, i Agiat Nbvembgr, 1974, these had bocn established in Ethiopia, Kenya
Eabya, Madagascary: Maurltlus, Sudan, Tanzanla and Uganda in the Hastern Afrlcan_zo
Further committees:dre plamed (c.gey in Egypt) and most countrics have formal on
informal national committces which deal w1th facllltatlon matters, though noﬁ
nocessarlly sp901flca11y; - :

In order to follow up tha ICAO study on Alr Frelght and Air Mail, AFCAC has been :
urglng member States to form national air freight and mail working groups, and to. - &%
praoduce improved statlstlcs. Thirteen States had by November 1974 responded fo the v
AFCAC -Burédu s roquest, and: the group establlshed by onc State at least has- publlshed i
flﬁdlngs and recommendations for action by its. Govermmont. Up until nOW, however,.
air.freight has not beon considercd sp501f10a11y in terms of regional or subregional
co-onera,ﬁlono ' = o

TPable 2 shows the memborshlp by ECA Statos of directly relcovant multlnatlonal
01v11 av1atlon organlzatlons,“ :

'Tabie 2. Momborsh;p OL multlngtlonal 01v11 &Vlmthﬂ organizations as at October&A 224

BOA membor Stete 10807  Apcac?  cater PL oML Cerrior Avmoas
Central Afrlcan Republic Yes Yes )

Chad Yes Yo )

Congo Yes Yes

Dahomey Yes Yes

Gabon . Yes: Yes

Ivory Coast Yes Yes Yes Yes
Mauritania Yos Yoe* )

Niger Yes Yes ) (Air Afrique) -

* Yot to deposit instruments of ratification with OAU.
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Table-2: ‘(Comtra)

ECA membei State

10407

"AFCAC?

CATC?

~National Car— = HMembeor

rier TATA? <. ~AAFRA?

Upper Volta

Cameroon-

Bauatorial Guincs
Ethiopia -

Lesothoff;;f_:q','
. Madagascar: .

Mewritiue. -
Moroeco ..

Sierra Leone

Swaziland

o Yes oo
Yes

Yes

« Yes -

Yos

Yeos

Yeg

No
Yos

Yeos.

Xas
Yos

-~ Yes

- No

Yos

No- -

Yes
Yes
- Yos

Yos.
Yes
< Yes .
- Yes. -
“Yes- -

Tes
Yes
Yes
Yos
Ji7e}

- Yes,

"Yeg

- Yes

Yes.

- Yes - -
Yos

Yos

< Yes -

Yos

Yes
“Yes

No

Yes
Yeg
Yos

o

- Yes
o Noo o
o Yos s
o Yeak -
- Yes.

Yes
Yes

- No:

- Xes.
- Yes
No .
i Yesl
v Yes. -

Yes
Yes

Yos -

Yes
Yos

SRS ST
Yes

. Yes
© o Xes.
Yes

Yos |

Yos
Yés
Lo Neeo -
G- Yes o
1054 :

Yes

Yes

Yos
wYes . ..o Yes.
Yos Yes

~Yos  Yes . TYes

“Yes - CRDL

Yes - o Yos

l_(EastnAfricaﬂ'Airways)

Xes - P Yes
WMo L oczo oo oo No

Yo Vo

Yes- - - 7. No
Yes - . Yos

Mo No
[ YQS
Wot International =
Yes - v Yes:
Yea ... o o o Ygs

e oo o Lo Noos
- Not International . -

Yea Yes

SURE - U I No
Yes - ~o . - - Yes:

Yes : 5 Yes

-~ Not International .
oMo v
.. Yes C .. Yes

No National Carrier
No Yo
N -~ . MNo

-Yes. - Lo Yes

Vot Internationsl
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SECTION 8: SOME CURRENT AIR FREIGHT~OPER&TIONSMIN{TEE«REGIONf

From theecohomic-indicators introducing Section-4 and-from the observations
on surface transport infragtyucture made in Scction 6; it might be imagined that air
transport is well~dcvcloped in the Region. And yeot the 29 member States reporting
to ICAO for 1972, providing the bulk.of air: transport movements in the.Reglony: con-
tributed only 6.7 per cent of aircraft movaments, 5.0 per cent of loaded freight,

5.4 per occnt of unldaded froight and:6.per eent . of mail, comparcd with: the total:

date produced by 95 reporting countrics. In tcrms of traffic carricd by IATA &1t
lines in 1972, African traffic (which .includes South Africa). represenied T.4 por centy
T«6 per cent and 4.9 poer cent of passcngers, frelghﬁ and mail respcctively, in torms
of ton-kilometres performed for imter-rogional freffic. and -only: 2.2, por cont, 2,2

per cent and 1.9 per cent respectively for 1ntraurcglonal opera.tlonsn

It is cvideni, thoroforc, that air %ransport in Afrlca, narulcularly 1nternally,
renains: undbvelopcd relative to-other Regions, - It is also undeveloped: relative:-to
other modes of: transport. . For.exsmples the regilonal sharp.ofulpadodisouhornu goods
is 11 per cent and of unloaded scaborne goods is 3 per cent, and over 95 por cent of
all the freight ton-lktilomotres .generdted. by reglonul 1nternat10nal trade arc handled
by maritime transpor®,: less. than 0.1 per! cent bclng handlod by air transpor%‘“‘ e

In 1974, it is estimated that airlines oascd in tho Ruglon opbratod some 27?
trénsport alrcraft w01gh¢ng over ‘9 OOO‘kga, on commercial opcra%;ons,: TheBe  cofer
sigtod of 100" jots (with'd furthor 1O on ordor), 80" tufbo—props and 97" plstonyonginvd
. typog.. -Of thesc only 22 mormally. operated in a freight configurcation {3 jot A
turbo~props. and, 15 pisfon-ongined. typcs), although 2 fouw, furthor aircrafts. opérated, i
mlxed.conﬂngurat1on, and some.giyeralt predominantly, uscd An passenger: conflguwatlon
arc occasionally converted to mixed or all-freight configuration (030001&11y in: the. y
hortioultural cxport scason). Therc arc 25 comnvertible jot aircrafts in the Region,
with a further 4 on order. . Alsoy 4. of the nominally passenger jet alrcrafts are widee
bodicd with significant frcight capacity in:their bellyholds. It will: e from, .
the above, howover, that fr01ght operations by African carricres are fow (with the
exception -of Air Afrique, as will bo shown bdelow). - The real need for. the, parrlage
of African air cxports s Tor alli-frceight - Sum1“SChLdulbd oporations, as Wlil
discussed inh Scotion 12,2? and- for this -rcazon-and for simplicity, the capaczty
availablce from narrow-bodied aircraft in passcnger configurcations- (11m:tad
particularly by the *hot and high® conditions prevailing in much of Africa) is
excluded from. the analysis below. - As will be reitorated in Section 2.2, it .goes
without saying that such capacity, being of marginal costy- should bﬁ flllod bofore
the usec of all-freight or mlxcd achrdft is 1nvoko&.

8.1, Schoduled oporatlonsl -

The following all~fr elght scho&uled 1n1:erna,+,10na.1 opuratlons touchlng the Ruglon
existed in mid-1974. Asterisks: indicate rcgzon%l—baSQd carricrse. .- B .

#4Ir Mrigques - Opereting Dovglas DCSF aircraft.wockly as.-follows (origing/
destinations given as Paris for convenlence) o

(1) ParlSmBordcaux~NiameyhAb1agan~Bam3ko«Ouagadougpu-Parls,

(2\ ParlandJumenanBangL1»Brazzav1llmeoua1&—Nd3amuna~Mulhouscharls.
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(3) Paris-NMiamey-Abidjan-Ouagadougou~Niamey~Lyon-Paris,
(4) Paris-ifdjem ena-DoualomlibrevillexDakar—Paris. -

(5)- Parls—BordeauYuNdaamena~Bangu1~Brazzav1l1elebTGV111emDoumla—Bangum--
o NdjamenawﬂarscllleéParls. R et S SR R

ANA further servxce operates ngaﬁena-?inshasa—Douala, _
A1r France. 0peraﬁ1ng Boelng 767~3280 alrcraft Weehly as follcws..
ﬂ?'i(l) Parls«D31bouj1—Reun10n~TananarLVe—D31bout1~Parls.
{2) - Parlséwarsellle-Da1bou$1—Reunlon~Maur1t1us~D31bout1uPar1sn' 

) (3) Parls-Jeddah—DJ1bout1—Parls,
ei i o . L o :
' The flrst twv services sometlmes dxvert on thu northbound route to plck up
frult and vegetahles from Nalrobl during the hortlﬂultural export season,

Alltalla'f Operatlng Douglas BG&—GEP alrcraft oneedweekly on the route Romc~ o
Addis Ababa~lmsaka~Neirobi-Tripoli-Rome, and Douglas DE9-30F aircraft twice-weekly
on the route Rome—Trlpoll—TunlsuRomee

Brltlsh Caledonlan.‘ Operatlng 3001ng 707—3200 alrcraft once-weckly on. the route
London-Tripoli-Entcbbo-Nairobimlusaka-Nairobi-Benghazi~Frankfurt (on demand) = London.

Tufthansa: “Operating” Boelng 707~330u alroraft oncenweekly on the route’ Frankfurt—
NalrobluJohannesburg—Na1rob1—Ca1ro-Frankfurto ‘Tufthansa’ proposed to 1ntroduce a’
furt?er 707~33OG once—weekly on the. route Frankfurt—ﬁ&iar—Sao Pauan anﬁ retumn»from
Apri .19?5 o

~"VPan Amerlcan, Operaﬁln Boelng 707m3200 aircraft onceiweekly on the route‘
Hew YbrLéMonrov1a~KinshasanohanaeSBurg-and return¢\ : : : : .

Trans Med;terranoan' Operatlnw Boeing 707—3200 alrcraft onee»weekly on the
route Beirut-Ndjemena~Lagos and return (suspended temporarily in. 1975), tiwice= : B
weekly Beirut-Khartoun and return, oncc-weekly BOlPut-Trlpoll and return, ana once-_ﬁ
weekly Belrut-Bengha21 and return; Ik : _ . ; .

A Operatlng Dougias D08—55P alrorafﬁ wcckly as follows. (or1g1ns/dest1natlons
given as Paris for convenience)s = - : e I

(1) Paris—Marseille-LibrevilléwJohanﬁéshufgéLiﬁfeViile—faris;
”.(2)7‘ParlsmLagos~L1brev111enDoua1a—Banga1—Tr1pol1—Parls,.:'”

(3) Par13~L1brev1lle~®ouala-ﬂdgamena~ﬁarse111e~Parls,.'

(4)=fParls~Nagamena~Bangu1~Brazz&vz11eubouala-ngamgna~NiameyhTrippli7?§;;§a

(5) Parls-Niamethlbrev111e~Brazzav111e—Parls, . | o

(6) Par1s~N1ameywOuagadougouméb1aJanyBamakOuParls;

(7) ParlsuDoualawLusaka Douc,].a--lerewlle—Brazza.v:.lle—Douala,g Douala—ngamena~
Tripoli~Paris,
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A further. DC8~55F service was. 1naugurated in Jaﬂuary 1975, in conjunctidﬁ ﬁitﬁ
Alr Zalre, between Paris and Klnshasao

*Zambla Alrways. Operating . Douglas D08~62F alrcraft in oangunctlon with Alitalia
once—weekly on the route LondonmRome—Lusaﬁa—Romeo_ -

In addltlon, *Alr Algerie. (Boelng 737~20@), *Cameroon Airlines (Boeing 737—20@),
¥Ethiopian Airlines (Bocing 707u3200) and Sabena (Boelnv 707-320C) operate aircraft .
on scheduled services in mixed conflguzatlan carrying pallets or containers on the'
upper deck, The Air Algerie (2 round trips weeckly) and. Cameroon Lirlines (8 round.
trips weekly) serv1ces are subregional, and the Ethiopian Airlines operatlon is onces
woekly oi’ the route Addis Ababa~Fravkfurit-Paris dnd return, plus other services
according to demand. Sabena cperates five round trips between Brussels and African::
points Weekly‘(+he one to and from Nigeria inm condunction with *Nigeria Airways).
Sabenz serves the followang polnis (flgures 1n4brackets 1nd10athg the number” of
arrlvals from Brussels PEP weeL) e

e sen (1) SR Kigari{2).
. Bljunbure (2-)-'- R T gy e (T) T Tl
Conalry (1) Csges (1) il
“ . o . _Monro?id (1) _ et
'”'malrobl (2) .
Niamey (1)

Of coursey many carriers arc now cperating wide=body aircraft between the 777
Region and Europe, including ®Air Afrique (5 round trips weekly using Douglas DOLO-3Q.
alrcraftg and *ir Zaire (7 round trips weekly with Douglas DCLO~30 and Boeing 747 OO
airoraft), ‘The Tollowing points are served by wide<bodisd ‘airecraft from. EuropeV.‘ 
(flgurc n brackets indicating the number of arrivale from Burope per weelk)s =~ -

Abldaan (4, 1nclu&1ng 2 by Air Afrique) .. Iagos (3): SRR AT

. Acora (3) RETON Libreville. (2, 1 by Adr Afrique) :ho. %
Bangul (1) S - Lome (2 by Air Afrique)
. ﬂfBrazzav1llei(l) . Nairobi (13)
" Gotoiou () o SRR N Najamona (1)
Dakar (8, including 4 by Air Afrlque) 'ﬁ’iﬂiéﬁgy_(3;‘2?by-gir Afpique)t’ TEhwE
Dar es Salaam (1) 'i N Nbuadﬁiﬁoﬁ:(i) et e b,

Kinshasa (14, 7 by dir Zalre) | “qugadougqu_gl)

8,2 Charter operatlons

As mentloned above, a large number’ of all~freight opefatlons take place ;
Region. Below até iisted the Fforeign carriers kuown to be operating in: the. Reg1on
‘,and some. of the relevant indigenous activitics. While some oarrlers operate very: .’

‘?Agaih, %he 1nformat10n is limited in that it is obtained malnly from countries
covexed by the BCA : T REREREAT




802 1

Carrler

Aeroflot

British Caledonian
CJAR D

KiM

Jufthansa
saudia

Tarom

‘Trans Mediterranean |

UTA

8.2.2.

" Ilyushin T1-18 - -

-\Aircraft used

Antonov An-12

Boeing 707-320C

‘Boging 707“320@:“-.
Douglas DCSQS&ﬁ‘“~ﬂ¢
L7 Boeing 707"330GW¢;
:ldf?n‘a. (Boelngﬁ .
" Boeing TO7=~320C
Bocing 107-320C -
Q;Douglas DC8_55F‘.

Carrier base

- USSR

w

Tugoslavia' -
Nethorlands

" West Germany S
‘ ;xwu6i Arablai?

" Rumania

'Leﬁéndn L

'France

Forelgp cabrriers (non—IATA nonrscheduled opgratlons)'

" Wigerda, Sudan

Carrier

Alrlift Inbernational
Alagks International

Aircraflt used

Douglasg DC8-54F, 63F
Lockheed 1~-100

Carrler base

USA, Belgium

Hercules UsA
CAAC Boelng 707-3200 ' China
Cargolux GL~44 Iuxembourg
Donalason . 7,_Boéing.707—3213;;7‘ UK L
‘Douglaé Internatlonal * " Boeing 707~ R
‘Inﬁernatlonal Av1at10n uBrltannlq o .
Services (IAS) 300, . UK.
Invicta International Vickéﬁs.vanguardff oUE
Jupiter /. . . Douglas DCEB Cyprus
Kar Air " Douglas DCB50 Finland
Martinair Douglas DC8-55T,
DC10-30CF Netherlands
Nordic Air. Lockheed E}gctra o
S (acw sold) Norway
 Pacific Western ? Canada
Saturn - " Lockheéed 1L~100
Hercules UBA
Scaboard Douglas DC8 series F USA
Seambiair . Cl~44 Netherlands -
Silver: Clty Sterllng ¢ ~ US4, Demmark o
Madewinds - o *x"GL~44‘ R
Tpansmeridiaﬁ' ' CLedd UK

 Foreign carriers (IATA Airline non~scheduled operations)

States known to be
served in the Resion

‘f‘Uganda

Kenya,Uganda,Zambla

i“:Uganda, Zambla
' Uganda

Zambis

‘ﬁﬁhiopﬂa _f]i ’ f: -

Sudan
Nigeria, Zambia

Sféfes'khownhfb ﬁe
gerved in the Reggon

Kenya93Rwanda:

. ,Botswana, Zambla
‘ Sudan

Nigeria, Rwénda :
Sudan, Uganda, Zambia

Uganda .
 Ugnde
wathlopla, Kenya

Nigeria; Rwanda,
Sudan,Uganda Zambla

Sudan

m&mQU@mmW .
Sudor, Zambis
Algeria; Ruwanda, .
Uganda, Zaire

Sudan

_daire o
i Kenyay Sudan
. Zambia
' " Ethiopia,Kenya,Nigeria,
el Rands., Sudan, Uggnﬂa
CF i Zambids
o Ethiopia, Ghaﬂay-:="

Nigeria, Sudan,
Uganda, Zambia.
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8 2. ) Reglonal—based aot1V1t1es

The giant ef air frelght in Afrlca is undoubtedly Alr nfrlque, whlch owns &
Douglas DCB~55F freighter and & DOB-63CF, which are allocatéd to a number of routes
betwesn various West African and French peints (see 8.1 above) Air Afrique also.
‘has considerable bellyhold capacity for freight carriage on its Douglas DC10~30
(and has two more of these 'aircralt on. order) as well-as on its smaller passenger -
aircraft. Air Afrique carried 30,793 tons of freight in 1973 and this .is expected
- to graw to 90,000 tons by 1980, a growth rate of 16 per cent per anmum.:  Air Afrique
~isy of coursey the international -carrier of 11 African countries:  Central African
. ‘Republicy Chad, - Congo, D&homey, Gaben, Ivorj Coast, Maurltanla, Niger, Senegal, Togo,

Upper Voltao - : _ :

Of Course: the ﬁlr Afrlque operatlons are predomlnantly sche&uled, but elsewhere
charter-activities have greater relevance as will be shown below from activities-.
observed during the ‘course of the ECA Study:so fars . Details of volume and commodities

“carried are. ineluded, where available, in.-Sections 9. and }2.1; the analysis below:
being of operations. - Data on both volumes and movementS"is,uhowever,‘limited@'-

Bobswana . - Alaska Internatlonal cerrled 10,300 tons of chilled beelf and mining
equipment. to Zambia in 1973..- Consideration is belng given %o the construction of an
international airport in Botswana, with the primary function of enabling chilled beef
to-be: exported by air- directly to. Burdpe, possibly on a Botswanaeregistered carricr.
Botswana, Lesotho and Swaziland are:considering: joint activities in civil aviation,
-poseibly ‘to the extent of establishing a joint airline. . Recent . events in Angola and
szamblque prcsent 1nterest1ng Drospects for. the enlargement of thls concepto

Chad. A frelght alrllne hag been establlshed w1th the Dart;cular functlon of
carrying chzlled meat exports from a new ranching progecte The Compagnie de Fret -
Aérien Tchadienne (Cofalr-Tehad), originally formed in Sepiember 1972, received
authority in March 1974 to operate regular jet freight services between Ndjemens, «
Calro and Belrut, although operatlons have not yot started

Easﬁ Afrlca LKemwa, TanzenleirUﬁenda) Bagt nleG&ﬁ Alrways, the carrler of the
threo BEast Afrlcan Community countrles, leased a Boeing TAT airoraft from Aer Lingus 4o
cperate scheduled services - once-weekly on the London—-Frankfurt~Nairebi route from: .
December 13, 1974 to the end of March 1975. As'well as supplying passenger capacity
during the peak holiday season, bellyhold capacity was available for horticuliural
produce on the northbound flights to the major markets.  Simbair isthe.Bagt African
Airways non-IATA passenger and freight charter-subsidiary. At present, Simbair has
no aireraft of ite own, and leases space from other companics (1nclud1ng BAA'S oim
"Buper VCIO'S) ~On the frclght side Simbair wet leases a CI~44 from Tradewinds during
the horticultural export seagon for use between East Africa and FEurcpe.  The ¥CIOs -
were occasionally operated in 1973 in freight configuration to Zambia, and between:

Zambia and Burope. Trade reports have indicated that a Trans European Alrways &30031
ig to be used for a hew frelght service in Hast Afrlcan ‘ : coovl -

EtthDla.‘ Ethloplan Alrllnes uses a. Dou clas DCGB on fre1ght charter operatlons,
for example to Uganda. Horticultural exports are carried mainly by Saudia jand Trade-
winds, who usually oblain lucrative cigarette contracts. for carrlage from the UK. .
to the Arablan Gulf for the outbound leg° IR SR Lo
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gabon. Affretair (Compagnic Gabonaise AMAffrEiements Aériens)iwas formed in
1969 as a sub51u1ary of the Rhodesian airline Air Trans—Afrlcaq Ad hoc and contract
froeight: charter servicés are operated within. Afrlca and bo/from Europé'u31ng a
Douglas DCS~63CF and 2 Douglas D08~5OEL p_ﬁ_jqﬁ~aw ‘ 2 ; SN

.Ghana. Ploneer Alrllnes formed in. March 1973 is | Ghanalan-registered 00mpany
(with: substential Chansian capital) which owns a Boeing 7208 aircraft with a Boeing
T0T=320C on order and carpics freight bBetween Ghana and whe Sahelian Zone. Gemini ..
Air Transport {Ghana) Ltd., was formed in 1974 as. a. subsidiary of Gemini Air Transport
(Nassaw)  Litde , which holds: 30 per cent ofthe stock, with Ghanaian business interests
~holding the remainder. (CGemini Air proposes to ecarry .out schicduled all: fr01ght ‘gervices
arising a Britanm 300F; initially botween Ghana on the one hand and the United .-
Kingdom and West Germany on the ofther, as well as passenger charters. A sub-committee
on Air Freight FPlanning has recommended that the:Govermment .should examine the.
establishment of a subsidiary non=scheduled airline. to complement .Ghana Airways®.
_gcheduled operations, as well as the possibility .of Ghana Airways?: Lacquiring con—

vertible passenger/freﬂght aireraft. - Wide-bodied aircraft are under consideration
for purchase in the long-terms . g S . ST

~Kenva. In a2ddition to the Simbair operations (see Bagt: Africa. above), there is

=1 Kenyannreglstered carrier named:African GCargo Airways, Tormed: latc dn 1973 by a.

" group of personhel formerly of African: Safari Airways; another Kenyan-carricts:
African Cargo took - over the African SafariBritanriz 313, and, working closcly with
Simbair, operates freight charter services: to and from:Kenya, leya, Sudai, : Zambia
and Europe., - IAS alsc work clovely w1th Slmbalr and have an office in Nalrobla‘-z'“

Maghreb. The Maghreb countrles (Alger1a, Morocco? Tunlsla) are worklng towards
the establlshment of a: JOlnt alrllne, whlch may lnclude allnfrelght operatlonsb

Malawl.- Ono of AlT Ma]aw1's ﬁwo BnC 1~ll 475’8 has occaszonally been used for

all=freight charters Wlthln Afrlcaa S . ‘ ; :
Maurltlus, Air Maurltlus at present bx15ts ag a domestlc and ground handllng

"comnany, “but leases space ok foreign. carriér intervational. serv:.ceq and may: acqulre

.. its own -aircraft. in-due course (possibly. 1nclud1nw'a1rcraft for all-freight opera~

tiong). A recent report for the: Govérnment has recommendod .cosoperation Wlth Zambia
b obtaln northbouna charter capaolty. : R

ngerla. Wlth fast~1ncreasmng economic. development and a33001ated nort conges—
tlon, charter operations fo and. from Burope ardc reaching substantial levels., Trans-
meridian has an office in Nigeria and: operatos 4/5 services per. Week5 an cperational
level also. reached by Tradcwinds. . Cargolux meintains some 2/3 services per week, and
IAS, which also has<an office:in Nigeria, ‘has some services. . Pan African Airlines-
(Nigcrla) is a Nigerian-registered nassenger and. frelght charter carricr; a subszdlary
of fifrican (Dispatch Services Incorporated) of Miamij ‘in'tho USLs A4 Douglas DCG. .
aircraft is used on the longer hauls, .and miny operations are performed on:behalf of
the United States Govermment. A recent development which may provide an insight
Ainto the future of air freight-is the signing of a long-term.agresmont betweon, UTA
and- Peugot 4o ferry Peugeot. parts betwecn France and .& new car assembly centrao . at
Kaduna' in northern Nigeria; amounting to 38 tons on sach special DC8 flight. By thc
end of 1975 a dally all-Pengeot service is anticipated, and by 19774 two: dally
flights, enabling the company to assomble 20,000 cars & years

A R e R R L B R e



' B/CN. 14/TRANS/124.

Rwanda. A feasibility study has been carried out on the establishment of a
national airling, the economic cornerstone of which would be freight operations to
and from-Burope and East African ports. - The problem of imbalance.and insufficient
ovérall traffic dengity is-likely to render this vemture uneconomic unless it is .
associated with neighbouring countries! planes A Douglas DC10~30CF of Martimair . -
recently landed in Bwanda with a load of expanded polystyreme from the Netherlands,

and picked up 62F tons’of-cassiterite for-the return load. -

-+ ¢ Sudan, Sudan i a subsidiary base for British charter. carriers such as JAS -
(with an office); Invicta, (also with an office), and Tradewinds, as well as for - '

TK Aviation, a British firm dealing in airdraft transactions.. The main traffic flows
have been in cigarettes (imports o Sudan and the Arabian Gulf from the UK)y bulk ~.:
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.

Usanda. In addition to the Simbair operations (see Hast Africa above) Uganda
has established a company named Uganda Air in an attempt to guaraniee regular fireight
space for horticultural produce for export to BEuropean 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-orgenized aircraeft
have not been available, from such operators as IAS and Tradewinds (2 total of 87
charter flights from Furope alone were operated in 1973). Consideration iz being
given to the purchase of Boeing 707 freighter aircrait 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 Zaive occasionally operate their two Douglas DC8-63CF aircraft in
freight configuration on intermational charter work when demand arises, and have
freight space in the bellyholds of their Boeing T47-100 and two Douglas DCLC-30
airvoeraft on international scheduled services to and from Burope. Alr Zaire also
cccasiomally operate freight charters with Douglas DC4 aircraft to other African
couniries to collect meat. The Socidté Générale d'Alimentation is the major foods
stuff marketing agency in Zaire. It owns three CI~44%, one Douglas DC-4; and a Namco
¥S 114, and obtains high utilization with thesey carrying foodstuffs within and to
Zaire zfrom Chad, Rhodesia and Sudan). Army aircraft are also used occasionally to
bring in loads of meat from ofther 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 TATA carriers (including Zambia
Airways) and 9 non~IATA carriers on nonwscheduled freight operations with Burope,
and was served from Botswana by Alaska International. IAS maintains an office in
Iusaka., Two Zambian non=IATA carriers have been formed with a view to entering the
lucrative freight charter market, National 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. Mational Air Charters Zambia has an operating licence and is considering the
purchase of a jet aircrafi, although it recognizes the need to obtain backhaul to
Burope from neighbouring countries in order to make the operation economic. Air
Freight Zembia is a private company which wishes to obfain an operators licence and
purchase jet aircraft to operate freight charters between Zambia and Burope. 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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82,4 Brokers

While many ¢I the above charter airlines obtain their mrket leads for ad hoo'
and conftract op‘era.tidns_direcfcly; by maintaining offices and representatives' ,inl'thej"f“__

Region, the vast majority of freight charter operations (to;and from Africa, Western

Asia and the Far Bast) are controlled: by only three brokerage firms, - Two.of ‘these
are based in London, and the +hird is in Biussels.. ‘They .operate on very .low. over=_

heads (telex facilities being the major feature) and sanpower (2 executive gtaff

maximum)e Market intelli gence and. c'ohtaé“b is obtained by maintaining: strong personal
links with operators and charterers, and income is oblaihed: ,frbm-:cpnuni_s_sj.oﬁé:";(5‘&7&_9%

cent: of: the -charte fee)s Business forthese organizations ig profitable and fast,
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SECTION 9 INT“ENATIONAL ATR WREIGHT POTEh”IAL

w B

A : R

Summarmzed be]ww are: ‘current and/or poJential flows by '1ty determlned durlng
the course of the ECA Suudyc Obviously, bthese arg . not’ comp*ehem::weE “hut - bbpefully
will give an idea of the type of commodity and vo¢umes which ca tfavel by air. In
the: case of ‘commod ities of @ajor volumetria® 1mporbances crosﬁmreferences arie: ¢1ven to
flows of further comrodities on the same routes, in order t0 give an idea of the avia~
tion sector Tequwfemnntb to meet the deman&a The summaries have purposely been kept
brief, ag full details of potenutal and - problems arg=1np1aded in- The 1nd1v1dua1
countiy reportd of wolums: ID. Quantities are quoted where DO sibite ¢ but the uncertaln-
ty associated with much of the potentisl, which is in: “pre ey - commodltles and’ subject’
to climatic and aoﬂeﬁtlc dﬂmand varlanlon9 makeﬁ thls dlfflﬂultn

IS o LR :
( Ay cEe w LT . T

% Wlll b L BESH uhaig whlle there g uOHSlderable une1p101tﬂd air frelght ‘potens
tial from the Pegmn& that intra-regiocnal variety in potential is at present” llmrbed,
and guch traffic is likely %o remain dominated by meat, ECA has, however, identified
a:number of muldinationsl-industrial investment oppordusities - which: cauldvgener&¢e
significant intra~Afritair tieffic, particilarly 4in électronmis’ slquipmenty” in-due s TEEES
course, In volumetric terms, the reglonal export potential is dominated by horticul-
turgl ‘grodue;: meat; “hides apd gkKing. Othér regional éxport: products’ of 1ess volume—
trie fmportance butrsonsidérablé eesnomic’ importande, ‘and-whieh trive by alr by !
tradisiony dve excbic ediblé fish, cinchona bark.snd: ¢bhed fedicinal’ planti;: pappalnei
pyrethrum extract, dairy products, textiles and a limited range and volume of 1ndustr1al
outputs. As mentioned elsewhére in this report; 1t makes ocovom{c enser'at
should inot léave -the Region with 8¥zilable capsciiy 4f: possibles SucH
generats substort ial iz additional regular: and/or ad “hog - potentl&] i
commodities as ceruuln mln@ralsg DIOVidJng they are sold unaer
(mee mnnex D forle dample total dlqt?lbutLon cost analy s ¥

rom

macademia-nut ey fand” cioveqa L rE,

Commodities of lesser importance arxe also dlscussed be?owa An attempt has been
made ito -divide the aElyeis  inbor extrar-regional  and:’ 1nrrawrea1(na' potantlalf-”
thereéiiare cbv1odsly af-um*ions where the DotertAai is a?te namlve father than ccm~

WMot Gouhtriss i the Reglcn are suitabis. for The export of Fresl Friiit and. _
vegetabley {ideluding syices), as woll-ag cub flewers, %6 Europe ‘and lestera: Aaigy i
not only 1ﬂ tﬂu Pu*uhern hbmlSPhE“e W¢nterg but by oareff ”pian ing” of_exotlc types,

v
and thab thé Meg arnfﬁs;aﬂ mmrkct bhough relatlvely bm&l% e vct to be +apped°~*
Interesting recent deve? opmenus are the export of seni-
the interchange of seeads and seedlings betwesn farm; oy 2
tion and?;x%ractlon Which provides @ complemeng : 1%br1ngboaxdf'
expoTts. ¢ It iy emphas ned’ that bhe diversificdticn. of: prbd or and otitlets; S
expertige (both ih profuction ard’ business: managément’) axid y - Ebove: all, co~ordination .
of production, air freight capacity and a1s¢x;butﬂon? Bré gageatial pre-remigited’ Lo
of large scale operabtions in this field.
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Botswana (see also meat, hides and skins). Carnations exported tb'Europe.'
. .Domestic. feasibility studies carried out. Potential for wide .range of organically
© grown fruit,. vegetables and flowers. - T A I :

. __Bgrﬁndi'(Sée.also hi&é$ and_ékins, ﬁin§félé),_'Certéin;proéuce abié to‘be:growng
No .studies carried out. : - . e e : : S

o Ethiqgig (sée aisd:meaiv.hidés_and,skiﬁé;;f;sh).'5;163itbﬁé df;ﬂégetables. |
...exported by air to Burope in.1973. Very .high potential for diversified range of = .. .
fruit and vegetables, flowers and spices. . - T A U AT

Ghans, (see also fish). Some pfoducts @igﬁ green peppérsgfpineappiés,'yams)
already sent to Europe. Potential for some expansion and diversification (e.g.
aﬁqga@ogs; MAngoes, tpmatqes),. , T S L e

" ivory Cbastf(See,aisQ;fish)c_ Air'Afriﬁﬁe.carfied TOT_tbns,oprlahfs and-flowefs;
year round, -from Wegt‘gfripa,to‘Europe in 1973, mainly from Ivory Coast. e

.. . Kenye (see algo meat, pyrethrum extract, dairy products). Kenya exported 10,157 -
tons in.a wide range .of fruit, vegetables and. flowers (meinly asparaguS;plumqsas) in.
1973 (mainly.to Frankfurt and London), and output:is expected to grow at 25 per ceunt  :

J;};lmaﬁritius,(see'also.fishs industrial products). Some fruit, vegetables and . .
flowers {exotic lilies) already travel by air to Burope and therc is further potential.

l ,_N_;L,gez_r_;:_L_%- (see hides and slcins). Some fruit, J-ergeta,bllés (particularly yams 'wheﬁ:..,:.‘;
domestic demand permits) and spices are carried to England throughout the year as ...
well as fruit to Saudi Arabia.

Myﬁwéﬁda;(ﬁeéggléoihides_énd;skin$£ qinchona:harks pyréﬁhpum extract,'miheralé),;¢,
Exports of -vegetables and flowsrs to Balgium and France were expecied to reach 610 .. -
tons in the 1974/75 season and 2,000tons (including fruit) by 1976. R

Senegzal {see also fish). Substantial volumes of fruit and vegetables-grg qarrieﬁ‘
to Europe using a sophisticated planning system to make full use of available
capacity on combination aircrafi. : ‘

Sudan (see also hides and skins, fish). Successful frial.shipments.have-been
made to Europe .and Western Asia, and there are possibilities for manifold expangion. - .

'ErTaﬁZaﬁiag(seé iisozméatg hides and skins;'fiShﬁ pyrethruﬁ-éxtract)._'The targéti—.
for erports of. fruit. and vegetables to Europe via. Kilimanjaro airport for the,1974/j5_.

season was 20 to .30. tons per week; and spmé further produce is. exported from
Dar-es-baleams Lo . e ' . Ny .

Uganda (see also meat, hides and skins, fish pappaine, minerals). Following . .
a period of decline, exports. of fruit and vegetables to Europe were expecied to reach.
1,I00tons in the 1974/75 season, and there is considerable potential for expansion .
and for redeveloping exports of cut flowers. - , L ; L
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: Zalre (see also pyrethrum exiract, mlnerals) There is soms potentlal for
hortléultural exporsterfrom the eastern part of. fhe: country. -~ ‘

Zaniia (see also-hides and. skins,. mlnerals) -Limited volumes (some 400 touns
ST 19?3/74) of Fruit {honey melons and .strawberri es) and vegetables (french bearis
and green peppers) hsve been exported to England, ‘ e e

Alr Afrlqne carrlsd B total mf4g346tons of frult and vegetables from West Afrloa
to Europe in 1973 (862 tons pineapples, 87 tons avocadoes, 457 tons. mangoesr 655 tons
other fruits, 2,285tons" Yegetables). From.Cenmtral Africa ‘the total was 395 tons. '
Apart from Ivory Coast and Senegal, mentioned above, the other main origins weze “_j7
Chad, Niger and Upper Voltae o

Q 1 2 Méai

Slnce agrlcultural and cllmatlc condltlons veny Wldely over the Reglon, many _
countries have surplus livestock production, whilst others have extremely scarce o
livéstock résources:. Ethiopials cabtle population alone -consiitutes some 20 per cent
of the “total: oattle population “in Africa; whilst the +otal of . the ten. most. 1mportant
producers comprises over 70 per cent of Afrlca’s totalu” Botswana is the only countny
in the Region with sufficient disease: control. to be able to send chllled or frozen o
meat %o ‘the phime European markets; but -Kenya is close behind and Chad, Ethlopla, B
Lesotho, ‘Rwanday, Sudan and Tanzania are all: 1ntrodu01ng dlseaseffree rancliing.zones
in'order to attempt to bredkiin to the Eurepean. marketq Productlon of sultable'“'”
ouiput gy however, z long and expensive precess. and.. Europe has recently had a beef
glut and has ‘éonsiderable potential for producing: beef from. dalny animals. - Hence, ,f
sevdéral aunthorities féel that African production .should be aimed at African consump-
tion, particularly as such countries as CAR, Congo, Baypt, Chana, Ivory Coa.stﬂ leeria,
Libya, Melawi, Nigeria, Zaire and Zambia are known major sources of demand. There"
are: also: opportunities nearby in Western Asia, - although this market is begimning teo
e expldited by such’ countries as Australis, Pakistan and Turkeye Crltlcal &eclslons
on establishing export patterns and type of output have yet 4o be made in many of
the exporting countrles,'and these will affect air mode demand. Canned meat is
more" acce;ﬁable from’ a “sanitary point of view, reduces. seasonalz*y andwsupply
problems ‘and provides secondary domestic processing,. but 1nvolvep 1mpo,‘,leakags andA
high technlcal expertlsec and hag:a limited; - low=price. markeuo . Frozen’ meat carrie K
higher harket’ ‘priced;” but is restricved by .sanitary. regulatlonsg and $he" %rans—'*»-”
portation costs (by surface) are relatively high due to the necessary. 1nvestment
in freezing storage on ships and at ports. Chilled meat has a shelf life of 5 weeksﬁ
but this is not usually long enough for long-haul surface iransportation from or
within Africa. However, chilled meat {especially when fresh) bears a Higher market
price which: can of‘ber cover thé increased costs of air transport, .Air. transport
offers also flex1b111ty, reduced ‘handling and insurance; and 1mproved cash flqw. _
While further viability studies are required, i%: therefore seems that uransportatlon
of chllled meat by air within and from Africa oould become substanilalv helplng 0.
solve nutrltlonal ‘4nadequacies; .and developing- the avmailon ssctore The eountrieS'”
llsted below are those whose major long-term- 1nterests lie in exporting outslde o
the’ Reglon, their: Antraregional . potentlal belng dlSPuSSEd here 2 ellﬂ ther
countries belng covered i 9.2 2% : s i
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Botswana (see also horticulture, hides and gkins), Botswana is seriously
congidering sending chilled beef Ly air to Rurope (some already travels to Switzerland).
The volume would be considerable. and southbound backload would be required to develop
an economic opsration. The demand in Central and Wegt Africa:has.been‘recoghized;;24

Chad_(seefalso'hortiCultufea”hidéswamd”skins)a;:Chad is developing & disease~
free “ranchirig one, which céuld lead o exports to: Burope, as well as to.Western Asia.
Chad currently exports arvound 180 tons of meat per month to Zaire using chartered
aircreft, and Air Afrique carried 590 tons to Zaire in 1973 (a level lower than -
“usial ~ Ty268 tons “in 1971 =~ due to 'fuel restrictions in Kinshasa}, the overall demand

on this ro&tefbéingingOtOns‘perwmdntho In the same year Air Afrique also carried. -

146 tons to CARy 1,968 tons to ‘Congog 31l tons to Gabon and 137 -tons to, Libya . - . ... :
(expected to increase dramatically)s. - . e e e e i
Fthiopia (see alsce horticulture, hides and skins, fish)e There is considerable
potential for chilled meat exports to Central, North and West Africa, as well .ag
to Western Asia and, when the disease~free ranching zones are fully operational,

. E R S P

K 7 . Chilled -beef .
ig ‘exported by air; within Africa’to Burundi {up to 5 tons per week), Libya (up to -
l!?QGﬁbnSper;annﬁﬁ)g*Saychelles;(1'toi3'tons per week)y Tunisia (up to 600 tons, .
per ‘anifin), Zaire (1,700 tone in 1972, sone since) and Zambia (& smell proportion of
the t6tal exports, most tyavelling by vefrigerated-trucks: The potential. in other .
parts of Africag particularly in Ghzna and Liberia, has been recognired, .&s has that
in Western Asia. Up to 10 tons ‘of Epecial cut, high quality meat is . sent by air to .
Switzerland, and & disease~free production zone and export abattoir is being establi=
hed in ‘ermber other parts of the European market,. Pork products. and /or
poultry are sent” by &ir on-a cmall soale o Aden, Burundi, Bthiopia, Malawi, Zaire.
e,nd_Zé,m'bia,, T . . A . . L -. AL .

i Kenva (see alss horticultire, pyrethrum;extﬁécfp &ainy=§fo&ﬁcﬁé);

shed in ‘an attempt “to

i

: ';‘LéSOthQ:_‘LéBb:hé'wishes ﬁofcbnzﬁruct'an'eﬁporu abattdir éﬁdfééﬁd ch;liéi,ﬁéétf
%b”Europe_(c.f,_BotsWana)g but his is a long term prospeci, and at present uncertain.

Niger.(Seejalso_hides*anQYSKiﬂs)n CAir Afrigque carried 15 tons_offhép$é¢éé#;”n 7
to France in 1973« These imports  were made underiawshort‘term-licencef;buthif”isrfﬂ

hoped to be able ‘to expand exports 16730 tons per week,  Air Afrique also carried,. ..
within Africa; to Tvory Coas%'(BQGﬂtdnsJ_anduLibya=(89:tonsg the demand for 1974
being 20 tons per week)s " Airishipments-to Ghana and Togo-have ‘been made in the
pasto T o - -
N L“c;;_',l.:‘q-";Hria'e’s,- sking and their prodiicts .
:Wﬁiieﬂﬁapyiﬁfrican;Qountries.suffer'from o deficiency in,meat intake, the hide
and, skin' production from existing livestock production is usually. sufficient to L
géﬁéfateJafSufp;ﬁs‘tdidqmestinrequirementsgﬂso~$he~overall;@kpor?gh;e volumé is .. =
substantials’ Whether 4he output’ should travel by air depends on the cost, and transit

period of alternative means of transport {ait generslly being the economic mode in.

the casé of landlocked coﬁntrieé)*an@'therlevelef_processing‘(e,gq:unﬁrea¢gd, dry ..
salted, tanned, manufacﬁured:1ea¢h6r,ar%icles)a- Tanning'andlsubsgquenﬁ_procesaing“”
increages the volume of the hide or sking and generally_reduceshiﬁs‘weighig thus -
gubstantially increasing its veluemgliis sobin 2l hencsl neking % “guitnble for -

air transport, as will be seen from the following datas
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- Hedeht gkgl-_-v- S Unig

Process stase I
Hides Sheepskins Goatskins Valne

Untreated. . .. ... _ . A00 v L L0 s 06 e
Alr'drled A\Q.:;MT, ey X« P T o= L 1.000
| VT o JO U o Y- ot L
Plckled o i T e - - 1.
Tanned wet chrome or blue 5.2 0.5 0.5 -1
Chrome tanned in orust,. . .. =~ -~ e - cone e L
Flnlshed 1eather e e e e )
Ladies shoeé_“, BT e ey 12af
Leather jackets e - - 2

Theré“ié”an‘indféééihg demand for tanned leather ag opposed to hldes and sklnsﬁ*Tfﬁ
in all the magor consumer countries of Europe and North Amerlca.
Under thls headlng should be 1ncluded the small volumes of gamesklns (and

hunting trophies) from such countries as Burundi, Eihiopia, Kenya, Bwanda, - »-
Tanzania, Uganda and Zaire to the main tourlst/hunter generailng areas of Europe,_
Nbrth Amerlca and Japens . . % : ‘. Co

Botswana (sae also hor%lculﬁuree meat) The value Welght ?atlo of the outp -
of tanned sklns from a proposed tannery suggests that thls iss marg Snal: alp frejight ™
‘pOuentlal, o : _ _ : B R

Burﬁh&l (ééé'éiéd”horfiéﬁltﬁré;imiﬁéfals;Q uxported outmuﬁ from a. planned
tannery should reach a volume of 1,000%ons by air (malnly to France) by 1977,

Central Afrlcan Renubllc, Some of the producnlon is eyported by 1ﬂ to Europe.

_QL__ (see alSD hort:.oultureg mea:t) A:Lr Afrlque alone ca.rrled_ 1300 tons of
hides and skins to France in 1973, . TR

7 Dahomew, . Some.of* the productlon is exported by adr to Europe. g
Eth;on1a (seeréiéo hortlcultureg mea$ flsh) About 100 tons per annum of hldes
and. gkins are at.present exported by air (v1a Dglboutl) to France;:and there ig
considerable potentlal for further exports by air to Italy, the Unlted Kingdom.:&nd:
West Germany in particular, as well as to Lebanonn furcher COHHITI@S in Lurope,

and the United .States of America,

Niger (see also meat) Adr Afrique alone carrwed 800 tons of hldes amd sklns
for air;exporst fwom the: Northe - . . . R L

Rwanda (see also horticulture, cinchbha.F pjrethrum extract, miﬁefals); The
vadue.lof . currenty unprocessed- outputy is not sufficient “to:justify air. shipmenty
but rebirth of a tannery project could léad: to air exports to Hurope and Lebanon. '

‘Somaldae There iz g considersble vclumetrlc output as. a: by—prcaucu.of the
ranching. Eroaects {see 9.2. 2). S P T : o

% -
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Sudan (see also horticulture, flsh) Major expan51on of the tanning . 1ndustry
is leaalng to-the development of -outstanding thentlal for export by air to "
northern Europe e e -

Tanaan1a (ree also hortlculture, fish, gyrethrum extract) Major expanalon “L
plans in tenning are under way, and once local demand from the shoe industry’ has='”
been satisfied, outpub from & high quallty leather goods prOJect will be avallable
for export bj alre _

Ueanda':sea alse horticulture, fish, pappaine, mlnerahs) “A tannery ig to. iif?
be egtablished with an export production of 275 tons of hides and 660 tons of sklns
per annum, wnxch may be sent by air to Europe and varlous Arabian countrlqu ;“L;

UDDLr Vol-i;ao A significant proportion of the cutput is exported by air to. . .

I

Zambia (see also mlnerals) Hides.and skins are exported by air to Europe.

9 1040'-- FlSh

The general comments above on meai also apply to flsh, although the’ value of -
staple fish is somewhat lower, maklng it less prone 1o transport by the air mode.
Uganda is the only ‘country studied which sees air potential within Africa for =
suchisproduction’(for Nile Perch) - However; the poténtial for exports by air to"_
Europe {and to a much lesser extent to the limited high income populations within
Africa) cof edible exotic fresh water and marine output 1s 31gn1f10ant. Many
countr¢ns W1th poientlal hame ynt to develop 1t, o T

Dahomev Alr Afrlque carrled 743 tons of shrimps to Europe An: 1973-

E+h10n1a {see also hortlculhure, meat, hides and: sk1ns) _Trout, tuna, shrlmps
(150 “tons par annum) gnd lobster {140 tons per annum) are some varletles awaltlng

Tull exploitation.

Ghana (see also horticulture). 'Shrimpe and other exotic fish are eiported by
alr 1n polys%yrene contalners to Italy hetween May and August each yearu

qu;gqggagg (She also hortlculture) AIP Afrlque carrled 240 tons of shrzmps‘il
tor Europe in '1_973e Hi ‘ : _ : 5

Maurlt:us (bee also hort1oulture, 1ndustr1al products) . Fresh water prawns:
are exporned to Europe by alr.

Senegal (see also hortlculture) Ajr Afrique carried 513 tons-of shryimps "
to Europe in 19739 as well a8 ‘some lobsterso__ _

Suaan (see also: hortlcultureﬁ ‘hides and sklns) As Wlth Ethloplag tuna, shrlmps
and Iobster from the Red Sea awsit exploitatione i ¢

Tanzania (see.&lso hOrtiQﬁl%Ure;‘hideé'aﬂd skins; pyrethrﬁm:éitfact)i*{~  AR
Crustaceans in particular prawns, have been shipped by air as a trial ‘o the -~ 7~
United Kiugdom. Malawi and Z@mbia have also taken shipments.
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Pogo ». Air Afrigue carried 104 tons of. shrimps to FEurope in 1973, a8 VWellnas
gome lobsters. T s

Uganda (see also horticulbure, hldes and skins; pappaine, mlnerals) - In the
long~term Uganda hopes to export slgnlflcant Tevels of fish within Africa and to
Furgpe. ' Consideration ig being given to exportlng fish offals by air to Italy
for use in chemleal/pharmaceutlcal productlon. T

9. 1, Tan

Several countrles in the Reglon are, 1ncrea31ng ﬁea productlon5 oth for ; 1, .
domestlc -consumption: and for _successful: competztlon in Buropean markets (esPeclally
the Undited: Llngdom) with: Asiasn varieties., Tea is not normally considered as . - ;
suitable for carriage by air, but this Study has shown that it is cgrtaxnly stltahlev'
as charter backlecad, particularly from landlooked countrles. Apart from av01‘1ng o
surface transport delays, mishandling, pllferage and middlemen's fees, alr‘%ransport“
has further -advantages in that packaging can’ be.extremely cheap and light (thus
reducing also the net difference between air and surface ra¢es), and the"” fresh .
production bears & slightly higher price in the market=place, The ghipment of téa
is discussed as an example in. annex. D._ Tea samplev and 1nstant tea already

travel regularly by alr.'_ L

. Burupdd . Production is expandlng fa“* and was expected o raach 500 tons in
1974, Consideration is being given to the use of air shipment to Zurope. :

-Kenva o Production is ‘again expanding rapldlyf being 53,300 tons in 1972 and
expected o reach 98,000 tons in 1978, : While air shipment as charter hackload
would occasionally be justified, there is litile suitable capa01ty due to the”
requlrements for horticultural exports. - SR

- Bwanda , Output is fast increasing, exports in 1973 were 2,700 tons and expected
" t0 grow to9,000cn?10 000 tons within a few years. The bulk of the crop is sold

at the Léndon anctions and chartered aircraft are used- whenever, p0531b1e to. carry

this demand,which should reach 2,800 tons by 1976,

Uganda,l 19,14) tons were exported cutside Fagt Africa in 1972, the bulk destined
for the iUnited Kingdom. : Most of the tea is. currently sold at MOmbasa auctlonSQ
but ccn51&era$1on is. belng glven ﬁo dlrect air: shlpment e o

Zalre.. Tea s grown in the vzrtually land—locked eastern part of tho, qountry;
At present exports to Burope ave made via Kinshasa Ly surface. means ‘but the . ‘ .
growers would 11ke to make use of air when p0351b1ee

.-9 1 6 Coffe@'”:

It has been suggested tha$ coffee mlght travel (to Europe, the magor Unlted :
States of America market being rulsd out by - lack of suitable backload capaclty) by L
air under similar conditions to tea shipments as. above. _However, world ‘prices = ¥
have fallen substantially since mid=1974, and even with %he bre akdown of the L
International Coffeerdgreement, the terms of gale inhibit transport mode oontrol -

by the exportlng cotmbry. Emergency and sample shipments do travel on.a small
scale from the producing countries in Africa by ‘air to Europe and North Amerloa,f'"
and there are some intra—African air movements, as will be shown 1n 9 - 6»
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- Ethiovia ;| Some'coffee is occasionally exported by air on a smzll -scale to
Lebanon. 2t

9 Ty 7 Cashew. 1a and macad 1& ngts

Of %he world cashewnut crop of 400 OOO tons in the 1972/73 seasonr szamblque
produced 43 per cent, Tanzania 26 per cent and Kenya 7 per cent.’ Domestic. pr009381ng
of the nuts is being expanded. Selling prices of processed nats are fixed according
to the New York C and F price, which is currently at an average of $US2.0 per kg.,
with differing grade prices varying from $1.10 to #2.90 per kg, Demand comes
mainly from the United States of Americay Europe {especially -the United Kingdom:and
both™ Germanys), Canada and: Australias - In-Burope "salesvare -made-against documents.
or 45 days after shlpmenw, whichever is the carliéri.so the.dincentive to,.uge- al
partlcularly to“ catch market peaksy-is with the shlpperb Thue cashewnuis are .
marg1na1 alr potentlal as charter bacﬂlﬁadoKmW‘ AN o o

Kola nuts are exported in 31gn1flcanﬁ quantwtles‘oy air frem-ngerla to g
Sandl Arablao i S niens R T

Kenya' expects 0 develop a’ crop of3 OOOtons ~of'. maeadamla nuts by 1978r When
a processing plant will have been complefed. The export segment will pndoubtedly .
travel by air to long~hau1 destlnatlone as elsewhere in the worlda

9ol.8 Tobacco

- World prices of tebacco:have risen over. recent years,: -making exporting pro—
fltableo Althougﬂ tabEcoe: is very ‘light, it could be.used, as with tea -aboves. to . .
£i11 back haul air chartér capacitys: Air Afrique carried 558 tons from.Central .
African Republic to Paris in betwesen Jamuary and. Maye-. 1973 &t a vexy: ilow rate. .

9 l 9 _Other agrlcult Za" nroducts -

Slgnlfleant volumes of prlmery and processed productlon already . travel by
air on scheduled aircraft, and there .ig . potential for expan31onc~; . e

The offshore 1slands of Tanzania. areé the worldis-home- of glove productiolt.
In recent years thére had been a tremendous rise in the average price of cloves,
which Teached $US2.90 (f.0.bs at official exchange rates), and higher since.. .
BExports have varied from5 000 to 17,000 tons in recent years; mainly to Indonesia,
where they are used in - ¢igarette manufacture. . To destinations: from which there is
inbound charter capacity, they avre eulteble for &1T transportetlon..

Many countries are suitable productlon areas for medlclnal and nerfume nlants,
and small volumes already travel by air to a wide: range of deetlnatlons, Dry .
ginchona bark, which is used in the production of quinine, is the mé&jor product
at present “and” belng worth about $USEO per kg.. alwayq travels Yy air. Burundi
exported 18 tons ifi’ ‘1973, Kenya is: establlshlng productiona. . Rwandan export. .
volumes have reached 300 tons per annium, - Uganda. has some p?'oductlono Zaire, 1s L
exporting about 10 tons a week by air from the: eastern part of the counirya All ,;:ﬂ
these countries are: expandlng production. .Senna. pods and leaf are used as
purgatlvesg elther in"an infusion; or progessed and: sold as a tablet or in 11qu1d
forme ' There is a small= sﬁeady &emend in Europe for this product, and some dis
exported from Sudan, . . DR C e .
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Pappaine, or pawpaw extrachs of high value, and used in'fémning processes,
brewing:and meat tenderigzing,:is exported by air from several African countries,
including. Kenye- (te.Hollahd andithe United Stateés of America)y Rwanda  (to: West
Germnsy ), Uzanda. [134;tons:in.1973; to Holland, the United States of Amerioca and-
Japan) 'and_Za;;?._wt(z,;”jbgns_jj;ﬁ)grj..,f}\z’ég}éﬁojj".gelg‘iuma'"2'tgnéfj"pér-'_-wééigffg-o Japan, from the
eastern part of the country). Demand for pappaine is ‘not , "however, expected to-
rise- gignificantly. '

. .There, is currently a world shoriage of pyrethrum, partly due to concern ex—
pressed throughout tHe world ‘about the harmful effects of synthebic insecticides,:
Kenya has produced he tulk of the world's supply, being 13,800tons of pyrethram
flowers in 1972,.resulting in 190 toms .of exported extract. Purethrum extract is
a very high.value product, exported entirely by airy imarily to the United Kingcom
and United States.of America. Kenya's oubtpub- is expected to reach 290 tons by 1978.
Rwanda has recently introduced an extraction plant, exported. 57 tons from this in.
© - 1973grand hopss $o reach 140 tons of exports by 1976 (to Belgium and North America)e
Panzania- sxported. 160. fors of, extract. in 1972 to Western Europe. Uganda and Zaire
are both establishing méjor productiosn programmes, exports of ‘extract from the latter
being anticipated to reach 145 tons by 1980. ' R

T Uganda, exported ‘about, 300 tolis By air‘of ginger and isegery if 1970,k a
decline in sugexr production and the tying of sugar exports had réduced this %6 -4

Cmero by 19Tde L e v

Botswana ir cohsidering exploiting demand for the roof plant delicady,
truffles. These zrow wild in the country and could be expored lty air to Europe st

. Gum arebic is oscasionally carried as fill-up load to Europe, Air Afrique has
carried it mainly from Chad, but alssé from Mali, Niger and ‘Upper Yoltas GCum -
arabic is a major expori of Budan, which also exports kark adeh (4 %ind of tea),
of similar walue f woight ratio, to Buropes R

Apiculture is a minor secior in many African economies, and: a proporiion-of
. the oubpub. of beeswax. is often exported by air. Burundi (6 tons to the United
Kingdom. in 1$73); Korya, Rwanda (4 tons i1 1972) and Uganda héve exported small
volumes, to Furope in this.mannere. : - - SR o RS

Givel ave fomied in Tthiopis. Exbracts from the glands of these animals ave
used in perfume manufaciuring and are exported in emall quantities by air. to ..o
i Francey the. United Kingdom, fhe United States of America, Aden and Japan.

. Dairy nroducis.such as milk, cheese; bubter and gheg are:-sent by air from .
Kenya: o “supplement ce: shipments, or replace’ thetn - in cages” of difficulty, to
Western Asia. Hegs. ars;slso. sent by air to the same’dedtindiions.: Ethiopia.. -
exports’ fresh eggs by,

ir: b0 Aden, Israel, the Netherlands;-Suden:and the Yemens.
and liguid eggs.te the, Hetherlands’ (a-total of 210 tons 'of egg products by -air: iy
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9.1 10 I‘&:mera]s

the -economic: mode of shlpment for the producer oountry can be air frelght ; o
fairly  low value: weighf ratioc.. some ‘minerals are within this bound, and could ff'
generaie substantlal air shlpmen.'l:sa partlcularly as charter backload.

urundi (see also hortlculture, hides and skins) Cagsiterite” or tin ove "
(156 ﬁons productlonlnl972)1scurrently sent by :surface for processing in-Belgium,
but-is. definite charter potential.. Wolframlte and,. gold are also alr potentlal,
but productlon volumes are. currently very: low. ‘

: Eﬁhlon;a.tfuold (762 k@. produccd in- 1970/71) i alreedy eyporte& in. base or
n.processed from by air, and oubput from: 8. recently opened copper mine may produce :
the by-product cobalt, Whlch has sufflclenthvalue 1o be air potentlal. i :

Kenxa° lhe only mlnerals of sufflclent value for air ﬁh_gnent are. smlvenq nloblum.

A and europium, but even if fully exploltedg theseMW1ll not produﬂe s1gn1floant

volumes. ,_3,ﬁ-, ':ff‘!:ﬂ

 Buanda- (see also horticulture, hides. anu sklns1 clnchona, pyrethrum extract)
As W1th Buxund1, cagsiterite. (to Belnxum) is definite potentialy. which should reach
2,600 tons by 1976 -nd air mevemcnts have already beon stimulated By the ICA Stu.ﬁ.
Wolframite or tungsten ore {1,100 tons by 1976) is of similar value, but travelsﬁ”
to diverse.destinations:(the United States:of America, Holland and Japan) and may

be difficult to consolidate inmbo aircralt. 1oads. .

- Sndane A fesibility study hag recormended. thc GYp101tdthn of coppor dep051ts,
from Whlch cobal% may be produc@d as.a byﬂproducto

Tanzanla. Cemstopes, such as dlamonds are exported by a;r, but in very “gmall
volumes. Meerschaum is processed into meerschaum pipes, and it is believed these
are exported by aire ' wher

Uganda (see also hortlculﬁure, h1des and skins, Fish,” pappalne) " Gold ism ﬂf N
already exported by air. Cassiterite (100 tons produced . per annum), Wolframlte
(171 tons produced in 1973)ﬁcoha1t from a possible extraction plant at the copper
‘mines-and - beryllium (137 tons:of ore in l973) qre,all“potentlalsfbr charter Ca
backloads. ‘ 1 S - L e '

Zalre (see also hortlculture, pyrethrum extract) Za:re accounts for ‘more than
60 petr cent of -world production of cobalt, and exports reached 12, 731tons in 1972.
Air -shipméht 'is presently - ‘inkibited by the marketing procedure. Cassiterlte is
processed in Zaire, -and ‘the- output .of tin. 6 892 tons in. 1972) is an ideal souroe
of -supply-foriair freight to- Belglum, ‘but there is no suitable alrport near- the
production: point.> Wolframite. (520 tous ‘produced in; 1973) ‘also has potential® as
charter backload, but once again is gold to diverse markets. Silver- (65 %ons
“in 1972), gold (4 tons) and diamond production already travels by air due’to the
high value :weight ratio involved.
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Zanbia (see also hides and sking)s -~-Substantial volumes of cobalt have. potential
for carriage by air to Europe, amethyst ore is already carried (5 charter Toads per
year) and other semi~precious stones and malachite move in small quantl“sles°

9 l 11 ’P@Jﬁ':gles

Long term. cotton anreements tend to preclude penetratlon of external markets
such ag those in Europe. -Nevertheless, some significant shlpments ‘have been .
made by air, end textiles are considered .to be: important. potential .in the future
from West Africas particularly ag traffic.is. non“seasonal and -the, product ig of
high density. . Textlles areg of courseg of - relatlvely high value, and subgect to ﬂ
rapld o“bsolescencea : : fer T e o

Bo‘l:swana . Ouipu"t frcm & "ﬁ”pes*hry weav1ng pro;ec‘t, such &Ls besPread.S amd ‘ba:pe's'-
_tries ig-to be exﬁorted by air. worldW1deﬂ ut - the total. annual,melght Wlll only
*‘be 1n the region of 5 tons“A‘ R PR T L T T :

e Centra' Afr'can Re ubllc. 'hlle alr exporh; Were prev1ously 1ow, substantlal
volumes Were upllfted by Alr Afr1que to- Europe in 197&,.m, . ; .

Chaﬂ. blgnlflcant upllft to Europe 1s &ﬂt;czpated by Alr Afrique.(geé.ngéjé
Dahomevs As Chad (see also Togo),

7*‘Eth1 opig.- Some exporte { particularly shlrts) are made by alr to suck destina—
tlons as Italyg North Amerlca, Saudl Arabla ‘and West Germanyo P

Ivorv Coust R A;a Cha,d (see also ‘I'ogo)

;Kgnya,n Some IlnlShed products, malnly tho colourful 'v1tengejf&es; na, afe 

eyported by alr to Scand:.navlae the United Klngdom¢ Western A31a and West Germany.

'Maurlt;USn Some texﬁale products ‘are exp@rtea by alr to Europe.

nger ' ﬂﬂ Chad (qee alsc Togo)

‘~£Q£§;ma lelted volumes havu been exported by air in the past to tbe Unltcd
States of ‘America; o . . - : . » :

SBudan. Increased domestic transportation of Sudan's cotion is oxpected o7 lead
t0 an export surplus, initially in the form of yarn, then grey - fabrlcs, and flnally

flnlshed clothn

Tanzanlaﬂ meal deplgps have been sold An the past 1nrAnn-1oa and oatern Furoype,
‘and’ demand -is high in Indla and Japan, Tt the . prlme need at present is to meet '
domestic demand, S . : _

Togo.. ‘Exports to Hest Germany were formerly made uszng ‘surface transport “but
Air Afrique Mes persuaded the chippers to switch to the ajr mode, and volumes were
“'expected to reach 1,000tons -in 1975. The SuUCCess of thls ventur_ ”s;leadlng to
further air mode markethg in other West African countrles, w;th some posatlve B

reactlonso




West Germany. ¢ -
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=?&jzambia§W?ﬁgéagS'&ré'tO*be'eiﬁﬁTfedxby air to Belgium, Holland, Wegtorn Asis and

9.1.12 Other indugtrial vproducts

 The exporting sector of industxy in the Region is generally still in the pre=
liminary stags ‘of transforming minerals ‘and agricultural -produce, and. the. tariffs
of:@ev?}dpe&;ééoﬁdﬁiéé}resﬁrict‘entry of industrial products from developing. ... .
coﬁéﬁri@sgf‘ThﬁsftHeré”érQ-feﬁ”bppdrtﬁnitiés“forﬁindustrial;exports-by_qir at oy
present. "The 'example’ of Mavritiung, howevery which is. deyeloping export. processing

industries geared up ‘to aJSystem'of'importing“hywseagandyexporting-by_@irg,is e

noteworthy. Reference to such industrial development opportunities-and‘agbriefQ f

djiscussion of the concept of duty free ifndustrial zones liuked with international

Birports is made in section 12,7, Some further isolated examples of industrial
produdts'from“thé“regioﬁfaré’also'of*interésto-fﬁganda has forestry.reserves ...

which include high quality trees; and reproduction antique.furniﬁura;is‘manufactﬁjed

- for shipment by air to_the European market.(interest could also te generated from
highincome households within the region iteelf ), Uganda also distills the;julce

of bananas to produce & spirit-called Waragiy, a trial air shipment - of which-has:. .
sold very successfully in the United States of America, Further ideas along these

Tines are undoubtedly await'ihg' exploitation.

9.1.13 Handierafts

Most countries in the region produce. indigenous handicrafts, in the form of
bark cloth products (Uganda); baskets and: other straw. articles; bone, ivory and.:.
wood carvings; carpets; game skin products; jewellery and metalware (particularly
Ethiopia); musical instruments; paintings; ‘pottery; shields and spears; and. .
traditional clothing., Many of these items are of sufficient value or fragility to
justify the iuse of “the air mode. Much ‘selling ‘is carried.out “to tourists,.who
sither take thair purdéhases with them or- ask the seller:-to undertake packing.and. .
$ransport when they are over—encumbered with luggage For their journsy. However,
the seles of such arbticies are nol necessarily’ linked to- tourist traffic. They
have market value in their own right, apart from being souvenirs. Succegsful
marketing abroad has extended o sales of wooden: carvings in.particular by -
gupermarket chains. Kenya was notably successful in arranging a charter flight
$6 Japan Ffor such articles in 1973.- Undoubtedly the:potential ir FHurope, Japan
snd the United States of America is underexploited, and awaite only marketing .- .-
enterprises ' '

9,154 Hilse Tlanaons

_ The legal owtput of ivory, which is generally unot carved or otherwise processed

" in the region, is usually exported by air.  The-elephant:populations of Durundi,

Ruanda, Uganda and Zairée provided “iwnry exports-in 1973, %o Bedgium and Hong Kong.
However, output is variable due 40 culling ouly as necessaryy poaching and . :

.. smggling.

TR e i e L R o S
" Aguarium _figh are exported by air from many countries, as are Darrobgy -

parfiﬁﬁl&?ly from West Africa {Gabon and Ghana are‘importaaﬁkspprces)e g@gﬁgggggig
also fall into thig category. = R : el S B
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e In countries where the use of air=ha$4yet*tojheﬁfullyWexpldi%edn,gg@SOnal and
hougehold effects cuntribute a -significant proportion to air mplift. Even from
West Africa to Eurdpe ‘on ‘routes where there was substantial air freight traffic,
personal effects comprised 7 per cent’ (838 tons)-of Air Afrique’s total freight ..
traffic in 1973. :

9.2 I
9-2.1 3 b nogies -

“While the main’shimulus to and demand for horticultural produce comes from the.
European market {add in the winter season)y thers 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 bracketsof the population; but would provide
diversified markéts for the existing producers. Some horticultural produce is
alréady carried within Fhe Region, 'but: the volumes are, 2e:expected, fairly smalls .
Air -Afrique carried fruit and vegsiables from Ched to Central African.Republic and
Congoy and from Seregal to Memritanisy in 1973, Kenya has exported fruit amd- ...
vegstables by air to Burundi and Zaires Zaire is dn fact a major importer, from: .
South Africa and from Europe. Beveral other countries presently import from Europe
(eoge Burundi and various West African countries) products which are available
From “bhé"'ﬁe;g‘ioné“ SR B A : A o o

96252 dmnh v T

A general background to meat exporting was given in 9,1.2. Tha Trade, Fiscal.-
and Yonrtary Affairs Divieion of BCA has a programme to develop inbtra~African
trade’ih meat and meat producis génerally, particularly through establishing
specific agreements between net meat importing counbries and net meat exporting
countries in the Region (see annex I ~ Raferences)s . Th will have been seen that
the countries listed in 9.1.2 who have a major long=term interest in entering the
‘Buropean market ior chilled beef, alsc supply some: of Africate domestic needs,
and ‘could supply more. -In additiony there are further intra=African prospects, . -

as follows: "

to-Conge in

- =

e Y LIRSt O RAE D S .
R S TEOTEL B

Ll 'Cenibr.'_é{l" 'Afi‘ic'a.n_ Bepublig. - !‘n-— Afr i, omins
1973, although Central African Republic:is a net

» Afpican countries.

A mA T i o s ey ey e
AR AT IO QI

- v Madagagear.

Nigeria"uj%megﬁ lg:ﬁg“b@;éprftoékﬁjJAiy.ﬁéfﬁinshaah,ffpt ﬁﬁﬂ:Hc?ﬁhérn %dﬁﬁ @f
Majduguri, whose airport is being upgraded to 707 stuatus to carry this traffic. .
Volumes will be limited as there is currently a meat shoriage in thg;couniryﬂ

as a whole, '

o Bwabda,  While riat intelke is presontlyjei,@1iaﬁé,ﬁh;ﬁ}ﬂesirabla‘1évelr'éhilled
‘beef may in due course‘become: an air export:to Burundi, Western Zaire and perhaps .
Europe. L Co

Senecal {see alse horticuliture fish). Air Afrigque sarried 52 tons of
ptoih = T / ”

horsemeat to Ivory Coast in 1973, and there is demand of 25 Tons per month from
Zaire.
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Somalla, Somalia has e magor ranchlng prngect for 35;000 caitle w1ﬁh a feedlot
“on the Juba River. Exports will be made via-the K15¢may9 processing plantg SGine -
by air.  Use of ieir has been:evaluated by sending trial shipments to the Comoro '
Islandss . In 1973, Somalla exported 895 Hons. of meat, by air to. Zalre,_

Su.dan° Sudan has sarplus ability to supply stbstantial volumes of neat for '
exporto Exporinorlenied projects are at the feablbllltJ gtage, and. include two -
major ranching schemes, One in the West of the cduntry, is expected o dchieve
maxiimm exports of 9000 tons of chilled beef and 9000 tons mutton pef ‘annun by
air, The major merkets will be Libya in partacularg Ghans, .Nigeria, Zaiwve and

Zambiay as well as. ‘the Arabisn Gulf.. Large ¥olumes of chilled meat have already
—-been sent by air to some of the ‘above &estunaiAOns? as well ap llvestock by alr=§;;
to the’ Arablan‘Gulfg SRR -h;agj S ké Dol e gi. = B

Tanzanla." Tanzanla 1nﬁends to meet some, of tbe demand from Zalre and Zambia |
(probably by Surface transport ) for fresh ‘beefy and has also: sent trial shipments f
o0 the Arabian Gulf.. Beef to the Eurb@eanmmarket WOuld be - sent 1n frozen rather ‘
than chilled form; and thus’use surfice transporte Poultry exported to Western ”;&
Asia by surface -in frogen form would be: sw1tched to the air mode (and to chllle‘if;
form) Af capa01ty became avallable. :ﬁg;s-t,, PR - e : i

Uganda (see also textlles) It is hobed to be able +o meet fast 1ncrea31ng
domestic de@and within 5 years, and then to export ichilled beef by air to such
countries as Ghana), Kuwait, Libya (and other North'African countries), Southern
Yemen dnd Zaire. Poultry is already .exported, and. ghipments by air to Zaire
aré plannedo A Do e e e e e S '

U er Voita,: Upper Vblta'iS"a'majbr gprffer of - meat toithé:Afrigan cduhﬁrié?.

From 9 1 3 Lh W111 be been.thai most Afrloan countrles are well able to sailsfy
domestic démand -from domestic resources, although some shoss are exported hy air

from Ethiopia to.Kenya; and from Kenya to Zambia, and there is unsat1sf1ed aemand

for raw materials for leather industries in Egypte There is, however, an 1mportant
r*der to the.above. . The domegtic demand for products such as shoed ‘which. g, satisfied,
iz that of emeryd@y pass requirements. There is insufficient: demand in any -

individual country in the region fo vatlfy production for the fashlonmcon801ousﬁ
qualily merkets., Thio_ imports Ty air from Europe are made vy individual countries

to meet this select demand. Thls-appears;+o "be an opprortunityarea for an 1nd1genous
African operatznn to serve a number of camntrles in the regnon by air. 7

4

’1

902:4' 'Z,S.L"]; '.
- As mentionsd in 9.1.4y the prﬁspectsifor staple fish movements by air within
Afrlca are limited. Exotic fish can and do-fravel by. air, but the market. demand

is limited to a very high income bracket., The only significant recorded . carrlage
is between Senegal and Zalre° i .
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There is some intre~African demand for teay but this is not’ substantlal and
in few cases justifies air shipment.

Nigeris. Some of ﬁhe output from factorles is exported by alr along the West

Eﬂceaﬂﬁo_ o

Zazre,‘ Tea is- exporﬁed by air to Chad from Klnshasa (hav1ng travelled hy
surface tranSport from the East)u usually:as backload for the inbound charters &
meat. The demand is estimated at 120 tons per month,_ Air Afr1que carrled‘385 tons

;on‘thls route Shol 1973. CUTe e L ST T MR

Eth10p1a 1mported 142 tons of tea hy air from Kenya in 1973, but this level
is expected to fall to zero with surface. transport 1nfrantructure 1mprovements
and: Bthiopials own increasing productions: o : S T

9.2.6 (Coffee

Intra—ﬂfrlcan demand for air shlpment is very lowg due to the nature and value
of the: commodity. EU ce Y

'*uﬂi

Niceria, lelted volumes ars expozted hy alr along the West Coast.

Aaire, Ground coffee (a‘bout 141 tons in 1973) is exported. by alr from Klnshasa.
Foye Chad as: backluad for the 1nbound charters of meat. : . R

Q. 2 T Cashew, kola agd macadamla nuts

cs oMo intPa=African potential ascertaineds
9.2,8& Tobagcco

Prospects-are -again limited; as domestic productior is availablein most
countries, wignificant volumes travel by air from Walawi to West Africa: (hy surface
tran5port on the Malawr%Zambla secﬁor)

""9.2‘9 Other Qgglcultural nro&unts

None of the products mentioned in 9 1. 9 above lends 1tse1f to 1ntra~Afrlcan
potential, with the significent exceptiors of dairy products and eggs. Kenya, .
exports dairy products and eggs by air to Burundi, Ethiopia, Meuritius, Seychelles,
Somalia, TFAL ¥and Zambia. ‘Ethiopie exporte eggs fo TFAI, Many African countries
are importing dairy produots from Europe (much by air) and this would seem to
indicatel an: opportunity for intra~African adir: trade,. along with such’ seoondany
Kenyan-products. as choeslates and confectionery. ' However, the major problem is i:’%
Ho:develod productlon 1evels 8O’ as to. meet domestlc demand and be capable of :

expertlngu”“

* " epritoire frengais deés Affars &t des Issas,
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9,210 Mineralg

No: intra~African potential ascertained., -

1 9,2,11 Toxtll (see a.lso 902, 12)

Textlles genevally have low eVport potentlal m1th1n Afr ica since most countrles
are able o cater for domestic demand due fto the low investment necessary for
manufactures.. Taus the movements are limited, although cne drea~01 interest. is
the marketlng of products in looal d°51gnso;. SRS Tl e T
Botswana (Gea 2lgo meat) Millta:y and paramllltagy cam»g hulmots and webblng
are exporied o Nigeria, Tenzania and Zambis, some by air, H&u“ are exported to
Zaire. s B T R SN A A

R TEt)

Ethiopia (see also meat), Some exports {particularly shirts) have besh made -
Yy air to Somalia and Nigeria.

Gabona Air ﬁxrlqu@ rarrled some ﬁextlles to Conao in ¢9730 -

Pl

Ghana ( cee other 1ndust“131 products) There is pofentlal f0¢ expor* of *
textlles w13h11 W~"t Afr1039 ana part10u+arly to le9f1&g Qy m1rn o

Ivorv Cou tu Ti°?9 58 2 tons per Week demand from Zmll

ya (S@u aluo Lor+1eu1tureg meaiﬁ other -industoial rroduofs),w”FiniShed'pro;
;ucts are exported by air to Ethiopia} Madaga,sc&s mﬁuf1t=USp qeychelles and
Somalia. e A R e e DL -

Niceria. Some production is exporied te Conge and Gabon.om,SUheduled'aircraft.
Sudan. Bome c.othing is exporbed by air to Ethicpia. R N P

Togoe. Exporis to Central African Republic, Comgo a%01 and Senegal are
csignificant anl have used scheduled aircrafi., v o N LI ST

Usanda (see olso mewt). Such items as trousers; knitted underwsar; T-shirte,
ladies! and children's wear have been shown to bhave markebs in Somalis; Zaire .and
Zambiaa and some tyﬁwl wthmaﬂts ham? been madea

Z@mbia@ 2803 &re Bo be ezported by air to ngEfla.‘u

902 12 Orher 1ndwgurlaJ n“oduct

There is:an- =hnn aisg on meortmsubstltutlon w~uh1n the R°g¢0n« and most hlgh
depand low inve shment merkets aré well covered by demestic prodvetions::The national
markets of African countries are also too small and Tragmerted do. &biract investment
beyond a narrow range of import—substitution indusiries, While mamulactured: goods
represented 32,7 per cent of intras-iAfrican trade in 1972 {sgainst only 6.8 per cent
of the total exports from the Reglon)ﬁ BCA feels that there is considerable
opportunity for the establishment of further mulitinationzl industries. Thée ECA
studies have alrealy identified a number of multimaticanal industrial projects |




qreate nUMerous
nomies. Amongst
Which would supply

which, if implemented, would absorb 1nvestménfs of $US1200 m
jobs. and lay<a sound foundailon for the restructurlng of Afr

ECA also maintaini a Tégisteriof- new: andaplanned 1ndustr1alaproaect 1n se ¢
African countries. It is not possible from this %o ascertain which, if any, of
these projects are intended to supply exports in due course; which could
Jbe.of interest to 1ntramﬁfrlcan alr :E‘relghtn taken from the ‘feglster,
are listéd belews ~ : AT R e SRR Tt s -

' Algeria Two textile factories (under investigation) =
Cameroon : Tamnery (proposal)
Congo ' Textile factory (under construction)
Gabon Electronic consumer goods factory (under construction).
Ivory Coast _ Four textile factories (under construction or evaluation).
Kenya . Tylonpolyester plant (to open 1975).

Two radio set and allled efmipment assembly plants

(llcences granted ).
Two mills (expansion, proposal approved, see also 9.2.11).

Nigeria Two textile plants (one at fea31b111ty stage, one under
construction, see also 9e2.11).

‘Swaziland _ Radio and TV sets factory (output has commenced).

Tanzania Pharneceutical workshop_(under construction).

Uganda Textile mill {expansion, plan prepared, see also 9.2.11},

- Few opportunities for intra—African air freight of industrial products were
identified in this ECA air freight study itself, but more specific research could
realize mignificant volumes, provided the air transport network ard 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:oﬁhér‘African countries,
who import from Europe or elsewhere (radio and TV sets 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 Sectlon Oe2.3 aboves
Further items identified in this sbudy are tyres as charter backload (meat is

imported) from Zaire to Sudanj plastic articles from Zire to Central African Republic
and from Congo to Central Afrlcan Republic and Chad (29 tons hy Adr, Afrlque in 1973 );
aluminivm articles from Ghana within West Africa (particularly to Mali) Znd elsewhere;
pharmaceuticals from Kenya to Ethiopia, Zaire arnd Zambia; c1garettes and processed
sugar (44 and 873 tons respectively carried by Air Afrique in 1973) from Congo to Chad;
cigarettes and textiles from Zaire to Burundi (1 ton per week )3 mining equipment from
Zeubia to Uganda and West Africa; perfumes and small motorcycles from Cameroon %o
Central African Republic (aboubt 900 tons by Air Afrique in 1973) and to Chad (350 tons).
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S 942,13 Handicrafts -0
. The ever~increasing interest of Africans in perts of Africa other than ‘their g
own, together with improving intramAfrican commnications links, _suggest that the
- products mentioned in 941413 have significant potential for sales within “the - 7
"“Region, -particular}y ag ‘each country produces a unique cowbpute . .
1.942,14 " Miscellaxeous ' ' |
At present persona.ll effects comprise a significant p‘:x:o'po:'c"tidn'_éf "_'I:i"a;i";'t’:j:c _within
the Region. oo
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SECTION 1O.M,PEQBLEMS AND CGNSTRAINTS

Ia a few membew Staieuﬁ the nas:c aviebion. 1niraqtructurv 1» ‘nadeqhate 1n
terms of traf ﬂc_10¢umpc and egonomic vequ1rnments, However,, most _countries in the
Ruﬂlon ha&e red onable access to an alrno“i of* inte .c'na.tj_ond,1 standar& (see fron— .
tispiece man) Anaru from uhe lack of a@velonm@ni sttmalus . and”'urrency/sanltary
agrecmeﬂts_(sre section 5),. thorefo¢eﬁ +the nain constraints on air freight deve-
lopmert OOuLQIQQ_OV roome with . only. ﬁu;glnai investuent. In “eas_d emph531s on
alr freight deveiopment, tco, can lead ¢ ad_hoo ag’eemuﬂtp and hense to the fall
of nonmphyéical harriers; — L :

In the samnlc of 3_counmrleb oov&red by field surve; for this ECA Study, ..
uhere Jas been no. eJiQeﬂOP to suggest: that the. marglnal obﬁtacles have ohanged sihce
the TCAO fhAir 4relgnt and Air Mmils study in ¢9?Oo:.mbﬂﬂe obetacles were trafflc
imbalances, inadequacy of terminal equipme nt, slow customs clearance, lack of
capital for:msrginal invesfiments, lack of capacity and lack of knowledge of the
henefits -of air frefghi. - The subject of &1466v10na1 traffic. 1mbalances is a cruclal
one, which leads to the major recommendation of this Studyn concérnlng 1ncreased
comoperatwon betwesen. co1 shries with. 1nsuff*c¢eni and. excess capasity,. and, is, there ]
.. Fore discussed 59pamatmiv from ‘%cblon 12.1. The other nrablem are mostly able .
o be solved by individual member S%aies“and are thus dis ohpsed in detail, in the

individual counbry runcrtsg Vﬁry brief summaries ave also. nﬂovéded below for o
Gaformgbions - . : S - ER : 0 : l

103&1.Camaoi£&.ccn”*?“ﬂn o Th“r tham.thobe caused kﬁxdlrectﬁonal trafflc 1mbalances

; .the cara&:.v boﬂat*wlnua cduped esPeowalIy by darectﬁoﬁal'%raffic
flow: 4dmbalances 4o Ye. discussed in section. 12, further p:mb1ems are caased b;y'
peaaﬁnbﬁ -gen sonalluy ané. peor coztrol of SPJCPQ : : .

Anart ?x”.

.

Adr Lre¢gh4 uXHO“tS from the Reglon ‘are domlnayed by hp ;culﬁural products. _
ince ths majority of these are destinad foo the European mexiat to meet of f-season
B b e exalctchal Wlﬁie*) demandy there is a peak demand for ouipownd capacity during
is. per:od3 which exacevbanes 1nba1ano rgoblems and. the in bility. to obtain high
‘ erqtibns"suﬁfgrnfrpm such’
eeasonmllty prb]emmc wnd cars has b« be,+aken ) onomies of year=— .
round, operasiong. 86 success has heen showny nartloalavly by Kem; L, in developlng
altsyear products or produs , For ‘the Buropean summex (2a8- U+dy caW'produce), and
hence, ‘levelling out-the. woak while . oonb*nulaw to increase European i pter productlon.
This. iis.the only - 1qglc@l Jubion for. 1sh ls shlpmenxm agy dbv.,.ous];y3 financial.
incentives cannot be. O, G0 develop braaflu in trough per.:.ods9 and it empha51zes
the need to conpider. th $0h&1 dist rltuqlon network when plannlng develoPmentsn,‘
Such a soTLt;on AcE on»y “eéaces the. nesd. +o pl@n aviation facilities to handle
volumes mach: greaser than the average. and 00 offer only easond1 em9¢oyment but
also 1ncrbases yeaw round - mplqymeut o1 fhe farmg themsnlvosa L- e

. Fwnanclal 1nc@n%1ve; are, howevc:r-9 2 use?ul %001 Ain 1"»eum;t.cmg; shortuterm peaklng,
fox example during the week, IATA freighters and pa?twnularly chartered frelght
aireraft tend o srrive in tha Region from Burops at the WﬂeLends or aarly in the
week, . Such:peaking is fairly comwon worldwide ag forwarding agents build up their
nonmp@rlshable consolidat lons dur+ng thm week apd send them 6ff to the airlines at
+he. end ‘of the week-for mdm“nlstra¢+vm ponvenience, - As thls tlmwng helps hortx«
cultural exporters by ailovwing thair return Joads to reach Europ@an ‘markets in time
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to obbtain 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 aggravate uh, seasonal1ty problem.rexerred 4o abovee. The peaklng is noty
howevers necessary. The inbound factor, where perishable produce is not concerned,
can be met by offering reéduced landing and/or handling fees ab off“peak timesq '
Oubtbourid, off=peak rates could be introduced for lass perishable hort icultural.
products (qucavooadoes9 mangoesa pineapples)s There would be no need to pub dar-
of=week -Yimitas ions. on the ra.tesn Put merely to introdiuce lower rates for these . -
products, wiich would thereforé be loaded onto the aircraft last, or offlcaded -
first, as they would present lower yield to the airline, with the result that
shippers would deliver at off-peak times, when there would be less chance of an
offlocdG There may be & need to obbtain some guarantee from the airline accepting
‘& booking that the produce would be shipped W;bhln2 say 8 Weeko Rate structures:
aradig cussod.ln nore general form 1n sectlon 11» : : ' o

Space control systems applied hy reg:onal azrllnes are generally not very:
.effectlveq parulcularly on combination aircraft. Conirol is maintained either from
headquarters or from route origin. Inltlal allocations are granted to individual
stations en’ route; and further space is requested. by 51gnal from the individual.
station to the control point, In much of - Africa, prevailing 'hot and high! conditions
restrict uplift, and passenger load variations ‘affect freight. capacity. Thus in
some cages only 50 per cent of the anticipated available freight capaciiy can be.:
allocated to stations in advance. -This leads to a complex and expensive admlnlstrar
tive conirol procedure; which often breaks down due to last minute changes, resultlng
“rin-wasted capacity or offloads, The first step towards higher wtilization can be -
made by improving performance aralyses,' Gonsiderasble research into this problem
has already heen carried outy, particularly by the aircraft ‘manufacturers, and a
joint development programme could be carried out. by African airlives based on this .
research., Integraiion of the control systems could lead to traffic interchange. -
when necessary, thus increasing utlllzatlon of avallable spece and prov1d1ng an
1mp“oved c'ex-vme to the- customefa“ R

For the futureg the openlng of the Suer Canal will unaoubtedly have ‘a magor
effect on outbound capacity avallablllty for countries in Bastern Africa. . With |
the reduced transit times and increased frequencv offered by surface tran5port,
1mporters are likely to increase their dependence on this mode. While it~ is.
Hunllkoly that air imports will actuvally be reduced, given current developmenbs,
‘the growtn of air imports is likely %o be. severely restrained. On the. -other hand,
feéw.of the current alr exports are suLtable for switching to purfase transport «
Some horticultural p:{'oducefr suoh as amocado pears, mangoes: and. plneapples are legs
1perlshable products which could be sent by surface %o Burope, some of the meat to
North Africa may also. :Wltuh to the surface modey and 1ncreased surface shipping -
frequencies will help to open up Western Asian markets for: these produchs. 0vera11,
though, lack of air freight export capacity is likely: to be a major hindrancej
and IT IS RECOMMENDED ( 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 requlrements.
This could be o of & general analy31s of the effects on the economic 1nfrastructure,
o &ld development plann¢rgo:.

o Whlle it was not p0551ble Fqg determ1nc the quantltles of azr mall on many
routes due to lack of dats; thére was little evidence that volumes are currently
conqtra1n1ng 51gn1€1cent1y scheduled capa01ty for air frelgh* from and thhln the
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(g)- . 5th--freedom by European carriers between Burundi/Rwanda and;lubumbashi
in Za‘ireo e S coa LA . . . _- . Lt ., R V .

The above are for both freight and passenger operations (complementary loads.. .
would be necessary at first) Bxisting bilaterals tend to be flexible where freight
operations are concerned and in gencral, where capacity clauses argﬁinvoks;gﬁﬁWOll ‘
all=freight services are considercd equivalent to one passenger services ~ Further
study wonld undoubtedly- expand the list, and the need for additional agreements
with States outside the .Region is great =~ these, however, are essentially.the . ..
regponsibility of the jindividual countries concerned, unless joint negotiating
machinery is established (see below). .- T T o
Licences for nen—scheduled operations are usually granted on an ad hoo or:
short=term geries of £lights basis, when.a shipment justifies carriage be air bub .
by .its nature it-cepnolbe carried eqonomi¢ally]by_ﬁhé_naiiqpalua;rlgyésjconchnéd;f
An imperiant. recent. development is modification of such a policy by the British
Government, recognizing the developing function of. freight charter: carriers, %o .. .
offer-longer Lerm licenees-to those carriersfopera$ing_gut_ofﬁthe-Uniteg'Kiﬂgddmg
There- are, the garrjgrsqthgt.dpminate.Qhartéf'éperafibnsgtﬁ,and_figmfAfricag :

While sovereiguty considerations are sometimes the major hindrance $0 traffic
right, negotiatigny the usual constraint iﬁﬁthe_faotkﬁhaﬁ.neyenue,aqh;eyemeni Ty
the. carviers .concerned:ig unlikely to be equaly especially<where:the;f:gffic”.

densi;y;ig:lowgA;Suchminequalities:c@gfbe,removed,qeither_b ‘ etting}up?commerciéli;

pooling sgreements fof which there are very few within Africa) or by imposing .
thead! taxes (1ses. o fee on the sdditjonal passenger;and/or freignt traffic carrisd).
The latter, approach. would aid smaller. countries with ingufficient resources to .
establish their own international airlines. Development of such agreemenis

would be 2ided by the intervention of expert third partiesy whose only, concern was, the
equitable allocation or revenues. AFCAC has been concerned With Bilateral R
agreemgnﬁs&fer:sbmediimeﬁ,amd;published a-document PTng,quicy;ef,MbmherﬁSta$§s

on Bilsteral Air:Transport Agreementst as vircular no.3. in Sepbember “1973, This

and . subsequent AFGAC work on the subject; could be a start towards establishing =

agreements guch as the abqvef;whioh.arngigcussed,in‘%ﬁé_spécifjc c¢ntekt_Of:'
multinatiorial developments <in the Region'in Section 12.4.2. . L

oj. A far:as. extrarregionsl agreements. ar ongerned, the establishment of joint’
negotisting .machinery:could strengihen the collective position of African countries,
the corporate philosophy. being: based on the orinciple of & specified 'share im .=

traffic and/or:revenues. The, sxperience of. ths Fast African Community, whioh ' .~
negotiates jointly- on behslf of its member States;, and of the Air Afrique member:

States, which negotiste. independently, following consultation, is' of relevance,

and could be used s o basis for establishing joint negobiating machinery. . | =

1005 ook of keewledge of the hensfits of aiv frejghs =

. The beﬁefiiéJof aifﬁfﬁéigh£ ﬁéjé'yéjgﬁbbﬁgﬁ@;éééivéa:iﬁlmﬁﬁ§“6§uh£fié§¥iﬁqi_w
only in:the Region, but: all. over the world. . This ﬁgylies&;nof;onlj;tdf%hé_;ﬁdividual
shipper, but-often %o the:r agent, the airlines themselves and even the gconomic
plamming- authorities. . This has led to inadequate; development. within the economic -

and surface bransport: infrastruoture; Péiﬁiquiér1YQ§¢r'#he"1@;&41q¢ked"bd@ﬁtrie
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Ay Freight as a Devélopment ‘Tool! is included as annex D and hopefully
demongtrates some benefits to he gained at all levels by increased development of a
air freight in the Reg1on. Arguments from this text may be useful in stimulating
suoh development,_h:_' R T R

‘1006 Transsh12ment g

Related to 10.2 “and 10,3 above, is the problem of transsh;pment delays. Some
statlons W1th1n the Reglon have a particularly poor record where transshipments are
concernedg delays of up to-a month being not uncommon. Handling of transshipments.:
on & through airwaybill of IATA airlines is free, and there 18 apparently little =~
incentive to handle them quickly, particularly as by definition they are not destined
for the host countnyo and the persons most concernéd with the- thpwent ,r::“cmnte
from the procedure,_ However, efficient handllng of” transshlpments ige llkely tot
generaie a hlgher throughput and effectively increase aircraft rreéquency R GUINTCTRISE
lending and assoclated feeg., ‘As an example, ‘Nairobi alréady serves as an Bipe
to~air entrepot loads from 1ncom1ng freight ‘chartér<¥lights from Burope belng
broken down and distributed by Bast African' Airways to neighbouring countries --vﬁiu
handling fees equivalent t6° import handling feeés are also: obtalned for such
operatlonsa‘

Whlle shlppers and agents tend to @void transsblpmﬂnf whereVﬁr p0551ble, use - of
high, frequenqy 1ntércont1nenta1 passepger routcs linked to int ramregional torvices -
makes sense in’ terms of alrcraft utlllzaxlon and (glven efficient +{ransshipmeént)
door~¢o~door dellvery tlme. It 1s thus 1mportant to recagnlze that where transahrp—

------

storage and personnel should be allocaﬁed 1nkorder to expedlte throughput.' DY

”10 7. Packag1ng mamerlals R

Vlrtually all the countrles v151ted rEreé underg01ng shortages of packaglng
mamerlalse and.. paokaglng for” adr: fre1ght is no exoeptlon. In” addltlon, domestlc
production is sometimes of poor quallty and costs as much as imported productlon,"~
which is itself extremely expensive. Packagzng ‘costs per kg for fruit and s
vegetables are in some cases at a level of 70 per cent of the air freight rate to
Burope; so this is evidently a critical factor. Some African countries have
developed new packaglng techniques uging 100 per ‘cent’ indigenous materials (malnly
raffia)’ and labour—intensive productlon. Whlle much of the existing packaging is:
designed. to meet market requlrements and to be used right “through to retail
display, ‘there seems to be scope for further resedrch and’ production imto new:
methods and the possibility of developlng collap51b1e packaging for return by air-
or surface means. In anrex D there is an example “for the ‘packaging of tea which
reduces the cost of packaging by 90 per cent and the costiof air freighting by -
11 per cent, so the beneflts of such research could be substantmal.

#UNIDO has already G&TTlEd out con51derable research on packaglng for develop—
ing @ountrlesg and ECA is con51der1ng obtalnlng the services-of a packagihg -
‘expert to deal with the particular problems of’ the African Region. It will- he
seen that such an expert could be of. considerable benefit to air freight devew
10pment and 1T IS RECONEENDED &7 )'that a' Jolnt ECA/UNIDO réesearch and. develop—
ment programme into packaging for air freight in Africa be ‘established. EBOA
has already contacted UNIDO on this subject and received a positive preliminary

response.
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Containers and palleﬁs are gradvally being introduced indo the Reglonﬁ but
only on wide~bodied combination and freightsr aircraft -operating to and from Burope
Pallets tend to be in short %unply, and, for example; with many chartered freighter .
aircraft, it is the omes carried on board that have to be used = loading pallets:
while the alrcraft is on the ground negates the advantage of unitiiing loadss .
Pallets are sxmple to construct Tfrom indigenous- mzberials and could be added to
the above-recommended programme, 1n acoordance W1th IATA and icK standards.'

10.8 Avallabglltv and eost of fue1

Bach of the 1andmlocke& awaas V&blbed during the Sduay has had avﬂaﬁlon developw
ment hindered by shortage and hlgb costs of aviaticn fuel. The lines 'of supply are
1nadequateg an lnfrastructural proolem Jor alT modes of - transport outside the scope
- of this Study. The aviation inputs in these counmr:eg are therefore higher than
elsewhere (and involve a high propoFiion of,mmno"aﬁd material)- lzading ‘o higher
costs and. hence reduced air fﬂelghi ‘potential, fov which outbound demand is hlghly
elagtic. Fuel now comprlses some .30 per cent on average of the direct operating.
costs of charter carriers; so thls 15‘& major problem; Someiof-ﬁhe<landmloqked_” 
countries may have to offer ixcentived in the form of higher revenues or reduced
landing fees to attract charter operators. :

10,9 Statistical production

The quality of statistics relaulag w0 atr frnzuht ig not always of a sufficient
tandard to enable sensible analyses and plhnnlng t0 be carried oub. At annex F
are attached .some. tGuidelines for Air Freight Statisticst to. aid Future :development
of statlstlcal produc'tlonb A§ discussed in the tGuidelinegt; the roquirements will
differ from couniryvbo ountry& depend1ng gersy thﬁ namure end. volume of the trafflc. L
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SECTION 11. RATE STRUCTURES

Both charter operators end IATA airlines use the policy of subsidizing north- .
pound freight from Africa by the inbound.higher yield . traffic in order tqwgeﬁerate‘f
demand. - Northbound charter rates are based on the simple -philosophy of estimating
what rTate the commodity will bear, and offering this, provided. the Tevenué covers
the marginal difference in costs between flying an aircrsft full and empty.  There
ig little evidence that southbound rates, which we generally, based én round 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 (2 facter which = '~
often leads to umutilized capacity)s. There is no single rate, but a wide variety.
based on one fgeneral rate! from any one point to another with & mumber 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_ﬁhe.cpmmodiﬁyq;;IATﬂtraﬁes'aréf;'“ B
normally applied according to weight criteria, “the o
cubic ¢centimetres per kilogram when a density rule.is invoked dnd charges are made
pro ratas . Where bulk volumes are concerned, the northbound r@tésférgféﬁrpriéinglytf7 '
similar betweén charter and IATA carriers, although,qharter_operatcrs‘ShbW“a‘ '
highly gignificant -competitive price advantage southbound, - D

Tables 3 and 4 below have been compiled to demonﬁtfaté Some eiéméﬁf§ of fhe:"'
rate structures in the region in mid-1974. The IATA Unit of Value (Tuv), '
approximating to #US1.0, is used as the currency unit. J

In the case of Africa, even the genmeral IATA rates have been devised with
imbalances. in order to generate northbound traffic to Furope (in a ratio between =~
1.6 and 1.9 southbound: northbound)s . Assuming this policy is devised to generate
equal volumes of traffic (which has.not occurred) the average of ‘southbound and
northbound rates per tom~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 hetween 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-New York route, on which costs should
be significantly lower due to economies of scale, this route has 3 further break-~
points at mich lower rate levels. There is no over 45 kg breakpoint in the general
rate in TATA 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 Transporteurs Aériens 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 metropoliten
France and between cther countries represented by the operators. These rates are
cutside TATA jurisdiction and based on theoretical 500 kg and 1,000 kg ' general
rate! 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.

unless the volume éxceeds T,QOQ_:'jfrr;w
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As far as fruit and vegetable exports by air are concerned, IATA provides &
good ‘service for Africa. The rates are lower: than the eguivalent ones elsewhere.-
in the world, close to charter rates, and differing little zt comparable break— .
points by orlgln/destlnatlon. The rates . for cut flowers are also reasonable
- compared with those from Celombia. :

There is no apparent logic in the structure for meat shipments, The rates
differ widely, both within and from Africea. In particular high-priced meat from
Nairobi is charged 43 per cent lower per tom-kilometre at a lower. breakpoint than
lower prlced meat from Khartoum to Tripoli (both these routes are also served by
charter carriers, the ¥hartoum=Tripoli volumes hiaving been very great indéed).

The rates for hides and skins also vary by route; and are relatively high with
only & low breskpoint, to accommodate the high value segment of this market.  This
ECA study has produced much evidence to show that lower bulk rates would: generate -
5 great deal of the lower value traffic as well; revenue dilution could be avoided .
by specifying bulk low rates for catile, sheep and goat sking only. 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 partlcularly 1nterested in carrying
these bulk commodities.

Table 4 was. drawn up us1ng welghted averages of trafflc on major routes for
Africa, and using the origing and destinations of table 3 for other routes (sub~
gidized and governmment-directed rates being omitted). To compensate for the lack
of a general rate breakpoint greater than 45 kg, commodity rates from Africa are
proporticnately lower relative to the gemeral 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/o or hlgh’ conditions. Nevertheless, the conversion
factor used is still too low, at 143 kg/m , to obtain maximum revenue from uplift, - -
as the volumetric capacity of aircraft will stlll be the limiting factor at this
density. . Some incongruities become apparent when examining the equlvalent rates
per velume in the final cclumn of table de :

It is evident that Africa requires a more carefully thought out rate structure,
possibly incorporating some of the {ATAF!: concepts, and as, with the increasing use
of wide-bodied aircraft and hence umit load devices, the time is ripe for change,
IT IS RECOMMENDED (Recommendatiocn 5) that a review of all intermational rates be
commlss1onod, outside the framework of IATA but taking TATA procedures. into account,
t0 include comblnatlon scheduled, and all—frelght scheduled and charter operatlons. '
The magor factors to be con31dered are:! - ‘

(a)_ The true cost of carrlage, be it marginal or full dirécf-COsts;

(b) The dlfferentlal between focho price and current wholesale market prlce of
commod1t1ea° : e :

{e) 'The density of the oommodifiésf

(d) The available and potential capacity, both from African carriers and from.
the offers likely to be obtained from foreign carriers at the proposed ratee.
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Obv;ouslyg ma¢g1na1 ‘cost space on scheduled comb1nataon aireraft should be
filled as’ a priority. 'One olutlon which would 51mp11fy procedures and yet mointain
full ITe_an Bspace n ecLeaulea comblnat R alrcraft could be to serap commodity
rates inic Africa;, and compensate by 1ntroduclng hlgher genewal rate breakpdints
and ULD ('Unit Load Device' or contalner/pallei rates)s Outbound and within Africa,
there is in any case a limited range of major commodities, and breakpoin%s'éoqu
be exmendeﬁ and Tates evaluaued o’ whe’ abqvq basis in order o obiain Troeight load
factors’ as high &8 nosszble; other commodltv :ates ‘being abolished and & Turther
general rats ofeaﬁp01nt belng 1ntfoéuced to compensatea GOVQTHHEHb'dI“SLiLOH of
rates should be avoided wherever nOSSlblev‘an& subsidies given insteads Af will de
seen from table 3, governmenimdlrectxou causes'dlstorclon in the rate stmueture, and
will affect cairiers' Lnterest in plcklng up. fralght at these rales whon' higher-
yield freight is ava1lab1e ‘élgewhere on their rout cs,,,An’advaﬂtagP cf ‘subsidy over
gover"lmenb-—dlfectlonP ig that modlflc stions to pollcy mey be made LnLLaterally by
the Gove“nﬂent concerned. Capacity constrawnts caused by peuklng and *ﬂaqona11uy9
and the pos51b¢e 1nf1uence of rate factors were d1@04¢sed i Sect ton loane :

As meniloﬁed el ¢uhere in the text he resl- need for Africa is in charter ‘
operations; which find their own rate levels according t¢ costs cnd are mors logical
than schednled rates, but are not published and are subject fo variation. A%
current cost 1evels however, and with the available Yange of commodities at curreni
world" pr:ces,'a general rule for rates owtbound from Africa ghonld bz that no
aircraft,. scbe&Lled combination or allnfrelgh gnould leavm with a sngﬂlllcan+
proportﬂon,of emptv frelght space pTOVWded marglnal cogta are coven e

"Tn’ Sacu10q 12, 2 it is suggesﬁed that lncrﬂased uge- of semlwpalle 1fed aiT-
craft could br¢dge the gap betweer the capaciiy constraints of pasrengnr airveraft
and - the available capacity: of ‘all-freight aircraft. Associated with “OLtﬂﬁ_
developed in fthis way would need to be high breakpoint rabes; A 'novel, but
interesting devalopment could %e the selling of freight space as part-charier, 3 and_
serious consideration should be given t¢ suéh development in the above anslysiss

Where per1shab1e produce 1s concerned, ait- frelwnt prpbents 5eveial p“oblemnc

If an ajrcraft 1w delayed or is inadequately cooTed the proavce deteriorates. =
On the 'other hand, dellvery of the prodice to-the’ alrc%aft ig obv1ohslv left as
late as posqlble in order to avoid detérioration, .and de¢1very may be late, or the
foregcast load sizme not reéached. At present, under TATH ?eguLatlonUr the scheduled
carrier takes no résponsidbility: for daterloram1on of perlﬂhable produce, and the
shipper does not pay for unused space on the aireraft which' He or she requested or
for the cost to the airline of any delays caused by late delivery. IT IS RFCOMMFNDED
(Recommendetion 6}, Therefore, that consideration be giver 1o the QSb&blLShmEHﬁ of
contracts with penalty clauses for the scheduled airline if it fails to supply the
specified ‘capacity or failg e ‘deliver the produoe in ‘good condltlon and for the
shipper if he oi she fails to supply the specified p*oduce on time. This system
has worked well in Fthiopia, and is being cons;dered in other African couniries
following the author's visits. A possible disadvantage is that the carriér may be
cautious and offer limited capacity, but additional capacity 1ound 10 be avallable
could be- utlllzed out51de the contracb, as at p”esenoe

Whlle the average operaiang cogts for both frelghter and passenger airecraft
fell from year to year with the help of advances in technology and economies of
scale prior Yo 1973, following the substantial increases in fuel prices these costs
rozse gignificantly, and they are now expected to rise further alt =z slow rate over




s T ‘ E/CN. 14 /TRANS /124 .

? . - -

— Page 67 :

the next few years. In the past general levels of rate changes (includihg 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 relstively inelastic. While it is a revisionm of the structure . -
rather than 2 general reduction in rate levels that will stimilate efficiency and -
generate additional traffic,.the weighted average lowel of the revised structure .
will need %o Tise in line with cost levels, which will affect the increasing volume
of traffic moving according to. total distribution cost criteria. However, given

« the inereased efficiency of a co-ordinated network of freighter operations, the
cost per revenue~ton=kilometre.(as opposed to the cost per. capacity-ton=kilometre)
conld “aetually 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 terms of total
distribution costs there is still room for increased efficiency in the aneillary .-

costs associated with air freight.
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SECTION- 12, - DEVELOPMENT SCHEMES

Apart from the problem<sclving recommendations already offered-in earlier
Sections; there are further strategic developments which .&ould improve effigiency.
and stimilate the substantial air freight potential shown %o be available in the:
region.  The problem of directiohal traffic and yield imbajances is a major -
constraint, and; =& mentioned, the ECA ie of the-opinion that some part of thisg, -
at least, could be solved by incressed regiongl .and subregional co-operationa :
As a. strategic issue; this is diséussed-beldﬁ?(SEBtions¢l2slvto,12.4), together
with other aspects of development within the direct sphere of aviation influence. .
As digoussed in Section '5; there are further barriers-to¢’ air freight development.,
such es’'import. restrictions, tariff barriers, sanitary regulations, lack of ... ..
Financial sgreements, ete.,; which are only slowly being dismentled.. It igs hoped-
that this report will providé .o further stimalus:to progress. in the arveas. - -

12.1 The problem of directional traffic and vield imbalances

The ICAO study on "Air Freight and Air Mail -~ Africa" pointed out that air
exports from Africa are to a large extent low rated perishable items while azir
imports are to an equally large extent high rated manufactured articles. Thus the
weight, value, and particularly the freight revemme yield of air imports in general
excead those of exports; so that the airlines concerned are faced with serious
problems of fraffic and revenue imbalance. While, as shown by the export situation
covered in Section 9.1, this gemeral situation remeins true, and while fast-rising
fuel prices are emphasizing the need to subsidize ocutbound rate levels by inbound
cnes 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 by Section 8.2. However, secondly,
exports within and from Africa of meat are growing even faster, as are exports of
fresh horticultural produce (especially to Furope)s Thirdly, while industrial
development for export is currently limited in the region, some countries are
developing export-oriented, labour intensive light indugtry. highly dependent on
air freight to reach the market place. PFinally, and mosi importantly, these
developments have led to a sitwation whereby some countries are actually experienc—
ing an acute shoritage of air export capacity whilst their neighbours are still
generating an excess. Further use of palletized mixed freight and passenger air—
craft (23 will be discussed in Section 12,2) would provide further capacity while
utilizing currently umised space taken up by passenger seats. However, as will be
shown in Section 12.2, carriage of freight (especially where perishable) on
services predominantly atfuned 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 operaﬁions_(initially)
between countries with surplus and deficiis of capacity, and miltipoint routings
(eogo 4 to B to C %o A, rather than 4 to B 0 A and/or A 40 C to A)y would obviously
increase utilization and reduce costs. Further consequences and opportunities of
such co~operation are also discussed in this Sections

Some information to indicate current and anticipated future imbalances is
given below. The deficiencies of the regional published dats will immediately
become apparent (no freight charter traffic data are evailable at all, for
example). The data compiled during the ECA air freignt study are more useful .
(and indicate demand rather than carriage), but could mot be comprehensive and
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a reqﬁest 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 Teport), only broad indications of
commodities are given. '

1

12,101 Publlshed multlnatlonal data,

: As- a crude guide to major imbalances for scheduled internationsl serv1ces,
one may take the ICAO Traffic Flow 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 emeller volumes) and an imbalance in
flow of more than 20 tome (a freighter aireraft load, say)s From this are produced
tables 5 (1ntrareg10na1) and 6 (interregional) below, carriage on all-freight
services being merked with an asterisk.

- Further 1nformat10n is avallable from statlstlcs published by ABECNA
- (Agence pour lz sécurité de la navigaiion aérienne en Afrique et & Madagascar )e
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 dataz for 1973 confirms some of the imbalance
data shown in the tables, and supplies two further intra~Africen items not recorded
in the ICAO statistics (tons in 1973):

From -  Ie | out In
Acora¥ _ Dakar 42 549
Kinshasa, _ : . Ndjamena 383 826.

: In addition, the ASECNA data indicate further deficits in imbalance with
- France, both in terms of quantity at the relevant stations in table § and for -
- further points (Brazzav1lle, Douala and Tanaharive )e

~ Before any conclusions are drawn from the above date, twe Further precautlonary
notes are made: :

(a) The figures are based on uplift and discharge data,; not on true origin
and destlnatlon, and hence 1nclude transhipment traffice.

(b) The ICAO data is out of date, incomplete (Furopean points to Lusaka being

noteworthy ommissions), and for one month only, a month outside the prime horti-
cultural export season. :

"% This may be in errér_as Ghana DCA stafistics recorded thesg_flows as 11 ouy
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However, even bearing the data limitations in mind, some interesting points
arises, In the intra~African picture, for example, even considering that northbound
traffic may have been subsidized by high vield southbound loads from Furope, it
- may be seen that some iwbalances operate in reverse directions, for example:

: (2) Abidjan to Cotonou and Lagos, Dekar to Aecra, West~Fast; Lagos to Acora,
Bagt-West; .

(v) Ndjamena to Bangui, Bangui to Brazzaville, and Douala to lerev1lle, .
Horth-South; Douala to Eangui and to Ndjamena, South~Northj;

(¢) Cairo to Kkartoum, North QOuth Nariobi toc Addis Ababa and to Cairoj “
South~Norths '

_ (d) Tntebbe, Nairobi and Dar es Salaam to Lusaka North-South; and Tananarive.
to Djibouti, Scuth-North.

4 notable feature of the analysis is that all p051t1ve flows lead 1o Lusaka
-and from Nalrobl. N

On the interregional side, little significance should be attached to the
data for Cairo, due to the high frequency of passenger sircraft and transit
services there, and for Dakar, dus tc the high density of transit traffic between
Furope and South America. On the evidence of this data then, there is very little
"to counter the southbound dominastion, apart from flows from Luanda (to Athens,
although this mey well be traffic in transit from South Africa), from Cotonou
gto Bordeaux), from Ouagadougou (to Paris), from Bangui (to Paris), from Entebbe

to London and Rome), from Nariobi (%o Prankfurt, London and Rome) and from
Gasablanca (to Rome).

12.1.2 Additional data on demend and carrviage derived from ECA study
(see Section § for details)

12.1.2.1 Outbound'fIOWS'exceeding inbound

‘Botswana: Botswana is seriocusly considering sending chilled beef by air to .
Furope and to some African pointss  The volume would be considerable and scuth—
bound loads would be required to provide an econcmic operation. A charier carrier
uplifted 4,300 tonnes of Botswanan meat and 6,300 tons of mining eguipment for w
Zambian destinations in 1973. Botswana already exporis some horticultural produce
to Europe; and if direot capacity became available, export levels could be raised
considerably.

Chad: As mentioned in 9.1.2, exporis of meat by chartered airecraft to Zaire
are around 180 tons per month, with Air Afrique carrying 590 tons alsc in 1973.
Air Afrique also carried in 1973 146 tons of meat to Central African Republic, 1968
tons to Congo, 590 tons to Zaire, 311 tons to Gabon and' 137 tone to leya (expected
%o increase dr“m;?ically) with little return load. -

Ethiopia: During the horticultural export season up to 1,300 tons of produce
per month have been exported to Furope from Asmars (pr1mar11y on charter aircraft
returning from the Culf area) and some 100 tons per month from Addis Ababa. - The
major congstraint on both origins is shortage of capacity. Fthiopia could export
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meat to Central and West Afrlcan countrles if sultable char%er backloads were .
avallable, and is alsoc estdbllshlng a dzsease—free ranching zone and abatt01r w1th“j“

a v1ew to exportlng to Furopec

Ghana . The Adr Frelght and’ Alr Mail Plannlng Group, establlshed to" follow - ‘
up the e TCAO study of "AiT Freight and #ir Mail - Africaly ‘feéls that the introduc— *
tion of air freight rates marglnally lower than the ex1st1ng TATA rates would mean
considerable growth in fruit. and' Vegetable exports to Huropes Ghana also has -
industrial potential for air exports,” partloularll n"alumlnlum ware. Chana has
an " import ‘requiremént for meat  ahd currently has a’negative air irade flow w1th
Furopean points (particularly Frankfurt, London and Rome), which will need to-be’
countered before there is surplus demanda Consumer goods are already flown into
the’ Sahellan mone’ w1th return loads of meat by a charter companJ (see Sectlon 8.2 2)

" Kenyar Kenya exported 10 157 tons " of hortlcultural produce 1n 1973 (malnly
to Frankfiirt and Lomdot) and ‘use of supplemental capacity is already an essential”
part of the horticultural distribution system. (around 100 tons per week in the
season)s Total uplift on scheduled ‘aircraft -to-Frankfurt -was - 24348 tons*in 1973
end to London was 3,170 tons, agalnst dlmcharge figures from lhese points of .
455 tons and ‘14115 tons” respectlvelyo ‘The charter flgures also ‘show major im= -
balancesy the upllft +o ‘London being 2 854 ‘tong, dlscharge from Tondon only 1 481
tons in 1973, To all destinations’ upllft in 1973 was’ 10;163 tons (scheduled),
5,848 tons (charter), discharge being 4,424 tons and 3,667 tons respectively.
These imbalances occurred desplte measures 1ntroduced by ‘the ‘Bagt Afrlcan Commwnity
such as' a reductlon in customs tarlffs for’ air 1mport30' With & planned passenger, ;
traffic growth of -11 per cent per ahﬁum and a planned hortlcultural ‘export’ growth
of 25 per cent per annum (1nc1ud1ng the develophment of - "off—season" ‘markets) the
need for all-freight aireraft will obviously increases FKenye is likely to experience
further curbs-caused by cap301ty shortages on the export development of meat; dalry :
and horticultural products to West Afrlca, meat 1o ZalreF beef and hortlcultural N

produce to Western P81a..";

LesothO' As mentloned in 9.1s2," Lesotho w1shes tc construct an export abbat01r
and send. chllled meat to Europe (cf Botswara) :

Maurltlus. The development of export proce351ng 1ndustrles bv Maurltlus,
which are geared up to a system of 1mport1ng by sea and exporting by air, along .
with horticultural and flshery exports, is expected to. 1eaﬁ to an increasingly
large 1mbalance, mainly with Furope, reaching 7,200 tong’ by 1982 {5,500 non—seasonal)
and shortages of capacity. In: addition Vauritius acts as an air entrepdt between
hustralid and Afriea, and lacks’ capa01ty to Afrlca to carry out thls functlon to ..
its full capablllty."'

Rwanda The ECA study has shown that by 1976 air 1mport potentlal, assumlng o
charter operations, to Rwanda will be 1,400 tons (27 tons per week )y while the
export potential will be much greater at 6,615 tons per annum (80-tons per week with
an additional ayverage 1T tons of horticultural produce from November .to Aprll)
Imports are primarily’ from Brussels, whlle exports would be to a varlety of destlna— .
tions, mostly 1n Furopeg R

Somalla, Some of the exports from the major ranchlng progect w111 be made by
alr. R R E ! :
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Sudan: Sudan is currently a net air importer, with substantial traffiec on .
both scheduled and chartered aarcraft arriving from Europe, end in particular the
United Kingdom. It will be some time before chilled meat exports to.Libya and
fruit and vegetebles to Purope compensate the inbound loads. However, the exports
of chilled meat, furit and vegetables(often ugsing the chartered aireraft aprriving
from Europe) wlthln Africa and to Western A31a aTe constralned by lack of backlonds

Tanzanla. Whlle Tenzanla ig ourrentlv a net air. 1mporter, 1ack of dlrect
capacity is hindering the development of horticultural exports to Furope -and Western
Asig from KlllmanJaro. The development of beef for exports will ne09531tate further
capacity - requlrements w1th1n Africae :

U&andav_ Shortage of capaclty has been a contrlbutory factor’ to a decllne in }
hortlcultural exports to Furope. However, such exports are plammed to reach
1,100 tons in 1974/75 and. increase rapidly thereafter, provided capacity is avail-
able. Hldes and skins (to Europe) and meat (w1th1n Afrlca) are further. prospects. -

12.1 Ce 2 Inbound flows exceedlng;outbound

Malawis It is understood that 81gn1f1cant numbers of frelght chartered air—- -
craft operate from Eurcpe' to. Melawi. cerrying investment, emergency and consumer -
goods, with very llttle backload available (cf Zambia)a :

Nigerla- Gons1derab1e volumes of frelght are- carr1ed tc Higeria from the o
Uhlted Kingdom on behalf of the Crown. Agents by chartered aircraft (at least seven
serv10esa.week) with only limited return loads, apart from the daily UTA service
to the Peugeot plant at Kaduna, mentloned in 8‘2 3._

) Zamre.. ?alre ig & maJor alr 1mporter of meat, u31ng chartered alrcraft.
Currently, such imports total ﬁbout 600 tons per month to Kinshasa from ingola
(40 tons), Chad (180 tous), Rhodesia (120 tons), Senegal (60 tons), Somalia (50.tons),
Sudan (100 tons), etcs., though individual country levels fluctuate from month to
month. Hortlcultural produce is also 1mported by air from South Africa (50 tong per
month ). Demand for meat in partlcular is much hlgher, but further imports may be
obtained by surface transport. Air exports are limited, and Kinshasa has a major
negative air trade imbslance with Eurcpe, .especially Belgium (320 tons per. menth ).

Zambig: In 1973 Zambia's alr 1mports amounted o 24,238 tons (3d per cent from
Europe, 35 per cent from South Africa and 18 per cent from. Botswana), while air '
exports reached only 2,162 tonse Vo less than 61 per cent of -the total tonnage was .
carried by chartered aircrafi. It is not, expected that improved surface communica~
tions to the sea arising from current political changes in Southern Africs will
modify this situetion dramatically. In addition air charter capacity from the Far
East would reduce the costs of. certaln importss . .

12.13 Conclu81ons '

Fven the limited 1nformatlon above will 1ndlcate that slgnlflcant opportunltles_
for co-operation exist, particularly as the demand for inbound and outbound carriage
in any one country will fluctuate from week to week (sometlmes to the extent of
reversing an 1mbalance). For example, Malawi and Zambia are countries with, negative
air trade imbalances with Burope, while nearby Xenva, Mauritius, Bwends, Tanzania
and Uganda are short of capacity. Often lack of information coniributes to airoraft
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flying ummecessarily empty. Some charter operators arrive with loads”fpr an.
African c¢ountry from the Far Fast and have no knowledge of'return_load:demapd o
from neighbouring coﬁntriés,ﬂvOn'the“other'hand'Weste:pﬂAsia is known %o have high
demand for African meat and horticultural produce, but current exports are g
completely constrained by lack of air capacity. A point which is not often
recognized is that available ecapacity on all® types of aircraft is ccnsiderably

less from mbst*pOinﬁs.in Afriéa’ than to these points, due to the technical - S
constraints imposed on the aircrafli heving to take off in "hot and high" conditions.
: This study has established some opportunities for cowoperation, and further .
opportunities undcubtedly exist elséwhere (although the Air Afrique member States
operate a closed shop . on charter cperations, relying on the scheduled operations
of Alr Afrique and UTA to serve the markets ) Also; it has been shown, demand

is higher than available capacity in meny areass The possible development of
formal air-sea enterpdt 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. ' o

12.2 The need for co-ordinated all—freight operations

Because the approach to licensing charter operations is usually ad hoe,. such
operations are often inefficient, as the broker concerned may not be able fo: obtain
a return load in the vicinity of +the delivery point at short notice. There are
cases on record in 1974 of chartered aircraft flying from Burope to Zambis with
industrial goods and then flying empty to Hong Kong (a distance of 13,000 kilometres)
to pick up another load destined Ffor Furope, a costly exercise for the shippers and
consignees concerned. Once a broker kas obtained a one~way load for a carrier, his
own commission for obtaining = return load is ‘of marginel 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 operatore,
which would usually require either southbound or backload traffic from neighbouring
countries o achieve economic viability; are likely to experience particular
problems in obtaining licences, For example, a British carrier taking goods from
London to Zambiz and subsequently picking up hortidultural produce From Kenya hound
for London on the return journey needs only licences for carriage involving its owm
country as origin or destination. However, a Zambian carrier would be operating
between two foreign countries on the backload leg, and the British Civil Aviation
Authority in particular would be reluctant to give a permit which might draw treffic
frem a British carrier. This subject is discussed further in Section 12,4.2s

More efficient utilization of freight charter aircrafi would undoubtedly lead
to  lower costs, both for importing and e¥porting countries, and it is evident that,..
due to the imbalance situation, co~operative ventures between countries in the .
region would be the prime means of achieving this end. The future of air freight
lies in all-freight semi-scheduled or charter operations for the.foﬂlowing Teasonss.

(2) In many cases combination aircraft are unable\to.suppiy'siffiéiehtf:f ,1 o
capacity for freight. - s S I, :

gj(b)ﬁ:Fréight'is“usually marginally costed on‘cbmbiﬂaiion‘éifbféff,:aﬁéystem-.5 )
which reduces incentives for freight'markéting'and_development,‘andihich.canf;

produce uneconomic rates which even'tually prove a disservice to development.
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(c) Comblnatlon alreraft scheduiles are de51gned for passengers. Much frelght
(apart from efiergency and perlshablee) can bear delays whlle bulldlng up 1nto loade
sufficient to flll an alrcraftn : ; : S

(d) Frelght for comblnutlon aircraft is often offnloaded when ant101pated
passenger demand is exceeded (parulcularly in the 'hot and high' condltlons
experienced in much of Africa}, or is not loaded@ when tran51t time is ghorte- Thls
Lapplies particularly to perishable preducts, which are in any case only accepted
on a standby basis, and are often inadequately cooled on combination aircrafts The
typical loading priority for a scheduled airline given- ‘below will 1ndlcate the
relatlve prlorlty accorded to frelght on comblnatlon aircraft.

(1) Crew slip;

S (41) 'Aircraft on'Gfound'-eohsignﬁents;

(iii) ‘Lettres, Cartes/ﬁutre Objets! mail;
(iv) Press photoe/TV and'newexeel'films;

'frfv)'_DlpTomatlc mall -

(vi)“'Booked company duty travele
”%(?ii)l'Booked revenue passengers?

(vi;i)e'Booked nop—revene non—company passengers,.
*(#i): Booked Government dlscount passengere,.
;QE@K) Company mall'

“(xi)ﬁiCompany service prlorlty freight;

‘(xii) Booked dlplomatlc frelght

(Xiii);'Revenue frelght etCo_

(e) “Air freight potential cannot be developed until thers is adequate comtrol

over the transport mode. Service is often a more important feature-than price in

air frelght transportations - A grower of hcrtlculturel produce, for example, cannot -

be expected to plant his or her seed unless there is some guarantee that when he

or she comes 10 harvest the crop, cepa01tJ will be-available at an economic price-
to carry the production gquickly and safely to the point of sale. In the African -
region, the bulk of imports arrive on a cif.basis and purchasers take the exports
on an Lob.basis, a situation which means that African countries have little or no
control over the extérnal transport eysteme, ‘achieving only a small ghare of this -
gconomic sector. In addition, there is little comirol over the distribution of the

exports themselves, which is unfortunate, as dlstrlbutlon is . becoming 1ncreaslngly

integrated into marketlng systemns in the defeloped world. Increased African.

control of air frelght operztions conld improve dlstrlbutlon, particularly for the -

least developed and land-locked countriezs.

-
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A major indirect argument for incressing air freight operaticns in'the 197Cs.

is that freight operations are often more profitable to the airlines themselves. .
than are passenger operationse As worldwide inflaticn and prospects of recession
hit business and the tourist industry, and passenger traffic falls, air freight
traffic continies to grow as the benefits of total distribution costing become e
emphagized.~ In March 1975 there were T all-freight Boeing 747 aircraft operating.
in the world; as well as 19 in convertible passenger/freight form. ' Of greater
v significance is that ¢n. order were ‘a further 7T all-freight and 8 convertible T47s.
The!Martin s1L DL10 freighter service to Rwanda, mentioned in 84203, was used as
a cheaper alternative to¢ two DC8 services; so Africa is starting to benefit from
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 between Earope 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 sérvice roundtrip is some 20
per cent higher with a freight load than with a passengeruloa@:(see(annex D),u
Thusy as freight volumes grow, freight operations become incredsingly attractives..

The above being said, priority will and should be given to filling the
belly-holds of ‘passengen aircrafl which would ¥ravel in any case with or without
a freight supplemernit, before use of all-freight aircraft is invoked. In particular,
use of semi-palletised combination aircraft on certain routes would provide a
palliative -dinterim arrangement to allow traffic %o build up to aircraft loads in
stagese On routes where passenger load factors are low; this would not constrain
passenger:traffic and' may, iw any case, provide higher volumetric profits Specific
recommendations for use of Bueh aireraft have been made iri some of the individual .
countriiteports of this studys It is; of course, difficult %o _generalize, but,
where there is significent freight potential, IT IS RECOMMENDED (Recommendation 2)
when planning aircraft purchases for the cerriage of passengers, that consideration
be: given to mircraft with freight doors and strengthened floors. The increased.
capital costi-and:reduction in uplift ability may well “be justified by operation in
mixed or all-freight configuration; either regularly or ‘at times o6f high"freight
and/or low passenger demand. Some comments on rates to be associated with semi-
palletised combination aireraft were made in Sectiom 11e -~ 7 ° - S

12.3 An interim solution — An African charter brokersge gystem

In the opinion of the ECA,; regional co-operation-in the air freight charter .
field would ge some way. to solving the ‘imbalance problems—diééﬁssed*abdﬁé,"._. S
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 miltinational
freight airline, . - R : ' R R

. A-national civil aviation department attitude %o granting temporary air
service permits is usually based on the premiss ~ '0an a'national carrier take =~
(or bring) this load? If not, prant the licenmbe'. ' From the direct point of .view .
of national economics, this is a rational argiment, but from the point of view of
regional or subregional economics, it may well not bee Since nationzl carriers |-
are well-established; and freight charter operations are basically supplemental to .
these, co-operation in this area is relatively straightforwsrd. Thus IT IS '
RECOMMENDED (Rbcommendation 1) that developments be undertaken slong the following
lines (within time~scales to be established by interested States):
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Step 13, Collection of further data. While the ECA- has collected relevant
1nformatlon durlng the course of its frelght study, little is corporately known -
about the movements of frelght charter aircraft in and -around Africa. As long ag
the or1g1n or destlnatlon country ships or receives its 1oeds eatlsfactorlly, it
ig not necessar11y concerned with the routing of the aircraft, either for. poeltlon—
ing or for carrying outward ahd retu rn loads. For a pericd of one year, say,
Temporary Air Service Permits for 1nternat10ne1 freight ioperations for countrles
interested’ could be monltored by a central .agency (see- 12¢11. below for 1mp1ementat10n)
The countries concerned would ensure that, carriers prov1de lnformatlon euch as: the

follow1ng'[ . L
(a) Type ofe,lrcraf'b.,, -
(b) Tame of carrieri
f'df(é)'_mameg address and bu51ness-of charterer, 1fleny,

(a) Itlnerary f?om p01nﬁ of orlgln to return, and estlmated tlmes of arr1val
and ‘departure;

(e) Load carrled (number of. ehlpmente, nature,-velume,'orlgln and destlnetlon
of goods) on sectore in whlon the 1nd1v1dual country is concerned' o S

(f) Capaclty avalleble and rete pald on. seetors in. whleh country is conoerned.

(a) to (d, above are 1ncluded in the maximum detall requlred to” obtaln operat—
1ng permission accordlng to the Recommended Practice of ICAQ's anmex 9 om: = -
Facilitation. (e) is available from, customs end/or ehlpplng documents and (f) could
be obtalned or eetlmeted fairly. ea511yu_5_., : e Con

' In addltlon, if 1nd1v1duel countrlee Were; agreeable, e1m11ar 1nfermet10n would"
be Supplled for all—frelght schedu¢ed operatlons, partlcularly by reglenal carrlere'
(1oe., Alr Afrlque, Alr Zalre and Zambia. Alrways).- EERSN R N ‘ : L

“Stch information” should_prov1de_aybesle_for,the follewiﬁg:further'developmentsé

Step 2:

(a) Establishment of an African brokerage and. plennlng agency 1o match
charter supply ‘and démand. . (and to obraln commission. payments). Besides: 1mprov1ng
co-ordination of flows, an Afrlcen—beeed agéncy should have good access to the -7
market “demand since, when air is used, the choice. of mode has ih ‘most cases been R
made by the 1mporter. and it is the hlgh yield import: traffic to Africa which w111 ‘
be the economic foundation of the operatlon. The operation would be a cloge B
parallel of the Baltic Fxchange in the shipping field, which, based in London,
co-ordinates the supply of and demand. for capacity in tramp (1.e., non—Conference)
shipping. The Beltlc Exchenge also runs:an Air! Brokers Association. Theé orgenlza~ :
ticn would 1n1t1a11y require two executlve staff (to ensure full-time eoverage),
preferably with, commercial w1r11ne experience, and an. administrative asilistant/
secretary. A elngle office and telex/felephone facilities would comprise the bulk
of overheads (along with.a high travel budget), and the- oneretlon should be self— .
financing, (repaylng an initial 10cﬂ) . S SR

=
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. If it were intended to proceed with the developments shown in S¥eps 2(b) and
3 below, however, a third staff member w1%h time and capablllty for reeearch and

development would be necessary and need flnanelng. o o “'f

Two major factors should be taken 1nto account when decldlng where the above '
operation should be based. Firstly, of éourse, the traffic. density (partlcularly
of imports, which will provide the prime source of revenue) and secondly, the .
telecommnications facilities. The ability to communicate effeclentlv and regularly
by telex botk with Furopean 01t1ee and, more importantly as far ag - the development
of the syetem ig eoncerned, wlth frlcan cltlee, 1e v1tala S

At preeent, setelllte earth StathnS are 51tuated at or near the follow1ng
cltlee in the region: ' -

Existing' . Plenmed
Abidjan* °  Iusaka* ~ MAcora .
Dakar* “Wairobix - Addis Ababa
Kinshasa* Yaounde* o Khartoum*
Lagos* o R

The cities marked w1th asterisks 1nd10ate thoee stations to be equlpped as
CT2 transit points by 1980 in the Pan African Telecommunications Networke

It is. suggested that the brokerage operatlon be based initially on the'.
eastern side of the region due to higher level of charter operations there,
although further developmente to include the echeduled all=freight operations in -
West . Africa. could revise ‘the eltuatlo ”The valoue sites seem to be Ehartoum,
Lusaka or Nairobi, Khartoum is already ‘major British charter: carrlere,
Lusaka generates large volumes of high yleld eouthbeund trafflc, and the Nairobi
telecommunlcatlons links are the most ettractlve? ‘80 there is little to choose
between these three cities. In any case, a finsl decision will obv1ously take 1nto
'account the natlonal Covernment 1nterest and 1ocal coet 1evele." :

The marketlng network would eeeentlally be generated by the exletlng elrllnee
of countries taking part inm the operation, althdough in due course it may bé -
necessary to set up a branch office (again, possibly existing airlines staff
working part-tlme) in Rinshasa or Lagos to cover the Weetern Afrlcan aspects.

Two importent features of the operation should be noted. Flrstly, it would
essentlally be commercial rather than Governmental (although preference would be
given to reglonal—based carrlers) Secondly, there would be no intention of cver—
riding national priorities. At present, charters are only used when demand exceeds
the scheduled capeclty available, and it would be up to the shipper or State =
concerned to epe01fy their charter requirements to the central agency (which would,
of couree, “be used in preference to non-Afrlcan agencies where possible}s -

Step 2:'

(b) Extension of the above agency functions into market reeearch and market—
ing (1nclud1ng co~ordination and pooling of ex1et1ng airlines! reeearch) Tne
particular aspect of marketing development would be sducation-into the advantages
of using air for part or all of a journey.  4s mentioned in the ICAO study, and

T

L
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detailed in 10.5 and smnex D .of this xeport, 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 gstorage
charges, less documentation, lower inventory requirements and obsolescence, and
less capital tied up in transit, are not generally recognized in Africa. WNor is
the advantage of flexibility. o o R R

. The agency.would also act as an independent pressﬁre_grodp,to_attempt‘td' .
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,operaﬁprS'currently.face.with.overflying and technical stop rights. Air-
craft are sometimes obliged to land by the nations over which they are flying and
often experience congiderable administrative diffieculties when weather conditions
impose the (unplanned) use of an alternate airport for a technical sfope. Thig is
despite ratificetion by meny Aftican countries of the International Alr Transit
Services Agreement of January 1945, and is partially due %o the (sometimes justified)
supposition thet carriers are flying on busiress for the illegal Rhodesian regime.
Hopefully, such problems would not be inflicted on carriers participating in the
brokerage schemes Technical co-operation could be extended by offering the enginecer—
ing, maintenance and spares facilities of existing airlines in the countries
participating to aireraft operating under thgwscheme_(charter aircraft have been
known to be grounded for several days at a time due to lack of a suitable spare)s

Steps 3t - From the groundwork laid:. above, significant further development,
could be undertaken. : Initislly, thisg would be the carrying out or commissioning .
of consultancy studies, prefersbly through the machinery cf AFCAC, (see 12.11),
which is ideally suited to such work, and hopefully aided by international
agency funds, on the economic feasibility of establishing an African maltinational
freight airline. - Such a carrier would carry out some or all of the functions _
controlled by the above agency. Operations of such a carrier could develop into
a semi-scheduled or scheduled. type, and displace some of the existing TATA scheduled.
freight operations by non-regionsl carriers. The economic and political advantages
of o multinational African airline have been widely discussed elsewhere (though '
not. specifically for freight only operations).. Some snggestions for feasibility
studies are presented in Section 12.4.2. ' ' o '

Step 4: If the above evaluations show a viable proposition, and sufficient.
‘support were received, the airline could be established.’ ' '

4 point 0 note is that participation in the above programme is not necessary
by all.countries in a subregion or the region. While the structure of imbalances
suggests. a regionil metwork as the most viable form of operation, provided. the o
requirements of the countries interested complement each other and provide sufficient
reverue and volume, developments:could take place, at 1east-iniiia11yguamchg these
countries only. .I%.is suggested, however, that scme kind of penalty system be
established Ffor late joiners, in order that the (hopefully few) risks of development
be shared out egually. Needless to say, the steps above could overlap or be tele-
scoped, should eircumgtances dictate. : T

- If the charfér_brokeragéﬂsysfémEis seen.frém'the'beginning‘as anfihtermediéte,_i

step in the establighment of a muliinational freight airline it may serve a . . . ...

greater.purpose,.amd-the.operationalfelements guch as marketing, marketing rese&f&ﬁ?t
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and pooling of capacities would then be invoked at an earlier stage. While, as
menticned, all the-ébove:operationalxaspects.wculd_beveSSGntiallyfcommercial,- ’
Governments would obviously need. to be directly involved'in*fhéﬁéystem, as -
aviation and telecommunicationngaéilities:are:1argely”confrclled and ' owned by -
Governments. The participation of Governments could, for example, take the form
of equity shares by parastatal agencies such. ds the airlines themselves or even

telecommunications: bodiess P SRR B S S

12,4fva6ﬁérg§?aﬁbﬁfricaﬁ‘multinational freight airline

- As mentioned 'in 12.3;: several proposals have been made in the past for 311-19.-
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 evalue~
tion. A brief history of co-operation in African civil aviation is given in'’
ammex (o oii i g o : . e TR T .

- -The proposal below.for an African multinational freight airline: hopefully
has the advantage of being specific, although considerable additional research
needs to be carried out. The existence in Africas of two of the world's three
mejor multinational:airlines, namely Air Afrique and Fast African Alrways, is a
living testimony to the feasibility of mmultinationsl co~operation in african civil
aviation. : '

126401 QObjectives 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 tc help existing African operators-to obtaina =
50 per-cent Africsn share of all air freight charter traffic and/or revenues to,
from and within Africa (or evem 50 per cent to and from, 75 per cent within)
while generating a commercial net return on investments. Thig is an even higher
share than the UNCTAD II Recommendation of 40 per cent (see Section 4n4),,but it
is suggested that 50 per cent should be the target for the following reasons:

Ll(éﬁf}uﬁiike{mafiiiméVtrénspbrtfoperations and because of the geographic™ = -
location of “Afwrica, air transpori operations.do not generally transit’ through the
region, but terminate within it (the ‘exceptions being in the extreme north-eastern

and, north-western points such as Cairo and Dakar). Hence third party operations . -
should account for a very small, proportion of the' capacitys, R

(b) Initially, at least, the target wpuld@app;yrinyuto~¢harﬁer'operétions,

and the overall share of capacity would be well below 50 per cent.

mIf?ihe;airline{were,fo‘eiténd into scheduled operations; thé'target-CGuid |

be revised 19 include:such operations. There is, of course, no-reason why . w0

additio@gitréyggue could -not-be obtained outside Africa - for example, with the
existing backload available from Bthiopia and Sudan which mesns Higher SR
utilization and hence lower costs, -Africen zirlines have 'a case for carrying

some ofﬁﬁhéjéutquﬁd;pigaret%é'traﬂfic from the United Kingdom to Saudi'Arabis, "

:,'bf Qufée,;fhgimajor,ﬁeﬂefité;bﬁvthe operation would be leséfquantifiable; R
such as;the co-ordination of traffic Fflows, the development of intra~ and extra-
Afripagﬁyraqeh(partygularly for the least déveloped and land~locked coutrtries in
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accof&aﬁoéiwith Afrioafs,strategy forrdevelopmeﬁﬁfin'the‘seventieé), and the 7.
indigenous control .of the transport mcde by African countries;*‘HOWe?er,'measuresff
of development of ,hese beneflts could be establlshedo AT I R T

The frelgnt alrllne-would preseni an cpportunlty to have the first- 100 per
cent African owned and operated international airline, and could provide iraining -
facilifties for African staff of existing airlines, particularly pilot training,

should utilization be otherwise low, for example in the horticuliural -export off=- -
season. Aircrafi belonging to the mirline could be made available for airiift
operationg to .and from a speclflc counzry or group of countrles 1f and when these
became necessaryo , . R : S e o

o Feeder» srvices could be developed in. congunctlon w1th exlstlng alrllnes, and
consclidation points established, bcth in Africa and in Furope (in addition to aire:
sea enterpdis, see 12,5). Further developments could include vertical integration
into air freight forwarding, . or the establlshment of an Afrzcan federatlon of a1r
frelght forwarders (seeqlz 8) S S : R P

Wherever poss1ble, ~the new alrllne would utlllze the facllltles cf ex1st1ng o
airlines;on a.contract basiss. - ' el 2 v : co R

12:4:2 Preliminarv studies

As meptiomed in Section 12 3y a number of further studles need to be carried
cut to establish the viability of the airliné.  Apart from the- 1nvest1ga¢10n of
secondary ‘prospects for utilization mentioned in 12.4.1 above, thé following -
agpects should bs con51&ered, always taklng 1nto account e31st1ng operatlons and
study ieporsgo S o i

Ld040¢01 Constltutlon

A formal conb*ﬂtutzon for the alrllne, acceptable to ag ‘many’ Staies 1ntprested
in the project as possible; will need to be drawn up. Consideration of the role of
existing African charter airlines and of the possibility of revenue pools with'/
each. of the national carriers- {or Governments) affected should be major factors 1n
developlmg the .congfitution, . ICAO: has published for use by member States the
instruments Whl”h established. Air Afrlque, East African -Alrweys, and’ the Scand1nav1an
Airlines System, which might provide.a useful starting pointe-

v 32:40202 Qperatlna plans. costs and revenueq

in operating psan for the flrst flve years (1nclud1ng proflt and loss state-
ments) should be.drawn up,- evaluated om the basis’ of oneé or more alterhativea as
l2id down by- ihe interested . States, and on the utilization of differing aircraft”
types. The second-hand aircraft market is currently mainly oche for buyers, and
investment costs for aircraf should be based on amticipated market prices. An o
aircraft~type purchase decision should be based ‘not .only on operational capability "
and purchase costs, but on the operational types of existing regioral airlines in "
order to faciliiate spares and maintenance poolang (see 1264:2.5 below) Information
on freight charter aircraft operatxng costs ig available from g number of sources,
and the ECA ig already collating data on this subjects An important output from the
cost and revenue analyses. should be: the foreign exchange compohent's. -~ While aircraft
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and spares purchase would have to.be.made in a non~African: currency, and landing

fees and ground equipment costs indirectly turn predominantly“intoKfprgign'curréncy,
an African airline would save hard cuxrenﬁy;in-terms;of'crewwexpenseg,Jsome fﬁe¥ if 
expenses, meintenance 15bour, “and possibly ingurance (an;impOrtantffgctor;fasmwas
mentioned in 494)- The subject of fuel costs could generate a further sub-study on
co-operation. Fuel is an important. and sensitive factor in charter operating
costs, ‘and significant diversions from-direot‘routes-aretcurrently'ma&e‘to{obtaia“
low-priced fuels For examplé}=freighticharier-carriérsmoperatinglsopthbound“frcmf :
Europe to Zambis formerly transitted through Bengui in-the Central African Republic
in order to obtain fuel, which was imported via;barges*up:thé'Oubéngﬁi'riverf” o
The increased cost snd preblems caused at Bangui by the lowering of the river -
level following rainfall deficiencies has meant that most carriers now divert as

far as Jeddah in Saudi Arabia, whére trensit administration is‘simple, %o pick up )
fuel. Jet Al fuel wag A2.US cents/US gallon in Jeddah in Mayy 1974y -end yet only
45 cents in Lagos, 56 cents in Khartoum, and undoubtedly at a reascriable ‘level in
Algé?ia“ah&”Libyae:,Qg;operétipn in the provision of fuel and other transit B
facilities %o charter aircraft would reduce operating costs and provide revermue

to the countries concerned in the form of landing and handling fees.

In the above studies, estimates should be made of the direct economic

benefits generated by Africanmcountries_controlling.an‘increased-share-éf_fhe

alr transport business,
- 1244+2:3  Finance and insurance . C
o “eces FlNance and insurance .

Comsideration should be given to the means of raising finance in order to
commence operations. The African Development Bank and the ‘World Bauk may well be
interested in sucha venture, particularly as both theseuagenCies’currently'have'”  ”A
relatively low investment levels in aviation as‘opp03edﬂt050thér-mddeé'othraﬁépOrt,”:
Leasing of aircraft would be, an option, and could lead to further. co-operative =~ -
developments' suck as short~term leasing arrangements with existing airlines in the =
region‘to”meét*demahdfafiSing cutside the operating environment of  sich airlines, -

-

By establiéhing insurance facilities (pérticularly for aircraft hulls) in
Africa, considersble foreign exchange savings could ‘be mades -Developments for
the specific functions'dichssed here could lead to extension'to”dovér'aly'fk

interesfedwﬁfrican aifliné9§

© 1240204 Traffic rishts

_ An individual African counfry cam experience difficulty in- carrying bﬁf'fifth_
freedom operationg' involving countries. outgide the regione Hence procedure needs

to be establishéd on hégotiating sir serviee permits, both between African countries
and with foreign countries. A formal attitude to negotiations with. noneAfrican
countries would underlie the allocation of permits, and the principle of a 50 per |

cemt share in traffic gnd/or reveme could provide7thé:bargaining”toolng'If"ﬁrobiéms,
were: experienced with particular European countries, negotiations could be cenducted
with 2 country such as Luxembourg, which is generous on the allocation 6f charter .
operating permits, to establish an air-surface and/or air/air'ehtrepﬁtaé'Iﬁ_féCt:é .
great deal’ of Zambian imports &re already. consolidated in Luxembourg by surface =
(and air). from points in'Furope ag far away as Scandinaviaaand-the'Uhi%édeingdom,f,f L
and even from the United States of Americsa,.before being flown to Zambiz On chartered
.airerafts i This gives the advantage of reduced air transport coets while still saving
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considerably en transit time (a guarantee of air shipment within 10 days of arrival
in Luxembourg was offered in times of high démand). AFCAC has carried out .work on
iicéﬁSing.policy.for passenger non-scheduled operations, which could“be_valqablgﬁfor
_establishiggwfreight-policy.dﬂ' Tt sl et ) _ - SR

As mentioned in 10.4, the machinery for joint negotiation is an importamt =
area ﬁorfévaiuationo_rIdeallyfwonveould hope that; within the region, a multinafional
air freight services agreement (at least for participating States) could be a trial
precurser to a .similar passenger sgreement. L system of concessions could be
developed, for example in terms of compensation to small States not operating their:
own airline«: S T : C S ' ‘ .

- It. ghould be pointed cut that a multinationzl African carrier would net only . -
achieve negotiating strength with. non-African carriers and Governments on traffic
rights matters, but would alsc be in a position to break into commercial contracts .« -
currently held by non~Africen carriers primerily by virtue of their size of
operation. .. S - : :

12444265 Operational pools

Studies should be undertaken on the development of technical operating pools
as well as revemue 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‘skilledatechnicians‘are-fIOWn‘éuf'from_Europeo Pooling with existing
regional airlines.(bearing in mind the comments on airoraft compatibility in - - -
12e442.2) would increase on-—time operations, enabling the African-based airline. to !
provide_an;improqu,service; Peoling arrargeménts could be extended to aireraft intere
chepge’ facilities. : ' L >

Ground handling would if possiblé be carried out under coniract by existing..-
African airlines in the region, and by their agents in the rest of the worlde Even
& brief analysis reveals that African carriers use different handling and/br 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 steprcould be the joint appointment of handling . -

and sales agents, to achieve a. strongerinegotiating and priority pesition.

I .12045 2:6 Generéi

of the economies of scales - New aircraft required for competitive reascns could

- prove to be extremely expensive, with especially complex maintenance problemge Co= -
operative ventures .would help %o share fhe costs, ricks and benefits involved in
the capital intensive aviation industrys | When the studies are completed, it. ghould
be possible for each interested country ‘to e#aluate'fhe]gains that it would achieve
from the functioning of the. airline (inclhdiﬁglforéigh exchange savings, if any) ag =
against the cost savings it mey forego by ‘adhering to the present form of operation.

One function of the above studies should bé to show up the Benefits (ana caéts)*--‘
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12, 5 Alrwsea entrepot p01nts

It has beem suggested that alr fre;vht and economlc devplopmphu could be: enhancal
by the eéstablishing of formal airesea entrepdt pointe in North A¢rlca (uo serve
Europe/Amerloa and the Sahelian zone), West Africa (to serve Europe/Amerlca and
East Africa) and. possibly East Afwica (to. serve Central/West Africa and Aﬁla)

These would not~ only develop trade 10 anud from,West Afrigs, bui alao pﬁov1de
Luryhgr‘pppor sunities for 1ntramﬁfrlcan trade deVelopment eneraued bJ tha ”e“v1ces
-offered. P . ‘

‘Road- and rail-links into the Sabelian zone from the coasi have naturally been
generated from, the. South and West,. gince they have thus served. 1ndlgenous populas~:
tiong en routes As a rvesult, traditional marketing and distribuiion channels have .
been created, and these control the flow of traffic o and from the Sahelian zone,
The economics of air transport movements, however, are not dependeni on the' ;
distribution of the populationsg over which' the aircraft pass. Since the bulk of
good@ travelling to.and from-the- Sahelian zone originates in, is iranshipped in,
or ig destined for, Furope, it would seem logioal that where air transport is
used to carry goods between cosst and land=-locked country, that Woith African
tranghipment points be used, since these are served by high shipping fregquencies,’
and are close ic Furope. However, in-general, due to the comlrols referred. to
above, alr-sea movemends are. not- d1~?arent1aued from surface movementis. in terms -
of routing. Air charter operations. from Westh Africa into 1he‘8anelﬁan”zone
(carrylng 1naustr1a1 machinery and- fbﬂablllucﬁlo materizls from Burdpe and Forth .-
America, along with West African indusirial pxoduc+s) and back {carrying meat)
are being developeda . Buu ouch & .routing does not . necessarily imply veagonable
‘receipt of the benefits' of using air, since shipping oharges are high, and port
congestion and low shipping freguency increase transit times corsiderably. There
also remeinz room for further capacity development. . Charter operaticns. %o and
from North Afpican ports, linked with efficient bonded Lransh*pment cerv;ces9 could
relieve congestion; provide. an alternative” service, provide opperivaities. for-
-.inereased.trade between the North Africarn. ubregion and the Sehelian zone, and
provide revenue 50 No rth Afrlca from hanullng and 1and:pg Tees. R

oo dn ai;w§ea venture for meva ex1sted whereby gooﬂs from Furope.ware shipned
by surface to Tema Port in Ghana, transferred undér bond to fLoora! 5 zirporty ‘and
flowm by chartered =mirveraft (Traasmerld*an Y Gl@d*s) from there to. Iumsaka 1n
land-locked Zambia., ‘This service cut costs while providing a Tast delivery
averaging 14 days EuropemZambla? with-a 28 day guarantses The service was,.
however, withdrawn due to poor aircraft operational reliability and Lnauequate
handling in Ghana. A P~ Consulting Group Study showed that such dnionerat*on
was commercially viable as far as Zambia was- eoncerncd, and ag the qUalltJ ef
charter operations to Africa has increased substantially over $he past few years,
the project may well be worth reviving. A transport officedr could. ba posted to
Acora to facilitate clearance there. . P-F also examined & smmlla? proposaﬁ for
services via Chana %0 ¥enya and Uganda, btut found that the volume at th at time
(1970) was ‘ingufficient to justify the operation, though a joint opernﬁlon w1uh
Zembia could have been of interest. There is furither similar sea- air traffic
through several furilier: West African ports, notably Douala (QbOMu 1 250 tonv;carrled
to Ndjamena, 1,930 tons to Bangui. by Air Afrlque on grhﬂdulad servzcos lﬂ 19{3 all
from Eurone/Unlted _tates of Amerlua\a : : . -
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Significant sea—air movements already exist through the ports of Dar és Salaam

. and Mombasa on the Eastern seaboard to Zambia from such ccuntries as India, Japan

2nd Pakistan, and with increasing trans-Africah services such movements could be
developed to cover Gentral and West Afrlcan poznts.' S ST

The ECA has had’ 1nsuff101ent resources to evaluate the eccnomic fea51b111ty
of the above operations, but they are undoubtedly worthwhile considering,” snd - :
IT IS RECOMMENDED (Recommendatlon 8) that they be specifically examlnedo Attention
ig drawn to three major factors: : T

(a) Facilitation at the entrepdt point is émsential, and experience suggests
that a transport officer from the country (00untr1es) of orlgin/destlnatlon would B
need to be posted to thls ooznt.-*~‘ : : P

(b) Rellablllty of chartered alroraft is essentlalo SO

(c) Fxamination should ‘be made of posgible backlozds: for part or all’ of the
Journey, or of alternatlve upllft poss1b111t1es nearby. B : ‘ -

. 12.6 Reduced and unlform valuatlon of alr frelght oharges for customs purposes -

It is often argued that levylng du+y on &- Chlofu baS1s dlscrlmlnates agalnst :
the air frelght mode since air freight” rates are ‘mueh highier than sea frelght
charges. ' Partly in order 160 counter such ‘'discriminaticn':and o’ encourage the'
use of air several countrles din- the reglon (and elsewhere) uge nonrcglafo bases T
as follows RO o T : i

”Botswana (foOabo, for air and surface)

H:dCameroon (f.o.be f a max1mum of 50 per cent of the purchase prlce) _
Central African Republlc (feoeb. +'3 max1mum of 50 per cent - of the purohase prlce)
Gongo (feOebe + & maximim’ "of 50 per cent of the purchase prlce) '

VEthlopla {fe0oba 4+ 337 /3 ‘per cent: of transport costs for 1tems 1mported under
'TATA specific oommodlty rates) S

Gabon (f. .b, + a max1mum of 50 per cent of the purohase prlce)

Kenya (feo.b. + 50 per cent of- transport costs)

Lesotho (f.oob., for air, and surfaoe)

Swaziland (f,osba, for alr end” surfaoe)

Tanzanla (foOab- + 50 per: oent of transport eosts)

Uganda (feCeb, + 50 per cent of transport oosts)

Zambia (fe0abe, for . elr and surfaoe) S

A1l countries in the reglon use. the Brussels Tarlff Nomenclature (BTN)
exoept Ethiopia (its own tarlff, based on the Standard Internatlonal Trade -
Classification, SITC), Gambia (its own tariff) and Mauritius. (SITC)..-The Fast-

African reduction for air imports was brought in t0 encourage air imports and
thus provide more outbound canacity to meet Kenya's reguirements for fruit and

w
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vegetable exports -~ the c.i.f base was also undoubtedly discriminatory against the
1n1and mnternatlonal alrport gy as the duty rahlng was calsf at the coastal port
for surfaee shlpments._a¢w : . ‘ :

Lower duty ratlngs for elr shlpments ere oontrover31ala 'The:major ergumeﬁtel
againet these are discussed below: g . .

(a) The higher costs of importing by surface transport (esge packaging,
interest on capital tied up in transit and inventory, insurance, .obsclescence) are.
in effect taxed (by thé higher basic cost- an@/or the higher volumes 1mported).
Reduction in air freight dubties would induce importers to switch to air to gubstitute
.untaxed alr frelght charges for texed higher imporis necessary by surface transport,
thereby increasing the cogt oz a glven bill of final goods o the economy, and .
decrea51ng Government reveﬂueee; This argument 1gnores the net revenus increase o
- the national carrier. (Afrlcan carriers have a Tar higher share of air transport.
capaclty than of surface transport capeolty) Also it suggests a comtrary view-
that the differential.between 2ir and surface customs duties should be increased in
order to tax the inefficiency. of high stock comtrol holdings, etc. The foreign
exchange component on air, 1mporte based on a total distribution cost evaluatlon, too,
is proportloﬂally lower thae on Surfece 1mports.‘ ~ : :

(b) Government revenues would be 1051 from, those goods whlch would in any case
travel by air, such as. perlehables (1nclud1ng fashlonwear), Newspapers. and 'emergencyl
materlelso Tnls is a valld argument, and presents a p0351b1e complication of
havlng to dlsflngulsh between these commodities and those travelling according to
total distribution cosy preoepﬁsg with agsociated administrative difficulties.-

On the other hand, uﬂ 1ncreaelng ehare by the air.mode of imports could actually -
lead to ‘an overall increase in revenues due to.the hlgher value of the imported-
commodlty (the hlgher import cost belng not necessarily in fovelgn exchange and
compensated by increased distribution efflclenqy)._ S . .

(c) To the importer a reduction in air freight rates ie similar to a reduction
in 1mport dutleso‘ A reduoction in customs duties reduces the onusg on the carriers:
to charge lower rates. In fact IATA rates on nonwdutlable items are not very _
different from those on dutleble ones to. Afrlca, and it is unlikely that TATA - is,
able to~ take fuch account of duty values in its complex rating evaluation procedure,
pertloulmrly as these a"e subgect to change. o : '

(d) Where non-¢.i.f. bases are used. {(for surface or alr) this has often led
to abuse due to the value of goods belng understated by edgustlng the 'shipping -
charges' ‘on the euppllere invoice. . The Fthiopian system operates against such: abuse
by spe01fy1ng imports on IATA.commodlty rates onlyy but then the reducﬁlon is lost
on”charter imports. ' R

Obviously, from the above, the subject of customs valuation for air imports
is a complex one. In the case of nd~lockel Uganda quoted above, and poselbly in"
the case of Kenya, a specific situation justified<an  adjustment (which may apply
to other countries with major intermational alrports 1nland), although it ris doubb-
ful how much - effect these marglnal import cost reductions will have on generat1ng
volume in the short-term since total distribution costing is a concept which is
not well grasped or used in Africa or elsewhere a8 yet. Total distribution costing
can show considerable economic benefits {see annex D) and education on the concept
should be the first priority, along with 1ncreased uge of gli~freight sircraft.
offering lower rates.
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C on the other hand; “reduced dutles could have strategic implicatioris for the °
region in térms of increased control of distribution and increased 1ntra—Afrlcan 5'
trade due to the e.gnificant r8le that aviation can play where ‘surfsce infras~ = -
structure is wesk-. As a contribution to the latter, oustoms duties could be
reduced for imgeris by ailr from countries in the reglon._ Thls, however, 1s an
igsue outside the scope of this study. : '

-:.K

12.79 Dutvhfree alrport dlstr1but10n and/or manufacturlng zones

The es%ablwbhﬂmnT of dutymfree airport ‘Aistribution: and/or manufacturlng zones
has in many cades benefitted the dlstrlbutor/manufaoturer concerned, "the economy of
the hogt counbiry; and alr frelght traffic. The ‘examples of ‘Hong Kong, Rotterdam
Europoort-abd Shannon spring immediately to mind. - Nearer at hand, the current ‘”_ .
gituation in Mauritius (whlch ses generous tax and other incentives rather than f”
creatlng a goeulPlu auu3 freﬂ zone) was mentloned in’ Sectlon 9 1.12. _ o ‘

The concepu in'the above'cases ha$ béen to ‘establish: the zone and to encourage
~investmeit for ithe setiing up of’ light manufaoturlng 1ndustr1es, using walnly air
freighted raw materials and ccmponents (except in the case of Mauritius), and
exporting by air worldwide. Section 9.2 showed the possibilities within Africa
alone ‘for manuficturing and exporting such artlcles as radlo and TV sets, sew1ng

* 'machinesg, fashion shoes, plagtic- artlc]eg, pharmaceutloals and 11ghtwe1ght vehlcles.

In addltlon a ffée glrpolt uuualLV servss as a dlstrlbutlon and break»bulk centre.__

Obv1ouslv bne decision to- establlsh ‘such & Pree zZOnE" 11es entlrely w1th ‘an
1nd1v1dual comntry or within the framework of en establlshed économic oommunlty )
and manu;aCuuclﬂg is llkeLy 40 be concerned- with the pr006551ng -or, assembly of
non-stratsgic commodities,  Hence for thls reglonal report attentlon 1s merely
drawn to the DOSZlulllt]e: which exist. -

DApart from the  case of Maurltnus, thers are several zones connected prlmarlly
w1th surface transporiation ﬁlre@dy completed or under way in the region, notably
in Egyot® (the Svoz Uaral zone)? Kenya, 1iberia, Morocco, Senega1 and Tunlsla.__ .
Further such zcres are projected in uambla, Ghana, Nigerla and Zeire, and Zoneﬁ L
specificaliy telieted v airports are under prellmlnary congideration by several
countries, including each of the East African Community Member %tates.

“UNIDO is veiy wuon'ooncerned with tne development of further dutyafree zones,
and organizes visits o eXisting gités, runs workshops, and produceg a wide-range . o
of-publicationsg on the- subjects The - UNCTAD/GATT Inwernatlonal Trade Centre, pbullshed
an Annotated Bibliography on Free Ports and Free Trade Zones in 1971 (see annex H -
references ).

12. 8 The rolo 0¢ +hc al“ frelght agent

The reTat4on°n1p beuween %ne carrler and the agent needs to be carefully _j;: -
con31defedar_ . : Lo O N

The agenh 1951stm the shlppe? bv

(a) hxpl siving tqe terms of shipmenty
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(b) Working out the total.transport.gosts (often complex;.containing as -
meny as 23 different items);

(c)i Paying ailifreneﬁerf ehergee‘(ahd ‘sending the ehiﬁﬁer'e;eihgie‘biiij;'"
(d) Arranglng and adv131ng on packln | marklng and labelllng of goods"'

(agents eometlmes actually carry out parklng, pertlcularly of personal and housem
hold effeetejg , e

(e) Drganlzlng the traqepert operatiow
(£} Arranging for insurance;

(g) Carrying out the necessary documentatlon and formalities, including =~
-customs clear ance,— .

(h) Meking the necessary commumicationsj .
' (4) Advising on new developments in the freight field;

(3} Where unitization ratee have beer developed offerlng 1ower rates than
the aﬂrllnee themselveeo--»- R : \ : W P

‘The agent &SSlStS the alrllne by

(a) Taklng the bulk of the’ admlnlstratlve and surface traneport ‘feeder work,-
allow1ng the alrllne tc cencentrate on- flylng operatlone,-

(b) Frov1dlng consolldated 1oads which are eagier and cheaper to handle than
more numerous small shlpmentso" : :

Both the airline and the agent have the development of air freight as a °
fundamental obgec ive, although this may take the indirect form of concentretlng
on 1mprov1ng on the (air mode) market share wersus the competltlen» It ig v1ta1
that there.is very close co-operation between them as it ig the performance of
the overall dlet 1out10n eystem (from door—to—doer) that determznes the air market

share.

Over 80 per’ cent of frelght ig currently supplled +to the alrllnes by members o
of BTATA: {International- Federation of Forwarding Agents? Aseoclaﬁlons) As ‘
forwarders -have nc say in the TATA rateumaklng machinery (although FIATA now has
Obgerver status at conPerences) they are'naturally hostile to this:..0On the other
hand, IATA airlines feel they are losing control of the digtribution-process, as

the substantial investments involved in worldwide door-to-deoor distribution arc lcading

to mergers. belween agents, consolidation by agents cen lead 10 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 1s currently. agalnet TATA regulatlons and woald aleo 1mp1v a *oss of trafflc
from other egenﬁee. : :

,Theflargest‘agenie'dealihg with air freightlin the regieﬂ“heve'headqﬁaffere o
. elsewhere. : Az -an example, ligted below are eome of the agenms with 1ntereets 1n o
more than: one country in the regione<
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Table T: - Some-air freight agents operating iw the region |

";Aééﬁt‘ Y Bage ) ‘Opefatidﬁéfin regional countries
Air_E;pressfln%érﬁatiéﬁéi‘(AEI);“3JUK“ 'f““l '*.i' Kenya, Nigerla, Tenzania § ,
AMi“LJ o A - o Bélgiﬁm h . Bux undl, Kenja, Malaw1, Rwanda,_

Tanzanie, Uganda, Zaire, Zambia
Express Transport | Hest Africa  Kenya, Tanzania, Uganda
Freight Services : South Africa . Botswana, Malawl, Swaziland
Notco . = e East Afrlca . Fenya, Tanzania _
Schenkefd S o West Germany . Egypt Ethlopla, Kénya, Tanzanla,
' : Uganda
Transintra Belgitm? ©  Burundi, Rienda

~ While there are a number of .emall indigenous agencies in the region, their
operational networks are not widespread within the region itself or elsewhere..
This reduces the impetus for intre~African air trade development and helps o keep
the contrel of the transport mode within the hands of -exira—regional operators.
It would therefore seem worthwhile establishing an African federation of air
freight forwarders, .with a view to developing. an intra-African neiwork, Of course,
strong links would need to ‘be- maintained initislly with Buropean agents .to provide .
a high quality door-to-door service and to enable transhipments to octher parts of
the world. = A Jjoint African approach could be put forward within the framewcrk of
PIATA. TFIATA is not specifically for the air mode, and is api -to relegate African
affairs to0 a low level in its dellberatlons, gince most of its member firms dealing
with Afrlca are based in Furope._- : : ‘ :

Some further trulsms have been noted durlng the ECA study. Whlle agents
deallng with both air and surface forwardlng generally recelve a more- valuable
commigsion, from their air Tfreight operations, since the air freight proportional .
volume is currently small, development tends 4o get neglecteds A similar neglect
of air freight is found with agents dealing with both air freight and passenger
operations. In addition, where one air freight agent dominates:activities in-a
country, its only method. of 1ncrea81ng turnover is to develop” the: alr.marketyand -
as a result such monopoly has. proved beneficial — it should be- noted, -however, that
this applles where the operation is a branch of a Buropean flrm, and 1nd1genous
agencles have yet to be tested in this fashion.

Mbst authorltles in Afrlca do not permlt off-amrport clearance, whlch hamperSLi
the developmental role of .the agentses At the least, where volumes jugtify,- termlnal
development should be in.the form of -a bhonded frelght 'village'y where agents may
consdlidate and ‘break down loadge - 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 depote: 1g worthwhile considering
where there are major centres of population at a dlstance from international aitrports.
Such centres can not only reduce congestion at the alrport 1tse1f? but : reduce coste
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in the form of the: number of:individual journeys between the aifpdﬁt and the popula=
tion centre and even improve .ch door—to-door: dellvery where transhlpment ‘oh to lowu
capaclty domegtic- rllghts is the alternatlve.-“ I oo

1299 The rele of alrshlps e

Thls Sectlon has been complled to draw attentlen te the poss1b111t1es of Al I’
ships and comment upon some.current activities. -Technical data will be found in the

references and from the orgenlzatlens 1lstea ‘at- the end of the Sect10n¢

S A tragie series of dleasters to heavy 11ft alrshlps in the 193053 effectlvely

kllled off interest in this form oftransport for: many yearss - Sirce’ 1970, however,
there has been a:considerasble: resurgerice,. mainly because of the avallablllty of
helium at -measonable-cost levels ‘(the hydrogen that was used - in early ‘airships’ Was'
inflammable when .coming into contact with the air) and-of the - -availability of high
power to weight ratio eng1nes Whlch should prov1de the necessary to keep the alrshlps
ouk. of troubles ., - ‘ ‘ . L :

. The-major regearch effort in recent years has been expended on des1gn1ng and
evaluetlng small capaclty (2=25 tons) airships with a view to transporting heemy
indivigible loads. over relatively skort distances {e.g for locating heavy trans-
formers after constructlon) Some work has’' also been carried out on heavy lift
(120 - 1,000 tons) airships for medium and leong range operatlons {1,000 - 6,000 km).
The 1etter developments are of particular interest to Africa,- especlelly for the
land=locked. areas, 'where the lack or cost of surface transpcrt ‘is inhibiting trade
developmento - Tt:has. been suggested “that there are three maJor roles that such alr—
shipg could. play in economlc development' ' :

(a) As an- economlc alternatlve to current modes of transpcrt,_
(b) As a bulk carrler of perlshable produceg
'm(c) As an alternatzve to 1nfrastructure developmento-

As far as the 11rst role is concerned elrshlps have the advantage of speed
over surface transport, and the advantage of bulk capacity over aircraft. The 1ift
of . an airship is acrostatic while that of an aircraft is aerostatic (to double thef”
1ift capacltv, the dimensions of an airship have to ‘be increaszed 3 tlmes, of an
aircraft 2 tlmes) -Also, unlike an’ aircraft, the’ alrshlp power™loading decreases’
with sizee. Nevertheless, the estimated direct operatlng costs of current heavy
lift airship. projectes are.by ne means lower than thosze for exlstlng jet alrcraft
types; and.cencrete-data has in fact yet to be produced. Table 8 provides some
comparattve Tigures: from: khown projectss Airfloat Transport 1s a British f1rm whlch
hag been comcerned-with airship-reséarch 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 rangese Two_alternative proposals,
for open-site operation or module operation, have béen:put. ferward, 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“ -
T.0October, 197k, - Apart from providing a- resume “of ' the’ alrfloat preject at 1ts_
1971 development stage, flight did not; however, produce any detailed economic datas
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- The. World’ Bank (IBRD), liks the ECAy; has been evaluating the ‘economic viability
of alrghipss  Data produced:by Sir-Peter liasefield, Chairman of the Britigh - '+ -
Airports futhority and veteran of the airships era, are quoted (from flight and &
'freight inmternational® ) to show the pessimistic view — it seems that the 'direct
operating cost' 1s here likely tc¢ include some infragtructural cost. BSir Peter._‘
also feels that mejor problems such as icing, ges volume variation with température
(especially iw the tropics), vulnerability 1o gusts, high winds and squalls, will
face development, whose costs would be in-the region of $US250 millions  The =
Transconsult project is of particular interest as it is specificzlly designed to'7{
cater for the trade links between the Central African:Republic; Chad and Niger on' °
the one hand; and France on the other. A financial study was made by a firm called
COTONFHAN; vhich has. interests in African.economies, in conjunction with* Transconsult,
£67. 2 short-run production of 5 to 6 ships.::-Southbound they would ‘carry cereals, '
iron,. steel, -migar and construction meterials; northbound such items as cotton, ¢il
seeds 'and -sodium uranate. Development. costs; at 1973 :levelsy were estimateéd at.
3US21 millioun, and the infrastructure for construction at #US20 million. - The lgst
"Htwo .columnz show 4hat the conventionel jet aircraft has little to.fear from direct
cost comparisons, and even compares reasonably well where productivity is conoerneds.

L

, reraft is unlikely to lose its perishable shipments to the airghip
eithers: Firstly, the low speed would make the airship less flexible in meeting '
the ti? g requirement at the -market: outlets. Secondly,” the: bulking problem at = °
the point of origin would be very demsnding; T T e

“The j&t ai

Where infrastructure development-hasyet %o take place, the airship could '

have a substantial competitive advantage over conventional airerafts The require~
ments for unloading are minimaly -being essentizally a—suitable.éleared-groun&‘spéceﬂ”
and a tetnering point. WNost heavy 1ift airships.on the drawing bhoard feature on< -
board winches fox loading and unloading, though cne preject anticipated the use of
helicopters with the airship contimmally -moving %o achieve high block gpeed.: ©.
Obvicusly, terminal facilities such as collection and delivery points would still

be required. Against the cost of z jet airport, such infrastructural costs ave
minimal. However, it is likely that further jet airports will continue o be Imilt,
if only to cater for passenger-traffipaq'EtKhas~been.suggested;thaffhéavy:lift'
airships could transport passengers as in the past; mainly tourists on high density
routes. or tourizis with the time and money %o spend in luxurious werld travels - _
The costs of passgenger operations, though, arelikely to be very high, and jet
aircraft are likely to.be the prime means: of long-haul passenger transportation for:
meny years o comes Fevertheless,. there are obviously some ‘opporttunities. open to . -
airship’ operation as an alternative to, infrastructure development. IR

Iﬁlcbnciﬁgionz;it ﬁqﬁl&iséémlﬁhét-ﬁfrisan‘countriesy'whiie not beéomihg”7
directly involveéd in airship development at this stage, should expréss further

interest as a_stjmulusrio_devglopmentg.and;continue to monitor progréss'fairly;‘**f'_
closely. To aid this apprbabhasome_further-current-developments'and'references" .

are given below.’

_,125§91.T§9@é'éﬂrrént=develOpméﬁtsp_

(@) fThe,Sedretariaﬁs General of Varine Transport and CiViirAEiafibn{ﬁaésﬁéil5LC

as the Sguipment iinistry, are undertaking studies on airships. - The National
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Aerospace Office (OVERA, Offloe Natlonal d'Btudes et de Recherches Aerospatlales)
and the Atomic Energy Authorlty are’ par'tlclpa"tlnga ;

(b) _Transconsult (w1th COTCONFRAN), BP 148 Bureaux de 1a Colllne de, Saint-
cloud, 92213, Salnt Cleud. (See text aboves) : i

(o) A project called Pegasus {Pégase) is concerned with establlshlng aite—
ships at very high altltude (22 OOO m) for use in telecommunlcatlons worke

(d) UNRY: fiying erane pTOJect concerned w1th carrylng heavv 1nd1v131b1e loads
for short dlstanoeso Ty

Japan
A flrm called Nlppon Airship purchaeed an alrshlp in. 1972 w1th a v1eW
o evaluatlﬁg the- pDSElbllitleS of carrylneﬂﬁrelght and passengers.

Unlted‘Klngdom

(a)  'The Airship Association'. (48 Hadley Road, Enfleld, Middlesex) hag been
established and at present is malnly concerned with assisting communication between
those engaged in study: and research and those who might be concerned with applica—
ticns. The -Government is 1mterested in developments and s Parllamentery Alrshlp
Group has been fo“medo1 T -

(b) float Transport Ltdo, The 014 Mill, Dorset Place, London Ee 15 IDJ.
(See text:- aboven, : ; S , :

(c) - Manohester ulnere; a major British container ship company, established
a subsidiary called Cargo Airships Ltd. The major project (called ‘the CA4) was
to have & pagload of 30 tons, ow airspeed of 145 km/hour, a range of 2,500 km and
cost $US2s: 4 miilion per unltg The progec+ appears to have fallen through recently.

(d) The AlrSnlp Assoc1at10n lists further interested agencies as follows-
Aerospace Developments I4de; 19~21, Newbury Street, London, ECl. Cranfield :
Ingtitute of Technology; Cranfield Bedfordshire (consrructlng a'l ton capa01ty
airship). Skyshlpe Rebearch and Development Westgate House, Epsom, Surrey"-

United States of Amerlca

(a) & firm called ﬁereon has been developlng since 1965 eeme orlglnal
concepiions of airships of a trlangular form, to carry 125 tonsof freight in
contalnere. This prOJect has, however, run‘into sericus financial dlfflcultles.

(b) bome work has been carr:ed out et Boston Unlver31ty 1nto de51gn1ng ‘A
nuelearmpowered alrshlp whlch woul& carry 500 tons at = speed of EOG/km/hour.;

(c) GoodyeaL Corporatlon have used alrshlps for some years for publlclty
capacity pr01ectsp_ Falrly concrete proposals for a 30~ten payload airship at
a unlt cdst of” $6 mllllon (for the flfth unlt) have been put forward. '
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(d) Shell has financed a modest preliminary study oum the potential of large -
airships ‘ad natural gas carriers.  Aérospace Developments lelted cerrled out
this stedy and were: optlmlstlc ebout the future=5-

(e} The Tnbernational Latex Corporation and the Sheldahl Corporatlon (the
latter in conjunction with Westinghotise) have produced small tethered aerostats
and are interested in developing airships for local freight movementse -

Wegt Gérmany - -

(a) i firm calied Von Veres is concerned with resurrecting passenger travel
in large alxshlps; and has produced a plan for S TOO passenger Shlp 1o crulee at
2 speed ef 300 knyhou ?'nuclear—pOWereda : : e

(b) A-”lrm named Willhemkumper at Mulhelm is currently oonctructlng an air—
ship with 6,000 wd of Zas capa01ty, and plane further ones wzth gas capacity from
20,000 to. 64 Q00 md.

Further defelopments arTe taklng plece in Caneda and the USSRQ_ The Canadlan :
-Alrshlp Developiment Company has a 1 ton airship under constructlon as an experl-jr”:
ment (in design and-construction. The Russisn projects are probably the most . '
‘,advanced of all, hut aré kept secret due to their mllltery applications,”

126902 Some‘references

(a) 'W11ghu Internatlonal? maga21ne, various issues (see ebove),
(o) 'Transporte' magaalne, No» 189, February,_l974,

" (6) ''The Airficat HL Project'; September 1974,  Bdwin Mowforth, Desipn
Director; Airfloat Transport Lid: .

(d). 'Roles for Adirships in Economic Development's Paper for MIT conference
on eirshipsy~1974u Geerve Je Beler and Gerardo Cehn Hldalgo, IBRD, )

(e). u;ymoue:.a.m at. Roye,l Aeronautlce.l Socue‘hy, Unl‘ted Klngd_om, on a,lrshlps,
20 Septerber 1971¢=f : - . _

12, 10 Further reeeerch

Sectlon f2 4 1ndlceted some studlee whlch would need ETe be cerrled " in
preparlng the ground for the establishment of a multlnetlonal frelght airline. -
The role of air frerght end indeed of avidtion, in developlng countrles hag yet
to be clearly def ined, and thus further general research also needs to be carrled
outa . : - - . - i

AFCAC hee initiated an JCAO/UNDP prOJect (RAF 74/021) entltled ’Studlee to
Determlne the Contribution of Civil Aviation to -the Nationsl Economles of African
States's 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 UNDP African Office.
The six States in the North African subregion which are not included heve been
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advised by the AFCAC Bureau thet they should indicate to .the UNDP their d951re to
be 1ncluded in the project. - The project will involve the operation.of four . = -
separate investigatory teams during itg-life; and is designed to satisfy requlre-
menis such as the follow1ng (descrlbed in the progecﬁ documen*)

(a) Meet uhe reoognlzed need for 01v11 av1at¢on to make a more; effectlve
contribution to the development of .the mational-economies of African Statesr

(b} Propose specific well-defined and well-costed projects, in which,civil -
aviation is s part, which can assist the economic (and soclal) development of

African . Sﬁates,

(c) Memt in é'praéﬁicélwmanner cértain aims expressed in the MProgramme of -
Action for the Establishment of a New International Economic Order!', adopted by
the 31xth gpeci al se531on of .the Uh;ted Nationg General Assembly in 19740  .j _

The ECA has been aware of thls progect since 1ts 1ncept10n, hag made 1nforma~
tion available for it, attended the briefing of experts in Monitreal in March, B
1975, and expeets 1o make. further comtributions to the studies and 1mp1ementatlon,
in recognltlon of the role air transport can and sheuld pley in the economic /
development of .the reglona_ The ECA hopes:that the output from the study will givé-

a guide to scme of the follow1ng determinants,  which have yet to. be clearly 1dent1f1ed:

(a) The capital—output and labour-output ratiocs of civil aviation in develop—
ing economies against those for snlpplng and o+her major 1ndustr1es ‘

(b) The comparatlve net hard currency earn1ngs as above,

(¢) The comparative per dollar puroha51ng power generated (1.ea the mu1t1p11er
effect, 1nclud1ng ‘the relationship o tovrism) as above, . -

(d) The réle of subsidy in the sphere of cav11 av1at:on

' Aparu “From the above aspects, 1t is. also ev1dent that there is & need for
substantial additional marketlng research to be carried out, both within and .
outside the region. .The research should nct be:confined to- establlahlng demand
alone,’ tut also to evaluating . policy in relation to tariff, terms of sale, and -
other barriers. Such research mey also evaluate air imports which would undercut
in price those currently cbtained via the traditional links of expatriate traders
with metropolitan countries, The Africa Trade Cemtre hag already agreed to'place <
items with air freight potential in a special category in its opportunltyfiequest
documentation. As will be seen from the reflerences in spnex- T, the Inte“natlonal
Trade Centre in Geneva has. produceﬁ a considerable volume of 1nformatlon O export
markets for’ developlng countries. Apart from this ECA. -study, which was not able to'
cover extramreglonal 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 FRCOMMENDED
(Recommendatlor 9) tdhat the Africa and. International Trade Centres’ lauﬂch a comprehen-
sive survey to complement the Work already done by themselvess '
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12,11 - Implementation

CFrom the tex’ of this weport, and paiticularly from Section” 3'sirecommendas .
tiéns, it will have besn séen that, as expected,’ the air freight opportunities
involve a diverse range of sectoral detivities. Some of:these lie directly within
tHe ‘degis of 'ECA, some with AFCAC should AFCAC. so-wish, -and others: logically with"
other ‘internafional-and nationsl orgemizations.: Suggested.machinery for develop:'
mént*ié?deCusSed"bgiowau - SO R S e e

“The major reéconmendation of the first phase of this-study is the taking of: -
varidus ‘stéps towards the establighment of an Africanm:mltinational freight air—
line. “-While ‘the study hag not:covered a full sample of: countries in the region,
it is felt: that thHere is dample justifidation for examining further the prospect
of carrying out-the first dtep of & capacity brokerage: agency, primarily for the. -
Fast and Central subregions, particularly as the unigue role of Ailr Afrigue in
West Africa has yet to be evaluaied, Thus the ECA intends $o follow up this
objective and, provided resources are available, contirmue with the extension of the
study of Air Freight Potential t¢ further States, partiocularly in North and West

Africae :

Further developments towards the multinational freight airline are less .
specific and more complex at present. 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 represenmis Governments indirectly,
and its constitutional bias towards IATA airlines must rule it out. Thus it would
seem that AFCAC, in conjunction with the ECA and OAU, would be the best agency to
co~ordinate development works = 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 ecarlier paper 'Towards an African Multinational Freight Airline', IT IS
RECOMMENDED (Recommendation 10) that ECA, OAU and AFCAC get rogether te discuss
detailed proposals and if possible set up a work programme, preferably by the end
of 1975, Obviously further organizations with an interest in aviation in the
region.will be inveolved in due course, in particular the International Air Carriers
Association (IACA) and the Internatiomal Civil Aviation Organization ( ICAO), as
well as financial institutions such as the African Development Bank (ADB) and the
World Bank (IBRD); and also the United Nations Development Programmes Thus; to
monitor and co—ordinate strategic developments; it is suggested that a standing
working group be established; comprising representatives of ECA, OAU, AFCAG and the
ADB, together with two or three of the interested States (one of them would be
invited to chair the group). Invited 4o attend meetings of the eroup as observers
would be AAFRA, TACA, IBRD, ICAO, UNDP and the embryo freight charter organizations
in the region. A4s far as the latter are concerned, it is evident that while the
developments towards a brokerage system are in progress, it would be worth-while
thelr getting together to solve immediaie vproblems, perhaps th?ough'seﬁting=up a
regional charter carrier association. One of the first tasgks of the working group

would be to establish a feasible programme of priorities.

Ag far as the other major recommendations of this report are concerned, the
agencies for implementation are self-evident. The FECA obviously has nc authority
over cther 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.. Tt.is o/
hoped that those aspects which directly comcern AFCAC will be discussed i the
general context’ of the meeting(s)-with AFCAC and OAU referred to above in .1975.

In particular, since one of AFCAC's subregional -meetings on airline co-operation
and integration has already set up an sir freight .and air mail working group, .
following the completion of these subregional meetings, it may be worth establish—
irg a joint LCA/ﬁFCAC renlonal group, -to include experts on agricultural and -
1ndusc;1al development. UNIDO has already indicated ite interest in a p;ogect on“
alr freight packaging, and close links have been maintained with the Africa

Trade Centre, the Association of African Central Banks, and the Association of
Afpican Trade Promotion Orgamizations, -all of whichk have secretariats provided -
by ECA itself, The Transport and Comminications Division of E€4 loocks forward .
to recelving comments on this report from all ‘the above organizations, and to
working with Lhem ﬁowar&s develeplng air frelght transport in Afrlcau :
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Annex A = Objéotives of the study -

{1} The primaxy objeotivesrafef

. (a)-To evaluste the potential air freight carriage for intra—African and African
orginating intercoantinental movements (at ¢conomic cost levels); : : R

(b)) To recommend methods of incressing utilization of capacity, sllocation of and
reguiremente for capacity and'faoilitie5~(bdth ground and sirl); S o

and; most importantly,
'::~r*-TCo) To stimulate thought and discussion on the development of air:freighf and its
infrastructure.
(2) " It is considered that. the stuly will show that strategically planned development -
‘of air freight in Africa could help ins o T R : R
(a) Tnoreasing intre~ifricen trale flows;

(b) =xploiting sgriculbtural and horticultural potential (and establishing new

markets, diversifying exports, increasiung rural employment,; and acquiring foreign ex-—

change }3

(¢) Utilizing currently wasted capacity (often developed by growth in tourist
traffic); with particular reference to lessening directional/seasonal imbalances;

(4) Inoreasing African carriers' market share of the inter-African market as well
as %he extre~African market (only 34 per ceni of total to/from/within Africa in 1968 -
ICAO)» Increasing competition with non-African charter carriers (who obizin lucrative
‘loads into Africa, and can fill-up at low yield on the return journey )3

(o) Creating employment in the air freight irdustry itself.
(3) The stuly is expected to show the need for and to contribute towards:
(2) Improved planning of future ground and air facilities;
g

(t) Examining the possibility of setding-up multinational air freight services in
Africa; %

(¢) Improving the knowledge and marketing of air freight in Africa at government,
airline and commercial levels.

(4) With 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 routs by
commodity (value, weight aund volume) by season, in selected countries; :

(b) Tetimates of unutilized freight capacity (by route, direction, season, and
usable volume); '
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(o) Observations on suitability of such capacity for the segmenis of potentlal
determined in 4a) above, and/or indications of alternative suitable capacity needs
(e.g.; freighters o upper-deck nom01nat10n aircral ) for.guch freighits

‘?Gd)j'An~evaluationjof avallable and required physical equipment for organizing air
freight movements by despatch and reception; . - R - R

(e) -An- evaluaiion of; and commente. upon, sdministrative machinery controlling air
freight movements (customs procedures, alrline documentation, insurance procedures,

costa, euo,),

(P) An examination of possibilities of multinational collaboration and the finan—
‘clal feasibility of achieving capital injecticn and simplified procedures for 4d) and 4e),

(g) £in evaluation of the marketing machimery (at governmental, alrl:l.ne7 agency and
commercial=le¢els) for air freight development. More specifically, determination of
current air freight costing procedures (and possibilities for subsidy), and recommenda—
tiong for non-dilubtionary structures of freight rates and terms de31gned %o prov1de
flexible encouragement for the uge of air frieight. ‘ - : s

-
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Annex B - Questionnaire. issued. to Covernments: prior to field survey

(the:‘;ThisaiEanﬁ & rigid ﬁuééﬁiﬁﬁnéirefté;bélét?ictly'dompléﬁé& step-by-step. It is
- .intended %o solicit data and- to give time for preparing considered replied: %0
'-:field'su:vey,questions), : - S P

1. General
We should be grateful for any bhackground infbrmatibn"you.Wish-to”give-qubn the

organization and control of civil aviation in your country, and on air freight movement
in particulars - e : _ : . _ e

2o :Markéfing

We should welcome any information you.can give us on the organization ofy and faci-

lities offered by, marketing units to aid the export development of air freighteble
products. For example, do you have auny specific export prometion schemes, are you
considering export credit ingurance, how do you handle overseas reprééentaﬁion:(hbth
within and-ouisidepﬁfrica)?g.ﬂbwlWell,dq)youﬂﬁee;_the.benefits;pf air freight are known
in your coumtry? What is the ‘current primary use of air freight (2.gs omergency, pPerish—
ableg, lower -cost on total distribution bas;sgletco)? ‘How closely and at what level do
the Government and;canriersuliaise.wfﬁh_expdrtefsiaﬁd potential ‘exporters? ' Have you
established ‘agreements which share risks between thoge involved? Do African carriers get
a fsir share of your import and export market? If not, why do you ﬁhink’this‘happens?

3. Aip freight problems and needs

Whatfdo*you:feelrare;the-major problems facing air freight development in your

cotintry? - Is:there any particular problem you:wouhi“like'tq have investigeted? Do you

feel the'directionality/seasonality of air freight movements is a problem? Is lack of
traffic bights a: problem? ' What aboub currency sereements within Africa? Do 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'go abiout obbtaining charters? Do mail‘requirements'limit:freightﬂdaéacity”aﬁ
all% ¢ Are they Iikely to do.so? Do you.feelryourrgr¢und'faCilitiQSié:e'SuffiCieni?* What
levels of through-put can-be handled? Any plans. for expansion? TR

Vi Customs/sanitary arrangements

‘¢ Does your country use special rates for air carriage as & stimulug? For intra—
African movements by air and/or surface? If .o, what are these? Are your export, import
and transhipment formalities and documentation in line with ICAC vecommendations, or do
you have further requirements? Do you fecl your storage and access facilities are ‘
adequate? Do you have details of equipment, areas, &tc. which you could give us? Do
you have special goods storage faoilities? 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 exporiable commodities (to Africa or elsewhere) that would
benefit from the availability of more regular air freight capacity? Are they seasonal?
What is the annual volume? Are they perishable? Do they need special facilities (esgo
refrigeration)? How often would they need wplifting? 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 airoraft? Do
you know of any other commedity needs which could be imported by air freight into your
country? ‘Do poteniial 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 o where? Are there any plans for processing raw materials at home rather

. than overseas, and ihus giving them air freightable qualities (e.g. textiles, footwear)?

6. Rabe structures (within and from Afrioz)

' What do you consider are the generalised cost—related needs for the development of
air freight for the full benefit of your country and airline? Do you feel there are any
major anomalies in the rates at present? Do you feel the TATA rate-making machinery is
currently biased zgainst Africen airlines? If so, what should be done o improve the
situgtion? Have you considered government directives for rates, charters or parti-
charters? How do you think the recent fuei price increéazes will effect air freight?

Ta Devélopment schemes:

‘Do you have ‘any specific schemes proposed or in hand which will help develop air
freight directly, or imdirectly through the promotion of eir freightable products? & What
are your training, marketing rescarch anl capacity information needs in this area? How .
much are,ycu.iﬁvolved in developing miltinational links in Africa (e.gotusing AA¥RA, -
AFCAC, developing multilateral freight service agreements; pooling market research and
resources abroad, etc.,? s S '

8. Data

~ Any histbric,_current and anticipated relevant trafffic détas you can. supply us with

* pricr 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 {uging your standard claseification), by value,; weight
and volume, by country and by direction with seasonality imdications. Mail flows by
type, country and direction, would also’ be useful in order that estimates may be made of
~urderutilized capacity. Also traffic movement data by country by aircrafi-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 Coiann o e .
We'éhoﬁlﬁg of course, be most grateful Tor any ideag you could give Uus on how we

might best darry out the project, both within your country ard in Africs overall, and
would welcome leads o information and persomnel. ' - : '
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Aanex C — Quegtionnaire issued to sirlines prior to. fisld. survey .

(Note: This is not a rigid guestionnaire tc be strictly complefed step—by-step. - It is
intended to sollolt date and to give tlme for preearlng con31dered replies to the.
- field survey questlons) S - ,

1. . .Geheral

We ehould be pleased 1f you would eend us & copy of your latest annual report, in
order to. give us a general ploture of your trafflo flows, revenues, coete, etco and the'
r8le .of air frelght Ain relation to these. We should algo welcome details of your frelght
organlzahlonal structure (e. &0 reportlng leve1°'oost or revenue - oentre or neither; number
of gtaff - esgpecially overseas and versus oompetlﬁors - and tralnlng, plans for expansion,
particularly with wide-body belly—hold, palletiged combination aircraft or freighters;
use of contalnere; pallets, etc. ). How do you cost freight operations on gombination

2.‘ Marketlng

Ie your strategy to gell frelght on a wholesale basis or to offer a total service

to the shipper and/or agent? Do you have any, personnel trained in marketlng and dlstrlbup
tion who specialize in high-level selling?® How closely do you llalse with ﬁradlnb bodies -
such as Chamber. of Commerce,. Merketlng Boards; etc.?. How w1de1y do you feel the benefits
of air freloht are Known in your country, particularly as related to the total distribu-
sion cost consept? Do you have any particular problems with representation overseas?
Perhaps you would send us a list of your handling and selling designees worldwide’ for
conparigon with those .of other African carriers, as well as a list of your own active
handlln@ and selllng agreements for other carriers at home. : :

3 Air”fEEl@ht problems and neede

what do you.fee¢ are the magor problems faclng alr frelght development in your ooun-;
try? Is. thers. any. particular, problem you would like 1o have investig ated° ‘Do you feel
the dlreotlonwlluy/seaeonellty of air frelght movemente iz a problem? Ie lack of trdfflo ;
rights o problen? What about currenocy egreements within Africa? Do you feel tha't custome:
and ssnitary controls and delaye are a problem? Are alrport faollltles and eecurlty ' _f
leveld ip your: oovntry adequate in your oplnlon? If noty what could be ‘done to 1mprove .
them? . Would this need capital injection, and 1f 50, where do you feel it should come
from? Is space coatrol on .passenger aircraft a problem on. your 1nternat10ral routee?'“"w
Do, mal? requlremente limit cspacity? . Are they likely to do so in the Ffuture? Do you
feel the future of air freight development in Africa lies in oombloatlon, palletlsed or
freight cherter operations? Do you.feel that non—Afrlcan carriers are 0e%%13g an. unfalr o
ghare of your markets? If so, why do you think thle 187 : :

4. Folential

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. seagonal?. Perlsheblo? Do they need. spe01al facllltles (eoba.refrlgeratlon)?

How often would they nced upllftlng? 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 (e.g. processed goods) could be exported from your couniry, and to where?
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5+  Rate siructure (within?and-ffom3Afrioay

|” What do you u0331der are ‘the gensralized cost-related’ neuds for the development of
air freight in Africa? Do you think there is a fubture, say, in a delayed dellvery, ilower
cost service? Would this lead to dilubion of revenue from ex1st1ng traffic? Do you feel
a suitable rate structure could help solve directionslity, seasonality and prorating prob-
lems 2t economic levelsg? Do you think improved ground Ffacilities could lead to rate re—
ductions? Do you feel there are any major ancmalies in the rates at present? Do you .
feel the TATA rate—makln machlnery ig, currently biased agalnst African airlines? If
s0, what should be done: o improve the gituation? Have you considered trying to obtain
government dlrectlves for rates, charters ‘or part~charters? Do you feel current governr "
ment’ controls are adequate to pave the way for development of the indigenous African
airlines?® wa do you thlnk the recent fuel price 1ncreases w111 P”fect alr fre1ght°-‘

6. Ddﬁdlopment echem@s"”

Please let us know-your idcag for schomés which will help develop air freight direct-
1y, or indirectly through the promotion of air freightable preoducts. ~ What are your
training, marketing research and capacity needs in this area? How much are you involved
in developlng multlnatlonal links in Africa (e.g. using AAFRA, develeping multilateral
freight serv1ce ‘agréements, pOCllné market research from your country and cutzide Africa,;
getting- up ‘brokerage schemes, ‘joint appointmerit of handling and sales agents abiroad, etc,)°

-What do you feel would be uhe most beﬂeflclal multlnatlonal progect for Afrlcan alrllnes°

7- Da‘ta’ o

Any ‘historic; current and asnticipated relevant data you can supply us with prior %o
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 fotal market {which we have asked your Governmesnt to supply) and: airline shares
'(1n complete confidence, of course) by value, weight and ‘volume. by country and by
diréction with seasonallty indications. True Origia and Destlﬁatlon {TOD) date ;s pre~
ferred, but if you have Fllght ‘Uplift and Dlscharge (FUD) data asg well, so much * '
better. Estlmates of your own, gl market under-utlllzed capacity after eytractlon of
mail volumes would be of 1nterest. Tife " should weloome Lhe ‘results of any studies you may -
have done such as air wayb111 analyees (Wo of pieces, average weight, density, revenue, ’
eto.), shipper analyses (dlrect ve commercial accounﬁ/contvaCu vy agency split by re-
venue and sales ogeratlons), cubeout problems, We are 2180 collating market research -
studies by alrllnes of air frelght potentlal in their own countvles?'wha ch are obvzously
essential given the llmlted resources we have ‘&t ECA for our Studys  If you heve any such -
study, and are prepared to release it to us in confidence’ we ahou;d be mogt grateful,
We aré also interested in more: Spec1flc market research inisuch areas as export/zmport
terms used, credit facilities, insurance metheds, trans port mcde/alrilhe decisions and
reasolls, shlpper/agency breakdown, etc.

8,: Advice

e should, of course; be O'1*;3:[:@4‘.‘1,11 for any ideas you could give-us on how e might
best carry out-the prGJect ‘both within your country and 1n Afrlca overall, and: would
walcome 1eads to 1nformat10n and personﬁela '
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Annex D - Airp freight as. 2 developmenﬁ tool |

Thls qnnex has benn produoed to provlde) in a general form, the arguments for 1n~
creesed use of the ailr. mode for frelwht transport in Africa. Air freight is at present,
all over the world, the poor relatlon of surface transport, the poor reletlon of air
‘passenger traffleg and an undervalued tool of economic development.: Perhaps the major:
reasoi for thisg 1nfer10r1ty is the lack of knowledge by . transport, business: and economic
executlves of Lte quantltablve beneilts. Some- of these are 1dent1f1ed below.j

‘-2. The flrst pert of the aﬂnex, 11bera11y sprlnkled w1th 51mp1e examples, attempts to
shows . o

(a) Thet alr frelwht, when oon51dered as part of a dlstrlbutlon system rather than
as a . sepawate ent:ty, is often 11tt1e more expensive, and sometimes cheaper then, surface
transportations : -

(b) That. the nse of air freight can meet the demand of markets unattelnable by
surface meane, o . - _ , R

‘(e) Tha* the avalleblllty of +he air frelght mode can. be and is belng explozted a8
a ha31s for economlc deve]opmen+ in speclflc productlon segmentso L e

The second par+ ‘Concerns the relatlonehlp between passenger and freight traffic by
air. General examples are used to demonsirate a principle that usually holds in more
gpecific casses, that is. that frelght is more profltable than passenger trafflc to” air-
lines. The faﬂt that it ig only slowly coming to be recognized as such is due to lack
of” speclflc eveluatlons and to the mlemour of more: prestigious peesenger operatlons.‘j

0.1 Air Versus. eurfaoe

‘ The operatlnw cogts and edventages of the air mode compared. w1th surface transportan
tion are discussed belowa A comparigon of 1nfrastructure cogts is beyend the scope. of
this text, partleularly ag passenger. transport would be involved. an¢ surface transporta—
tion provides economic inputes to the aress through which it PassSes. Nevertheless, mogt
countries in ths Region already have. relatively easy access to an international standard
airport, which is all the 1nfrastructure required to serve any ‘other country in. Afrlca,.
or 1ndeed the . worla,n_ : .

'i}ﬁ;izlnfThéfconcept:of total.distribu@;bn gosting ..

Ay freight rates are high. Often they can be as.much as 10 times the equivalent
surface transportation rates (though occagicnally they do match these) What ig not
generally recognized is that the ancillary distribution costs are cflben much lower than
those for surface shlpments, reduclng, or even more than counterlng, the dlsorepanoy.
To take some exemples fo these ancillary eosts. o S _ . .

Pick up delivery costs. Since airports are generally nearer to true origins and
destinations -than seaports (shlps being the primary competitive mode in terms of distance
ycovered.)9 these ‘costg are often lower by zir,. The difference in fawour of’ air ig groet

in Afrlca, partlculdrly in the- landlocked areas. The costs of the 1and segment of the
.~ journey to the coast ig in many cases hig her than for the far: longer sea journey, reach—
Cing double the level for some commodities and countries.
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Packaging. Little packaging is needed for air’ transportatlon as’ goods are handlsd

less often and more carefully than by surface, are at risk for less time and in a less
hazardous’ atmosphere (e,ga no sallnatlon problems) and more secire enV1ronment. The
~gravity forceg met in air frelghtlﬂv are lower than ‘for any other form of transport
(dock handllng ig partlcularly harmful) Packaglng of 1nstruments fer- surfaoe shlpments
is wsuslly around 50 per ‘dent of the welwht of %he item - by air ‘the proportlon 15 “'H
Creduced to” 10=15 per eent._ More pertinent to Africa as an’ example, a Crush=proof alr
pack oould ‘be produced for tea which would save zbout 6 kgs, of packaging weight on
50 kg. net of tea. Such developments save on ‘the cost of packaging (aboui a 90 per cent
reduction in the-case of % ea ), the' relative cost of air ‘freighting, and in some" import-
ing countries, on the cusitoms dulies. Some azir freight is not packed st all, but T
slmply loaded on o palleb, covered in plastlc sheeting and wired down - when a loader
'can see what he is ‘Ioading he can be more careful. ‘One problem that alr shlpments do
‘meét iz the need for them o be: Packed to cater for- plckﬁup and. deliverys so care is
needed at these stages. .

' Pilferaze/spoilages Due o short transit’ times, fewer transhipments “and a‘secure
environment, losses are lower by air. Pilferage losses for some lanilocked countries
in Africa redche& up to 25 per cent of the value of the commodities in 1974 for. surface
‘shipment, while, despite the hlaher ‘value of air shlpmente, pllferage of these was at
a level of 1 per cent to 3 per céen¥ of the value. Spollage en route isa very real
problem for many of the agrlcultural produete eﬁported from the Revlono

Insurancee Beoause air frelght ahlpments are at rlsk “for shorter periods and in &
seoure environment with lower pllferage “and sp01lage levele,'lnsurance cogtes for air :
transportation are-low. And if one also condiders that there are non~insursble losses,
and that claims oftén take a long time o bs settled, then ‘thig dan be a considerable
advantage (linked to pilferage/spoilage above).

Port storaﬁe charges. Unless collection is delayed;. there are ueually ne storage
"charwes by air;’ although %hese are revularly aleled for surface’ shlpments.' Wlth ine
creasing con@eetlon at por+s amd subsequent delays of a month or more at many ports in
the Region? theee charges have r;een drumatlcally in’ recent Jclmes°

Mlseel“aneoue oharﬁeeo' Surface’ shlpments often 1ncur 'a number of charges (e. g.
freight forwarder charges, provision of palléts, handling clearance) which are non= B
existent or cheaper by air. Conference lines ars currently imposing both a bunker sur-
charge and a congestion surcharge (25 per cent) on their tariffs. Some port congegtion
gurcharges as at November, 1974 will.give an idea of .current problems.. These charges
were:Dar es Dalaam up to 30 per cent, Durban up to 20 per eent Loblto Bag‘up 1o 50 per
cent; Lourengo Marques 30 per cent, Mombasa 10 per cen‘to

" Documentation costes Alr documentatlon is s:x.mplei and saves much - administrative
work, It can take a‘fortnight merely %o obtain quotes for surface shipment charges,Adue
to the complexity of the charging system, while IATA rates are readily available in
published form and air charter rates are simple %o obtain.

Iuventory. By using a central distribution depot and air shipments from 3his, a =
substantlal reduction in stock lévels can be made at’ outlets, thereby saV1ng capital ‘tied
up;’ Warehou51nw costs, 1nventory taxee and’ insurances” (where applicable); while meintain—
ing “the same level of servicé to the customer (due to the fast fleylble frequency of alr).

EX

F

-
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Such a distribution pOllCJ also cuts down absolescence, Inventory saving is a major
reagon for using air frel ght, recognized. partlcularly hf.Amerlcan and Japanese firms .
operating in Eur0pe and cloger at hand by European and Japanese firms (partlcularly
vehicle manufacfurers) with outlets in Africa. As far as the Region is concerned, since
the major 1nveniory saving is at the dtstrlbutlon point, this is a benefit for air:
imports rather than export39 which are 1n any case mainly avrlcultural and hence reculre
less comp)ex dlstrlbutlon processes.,

Obsdlescence. Some commodities becomo obaolesoent 50 qu1ck1y that air shipment is
the only practlcal means of avoiding rigk., The fashion-conscious textile market is a. |
cage in point, and is one which opens up opportunities for African suppliers,’ partioular-
1y .where local prints are concerned. While African markets themselves are gencrally well-
covered duve to the low investment necesgary for manufacture, more 1nd1@enous product1on
at low cost and more contact with the famhlon—huagry markets of the West could bresk =
through lonOHﬁerm cotton a@reements and lead to rapid. development. Speo;allzed packaglpg
for air carrlage of cloﬁhlng is already availables o

Capltal fied up in tran51t. Surface shipments between Afrloa and EurOpe or the USA
take from 1 to U monbhe depending on nature of the journey., During this period the eéarn~
ings from the goodg, if they were shipped instead by air, could be relnvested in produc—
tion or. placed in a bhank and . earn 1nterest . . -

Wlth all these beneflts? why is the air mode not used more often? Flrstly, as pre-
viously menuloﬂed, the conoept of total dlstrlbutlon copting is often not recognized;
secondlj, it can be guite a ocomplex problem to auantlfy and sum. the above 1uems,'and .
thirdly air does have . some disadvantages apart from the rate., Customs charges are often
levied onag C.luf‘b&Sl&,Whlch thus includes the high air frelght rates (although air has =
an advantage where duties are levied on grogs weight). Scme Governments in the Region
(e Ethiopia;. Bast African Gommunlty) have modified thig policy 1o f.osbeor f.o.boplus
a proportlon of the drangport costs for:air 1mports in order to stlmulate use of the alr :
mede (see 12.6 in mein text), : : ;

To give an idea of the level at which air becomes the economic mode for a 1andlbckéd
State in the Regiony a simple analysis prepared for Rwanda in mid~1974 is-@iven below:

Let value of commodity (fnonb,Klvall for exports, c.i.f. Kigeli for 1mports) be
$U8/kﬂ, (Surlctly, V will. vary dCCOfdlﬂg to the location of the frelght en’ rouie)

_ Then, excluding cogts which sre the same or gimilar for both modes, the total cdéts
to from Europe are, in ﬁUS/kW‘ ‘

Air - I S Surface

Transport - I T Klgall to/from Mombasa S Oel9
S ' T ~ Yombasa to/from uurope. 0,15
Pilferage/damage - 1% = 0.0LV ‘ 8% = 0,087 -
Interest on capltal - }— months at 15 % say .
o o = Aodh= 0.0447
Packaglng/documentatlnn/ T : - o oL
obsolescence/lnsurance E% = 0,01V - , S e X% = 0,037 -

Total - ST 0.0 034 0154V
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From the sbove it will be geen that’ alr/su¢face breakeven ocours when T + 0,02V =
o34 + 0.154VD For exports at tﬂe average air charier cost of HUS0.60 per kg, the
brea&even value*'wa ght ratic is rUSl 94 per kg, whlch SUgg es.ed that even mlneral ores
such as cassiterite and wolfframite should. iravel by air. Of course further analysis”
would have $o be carrlﬁd out for 1nd1v1dua1 commodities and into terms of sale as’ the
above” analvs;s ig gimpligtic and ssn51t1veq but nevertheless it prov1des ‘an 1ndlcat1ve
level., Feor imports the analysis excludes the major benefits of inventory savings (part—‘
icularly valid in the, case of pharmaceutlodls and vehicle spares) but comes up with a
breakoven values welvht lével of $7.4 per kg OI oourqe, emergency and perlshable 1tems
of 1ower vaWue w1ll also tra 91 by &1Te a '

Any firm 1nvolvea wWith 1mport1n@ and exportlng should be alive to the ideas of total
distribution costing. Distribution should be part of corporate policy and not dele@ated‘
to a shlpplng department or ageﬂch The total distribution conoept may incvitably

teach bhack into the production cycle (or viece versa) - for example gn African -agency
congidering the expori of meat will need o evaluate the overall economic benefits of
sending the meat live, chilled, frozen, drled or oanned in a55001at10n with varlous
modes of transport and market prlces0 ' S : . :

'Of‘course?'hhpre ‘are iteme which will never travel by air -~ 'in gemeral bulk low
value per unit weight goods. But air carriers have yet to exploit: fully movements of
higher value products,; cr of perishables with strong market demand (euba fresh fruit and
vegetables) Many i rms plan their operations on a product selection basis, higher
value items belnv sent by airs Mahy firms alsc allow for a proportion of air shipment
in thelr pricing pwonedures? in order that they can meet deadllnes or replace damaved
goods should their surface shlpmenus not come up to goerabch. Port congestlon and strlkes
have often convevced c*n:L}g}pers permanently to the air mode. o : ‘

( CWhile gir offers flw“lbllltjg many ‘firms are 1nflex1b1e agid traditionalisty and it
ig dlfflcult 4o persuade them o gwitch to air. Fortunately in Africa new companies’ are
continually being established, and by the very nature of its fast-moving development;
Africa is open to f. ex1ble‘1deasﬁ

"H.1.0  Some benefits of air Freight

Air, frelwht has adv@nuages over eurface transport modes in terms of services, which
ig very dﬂfficult to quantify, and other bénefits that are only relevant in certain .

cases. =Below are gome of thesey

(a) Forcign exchange saving. Payment to zir carriers may normallv e made in
local currency (and often there exists a national carrler) 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 2 Ceisfs basis,; the coun-—
try concerned saves foreign exchange through using air on pllferage/d@maae 1osses,
interest on capital, shipping ard mlscellaneous 1npumgg but loses on av1at10n inputs..

(b) Low rigk market expﬂ331onq Test marketln@ can be a risky busxness, but by
using air, the test irnvestmeni can be low, as there may be no need o set uwp complex
- distribution charuelsy warchouvsing and other facilities at the consignee ends The
psychological barrier against products originating in &evelopln countries can be great,
even if the products meet all the necessary staniards. Sample shipments by air could
provide the key to solvicg this problem.
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(o) Overoomln oompetltor g advantage of being nearer the markat.

(d) Flex1b111tve- ”he ablllty t0 sw1toh markets according’ 40 denand (e.g, to. pro-
v1de chilled ‘meat to gouthern Furope ito .meet the summer influx of tourists ). - The abili-~
Ty tg catok. temporarlly premium prloes (espeolally of- agrlcultural and mineral commodl--
ties i - : . v :

(e) Abllltv to deal with emerr:encmsg oroduotlonpllne nroblemé, bﬁeakdoﬁns,
unpredlotable produoﬁ demand. : : o R

(f) Increased uge of produoulon faollltlcs and equlpment - for example, reduotlon
in transit bebween joba for mobile produotlon urditg such asg oil drilling egquiprient.:

(g) Improved oash flow°

d}ﬂ(h)d Improved 1nformatlon flows

_ “(i) n;mprdvad control gver r-r’oods din translt — and less unoertalnty over dellvery
dates. P , . .

”3(3) Improved‘oustomer gervices

;(k) Imnroved market images

m13 Au&ﬁmﬂﬁamlmmmmodmmhmmm

Alr frelght is b31ng used to satlsfy demand oﬁherw1se unattalnablea; Each evening:.
freshly baked Prench loaves are sent by air from Paris to HNew York to.be purchased by
upper—income: Americans and French emigrés the next day. This is. an exbreme example;- but;
is - the sending of exotic troploal produce from Afrlca to western fru1t and’ vegetable
markets so very different? S - :

The availability of air freight can be used to exploit differences in climatic and
labour conditions.  Many couniries in Africa eanjoy reverse or complementary growing
geasong to thoge in Europe. 4s a result horticultural concerns in several African coun—:
urles are able to grow floWeI'S for sale in the western- L"uropean marketu = Co

One llvht 1ndusbr1a1 flrm in Africa is an excellent example of how air frelﬂht can
become  anintegral part of s company's production and marketihg effori. The products
that this firm markets are "rivets mede to order. and to customer’'s: own design". The
key competltlve powevs of the flrm as set owh by the Ma,naglncr Dlreotor are°

(a) The ablllty %o sunplj'fas%er than any oompeiltor, at the same or oheaper prloe,
but at a 31mllar quallty gstandard; : - ' S

(D) A guarantee that ihe uger will néver run short of rlvets prov1ded that hlS -
flrm is allowed to supply the rivets.

Both &) and b) are supporied by an aggressive programme of personal vigits by the
Managing Director. The air mode is used %o support surface operations to guarantee
voth &) and b). Civing 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 sfock holdings of
rivets, thus saving inventory costs, but thereby it becomes more dependent on the firm
in guestion for its future supplies of this vital component.
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The growth of the company is & good examp1o of how f1rst~¢ndustr1al~age productlon
can move away from second-industrial-age countries. such as the Tnited Kingdom, the US4
and West Germany, to. countries at a relatively low level :of injustrisl developmént.
Light industry could be further developed aitong these lines in Africa 1o serve oversgeas-
markets or to generate an interwoven segmented network to meet pan-African demand.  The:

xample of Mauritius demonstrates that such production san be carried out on a large
scales ' In.order to curb high.unemployment and tc earn foreign exchange By beneflttlng
from low labour oostsg the Mauritian Government has enabled the devélopment. of ‘export
prooessing industries. Thege are geared up to a gystem of importing material requ1re~
ments by sea.and exporting semi~finished or finished products by air. ~Hong Kong has
succegsfully used just this approach to develop to its present relatlvely advanced.
economic level,

An important feature of air freight is that it can provide the shipper or congignee
with an adequate control over distribution. A4 grower of horticultural produce ig unlike-—
1y to plant his or her seed unless therc is some guarantee thal when he or she comes to
harvest the crop, capacity will-be available at economic prices to carry the production
gquickly and safely to the point of sale, In the African Region, the bulk of imports -
arrive on a c.i.fobasis and purchasers take the exports on an f.c.b.basis, a situation
which means thet African countries have little or no contrgl over the external transport
systems,; achieving only & small share of this econcomic sector. In addltlon, there is
little control over the distribution of the exports themselves, which iz unfortunate, as
digtribution is becoming inoreasingly integrated into marketing systems in the developed
world. The example of tea exports from Africa is dinteresting. Tea is often sold. by
contract in the country of productiocn or hy auction at coastal ports. Thus not only is
much. of- the transportation segment of the final economic cutput taken ot of dfrican
hands, but also much.of the final profit. -Some countries have realismed that while air -
transport is more expensive than surface transportation, the net sconomic return:to the
exporting country - can be greater if the air mode:is-used. Incréased African conbrol of
air freight operations could improve distributbtion, particularly for the landlocked: coun~
trieSa

There ars many: problems to be overcome before aip frelobﬂ plays its: rlmhtful role
in'development strategy (esgs dilatory, bureaucratic and non-unifori customs prOUedures,
non~uniform sanitary procedures; pour handling ard storage facilities; directional and.
seagonal imbalances; lack of capital) and rates will not be reduced until total distribue
tion cogting ig used asg a concepi, - round facilities . are improved, and . a flexible charter
network iw established. - But. there. is no doubt that air freight will- plqy a. magor role,
and in'some cases prcoeed suriacn tranqpo t ag a dovelonwant t00L. Do

D 2 Freiaht economics versus Dassen@er acononics for uhe alrlines

- o )

Below are some figures th 1 may hr?} po Tisped toe pyhh .Hau passoagor urafflc is neces—
sarily more profitable than freight traffic. Some recent estimates of direct flight up~
lift and discharge traffic between the United Kingdom an& Africa south of of the Sahara
for 1974 are given. . ‘ ; o )
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Passenger trafflc (both to and from Afrlca)
Mode Passengers " Revemue Yleld
(1000 one~way Journeys) ('OOO ﬂUS) , (@/passenger)
. Scheduled 'j.':]_ 568 . 161,800 o285
_.-Charter . .65 .. . . 7,265 . - 112
o Totall 633 169, 065 26T

‘(%5 i

;'nglrectlon , :'-'f_ Welghtﬁ‘: L Rovenue - L
o | (tcnﬁ) (1000 $Us)
K.~ ifrics . 12, go1 35,800
:;,Afrlca - UK 99501 . ‘ ),840 .
mAverage s 11,211 8,673

Frelﬂht trafflc (both scheduled and charter as no spllt is avallable)

As a flrst step, ‘we assume that the average passenger and ‘his or her baggage welght
90 kilogrammas. (the standard used), then the passenger yield per kllogramme becomes in

$US:

| Sohediled 317

.‘”thrter_ _ }' Cl.24
Total . . 2694

Thus the average frel ght yleld 1s 37 per cent below the average passenger yleld
{which 1ncludes firet: ﬂlass) on & round-trip. HOwever, passengers take, P & lot of
space (1n the form. of seats, galleys, toilets, stewardesses, breathlng space, etc.),_‘
which freight doesn't need, . A Boeing 707 in a typical oonflguratlon carries a maximum
of 140 passengers welvhlng 12.6 ‘tons  (with the above conversion faotor) when . it could
be carrying -30 tous  of freight. 1nstead on the upper-deck (and some more in the pas~

senger bagsgage spaOﬁ) ~Below isg evaluatod the revenus preduced by an avérage oné-way _“A‘:
journey of & Boeing 70T on a United Klnadom -~ Africa — United Klngdom.route at a 65 per‘:;f

cent scheduled load factor for passengers and an average 65 per cent load factor for
freight southbound end only 48 per cent northbound to account for the gurrent low north—
bound, volume. above,‘ This will give a pe351mlstlc revenue for frelght as it makeg no
allowance : for charter loads.st high load factors and freight operatlons generally achleve

higher. load factors than passenger operatlons &ue %o the necesslty to hold back space .

for late bookings by business people.

a).

'; (5>;

‘Scheduled: = 140 seats x 657 losd at . 5285

Paggenser revenue

325,935

' Charter:’ 170 séate (gay) x 1006 load’st  §112 = $19,040
'”EjAverage: ”(at'1374'traffic levels)s o = g25522T
‘Froight revenue . 7. T
UK - Africas. 30 tons x 6% load at §2.77/kz. = $54,005
o Africa = UK:. 30 tons x 4% load at ¢0961/kg. = $8,784
Averages: . - _ -

$31,400
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80 at current rates for scheduled and charter operations, freighit produces 20 per
cent higher revenue than the egquivalent passenger operation and would produge { per cent
vevenue without any backlcad from Afrlca at-all. At present southbound freight: rates
there is therefore little Justlflcatlon for any northbound frelght operation to leave
with space on bOard.: : . I A .

Coming %o ‘the cost 31de, llttle 1nformat10n ig avallable on Afrlcaﬂ routes. However,
freight operations in general have substantlally lower costs than passenger operatlons.
Table & shows some comparatlve figures for the two major international carriers from
the US4, the international operatiouns of two American all-freight carriers (Seaboard, the
third major American carrier, has costs very similar to Flying Tlger), and perhaps more
pertinently, the international all-freight and combination carriers based in Lebanon.-

It will be sgeen that overall operating costs for the freight carriers were substantially
lower in terms of available capaocity {on average 43 per cemt 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 mentloned, scheduled freight operatlons are able
to achieve higher load factors than passenger operations, and the freight carriers also
included a higher propcrtlon of charter operatlons (56 per cent against 11 per cent) -
nevertheless the cogt comparison is valid as the ability to meet demand with semi-
scheduled or charter serv1ces raﬁher than scheduled 1s 8 feature of frelmht operatlonsa

Fre1ght'operatldns are seen'toﬁbe'cheaper on almost'every counte” Fllght operatlons“j
coste are usually lower due to the lower pay scales for pilots on the older and smaller
aircraft types and to the longer flight stages operated. The proportion of the freight
costs relative to passenger costs will have increased sinkce 1972, as will the proportion
of flight operations costs to the total, due to the large increases in fuel prices.
Maintenance anl depreciation costs for freighter aircraft'éhow gignificantly lower levels,
but comparison here may not be valid, as freighter alrcraft tend to be tested; older
models (some of which mey have borne “the major part of ‘depreciation while formerly 1n
passengey conflguratlon) Ground equlpment cogts for the frelvhter airlines are lessy’

‘although- much of these '6osts are borns’ 1nd1rectly, through "airpert authorltles and may -

be covered under {Other’ Ground hxpenses' - the frelvht airline costs are, hﬁwever, also P
lowedr’ ﬁnier thls heading. A true ‘comparison ‘of anczllary costs can be made ih items 6°

to ¥, in which frexvht carrles an overall adVantage of ‘65 ‘per cent in terms of rovenue load:
carried’ (or 30 per cen% on total costs, an estlmate of 'Other Ground Expenses' beln made :

for TMA).a

In conclu51on? frelght revenue per unlt oapaclty on Afrlcan routes is currently
around. 20 per ceiht hlgher than passenger revanue ‘ard freight operatlna expenses -are prOb— T
ably substantlally “lower than for paggenger operatlons (the revenue flgures are llkely o
to inclide a lower proportion of charter operations’ than ﬁhe cost Ilgures, “and are there—f-
fore not strictly comparable). : S

While the above analysis is gemeral, similar conclusions are likely to be found in
more specific cases. . 'The only constraint on increased use of. freighter operations is the
need to generate sufflclent demand, which in turn: depenis on the lower costs generated by
freighter operations. - The figures suggest that more thought should be given by airlines
and Covermments inte increasing the African frel shter 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. cmphasis, oo, should be placed in filling the bellyholds
of combination aircraft,’ partlcularly the- Wlde—body jets. A Boeing 747 combination gir-
craft can travel across the North Atlantic with no passengers on beard; only freight in
the bellyhold, and brcok wvon financiallys The freight proportion of cirline revenue ic
lovy ot pregent, but increasing fast.
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Table 9 - Comparative operation costs of international airlines, 1972
___Airline base S -7 S ;) Lebanon
Type Of operstion Mixed pax and freight'. ALl freight Mixed 411 frelcht
Pan Ame- :
rican THA _ Mying MEA '
{atisn- (Aflen~  Airlift.  Tiger .. (Middle  TMA -
oticoend ¢ tic & (Inter— - (Inter— Bagt (Trans—
o0 S Pacific.. Pacifie  national national - Alrli- Medlterranean
Airline Ops. ) Ops.e ) _ Opsa) Opg..) nesg . Airwa '
Revenue ton L
ki performed o . L S R
{(million): 33549 1,936 231 893, . 112 - 252
Operatlng expenses.' '
(US: cents per revehue.
revenue $one km) - S IR SRR
(1) Flight Operatlons C 6.3 7.0 6.9 3.9 10.3 5.7
(% of total)  (25.4) (28,0)  (61.2) - (41.4)  (22.5). (3504)
(2) Malntenance & L _ L T
overhaul = ::',, 3.0 - 3.7 0 led . L4 .2 T 1T
(% of total) o {12.1) 7 (14.8) (12.7) (14.7) (13.5)'“" (10.6)
(3) Depreciation of | = = . . - , } 7
ground equlpment o 094;‘ " 0u5 0.1 0.1 L 0.2
(¢ of towal) ¢ " (1.6) (2 o) (0.9) o (0.7)1~ _f(l 1)7 (1.1)
(4) Other depre01atlon 2,2 1.4 0.4 0.5 0.5
(%, of total) (8.9) . (5.6) (3.6) (5+2) (14.7). (3.0)
(5) Landing and ‘ S _ T
departure fees 1.1 0a 7 0.1 0.3 2,0 )
(% of toial) (4)  (2:8)  (LO) (1) (@3 (26
(6) Other ground . o o o IR I OSTEE
" ‘expenses 3.6 2.9 1, 1 1.5 3,90 (0 (16.2)
(% of total) (14.5) (11.8) (9 9) (15.3) (8.5) )
(7) Passenger serv1ces 3.0 3.2 0.5 Q.2 33 -
(% of total) (12.1)  (12.8) (4.2) " (2.2) (1.2~ =
(8) Ticketing, sales _ o s oo B
& promotion 4.0 3.8 0.1 A1 T4 g
(%. of fotal) (16.1) " (15.2) (0,9) T (31.2) (16 o)f : '(27;7)
(9) A&mlnlstratlvé o B : o ST P T
& other - T le2 1.8 0.6 0 0.6 5e G : © 1.0
(% _of total) (4.8} (Te2} (5.6) . (6.2) (12.2)1 (6.0)
fotal 2407 24.9 11.2 9,6 46 o 16.1
Total per capacity ' _ '.
ton km 12.2 12,3 Tel Bed 21.5 94

‘Source: ICAO

Digest of sfatistics Ho. 180, Financial data.
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Annex E ~ The freedoms of the air. -

“In- 194& a conferenco was held in Chicago which, -amongst other work; established the
Inbernational Civil Aviation: Organization (ICAQ) and defined the mature of treaties con—
cérning flights between contracting States in the Torm of flve 'Freedoms of the - Alr"as
follows:

Pirst Freedoms. The privilege of innocent transit over the territory of another nation.
This Was later formelized as the International Air Transit Services agreement of
1945, and ‘has been ratified by many African couniries. BExample: A German flag carrier
(Lufthansa) flylng over Ethlopla 8. route to Kﬁnya.i_' o S

Second Treedom. The privilege of a techunical call in another nation's territory, ﬂfth
no commerclal rights fo embark or disembark traffic. Eyample. The Lufthansa ajr-
~oralfitiabove-lands in. bthlopla “to take on fuel. or to repair. a mechanlcal malfunctlon,

Third Fyeedom, The privilege to set down on the terratory of another State trafflc taken
on in the State whose nationality the aircraft possesses. Example: A Zamb1%9;f1a%
oarrler (Zambia Alrways) takes on ﬁrafflc in Zambie destined for Kenya.‘= S e e !

Eourth Freedom. The pr1v11ege to plck up trafflc deetimed for a carrier's oWy terrltory
from another territory. Example: Zambia Airways takes on traffic in Kenya destlned
for Zambla, In effect Thlrd and Fourth freedoms are’ almost always comblned. ‘ :

Fifth Freedoge The pr;v1le ge to pick up and set down traffic between the terrltorles of
gecond and third’states. Example: An Itallan flag carrler (Alltalla) carrylng
trafflo from Kenya to Zambia or. v1ce—versa.

Sinde‘194¢, furthér; "undfficial? freedoms have become generally recognlzed, the
main ones being as follows' .

Sixth Freedom. . Comblnlng Third and Fourth freedcms into Fifth freedom by carrying traf-
fic through the carrier's home territory. Example: East African Alrways_carrylnb_
traffic from.the;Uhlﬁed Kingdom to Zambia via Kenya. - P

Cabotage. Carrying traffic as flag carrier between two countries formslly existing under
the same flag, or carrying traffic on domestic services in a foreign territery.
Example: A French flag carrier (Air France) carrying traffic between France and TFAI
(DJlboutl) The gecond type of cabotage is rarely granted - the best example is that

of British (British Airways) and USA (Pan imerican) carriers operating certain domestlc

German routes as a hanwover from the occupation at the end of World War ITI. = = -
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Annex B — Guaqelﬂ;A~ Tox 1? fren 4 sLaulstlos

This;ﬁnnex has bheen included in order to show the p0531b111ﬁ18s of varlous gources
and formg of data. The needs of individual countries will undoab dly dlffer, and in
many casés baqﬁ_ rport gtatistics will be suffictent. . Thusg tha inférmation below shows
progres s1va deveiprant thas can be made as trafflc drows and data requ;rements becoms
moTS bOqu@lu :

! B i
Thhre ro in general twe major mources of data for an individual countryy ils customs
statistios arﬂ its ﬂi“yorr statisiics, ‘and theze are digscussed tnder:geparate headlngs
below, follcwe@ Ty a diecussion of data collation for specific purposeuai

T;-Oﬁstom$ atatistios

a1l coniries record imports, and most Africen coumbries, m meny of which apply export
taxes, alSO e co"d cportz. D,ﬁa iz usuelly collated and ptnlished monthly and annually
in traac or: ﬂiarl 5 gal dﬂmetha While data is recorded by staiion (ices by point of

; e} it is not often collabed by station. 'thus, while raw dats on air
: 5 the inbermational airport or airpoerts are recording st ahlons, it
ig not oolléuv' geparately. Collation of alr trade data separa ately, then, is & basic
requirenent, nanh inr’lvéﬂ Iittle additional proce"s:.ngc Since cusﬁoms data is usually
recorded couniry ! :1‘y (ﬁ“d/ﬂr v1ca—vorsa) valven welvhh and’ dlxv Davab]eg the
following. anal wey caslly bw mades : :

(1) Detesmingiinn of the pepetration by valus and by welvh+ for the-air mode,
preferably faf,eaan ,,U1+~W and group of commodities, in order to determine how far total
digtrivution ig bed sd 28 a measure, =g how much latent alr ponen+1a1 ig mvailable
from exigting ul Aoility of duty payments means that +he potential effect
of modifying A which dutize are asses se& in Lne uuoe of Ak r thpﬂents can be

expressed in”fjmaqulﬂ};'te“n?,

x u’,':\.,"br”‘ i

Zrioon uf wrcorﬂem volu M with. mir§Oﬂ+ otatlaﬁlu to estahiﬂsh conformlty.

Sreo

(3) - Eﬁaluatinx mf 5 e OfigLn dﬂd deatlnatLon +Iﬁfﬁ10 a= oppoapd to the upllxt and

' uonm

P
.
pa—

discharge ¢ zvallable from airport stailstics, engbling op slmum rouilng
patterns B - : d o - : T ;

{4) Analyses of commodity Tlows with a view to developing marketlrv stra?egy,

Table }L”{.ﬁka vart of o failrly soph}stlraued summary char t ﬁ“OVJdlng auf flclent
informstion ifo ensble. fairly detalled analyses %o be carsisd oty L

oz slabigitics

212 ¢ j.* re~'7cnord statistics of international uplifs and dlbchm‘c’e9 usually by
airport, for p: n:ersg-bjggﬂwo cﬁvnerPJal freight and mail. ‘Such data is part1cular~

ly useful for planning elrpord and aireralt: requdremmuis,'aﬁuhoumh further information,
such ag yield is also ngcessary Yot the 1auteﬂ  _Tdep1L traffic ig usually Teyorded
separately for hoth LESEMLerE anﬁ fremghﬁa Tn the latter case this causes problems of
ambiguity ‘ag tran nt traffis’ (1 8 haﬁdled at *hc airport, iag opposed to transit
traffic which - aﬁOLQE on an alr,_wrt) i5 sometimes inclied w*th thlft

and discha ?. imes with transit traffic. I%_ls important to record
transhipment trass Erfcr 4o digtinguish it frem the true traffic genera-
tion of %he .airport act tﬂaﬂ91+ traLflo ls of le“ﬂef interest, as it

.x

=
.
l—f-',
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does nbi. affecf'haﬂallng requirements ot the azrport although it i useful to have at hand
when negotlatln bilateral agreements or planning gixth freedom services.

Also important: is the need to dlstlngulsh freight traffic on' all—frelght scheduled
and charter aivoraft from that on combination aircraft in order to be able -to determine
the level of specialized Treight operations. Difficult %o cbtain, but algo useful along
these ! 11nes is the proportion of freight carried in the bellyholds of wide~bodied or
palletlsed combination alrufaft as opposed o tbat carried in the 11m1ted space of narrow
wadmmmﬁ

Monthly data shou&d be produce& 1f p0551b1e in order to establlsh the seasonallty
(and varying 1mba1ances) of carriage; both on individual routes and for ‘the alrport as
a wholea i

As the alrport daﬁa is collected from the 1nd1v1dual airlines, the natlonal carrier
is ofteéen able to deduce how well it is doinhg in relation to other carriers on a speclflc
route, ; Obviously such data is usually nob published. An example of ;port of an analysis.

- carried out for this ECA. Study is ghown in table 11. The share obtained by EAAC (of true
upllft;and.dlsoharge traffic plu s'tranushlpmnnttrafflc in this: oase) 0 ‘ard from its main
hase of Nairobi- is clear. Of course markel share is bub one factor in the overall picture
of the: alrllne s economicg - the table does not show the yield or the profitability on
the routes, or even the: share of capacity as “opposed $o carrlage, ‘and in fact evem if

the number of services is listed, the op3051t10n could he u51ng dlfferent aircraft with
many times the capaoltya T '

One further p01nt that has been unearthed durlng the FCA S tudy is that the difference
between normal passenger baggage (usually unrecorded ); excess baggage and urlaccompamed
baggage (clasqlfled ag freight) is not always mede clear in recordlng forms, oau51ng
confu51on to the, authorities fllllng in the forms.

Slnce mzil has priority over freight {and passengers), along Wlth normal baggage,
analysis of mail and baggage data can lead to evaludtion of the theoretlcally available
capaciiy on combination aircraft for freight (which is often constrained,; despite volume—
tric space being available, by the wlift capabili ty of the alrcraft° or oouversely by
space llmltutlc 13 when we:ght capaclby ex1sts).. :

Fn3 Speclal analyseq

Avallablllty OT data such ag the above, combined Wlth that of the natlonal alrllne
on commodities carried and yield, should be sufficient for general moritoring and plan—
ning (those countries without a national carrier may wish to reguire foreigh oarrlers to
provide additionsl data-as part payment for thelr privilieged p051u10n) Obiiously, only
summaries need to be publlﬁhed zg-long es the dﬁtw ig avalluble for analysis if quuerda

One avea is whloh alrllnes in Africa are partlcularly deflclent, partlally due o
“the problems! agsoc;ated with ‘hof and high' congitions, is that of capacity, control, -
Alloecation: of space is usually controlled from base or ‘flight origin, but only a small
proporticn of the available space is offered initially to sitations en route in case.
anticipated passenger demand (for combination alrcraft) is ex oeeded? and thls or weather
conditions limits the uplift of frelvhtn

o . + . .
5° : S RS AR B B
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Thls problem is:? dlscuased in: Sect;on lO«l of “the main text. Improvemenis wiil, howe
ever, ‘be limited without a good reoordlng system of loads uplifted from each statiom;,
frelght offloaded or not loadeda and estlmxﬁed capaclty avallxble {in ﬁerms of welﬂht
and volume) o . o ‘ Lo

; Speclallzed analyses ma; be carrled oul for partlcula‘ requlremnnus, sush as the
detailed planning of "a new frelght termlnalg ‘Table 12 ligte the sources and uses - of
'-some ‘such analyses. HNone of these is’ 1¢ke1y to be reqU1nea rﬁgularly, w;tn ﬁhe posslble
,'exceptlon of data for capaclty control. 3 : L
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Anex G — A brief history of relevenmt civil aviation co-operation in Africs

‘The recommendations and reports menticned below are listed in G<1 for reference -
pmpose's; -. Lo - - . _ . . : o : . i .
1n 1964, ICAO and- the ECA, following & Pequest by the Bastern African Transport
Conference in November, 1962; confirmed by ZCa at:ife Fifth Session in March 1963,
carried'éutla=study‘on‘air fransport in Africe; with. a view to devéloping”andgco#oﬁiinat—
ing the economic &ipects of all African air transport facilities. This report, relying.
heavily on a.preliminary Air Transpor’d Study carried out by ECL in l963,;cho1gd0d3'*f ;i
that there was a large unsatisfied demend for air trensport in Africa, and that intra~
African services and freight services remained undeveloped. -The report emphasized the
" need for regional and subregional planning and organization in the fields of route
structures, fares, training and pools. o ' o

- Following*ihig-feporti a conference on African air transport was_convened by ICAQ
ahd the ECA in Addig Ababe. in Hovember 1964, and: attended by 26 member States of
ECA, The conference recommended that individual States undertake subregional disucssions
on the development of airline groupings, that studies be carried “out on training develop~
ment in Africa, that national facilitation Committees be_establishe@;in-meﬁber States,
and that an African civil aviation organ be established. e T

The sbove couference led to & joint work programme between ECA and OAU, - N

which culminated in a further conference in January, 1969, establishing the African =
Civil Aviation Commi gsion (AFCAC), discussed in Secbion 7 of the main text. AFCAC ~
alresdy bas a widé~ranging work programme. = Ong current item ie of particular relevance.
%o this Report apert from the freight and mail aspects mentioned in Section T. AFCAC &

has convened twe meetings cn-Airline Co-operation and Integraﬁion,3theifirsﬁ.being‘held
in”November,flgTd,'in“the North[Afrioanfszregion,-the.seoonduin‘thewas%_AfriCén sub—
region in December 1974, The posgibility’of sn exclusive freight multinational company

was considered -at the Worth African meeting, mhich,instrhﬁted'the:AFCACHBureaugﬁoiconp"

e

vene further subregional meetings and; in conjunction with OAU; ECA and AAFRA, -draw up

3 plan of action -on the question of airline co—operation and infegration. Hote was .
token of the work already carried out by the Maghreb Alr Transport Committee. The West
African meeting decided to ‘appoint a teohnieally competent standing committee to-deal
with the. procedure of catablishing one or more multinational sirlines, but decided. that
it was,to@;ear1Yfﬁb§¢onSiderfgn'allmfreigh% airline. Nevertheless it established: a '
FreighfjWorking"Groﬁp,‘“The‘AFGAC'Plenarygrin April 1975, instructed the Bureal 1o pro-
. ceed with further subrégional meetings, and ‘to.co-ordinate the results in conjunglion
- with BCA, OAU and “AAFRA. The preliminary ECA paper; 'Towards‘aanfriéah;Multihajional
Freight Airline! was considered atb the AFCAC Plemesry in April, 11975, -and member. States.
were asked to comment upon this; and o submit their ownmworking]pape:s:on'air;ffeight
ard air mail. Some textual comments have already been received byfthéﬁECAjand‘incorpofat—
ed in this Report. . : o e

demplememﬁing the above work, a conference was convened joimbtly by ECA and the
Figerian Government in fpril 1965 to evaluate the possibility of establishing a multi-
_national West and Central Afvican airline. - The conference recommend.ed that BCL - 0
wndertake a study on such a project, butb lack of'resources-hindfed?signifioan% progresss
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The Fast and- Central African States (ECAS) heve also been conem&erlng increased co-
operation in civil aviation. In recent times, resolutions concerning. the development of
s multinational air services agreement and & study to evaluate a miltinational airline
company have been made at all the Apnual Meeting of Heads of State from 1270 to 1974, ..
In November, 19709 a meeting of the ECAS was held in Addis Ababa on these eubaeots, the
culmination of a serles of smaller meetlngs.” This led: to the publication eof a~draft
multinstional alr services agreement 1n 1971.- The draft agreement hasy however,. yet o
be 1mplemented as do rocommendations on development towards” establlshlng a multlnatlonal
airline company, ‘the latter being hampered agsin by lask of: rescurces. to study the prob-.
1ems.; ECAS hae created a Sectoral Sub—Commlttee on Air Transnort ‘and ClVll Aviation.

At the Twenty—Thlrd Ordlnary Se951on of the Councll of Mlnlstere of the oaug hehi
in Mogadisoio (615 June, 1974), a Resclution (361) was adOpted oalllng for .the: establlsh-
ment of an Inter—African Airline. : R

As mentloned in the Iritroducijon, a’ pre}imipary peper ariging from this ECA 3tudy,.
!Towards ai African Mululnatlonal Freight Airline' was considered at the tvclfth fkcesicon
of the EGA Conference ‘of Minigters in Nalrobl (24~28 February - 1975) and & Resolutlon
(277(KII)) celllnc for the eatablishment of an African multinational airline was sub—
sequently adopted. The %ext of the Resolut1on ig 1ncluded in thls ANTeX ' -

In addition to their above work, ICA and 0AU have JOlntly hoon orgenlzlng a

series of, subreelonal meetings on Conibined Transport Arrangementee The cbject of these
meetings hag beén to consider major multinational issues in the fieid of .combined . trans—
port and o recommend $o Covernments priorities for multinstional development, . The first
two meetings were helo for Rast Africa- (Nalrobl, 415 February) and for West and Central
Africa (Accra, ?5 ‘March-3 Aprli), in 1974, * A regional meeting to - conslder the subJect
of comb1ned transporT in Africsn terms was held in Addis Ababa from T-12° Ootober 1974,_
under the augpices of “the 0AY, The third subregional meeting for Horth Afrlcag will be
held’ 1n_Tunls in Ootober 1975. Air transport and its relaulonshlp to .other modes isy
of course, discussed at thege meetings, and the first two subregional meetlngs have each
reccmmended that permanent machinery ‘be egtablished for subregional tranuport co=ordinas~
ticz., uCA and OAU are ory wnizing e subregilonsl meetings of Transpord 1 Wlnlgtere (thoso for
Central Africa and Hopt Africa are plamncd for Junc 1979 ) which amongst. othor work, will
roviow the oonolu31ons of the Comblned Trancport Arrangements meetlngea o .

On. a oommer01al as oppoaed to gtrictly gnvernmental 1evel ﬁhe Assoclatlon of
Afrloan Alrllnes (AAFRA), digcussed in Section 7, was founded in 1968, . and has its head—
quarters in Nairobi while the study -committees of AAFRA; namely Hcenomics and- Finance,
Legal, Technical and Traffic, have carried ouh valusble work.in the- exohange of informg-—
tion and the establishment of ‘common - Afrlcan pogitions at international conferences, the
_worL of AAFRA has eleo been réstricted by o shortage of regolrces.  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
hindevrad oo—operatlve development "Howevery where specific proposals and programmes o
have been put forward; aid has often been forﬁhcomlng for aviation prOJeots in Afrlca, N
both from bilatersl and multilateral sources. B :

. Tor reference purposes, apart from the text of ECA Conference of Mlnlstere Reeolu—
tion 277(XII) referred to above, those documents and resolutions of particular relevance
to this annex are included below.
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Gel Some regolutions concerning multlnetlonal co—operetlon 1n the revlon

(1) FECONOMIC COMMISSION FOR AFRICL
Twelfth session
Third meeting of the Conference of Ministers
Naiz ob1, 24~28 Februany 1975

RESOLUTION ADOPTED BY THE CONFEREVCE OF MINISTEHS ‘

277(&11) CAir transgort

The Conference of Minlsters,: i

Recognlznng the grow1nv role of air transport in the movement of cargo ln 1nter~
natlonal trade,, g Do

Aﬁﬁ%e of'the p0531b111t1es of promotlng intra-African and: 1nter—reg10nal trade
through the development of air frelght services and human contacts in 4ftrica, -

- Taklng note oF the ourrent stuﬁy by the seoretariat on air freight potential in
developlng countries in Africa and of Ppreliminary proposals which oould 1 ed to the
egtablighment of an Afrlcan multlnatlonal freight: a1r11ne,i-~’“" ‘ R

1. Reguegtg the Executive Seoretary, with the co—operationi ¢f the Organization of
African Unity and the African Civil Avigtion Commission,; to study the feaelblllty of
esfablighing an African multlnatlonal alrllne,

2« Calls upon the Governments of member Statee to glve 3951stanoe to the Executlve
Secretary.for thc 1mplementatlon of theee studies; N TR T L

3 Further rewuests the uxeouilve Secretary to report to the mxeoutlve.commlftee
at cne of itg forthcoming meetlngs on progress in the implementation of thle resoluilono

183rd meeﬁlng,
20 Febrnerv 1975,

(2) Resolutions Adopted by Summit.Meetings of Heads of State and Government at “the
Conferences of East and Ceéntral: Afrlcan States. Jixth Meetlng, Kha.rtoumi 26~28 January
1970, Resolubion TIT, Seventh I Weetlngg ‘Mogadiscio, 18-20 October 1971, Resolutions 1L,
I1I, IV. BEighth 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, Brazzmaville, 21 August - 2 September 1974, Resolutions I, IIL, -

(3) CAU Twenty Third Ordinary Session of Council of Ministers, MNogadiscio 6-15
June 1974. Resolution CM/RES 361(XXIII) on ‘the Zstablishmentof -an- Inter—Afrloan Aerllne,
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Armex H - List of contributors on regiomal aspects

A, TUNITED NATIONS FAMILY

Economic Commission for Africa -

P.0. Box 3001, Addls Ababa, thlopla

Centre for Economlc 60moperat10n

Industry and Housing Divigion

Join EGA/PAO Agrlcultural Division

Statlstlos D1v151on )

Trade, Fisecal. and Mbnetary ;
Affairs. Divigion -

Africa. Trade Centre

Transporﬁ amd Communlcatlons D1v151on

African Highweys Bureau - -

World Health Organization

. Llalson Bureau o

Internat¢ona1 Bank for Reconstruction

and Development
1618 H Street, New York,
Washingbon- DG 20433 = USA

P,0, Box 305{7a Nalrobl - KEnya

International Civil Av1ai10n Organlzailon
© 1080, . JﬁlV@lelty Street, Mbntreal 101,

Canade

16, hassar Sabr1, Zamalek, Calro, Egypt

fiUNCTAD

- Bagtern Air1can Sh1ppwng Study,
P,0. Box 30218,

: NéiTObigKéﬂya*s;

Be OTHER TNTERCOVERNMENTAL ORGANTZATTONS

African Civil Aviation Commission
BePy. 2300, Dakar, Senegal

Africai Postal Union
5;26th July. Street,
Cairo, ngpi

CommonweaTth A1r Tranépoft Council
-16~20y Great Smith Street,
London SWIP BDBQ England

.=. Co )

*Afro-Hare Enterprizes and Tnvestient

International Pesce Research Tnstitite

P.0, Box H052, Magorstua
Dslo 39 Nbrway 3

Union africalue et malgache des postes

et télécommunicaiions
B.FPo 444 Brazzaville, Congo

Uhlversal Postal Union -

“Case postale 3000, Berne 15,
ow1uaer19nd

 MISCELLANEOUS

Alriug industrie

Corporation
P.0, Box 49625, Nairobi, Kenya

Alr Afrigue
B.Po 21017, Abidjan, Ivory Coast

B.P. 33y 31700 Blagnac, France

Association of African Airlines

T T i

P.0, Box 20116, Hairobi,
Kenya
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C. WISCELLANEOUS (comt'd}

Bdéiﬁg Aerosvsféﬁé'Iniernational Tnce ,
P.0, Box 3707, Sea:btle, Washlngton 98124

US4

British Fnbassy (Sthiopia)

Broocke Bond ILiebig Lid.
Thames--Houge, Queen Street Placey
London BCAR 1DH, England

Ingtitute for Development Studies
University of Sussex, Falmer;-
Brighton BNl 9RE9 England

|

- Japanese Embassv (Eth}.opla)

- Jet: Age Services

{International) Lid.

G-11, Queens House, Leceister Place,
London WC2, England

Royal Netherlands Embassy (Ethiopia)

Shell Ethiopia Ltd..

- USA Bnbassy (Eth:l.opla)

. USSR Embassy (E‘thiopla)

Sincere apologies are proffered to any orgamza‘tlon 1nadvertent1y omitted from the

1lst1ng aboveo _
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Annex I -~ Refaerences

Ae UNITED BATTOHS FAMILY

Dooncmic Commisgion for Africa (some in conjunction with the organlzatlon of- Afrlcan
Unity and/or The. lnternatlonal Civil Av1at10n Organlzatlon) :

(l). Survey of Economic. and Socigl Gondltlons in Afrlca, 1974. E/CN.14/632.
. December, 1974 T

(2) Africats Strate?y for Development in the 1970's R - e i
(3) Draft Nediun-Tern Plan for 1976 to 1979. B/CH.14/TBC0/23/Bev.2. 10 Decenber, 1974
(4) Air Transport Study, 1963.  B/CN.14/INR/43 com : S

(5) Air Transpof‘t in 'ﬁffiba. -"E/CN,:-E{'ZL/TRM\IS/ 20, Jul;y 1964

(6} Report of the African Air Traneport Conference, Addls Ababa, ‘November 1974.
E/CN.14/TRANS/26. _

(7) Conference on the Igtablishment of a West and Central African Airlineg Legbei‘“
Nigeria, 26-~30 April, 1965

(8) Towards an African Multinational Frelght Airline. BE/CW.14/TRANS/122. 13 January,
1975

(9) Multinational Air Services Agreement, 1971

(10) The Proposed Internstional Intermodal Transport Convention (IIT). MTCT/WP.3,
TRANS/IIT/WP.3, 30 September, 1974

. (ll) The Proposed Scheme of General Preferences Among African Countries. E/CN}li/WP.l/EB
7 July 1970

(12) Report on the Activities of the Africa Trade Centre. Various Issues

(13) Commodity Problems and Policies. E/CN,14/WP.1/27, 10 July 1970

(14) Bxport Credit and Export Credit Insurance, I/CN.14/ATC/8. 25 Jenuary, 1972 -
(15) Report of the Symposium on Intra-African Trade. §/Ci.14/555, 11 March, 1972

(16) Problems of Land-locked Countries, TRANS/EA/CT/7, OAU, 14 December, 1973

(17) Regigter of New and Planned Industrial Projectes in Selected African Countries,
1972-1973. E/CN.14/INR/210, 14 Varch, 1974

(18) Report of the First Meeting of the Follow-up Commitiee on Industrialigation in
Africa. E/CN.14/WR/211, 4 October, 1974

{(19) Directory of Intergovernmental Co-operation Organizations in Africa. /CN.14/CEC/
1/Rev.k, 6 June, 1972




(20)
'(21)

(22)

(23)
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Scheme for Export Credit Financing in Kenyaq_ Africa Trada,Centren ‘March 1974

Report of the Subreg1ona1 Meeting - East Africs — on Combined Transport Arran@e—_
“mente, Hairobi, 4~15 February, 1974. I/ Cls 14/ TRANS /115

Report of- “the' Subreglonal Teeting - West and Central Afpice = on Comblned Trans- .
port Arrangements, Accra, 25 March - 3 April 1974. B/CN.14/TRANS/117

Posgibilities of Agreements between African Producing and Consuming Countries in

regpect of Meat and Meat Products. Trade, Fiscal and Monetary ‘Affairs Division
~ Draft, 20 Febmuery 1974, . |

Feonomic and Social Council

(1) Export Credit as a Means of Promoting Exports from Developlng Countries E/5291, ]
9 May 1973

International Civil Avistion Orgauization

(1), air Freight end Air Mail (Africa), 197l. Circulsr 104 - AT/25
(2) Facilitation, Amnex 9, and Supplements -

(3) Digests of Statistics : Airport Traffic
. Civil Aircraft on Rc@lster
" Pinanoial
Fleet and Personnel
Hon=-Scheduled Air Transport
Treffic Flow . . .

UNCTAD=GATT International Trade Centre, CGeneva . - .

(1) ‘The Freight Forwarder in Developing chntrigg,:IQGB;ll_

(2) Gothing Startel in Fxport Trade, 1970 -

_(3) ;Eiﬁé}% ﬁafketiﬁé‘Research'féleeﬁelopiﬁg Countries

(4) The Market for Spices ia North Amerioca, W. Hurope and Japau, 1970
(5) The Market for Cut Flowersrin Western Furopsan Countries, 1973
(6) Western Buropean M@rkétézfor}ngzéﬁfFoodé T

(7) The Market for Selected Exotic Fruit Products in the United Klnmiom, e uermanyg
Sw1tzerland and the Netherlands, 1971 :

(8) The Fresh Fruit aud Vegetable Markeds in Seven European Countrles, 1968
(9) Major Zurcpean Markets for Shrimps and Prawns, 1971 -

(10) The Market for Manufactured Grade Beef in“fhe“Uniféa'Kingiom’aﬁd“EEé; 1971
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(11) Major Markets for Fides, Skins and Loather in W, Furope
(12)'*Tﬁé”Manet“fdé’Lééfﬁeffdod;s;iﬁfﬁ;fAmgfiga a@a'séigctgd Eﬁfapéa#fééuﬁfrieé;fi96§f’;
(13)__The Market for Selected Manufactured Goods from Developlng Countrles

(14) Bandiorafts Warketing, 1971 ~ i | :
(15)j,caéﬁeﬁ"wafkefihg, 1968

(16)

1971

Horld Health Orvanlzatlon :

(1)
B

(1)

(2)
(3)
Ce

(1)
(2)
(3)

Da
(1)
Ee
(1)

Fe

(1)

Ge

(1)

Internatlonal Health Regulations, 1969 and 1974.

AFRICAN CIVIL AVIATION COMMISSION - Rt

Reports of the Flrst (AFCAC/l, February—Narch 19?1) Second (AFCAC/2, Aprll 1973)

and Third (in draft, April 1975) Plenary Segsions .

Working Papers for Bureau Meetings (twice anmually)

Circular No. 3. Policy of AFCAC Membér States on Bilateral Air Trensport Agreements.

ATR AFRIQUE

An Annotated Blbllography on Free Ports.and Free Trade Zones,ﬁITC/P/36/7, August

Documentation for 34th Council of Administration Metting, 29 April 1974

Freight and Mail Activities, 1973-1974 -

Information Paper on Air Frelght supplled for LCA Study of Alr Frelght Potent1al, R

6 August 1974,

ASECHA (Agence pour la securité de,la navigation sérienne en Afrique ef. & Mﬁdaggscgr)

Statistiques de trafic aérien. Various monthly snd annual issues.

BOEING COMPANY

Airline Cargo Operatlonal Concepts and P0351b111tles, March 1974.}‘. U

BROQKINGS INSTITUTION

Transport Research Team. The Internationai“ﬁirline:iﬂdﬁsfry;’

Waghington, 1963.. . .
COVKOXWEALTH ATIR TRANSPORT COUNCIL

Leaflet on Constitution, January 1974.

Mahlon Re Straszheim,

*
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INSTITUL DE TRANSPORT AERTEN
Agpects of Al Freight in New Couniries, Théophile Komaclo
Trafxlc nghts and Alr Frelght Growth,

IVTERNATIOVAL AIR TRANSDORT ASSOCIATIOV

- Ths State of che Air Traﬁépbridlndustryg,~Various;§§nu@l_i§§pg§”,

World Air Transport Statistice. . Various Issues . ..
Agreeing Fares and Rates. Second Fdition, June 1974...
INTERKATIONAL CHAMBER OF COMMERCE -

Cooparation by Users for ‘the/Development of .Alr Freight.. . .

SHETL AVATION SERVICES: * iiia™ |

Pogted Airfiled Prices. Various Issﬁes.

UNITED STATES CIVIL AVIATION BOARD

Adrcraft Operating Cost and Performance Report. Various Issues.
UNIVERSAL POSTAL UNION

Sfatistics of Pogtal Services, 1972

Managing the Carriage of Air Mail, Lausanne, 1974.

THFORMATION FROM ATRCRAFD MANUFACTURERS AS FOLLOWS

Arbus Indvsirie : A3008

Antorov An 24b, An 26

Beriev. Be 30

Boeing 707, 720, 727, 737, T47
Douglas - - 1ER, D10

Fokker 727 Friendship, F28 Fellowship
Hawker Siddeley - 748

Ilyushin ' I1 62

Lockheed .Ln382B Hercules, 1011
Shori Skyvan, SD3-30

Tupolev Tu 154

Yak Tk 40
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Transport, Addis Ababa, 25-28 Hovember :1970 '
Flight International morthly magazines —Numerous: issues
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Annex J - List of tables

Table No. Title Section Page
1 Growth in Transpobt Services in Developing Africa,
1970 %0 1972 6 \ 22
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3 Some Comparative Air Freight Rates 11 . 61
4 Air Freight Rate Structure Summary 11 64
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