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ABSTRACT

This report describes civil aviation's actual and future potentiai
contribution to the development of African econimics. First it deals
with the actual present demand for air transport in Africa with the
response to this demand and with existing economic iocerating conditions.
The real need for air transport is examined together with the possible
future gorwth of demand and capacity, depending on whether or not special
measures are adopted to stimulate this growth.

Consideration is also given to other aspects of civil aviation in
Africa such as training and cooperations between airlines and governments.

In the last part, the report looks into the issue of how the setting
up of "AIR MAGHREB" (a North African Arab Airlines) would contribute and

speed the economic development of the three potential countries member
(Algeria, Morocco and Tunisia).
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INTRODUCTION

The requirementvfor a general study of air transport in Africa has
arisen from the widespread recognition of the important role that this
mode of transportation can play, if rationally organized, in the econo-
mic and social integration and development of independent Africa. One
of the essential prerequites for the growth and we11—being of any
region is an efficient transportation system. VYet in Africa, where
vigorous efforts are being made to stimulate economic and social develop-
ment, modern surface transport which should carry by far the greater
part of all traffic is generally inadequate, énd inAmany areas totally
1acking. Air transport cannot permanently replace road and rail, but
in thé'eiisting circumstances it can, because of its extreme flexibility
and relatively moderate initial capital requirements, play much more
important roles than it does in regions where surface transport is more
highly developed. It can do this, however, only if it rationally
planned and used efficiently to serve the public interest.

The objective of this report (which has concentrated on the econo-
mic aspects of air transport in Africa) is to produce a general report
on the present:state'and future possibilities of air transport in
Africa that will serve as an initial base from which to plan the

regional development of this mode of transport. In view'of the time




and resources available, the size and complexity of the region, and the
variety of the activities to be surveyed, it is not intended that the .
report should provide more than a preliminary, overall view. This
genéra]ized picture will, it is hoped, be of assistance to those con-
-~ cerned in arriving at a broad determination of the types of action that
might be taken and of the spheres of activity that require further, more
detailed and specific study as a prelude to the adoption of concrete
measures to further the development of African air tfansport.

The present report deals with the actual present demand for air
transport in Africa at current fares and rates, with the response to
this demand, and with existing economic operating conditions.

In the second chapter the real need for air transport in Africa is

examined together with the possible future grbwth of demand and capacity,

-

depending on whether or not special measures are adopted to stimulate
this growfh. In the third chapter, consideration is given to such other
aspects of civil aviation in Africa as training, international coopera-
tion by governments and airlines. The final chapter focuses basically
dn the potentiality of the setting up of a North African Arab airline
"AIR MAGHREB".
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CHAPTER I

PRESENT LEVEL OF AIR TRAFFIC AND CAPACITY IN AFRICA

A. Actual Demand For Air Transport

A.1 International Air Traffic and Capacity in Africa

The airlines registered in the African region in 1977 carried
and estimated 16455 million passenger-km (see Table I) on scheduled
international services, about 5.1% of the worlid total. This share was

up from 4.4 in 1968, traffic having grown at én average annual rate of

14.2 percent sharing this period, compared to the world average of 12.3

percent. African traffic is expected by an ICAQ forecast for 1986 to
continue‘tq grow at a rate of 14 percent compared to an expected world
rate of 11 percent (see Table II). Africa's main international trading
partner is Europe. Consequently, most African international air routes
are towards Europe. Early air services were established to maintain
communication with European colonial powers, but Africa is also
gradually establishing air links with North America, while its geo-

graphic importance as a stop over point between South America and

~ Europe is diminishing. Direct services to the Middle East, a growing

market, and to the Far East are now available.
. Most African airlines are associated to some degree with

European airlines. The outstanding example of such relationship is the '
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close association between AIR AFRIQUE and U.T.A. AIR AFRIQUE operates
most of the external services of its eight member states, and its
European network terminates in France. Air Afrique's first obligation
is to serve the member countries with regular frequencies. It's route
network, Europe-Africa, which is 100 percent profited-oriented supports
the existance of its intra-African service. Until a few years égo, the

(1)

Europe-Africa routes involved basically business and cargo traffic.
Now tourism increases steadi]j each year, bringing in vacationers from
France, Switzerland, Italy, Spain and Germany. The North America-
Africa route is a whole story in itself. Beginning in 1965, Air

Afrique bought blocked space across the Atlantic on PAN AM. 1In 1971 it
started its own DC-8 weekly service between New York and Dakar. The
traffic is extremely erratic, averaging a 40 percent load factor, but

is suffi;ient to encourage Air Afrique officié1s to perservere with
confidence in the tank of selling a new destination on a neﬁ airline

to a finicky American public. The New York office is currently pressing
for twice-weekly service, because if the prospective passenger doesn't
want to or can't fly on a Saturday, PAN AM gets the business. Africa
produced one of the highest percentage gains in internaticnal tourist
arrivals in the world during 1979, and now Air Afrique's intercontinental
services are frequently profitable. When they are not, overly ambitious

route expansion or frequencies are usually the cause. Profitable or

not, intercontinental services may save foreign exchange by reducing

(1) Air Transport World: Air Afrique: Lifeline for Eight Nations,
1974,
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the counfry's cost for intercontinental travel, and may earn convertible
foreign exchange by transporting foreign businessmen and tourists.
Scheduled freight services are available, mainly from West Africa.
Charter operations are important in some areas. Gambia's
tourism depends eﬁtire1y on charter. Also the "Haj" traffic to and from
Mecca relies to a considerable degree upon charter operations. Nigeria
and Cameroon use charters to import large volumes of freight. The re-
markable example is the shipment by Pengeot from France to the Kadiena
plant in Nigeria of 18,000 tons of car parts for the construction of

15,000 vehicles in 1976 (63,000 in 1978). The choice here was between

12 hours by air and at least 6 months by sea. Even when the difference

is much smaller there is an increasingly marked preference for the air-
craft. ?ut neither country has as yet sufficient air exports to fully
utilize the return of these charters.

A prerequisite for improvement of international air traffic is
a bilateral agreement between the two interested governments. This is
normally negotiated by the governments themselves on behalf of their
flag carriers. The principal issues that arise in such negotiations
(apart from consent to overfly the other country, the right known as
Ist freedom of the air) or to land in the other country for technical
reasons (known as the 2nd‘freedom) involve the carriage of traffic from
the cérrier's country to the other country (the right known as the 3rd

freedom) or the carriage of traffic from the other country to the




13

carrier's own country (known as the 4th freedom) or the right to carry
traffic between two foreign countries known as the 5th freedom. An
example would be a route Lusaka-Khartoum-London, where Zambia Airways
might be permitted to carry traffic in both directions between Lusaka
and Khartoum (3rd and 4th freedom) as well as between Khartoum and
London (5th freedom). Normally, in such negotiations, governments look
for their own carrier's advantage and seek to obtain‘at least parity in
market share and frequency. bbvious]y, the strongest negotiators are
those countries which happen to be natural geherating or terminating
traffic points. A counfry with.a large, relatively affluent population
would be a natural traffic generating point, while one with outstanding
tourist attraction§ would be a traffic terminating point. In all bi-
Tateral negotiations, a country may adopt one_of the two approaches:

Protectionism or "Open Skies".

A.2 Domestic Air Traffic in Africa

In domestic services, African airlines carried some 4676
million passenger-km in 1977, or about 1.3 percent of the world total
of 3669é2 million passenger-km. This share is still small, although
the average annual rate of growth of domestic traffic during the 1968-
1977 period was 12.7 percent almost fwice the world average of 6.9
(2)

percent. The development of domestic air services within Africa has

been uneven. Those countries with the need, the resources and the

(2) ICA. Digest of Statistics, 1978.

:
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determination to do so have provided significant domestic operations
(example: Egypt, Algeria, Tunisia, Morocco, Nigeria, etc.). Others
are working hard to maintain services. A few are losfng the battle,
Senéga], Libya, Niger, etc.

In some countries, domestic services are the "Cinderella" of
civil aviation. They have a lower priority than international opera-
tions, and receive less government support. Often, governments are
slow to pay their bills for the transporfation of public servants, and
the domestic airline, over which most of such transport takes place,
is then unable to pay its own bills. Sometimes this is a result of poor
fiscal policy orvunexpected financial adversities, but whatever the
cause, failure to give due subport to a domestic airline can seriously
constrain the country's economic, social and bo11t16a1 development.
Domestic¢air1ine tariffs in Africa are among the highest in the world.
The passenger fare per mile between San Francisco and Los Angeles can
be as low as U.S. cents 4.8;(3) for short journeys with Columbia and
Venezuela it ist.S. cents 6.2; in India it is U.S. cents 8.4; in
Zairé it is U.S. cents 14.3. Some explanation for high African rates
is the fact that landed fuel costs, particularly in the interior, are
two or three tjmes those in Europe; expatriate personnel are expensive;

~aircraft maintehancevperformed abroad is expensive; and employee pro-

ductivity is generally low. Again, while the reasons for then may be

ol (3) UNDP/ICAO, Project RAF/74/021, "Studies to Determine the Contribu-
tions That Civil Aviation Can Market to the Development of the
National Economics of African States," March 1977.
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understandable, high fares tend to depress traffic, limit expansion and
hinder economic and social development. Because so few people (or
~goods) can afford to fly, African aircraft are often unfilled. There
may be a surplus of certain foods in one bart of the country (example:
Mauritania, Algeria and Mali because they are so vast and deserted) and
shortages in the other, but air, at prevailing cargo tariff levels, is
too expensive to be used as a bridge between the two.

Unsued capacity and domestic airlines is a Tuxury few African
economies can afford. High fares and tariffs may be the principal
reason why available space is qot filled. Governments whose domestic
airlines are operating well below their capacity should take a serious
1ook at the situation, and introduce, if only on an experimental basis,
lower fares and rates to determine if they will fill the available space.
Even if the airline were no closer to profitébi]ity as a result, the
increased utilization of an essential transport mode would be highly
beneficial.

Air Afrique's first obligation is to serve the member countries
with regular frequencies. This intra-African network is 100 percent
service oriented, meaning that load factors are low and money is lost.

Included in the intra-African network is the traffic which results from

the annual pilgrimmage to Mecca, which Air Afrique carries with supple-
mentary charter flights. 1In 1973 some 138 flights transported 15680

Moslems to and from Mecca.

s i e o LT i L e e A,
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Airline service across Africa has developed steadily, but is
not yet of a density that satisfies every requirement. It may still
be true that the fastest way to travel from certain points in Africa
to others is to go via Europe, but such inétances are unusual if.the
itinerary is carefully planned. Evidently, it would be a convenience
to travellers to be able to complete any air journey in Africa within
24 hours, but the present volume of domestic traffic in Africa does not

justify the frequencies that would make this possible.

A.3 Non-Scheduled Traffic

Although on the African continent itsel¥, charter traffic is
almost non-existent; charter traffic is high on some routes between

(4)

Europe and Africa. We have recorded six of these: Germany-Kenya
with 72314 charter. passengers in 1979, which Qas far ahead of the
others; Germany-Senegal with 21437, France-Ivory Coast with 14445,
Kenya-United Kingdom with 14280, Switzerland-Togo with 12869 and Spain-
Senegai with 11938 (in 1978).

There are also three routes with traffic between Africa and the
United States which accounted for over 20,000 passengers in 1979. They

were Liberia-United States with 27903 passengers; Senegal-United States

with 23439 passengers. The only South Atlantic route, Brazil-Senegal,

accounted for 5937 passengers in 1978,

(4) ICAO Study: "The Development of Air Transport in Africa," "Situation
-~ and Outlook Obstacles and Remedial Action," ITA Bulletin, 1980.
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In Africa, the attitudes of African states to foreign air
charter operations vary. Where the traffic to be carried is essentially
busihess—oriented, most countries oppose a charter operation, which
would simply divert passengers from scheduled services. Where the
traffic is tourism, the question becomes more difficult. In most cases
the best course is to attract tourists to scheduled services through the
introduction of special Tow-cost fares. This may have the effect of
improving empty space, and may increase the frequency‘of air services,
which is a good thing in all respects. However, when even low-cost
fares on scheduled services are too high for cgrtain economic segments
of tourism, or where scheduled airlines are full with other traffic, or
when no scheduled service exists from the toufists' originating point,
air charters may well be the answer.

| ‘A rather different problem, to which there is the same solution,
arises in the case of air cargo. A 1arger charter (example: Nigeria
alone imported 63,000 tons in 1978) activity exists from Europe to
Africa, and the aircraft need return loads. I[f scheduled carriers can-
not accommodate certain export materials, because no air service exists
to the importing country, or scheduled tariffs are too high to make the

export profitable, or the scheduled airlines are full, there may be

sound economic reason to take advantage of the carge capacity‘offered

by air charters returning to Europe.
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Obviously if such cargo movés on a regular basis in substantial
volume, scheduled airlines, and particularly African flag carriers,
éhou1d be given the opportunity to compete for this business. When,
however, exports are erratic and vary greatly in volume,'it may be un-
economic to require the scheduled airlines to procure additional equip-
ment to handle it. The matter is complex. It is difficult to determine
when charters become competitive to scheduled airline activity, or
merely supplement it. When it is clearly competitive, it may drain
traffic away from the nationél carrier. But when, for any reason, the
national airline is unable to carry the traffic, refusing to allow
charter operators to do so may harm the economy. A balanced approach,
.which avoids arbitrary policies for or against-air charters, is
certainly the best one for governments to adopt. African governments

should welcome charter flights when they are needed to complement

scheduled services.

A.4 Freight Transport (Scheduled Traffic)

’The scheduled airl{nes registered in the African region in 1977
carried an estimated 488 million freight 1b-km in scheduled internation-
services, about 3.3 percent of the world total, see Table III.

In domestic services, these airlines carried 63 million
scheduled freight t-km in 1977, or abaut one percent of the world total,

nearly double the 1968 share as a consequence of the average annual

i
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growth rate of 11.6 percént for the African carriers compared to the
world average of 5.7 percent. About 89 percent of the freight 1b-km
carried in scheduled operations by the African airlines in 1977 were on
international services, showing little change from 1968. However some
African countries such as Nigeria and Cameroon use charters to import
large volume of freight. So if this is taken into account and refering
to an ICAO forecast for 1986 (Table III), freight traffic is expected
to grow. Table IV shows the top ten African air]ines.in freight terms

in 1977.

B. The Supply: Response to Current Demand

B.1 Routes Operated

‘To meet the actual demand for air transport that exists in
Africa at current prices a large number of airlines, both African and
non-African now offer services that combine to form the networks shown
in maps 1 and 2. A large number of operators serve the African demand.
Thirty-four non-African airlines provide scheduled and non-scheduled
services Tinking Africa with all other regions of the world, but parti-
cularly with Western Europe and the Middle East. Of these thirty-four
carriers whic include most of the major international airlines, 16 are
based in Western Europe and 10 in the Middle East. In addition, 18
_ Affican airlines provide scheduled services to points outside Africa,
expecially in Western Europe. The pattern of existing air routes be-

comes apparent from the maps.

:
.




R i o o i

o P A e wen PapdSe A
L HISEANER | WOGReee 7, T R b e e e A DAt s

Cwi

BV
th Jtrer

-(\- E
th

7
Africa Direc

e s
” \ &)
N “

2

ts

in

4
£
El
2
i

g Po

et

AR et 5T e as s
oy

[T

e —

v v

T PR I AT wmare e LD

BRI A e s e (e
e st

Air Routes Linkin
Regions




P e il ; _L

7 1 maney bucen 4,

L 3. - TN N

e 7w, )‘{ i \-’”'-/-ma}'n \,‘Q\\ -,
anag

Boutaso  adhd
I—!-‘Pq‘

7/
N
Ay
o~

T e SeHRoN

T
g
:

e\
ity Yrhrtoese ',A-?:‘vv..,«

s mL Thov ™ :*r‘:nllqj [\ s
: : 4 e~
. ‘u:‘ ) Pt ouT somiton -
! H » ‘cdnrvae N
S e T A RN B T TP
. b sasrsgorr - et
N | } I
: A1
: e ¢
; i (e —
' ! p O B
oY .
™ . r \ ! i
. N g 1
' S N , (

b)
</h
)
i'\
AN

Domestic Air Routes Mithin African States Covered By the Study




Cmgoprien

23

0861 €SO13SL3e3S 4O 2sabLg QWII  :3UNDS

00l £60€61 - Y101 GNWYD
9°¢l 6602 - SSUL|ALY UBDLALY JBY1Q
v°98 v622¢1 - Y101
2 86y ol skemity ®eLquez
9°¢ . 29PS 6 JdLy siung
LY y5eL 8 34LRZ ALy
0°§ _ _ £09L L aLaably JLy
0°9 6526 9 Saul[4Lly uetdolyl3
£°9 | 0996 G ALy 304673
8'9 06€£01 ¥ ooaey ALy jedoy
6 , : 86011 £ sfemuty eAuay
9'¥1 61£22 2 RILALY YInos
012 L621Y L anbialy ALy

uotngrulsiqg (s3tun) syuey INI IV
% sauuo] ybLad4

JOIAY3S 09YYI-T1Y ONY Q3IXIW 40 WNS

NOI93d NYIIY¥4V NI Q3y3LSIO3d mmzHixH< N3l d0L :S3JIAY3S
@3TNA3HIS TYNOILYNYILNI NO ZZ61 NI mmHmm<u S39YNOL 1HDI3¥A
Al 379Vl




24

Considering first the intercontinental services the most
striking fact is the great preponderance of flights connecting points
in Africa directly with Western Europe. The services that are provided
by African carriers in fact fall almost exciusive]y into this category.
The relatively few links that do exist with other continents are
generally operated by non-African airlines.

This pattern, as might be expected, coincides with Africa's
historical and political Tlinks with other continents, and also it
clearly reflects the present pattern of international trade. The
pattern followed by internationa! routes connecting points within
Africa is more complex. These routes in general tend to provide
connections within rather than between the various sub-regions of the
African continent. They are, as might be expected, most numerous where
economic'Hevelopment is greatest and popu]atioh is host dense, There
are a comparatively large number of African links between the coastal
centres of West Africa. The purely domestic route patterns are shown
on map 2, and compared to the international routes, they are very
underdeveloped. From map 1, it is easy to notice that routes served
to Europe are much more numerous than intra-African routes (map 2).

In fact intra-African air services could be greatly improved

~if both short and long haul operations were concentrated arouhd hub

points, where traffic could make rapid connections. Good communications

can stimulate trade. Africa is so large, and surface transport so
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underdeveloped that the only practical way to get from sub-region to
another is by air. Today it is possible for passengers and cargo to

fly from any European city to another within 24 hours. This is certain-
1y.not possible between many African cities. Table V shows how many'
times a week passenger or cargo may travel (non-stop) between coastal
cities. This also shows that flight frequencies are generally low
between African cities. A great deal would have to be done before the
hub system could achieve its purpose: to transport passengers and

cargo from any city in Africa to any other within 24 hours.
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B.2 Flight Equipment Needs of African Airlines in the Eighties
-~ :  The fleet is used to provide domestic air services, intra-
African services as well as international services. According to ICAO
estimates, average growth for African éir transport expressed in t-km
~ carried will be 13 percent from 1976 to 1986, as compared with the world
average of 9 percent. This development will necessitate the replacement
and modernization of African airline fleets. In order to see flight
-~ equipment needs for the eighties more clearly, it may be advantageous
to review the main existing fleets and their trend in the last decade.
In this connection, we must state that the study prepared by the
L Institute of Air Transport (ITA) at the request of AFCAC and entitled
"Forecasts for African Airline Fleets", is our main source.
’Long-Hau1 Aircraft
-~
African long-haul flights, which are generally Africa-Europe
flights, are operated by wide body jumbo jets and four-engined jets.
-
Wide Body Aircraft
So far these aircraft fypes have been few and far between 1in
- African airline fleets. No African airline owned a Boeing 747 until
1976. Traffic was not sufficient on most African routes for the
capacity of such aircraft. The wide body aircraft owned by the airlines
-~

consisted of five DC-10's. But in 1979 three African airlines
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(Air Algerie, Air Libya énd Nigeria Airways) acquired the B-747. Other
airlines (Air Gabon, Air Afrique, etc.) have placed orders for deli-
veries in 1980 and 1981. With the development of traffic which is 14.5
percent in North Africa, a region which accounts for over 50 percent of
African air traffic, the number of B-747's in African airlines will
increase substantially in the Tate eighties.‘ This trend will make it
possible to improve the fleet productivity and the profitability of
African airlines since high-capacity airéraft, when they are justified
by traffic give the Towest operating cost per capacity seat-km.

The DC-10, for which a stretched version for 393 passengers is
about to go into production, may rép]ace in certain airlines the B-707's
and DC-8's which have become obsolete. At present, African airlines
. have seven DC-10-30's. The previously mentioned ITA study forecast
that in 7982 there would be 22 widebody aircraft B0747's, DC-10's and
L-1011's as against five DC-10's in 1976. |

Four-Engined Aircraft

These are Boeing 707's and DC-8's and comprise the bulk of the
fleets operating long-haul flights. Their number rose from 31 to 61
from 1970'to 1976. Apart from the B-707-320's, these aircraft are no
1onger being produced. Airlines not prepared to move up to widebody
aircraft will expand their fleets with these aircraft, generally on the

second-hand aircraft market. Although these aircraft are dated,
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technically speaking, and not very efficient, their number in African
fleets should still rise after an increase from 31 to 61 from 1970 to

1976 it is put at 92 for 1982 by ITA.

Medium-Haul Aircraft

More B-737's and B-727's are being used, particularly in North
Africa; 47 aircraft in this region operate domestic and regional routes
and routes between the two banks of the Mediterranean. Also used on
medium-haul flights are the DC-9's, the BAC-111's, the Caravelle and
the Fokker F-28's. A1l in all, these aircraft represent the highest
proportion of African fleets: 32 percent in 1970 and 91 percent in
1976. Coming into the medium-haul aircraft bfacket is the Airbus which,
after making a remarkable breakthrough on the international market, has
just éntéred the African market. Two airlines (Tunisia and Libya) have
Just placed orders for the Airbus A300; a third is on the point of doing
so and others will certainly follow.

The new-generation aircraft with 180 to 200 seats, like the
Airbus A310, the Boeing 767 and the 757 will be going into service
starting in 1983 and will be a most suitable aircraft which African

airlines will endeavor to obtain for intra-African services.

Short-Haul Aircraft

They mainly comprise aircraft serving domestic routes within

states. They are turbo-prop or piston aircréft.




30

Turbo-Props

Four-engined aircraft: the Britainia, Hercules, AN-24 and
IL-18; they have gone down in number: 24 in 1970, 15 in 1976. Twin-
engined aircraft: the most significant are the F-27 (37 in 1970, 53
in 1976), the Twin Otter (7 in 1970 and 25 in 1976) and the HS-748
(6 in 1970 and 14 in 1976). |

Piston Aircraft

They are very old aircraft which are.disappearing from the
fleets. Their number has gone down from 99 to 60, and includes in
particular the DC-3, the DC-4 and the DC-6. These aircraft have been
replaced over the last decade by turbo-props (in particular the F-27

and the Twin Otter). This trend will be stepped up in the eighties.

In the 1970-1976 period, the African fleet rose from 297 air-
craft all types to 377. For the eighties the only indication we can ’
give is the ITA estimate for 548 aircraft in 1982. ' é

Another characteristic in the development of African air
transport which should influence fleet compositicn in the eighties is
spectacular development of freight. In the last decade freight rose

to 13.5 percent a year on average. In the case of Air Afrique, for

example, freight revenues represented over a third of total revenues.
But at present, few African airlines have all cargo aircraft., In the

eighties, more airlines will probably be equipped with them, The trend
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is already under way with the acquisition of Boeing 747's in the last
two years by African airlines; the three aircraft in service with a
mixed passenger/cargo layout. The replacement of the fleets in the
eighties will probably necessitate heavy investment as-the prices of
aircraft incorporating the latest technological progress are very high.
They too are hit by the general inflation affecting the world economy.
The basis reference prices, fixed for a given year and periodically
adjusted are subject to an annual increase now coming to about 8 to

10 percent. Thus a DC-10-30 bought for $23 million in 1973 costs $42
million in 1979. Additionally, for each aircraft bought it is necessary
to obtain parts for which the average value represents at least 10
percent of the price of the aircraft and 20 percent in the case of the
first aircraft sold, owing to the engines. Below we give some informa-
tion on‘the 1979 prices for some aircraft which will be in airline

service in the 1980-81 period:

Boeing 747-200 - $54 million
DC-10-30 - $42 million
Airbus A300 B4 = $31 million
B-727-200 : - $12 million
B-737-200 - -$10 million
DC-9-50 - : $9-10 miilion
F-28 - : $8-9 million
F-27 - $3.5-4.5 million

(5) ITA Bulletin, “Financing of Flight Equipment in the Eighties,"
July 1979, |
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An idea of the volume of investment to be made for the

replacement of fleets is provided by the Air Afrique forecast(G) for

its investment from 1979 to 1985:

Price in Millions of US Dollars

1979-one DC-10-30
1980-one Boeing 747-200 freighter
1981-one Airbus A300 super B4
1982-exchange of the DC-10-30
for a DC-10-63 (stretched)
or one Pax B-747
1983-two Airbus A310's
1984-one B-747 freighter

1985-one DC-10-63 or one
Pax B-747-200

TOTAL

42
63
50
59

100
86
93

493 Million (U.S.)

The ITA report approximately assesses the volume of investment to be

made by all African airlines at: $3,290 miiiion.

B.3 Operating Economics of African Air Transport:

Cost and Revenues

‘The economic operating situation of African carriers is widely

~ different from other airlines. Government subsidies have been perhaps

less available to compensate the heavy operating losses. But in many

1979.

_(6) ITA Report, "African Airtransport Growth in the Eighties," July
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instances, costs have been held down by various arrangements with non-
African airlines. The pricing structure in Africa is very uneven.
Distance, the usual determinant for setting rates, is often ignored.
For example, a rate from East Africa to Eufope may be the same as or
lower than a rate from West Africa, an area which is much closer to
Europe. The establishment of international fares and freight rates is
ultimately complex. For this reason, the airlines constituting the
International Air Transport Association (IATA) jointly develop inter-
national fares and rates subject to the approval of governments; Each
member airline has considerable influence upon the tariffs charged on
his principal routes. Various regional airline associations such as
the Association of African Airlines (AFRAA) provide carriers within their
areas with an opportunity to adopt common positions on fares and rates
which af}ect them directly. Acting as a block obviously strengthens
the carrier'é position in IATA negotiations. Certain area carriers
establish charges different from those agreed upon by IATA. In Africa,
a notable example is the Association des Transports Aeriens de la zone
~ Franc (ATAF). Elswhere, there is intergovernmental machinery to fix
fares, while IATA seeks to conduct on dialogue with non-IATA carriers.
African costs are influenced by a number of factors:

a) Fuel Costs are extremely high.

b) Utilization of expensive aircraft and ground equipment is

relatively low. If improved, it could spread the incidence
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of depreciation over a greéter volume of capacity, and
might reduce other unit costs, such as those of crews.
c) Major aircraft and engine overhauls are normally performed
overseas.
d) Many airline mahagements and personnel are experienced,
by world airline standards. This is the reason why a
number of carriers rely on assistance from the personnel
of overseas airlines. |
Difficulties such as the high costs of fuel are intractable, but others
might beveaSEd through government assistance. For example, maintenance
can reduce aircraft time lost, and may cut costs; better training can
improve personnel efficiency; lower fares may increase traffic and there-

fore aircraft utilization.

-

B.4 Elasticity of Demand

There is no statistical information on which to base an
estimate of the elasticity of demand for air transport in the region.
However it is generally believed to be Tower for the high proportion
of passengers traveling on business and governmental mission (where
considerations of travel costs is not so important) and higher for
passengers traveling for private purposes. The elasticity of demand
for air transportation of cargo may also be Tow since reponse to re-

ductions in rates would not be expected to be rapid where there is not
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a large volume of surface transportation. In both passenger and cargo
traffic, any increase in air transportation-within Africa itself
achieved by reducing rates must largely consist of new traffic that
would not have travelled at all. The elasticity of demand for air
transport within the African continent in response to reductions in
fares and freight rates would express itse]f as an acce]eratfon fn the
normal growth trend over a period of years. It would also depend on
progress in other forms of transportation which would themselves require
planning and action of various kinds. Given such action, the response
to reductions in fares and freight rates should be as great as elsewhere.
For example, if average fares and freight rétés were reduced to half of
their present level, the volume of air transhort demand might show a
re]ative]y-sma11 increase initially, but the-annual rate of growth would
rise, ard if energetic steps were taken to stimulate tourism and to
develop 1ight industry the cummulative effect of the increased rate of
expansion would produce impressive changes in the total of volume over

a period of years.

The change of demand for air transport to and from the African
continent, would probably rise more rapidly. There is a big potential
tourist market both in Europe and in North America waiting for reduced
fares torAfriéa, and increased tourist traffic would stimulate cargo
" and mail traffic. However, strong steps would also need to be taken in
order to provide adequate hotels and their tourist facilities at

reasonable prices.
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CHAPTER II

FUTURE DEVELOPMENT OF AIR TRANSPORT AND TRAFFIC CAPACITY

AJ Growth of Demand

A.1 The Need for Air Transport

The previous chapter was concerned with the demand of air
transport in Africa as it actually exists at currenf fares and rates.
However, behind this actual realized demand, there is a faf greater
potential demand based on the real needs of the region for efficient
transport. The qreat need results from the general Tack of adequate
surface transport in almost all parts of the continent and from the
generally long distances between centres of'population and industry.
The grd&th for air transport has been held back by the fact the its
operating costs and fares and rates charged are high in relation to
African incomes also inrelation to developmental activities which
directly affect the 1ife and work of the population in remote areas.
Actfvities such as crop dusting and insectkcontro1 for‘agriculture,
veterinary services for livestock, medical, educational and even
financial services for people. These kinds of activities can be
carried'oUt or prombted through air transport. The low cost; simple

development possibilities inherent in aviation do provide opportunitieé

for developing countries tc exploit the unique advantages of air trans-

port. In the absence of otner reliable transport systems, air is a

5 e A
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practical low-cost means of stimulating economic development in the
remote areas, by providing the essential supply Tinks. An air bridge
carries automobilie parts from France to Nigeria, where the assembly
plant is located. |

Another important role which avaition can play is to help
promote tourism. Tourism, like any other export, is a source of foreign
exchange earnings, a generator of employment. A modern air transport
system is vital and requiredAfor the establishment of these endeavors.
Thus, air transport can contribute to a country's balance of payment
in a number of ways. First, if the country has its own flag carrier, it
is a direct foreign exchange earner, which is needed for a variety of
economic reasons. Second, both international and domestic operations
make a 1afge contribution to the growth of tourism, which in turn with
Cits muffip]ier effect, contributes to the ecbnomic growth of the

(7)

country. Thirdly, tourism contributes to economic development or
~industrialization of the country through the opportunity it provides

for the country to start manufacturing the goods and services required
for tourism, and through the opportunity it provides for foreign invest-
ment. Air transport is also a necessary tool for the development of
international trade. It has become necessary because of its single

greatest advantage - reduced delivery time. In today's competitive

business environment, the reduction of total distribution cost and the‘

(7) UNDP/ICAo; Project RAF/74/021, "Studies to Determine the Contribu-
tion that Civil Aviation can make to the Development of National
Economies of African States," March, 1977.

e e
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increase in the reliability of delivery are major objectives. This
could be difficult to achieve without air transportation, because of

the requirement of more transit days for cher modes'of transportation.
Another important aspect is that the growth of international trade and
the growth of foreign investment in a country can be fostered only on

a mutual trust an accessibility of the country. To this, vast, if
létent, demand for transport to further the social and economic develop-
ment of Africa can frequently be met most rapidly and most efficiently

by air. Beside the need for improving the movement of passengers, cargo

and mail (between the main centres of population and industry), there
is a need for new routes to encourage the growth of new industries and

markets. There is also need for better services to engender new traffic

for existing routes, and for non-scheduled transport when need arises to
| bring personnels ‘and equipments into areas dtherwise difficult to reach.
In these circumstances of need, if the kind of social and economic inte-
~gration that produces a demand for the movement of passengers, cargo

and mail, were as great in Africa as in other regions, and if the price

was right, the volume of air transport there would be far greater than

(8)

it is now. It is worth nothing that Brazil, a vast country with an
enormous potential for economic growth has reiied almost entirely on
air transport to redistribute its population and to build a new capital

in what was 1ittle more than a jungle.

(8) Stokes, Charles S.J., "Transport and Econcmic Development in South
America," New York, F.A. Praeger, 1979.
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A.2 Growth of Demand and Measures to Stimulate It

If no special measures are taken to develop African air trans-
port, it would be no doubt, continue to expand, but at a pace far below
what is possible. The airlines would continue to operate services where
revenuing could be made approximately to cover costs with whatever
assistance could be obtained from governmentlsubsidy and from other
sources. The progressive transfer from the older aircrafts to a new air-
craft will certainly lead to utilizing loans from international sources.

The effect of the replacement would probably be an increase in average

~unit operating costs. In the 1ohg period, Tittle reduction in operating

costs can be expected since the volume of the traffic wouid not be great
enough to provide economic loads for the larger aircraft that are
necessary to achieve low operating costs. Fares and freight rates and
also service frequéncies may continue at about their present level. Air
transport would, in fact keep pace with the general development of the
region but would not make any special contribution of its own to that
development. If African governments wish to use air transport as an in-
strument to stimulate industrialization and~the general economic integra-
tiqn os the continent, it will be necessary to adopt special measures
to achieve the following objectives: , | |
a) A general improvement in air service frequencies wi]]_be re-
quired together with the addition of new air seryices, aiming>
to provide reasonable air connections throughout the continent

for passengers, cargo and mail,
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-~
b) A substantial réduction for'passenger fares would be necessary E?
primarily to stimulate private passengers travel both on the f
- part of visitors from other parts of the world and also, on the ‘ 
part of African residents. %
c) A substantial reduction in freight rates would also be necessary
~ épp]ied particu]arly to products of industries with good develop-
-ment prospects or items whose transportation would stimulate
economic progress.
-~ Objectives such as these are, unfortunately economically incom-
patible with each other in the sense that they would all tend to cost
the airlines significant sums of money. Selective reduction of passen-
™ ger rates and freight rates would itself produce some inéreases in pass-
engers and freight traffic, but it would be some time before it could
avoid a“reduction of the total airline revenue. Also an increase in
- frequency and the addition of new services would raise costs because,
additional aircraft and aircrews would be required. The building up of
the African services of African airlines clearly Wou]d produce substan-
= tial operating deficits which would have to be covered by subsidies of
one kind or another. How much~§ubsidy would be required and for how
many years, could be decided only by African govefnments, according to
» how much they desire to stimulate air transport in the continent. The
Unfted States domestic air transport system achieved a rapid rate of ex-
| pansion in its early years under the stimulus of government subsidies.
o
-
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But the conditions for the expansion of air transport in African in the
next ten years will certainly be very different from those of the United
States. In the United Stateé, air transport came as new superior method
of transportation in an already developed region, where demand for
transportation for (passengers, cargo and mail) was already high. In
Africa the total tranépoft demand is relatively small, but since surface
transport is generally inadequate, air transport, if it is made cheap and
efficient, is expected to carry a much higher percentage of the total de-
mand than it did in the United States. Also, if economic progress in
African takes place as planned, the volume of demand for afr transport
could expand as fast as it did in the United States.
’ ‘The reduction of passenger fares on international services wifhin
Africa would develop a certain amount of tourism among African residents
1 themse]vé;. But the main expansion of the Afr%can industry should come

from attracting a greater volume of tourists from Europe and North

America.

B. Growth of Capacity

B.1 .Rep1acement of Existing Capacity

With the transfer from older to newer aircraft described above,
it is necessary to examine now the developments in the capacity situation
that may occur over perhaps the next five years. In the present circum-~

stances, the general situation varies widely among different airlines
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and different aircraft. In some casés aircraft were fully utilized and ;
load factors were high (60 to 70%)(9) on occasion too high for satisfac- g
-~ tory service. In other cases load factors were very low (30 to 40%) or i
aircraft were scarcely used at all. Some services found satisfactory ;5
passenger loads, but insufficient cargo or vice versa; and others suffered %
- from thg Tack of balance between the Toad available in the two directions. ?
In the African context, airlines, in order to éncourage and to prepare %
for the expected growth of traffic, must‘acquire new aircraft that will %
- generally be both larger and faster than those they replace and will tend %
to expand capacity ahead of demand. They must also attempt, wherever é
. possible, to increase frequencies sufficiently to provide satisfactory z
it services to integrate new services in order to stimulate demand in the §
near future therefore it may not be possible to reduce the relative %
excess of capacity that now exists in African transport. If governments ;
- decided to take radical measures to stimulate the growth of demand for é
African air transport both to and from within Africa as suggested above, §
the total volume of transport might increase as much as three of four
- times.
-~
- * (9) Kilweo, A.B.S., "Transport Progress in Practice: Air Transport in £
' Africa, East African Airways Corporation Experience,”" Chartered b
Institute of Transport Journal, July, 1976. ' ?
%
b
%
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CHAPTER III

- ' OTHER ASPECTS OF CIVIL AVIATION IN AFRICA
A. Training of Aviation Personnel

hii Inadequacy of well qualified personnel for civil aviation is é major
Shortcoming. It is one of the most intractable of problems and exists |
in most countries of the world, to a greater or lesser degree. It affects

- all speciaiized fields of the ground services and, in the high ports
expecially, the difficulty is often aggravated by too frequent changes
of personnel for economic, political or other }eésons. Modern aviation

i equipment cannot give continuous satisfactory'service_un1ess operated
and maintained by competent personne]. The obvious .requirements for an
adequate®output is an adequate input. In Africa, it is becoming in-

- creasingly difficult to get government authorization and funds to recruit
the necessary numbers of students with sufficient basic training to enable
them to absorb specialized aviation training and then to provide ports

" for them when trained. Low sa]aries and poor conditions of employment,
lack of familiarity or even interest in technological skills, compound
these difficulties and are prevalent over many wide areas. Even with

- training it takes many years for a technician to gain the ﬁecessarj ex-

‘ perience in his profession or occupations. This slow breaking-in process
is not geared to the circumstances in many countries because the demands

-

are too great. Often circumstances necessitate assigning men with little
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-~
practica] experience t6 operating bosts. The organization, guidance and
direction that good supervision and good leadership can give are then E
-~ needed. But if the supervisor is himself not well qualified by training %
and experience, the new employee has ncwhere to turn for advice when he %
deals with a situation with which he is unable to cope. Furthermore, 42
e unless the supervisor is well-qualified, it is impossible for him to en- ‘é
force Qood discipline and develop a sense of responsibility in his staff f
because he is too aware of his own limitations. _ 1
-

The usual result of all these factors is poor attention to duty by
the operating staff and generally inefficient and unsatisfactory opera- é
tion of the facilities. Vigorous efforts are being made in Africa to
cope with the training program.

It might be considered that personnel deficiencies could be over
come by"expanding training resources; however, while some expansion of
training resources is desirable, it alone will not solve the problem.
Well qualified students must be attracted; resources must be found to
pay students during and after training; good salary scales and conditions
of employment to attract and retain staff of the right calibre must be
established; suitable employment policies and practices must be developed

to maintain good morale. Finally, it must be accepted that rate of

improvement cannot be a very fast one. :
It is desirable to consider the problems of technical training for z

aviation personnel in Africa not only on a continent wide basis but also
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on a more localized basis. The sub-regions discussed below are:

a) Nofthwest Africa (Norocco, Algeria, Tunisia)

b) Northeast Africa (Libya, Egypt)

c) Equatorial Africa (Chad, Cameroon,.Centra] African Republic,
Congo, Brazaville, Zaire)

d) West Africa (Mauruania, Senegal, Guinea, Ivory Coast, Togo,
Dahomney, Upper Volta, Niger, Sierra Leone, Liberia, Ghana,
Nigeria)

In the Northwest Africa sub-region as described above, there are three

training centres (Morocco, A1gerja, Tunisia) assisted by ICAO (in Morocco
and Tunisia they are special fund projects) with an annual student |
capacity of 290 and an average annual output of 18C. In addition, one

of these states (Tunisia) offers aircraft maintenance training for 120
studentsj The proportion of national to forefgh personnel in both the
government departments and the national airlines varies greatly between
50 and 60% and the programs for employment of nationals have reached
various stages. The areas where the difficulties are most noticeable

are the higher grade positions in the government departments and in those
positions in the airlines requiring high technical skills and much ex-

perience. Thus there is a substantial shortage of flight crew and main-

tenance personnel in the airlines, and in the higher operaticnal and
technical branches of the government departments of civil aviation.

In the Northeast Africa sub-region, as described, there is one large

training centre (a special fund project in Egypt) assisted by ICAQ with
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an annual student capacity of 130 and an average annual output of 100.
In addition there are national schools for flying training and for

various forms of technical training.

In Equatorial Africa, the aviation training estab]iéhment is pro-
vided in major paft by ASECNA (Agence Pour La Securite de la Navigation
Aerienne). A school hés been established at Brazaville in 1976.
Specialized fraining of Frech speaking personnel is offered at the
nat1ona] civil aviation and meteorogical training centres in France.

In West Africa, the main organized tra1n1ng facilities in the French—
speaking states are provided by ASECNA and sch001 exists at Dakar. On
of the difficulties in attemptin to organize a flying and aircraft main-
tenance training centre in this region is the diveristy of equipment;
the aircraft used by the airlines are manufactured in at least six
different states.

Ghana and Nigeria have well established techincal training facilities
of various kinds. A regional aviation training centre has opende and
began training in Nigeria in 1969. It is a government organization
assisted by the special fund with ICAO as the executive agency.

Malching the requirements to the member of available qualified stu-
dents and existing training facilities leads to the conclusion that the
full Africanization of aviation personnel will take some time. This is
an overall summation and does not, of course, apply to all countries.

Furthermore, although only relatively small numbers may be needed, the

I Ft)
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fact that the needs are for the more highly technical and professional
skills of aviation means that more twice may be needed to produce such
skills and experience. Even when the 100 percent level is reached this
does not mean that the need for training disappears. It is apparent

that increasing numbers of trained persons are being demanded by the
aviation industry, and though increasing numbers are being trained, the
gap between supply and demand is widening in certain countries and tradeé.
The reason is that the requirement is growing for highly specialized
staff to service themore complex facilities coming into general use.
Training of such staff can normally be given at regional training centres,

or through fellowships abroad, or by the eguipment manufacturers, but

can seldom be given locally without special arrangements and assistance.

Thus, aviation training in African countries faces two problems.

One is to accelerate initial training of nations capable of absorbing

~that training and the other is to keep the employees up to date of

technological developments. Additionally, working conditoins of the
employees must be attractive in order to retain them and not to lose
them to other industries.

That is true of the civil aviation departments of the governments
is probab]y more true for the airlines. It will be scme time before they
can reach the 100 percent stage of Africanization. This is, however,
not an unusual occurrence in the aviatoin industry in its development

stage. Many European airlines, for example, were compe]]ed after the
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was to use foreign personnel for a considerable time before they attained
the status of complete Europeanization. This situation was created not
by lack of personnel (there were plenty of former military pilots and
mechanics) but because of the necessity of retraining the available
personnel in the methods of civil air operation and because of the need
of giving these people the opportunity to gain the required experience
before they could take over. In order to alleviate the African problem
in this respect, it would be helpful if the various governements set up,
with the assistance of airline managements, a long-range training program,
particularly in the field of aircraft operaticns and maintenance, to en-
sure a constant flow of initially trained per§onne1 to the aviation in-

dustry.

B. International Cooperatidn Between Government and Between Airlines

There is a great deal of cooperation in air transport matters
between ‘the governments of African states and between theiy airlines.
There are also many cases where more cooperation would be essential if
Afritan air transport is to develop efficiently and economically. Several
groups of neighboring states have arranged for the cooperative provision
of such services as aircraft certification, personnel licensing and acci-
' dent investigation, és well as in the cooperation of airports and air
navigation facilities. Similarly many airlines cooperate with each cher

in pools of spare parts, engines, and arragne revenue pools on common
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routes. There are many cases also where African governments or airlines
receive cooperation assistance of various kinds from governments and air-
lines in Europe and elswhere.

On the other hand cases of non-cooperation are almost as frequent
és cases of cooperation. The outstanding cases of governmental coopera-
tion are to be found in a group of French-speaking countries in West
Africa, joined by Madagascar in integrating their ground air navigation
facilities and services (ASECNA). On the side of airline cooperation
again a group of French speaking countries in West Africa have fully
integrated in a multinational airlines (Air Afrique). Other groups of
airlines and governments have occured in the past and have broken up for
one reason or another; still others are inprocess of formation or consi-
deration. The same applies to the granting of airline traffic rights

-

by Afican states to each other and to non-African states.

g
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CHAPTER IV

AIR MAGHREB: AN AIRLINE FOR NORTHWEST AFRICA

A. Introduction

Air Maghreb is a projected Northwest Afrjcan Arab Airline which was
proposed by the regional governments of Algeria, Morocco, and Tunisia
in 1972 and is still under consideration as a joint venture for medium
to long-haul international operation. Since then, measures have been
taken to standardize their respective airline fleets.

Air Maghreb is expected to Have a separate identity, although in the
long run, Air Maghreb, is expected to have close relations with the

three national airlines: Air Algerie, Royal Air Maroc and Tunis Air.

Howeyer,“with the wide political divergences between Algeria and Morocco

over the Western Sahara (former Spanish Sahara) and between all three
countries over some of the problems which such a consortium could face,
it is anticipated that this dream has a long way to go before it is
materialized.

Some of the problems which such a consortium face can be cbtained

from a study of a joint airline company.(]o)

Of these, one in particu-
lar is a potential source of trouble. It is the establishment of the
objective for the airline. The Moroccan government, is likely to

establish different objectives from those of the other potential members.

(10} Thorton, R. L., "International Airline and Politics," Ch, 5.
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The Moroccan government thinks of national flags on aircraft as an image
of national technological and political prowess. On the other hand, the
two other potehtia1 members:of air Maghréb, A]geria and Tunisia while
still possessing some political motives for supporting their airlines,
are more interested in commercial and econemic objectﬁves.

H This chapter basically studies the existing three airlines, theif
historical traffic volumes, regional economic development, and the

tourism policies of respective governments.

a. Air Algerie

Air Algerie was founded in 1953 by the merging of the original
Air Algerie and Company Air Transport. The Algerian government holds
100 percent of the stock after having bought 17 percent from Air France
in Janua;;, 1973. Services are operated throughout North Africa and to |
France, Belgium, Spain, Italy, Germany, Switzerland, Egypt, Yugeslavia,
Bulgaria, the U.K., Libya, Czechoslovakia, the USSR plus domestic
services in Algeria. The number of total revenue passengers flown on
Air Algerie increased 15.0 percent in 1975 and an ICAO forecast expects
this rate to remain constant until 1985 (see Table VI). Domestic
services also registered a 15.0 percent annual increase in 1975 and the
same ICAO forecast is predicting that this rate will fall to 12.0 per-
cent in 1985. But the most encouraging sign is the average distance

flown by passenger on international seryices which is around 1100 km,
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When the high density passenger traffic between Algeria and France is
considered, it will make wide-body equipment's use for this company
doubly economical in the late eighties.

Algeriers-Paris market has grown 12 percent annually between

1970-75 and is expected to grow at 15 percent between 1975-70. Algiers-
Marseille market has grown 16 percent annually between 1970-75 and is
expectéd to follow the same pattern as the Algiers-Paris between
1975-80. Two or three medium routes could use wide-body equipment all
year round. (The most Tikely prospects are London, Frankfurt, and
Madrid.) Algiers-Marseille accounts for 50 percent of the total inter-
national revenue passengers carried.

Oran-Toulouse accounts for 20 percent of international revenue
passengers carried, which makes over 70 percent of Air Algeria's

revenue’ passengers carried between Algeria and France.(]1)

Air Algeria's F1eet(]2)
Boeing Douglas Total
727 737 747 DC-8
6 13 1 1 21

(11) Source, Bulletin Statistics De La Compagnie Nationale Algerienne,
1979.

(12) Source, Exxon Air World Survey Supplement to Volume 32, No. 3, 1980.
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A.2 Royal Air Maroc

Royal Air Maroc operates within Morocco(]3) and to Algeria,

Libya, Belgium, Canary Islands, France, Germany, Italy, The Netherlands,
Senegal, Spain, Switzerland, Tunisia and the U.K. The airline was formed
in 1953 and the title Royal Air Maroc adopted in 1957. The air]iné is
owned by the Moroccan government 67.7 percent, by Air France 17.5 per-
cent, and the rest by various other companies. Royal Air Maroc also

operates charter flights. Total revenue passengers flown on Royal Air
Maroc increased 13.3 percent in 1975 and the same ICAQ forecast is ex-
ecting it to grow about 14.0 percent in 1985. 'Internationa1 services

increased 14.0 percent in 1975 and is expected'to fall to 12.0 percent
in 1985 (see Table VI). Average km flown by passengers is about 1500 km.

quyil Air Maroc Fleet

Boeing Fokker Total
707 727 737 747 7 F-27
2 5 3 1 2 13

A.3 Tunis Air

Tunis Air was founded in 1948 by the Tunisian government, Air

.France and other interests. Internal services are operated as well as

routes to Algeria, Libya, Morocco, France, Holland, Switzerlanﬂ, Italy,

(13) Royal Air INTER, subsidiary of Royal Air Maroc, has operated the
domestic services since April 1970. Scheduled services provided
between Casablanca to Agadir, Marrakesh, Rabat, Fes, Tangier etc.
Fleet: Fokker F-27-600.
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Belgium, Germany, the U.K., Luxemburg and Jeddah (Saudi Arabia). The
total revenue passengers flown on Tunis Air increased 14.6 percent in
1975 but is expected to fall to 12.0 in 1985 (see Table VI). Inter-
national services showed 15.0 percent increése in 1975. Domestic
services also increased 12 percent in the same, and passenger km
increased 16.0 percent also in the same periodA(see Table VII). Charter
operations are the key to Tunis Air's tourist business. Although this
country relatively a newcomer to the mass tourism market, Tunis Air
realized that reducing the air fares increased the traffic flow.

Tunis Air Fleet

Boeing ‘ "~ Total
727 737

10 2 12

B. Analysis of Passenger Traffic Between North Africa and the World

In 1974, air and passengers travelling to North Africa numbered
2,026,800 {see Table VIII). In 1974, air traffic for the first line
accounted over 50 percent (53.0) of the total traffic. Since then its
share has risen to a point where sea traffic has become insignificant.
In 1974 total air passenger traffice between France and North Afriéa was
1,075,300. In the same year, the consortium member airlines o% future

Air Maghreb carried 565,887 passengers to and from North Africa in their
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)
TABLE VIII
ANALYSIS OF PASSENGER TRAFFIC BETWEEN
- FRANCE AND NORTH AFRICA
] Air Traffic as
Year ‘A1r Sea Total % of Total
~ 1965 596600 999200 1595800 37.3
1966 715900 - 1204000 1919900 37.2
1967 927300 1641400 2568700 36.1
o 1968 1033200 1664400 2697600 38.3
1969 1068900 1398600 2467500 43.3
1970 1194300 1451600 2646400 45.1
- 1971 11312800 1371100 2683900 48.9
1972 1383500 1418000 2801500 49.3
1973 ° 1479300 1573400 3052700 48.4
i 1974 1075300 951500 2026800 53.0
.Y
SOURCE: IATA Bulletin, 1976.
o
[
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international services which is almost 50 percent of the total air
traffic.

Development of foreign tourism continues to be one of the promising
source of foreign revenue of Northwest Africa (Morocco, Algeria, and
Tunisia) with a considerable prospect for future expansion (see Table
IX). A particular attraction for Northwest Africa for the foreign
tourist is the fact that is very close to the main tourist generating
countries of western Europe. Also North African countries are romantic
and entirely different from western cities and relatively unexplored.

It is a different experience for Europeans. Tunisia and Morocco have

systematically developed their tourist potential, Algeria has so far

- hot made very positive efforts to develop tourism. Algeria intended

to double its accommodation capacity from 14,600 to 30,000 beds between
1976‘ana 1980.(]4) It is still far off the mark since its capacity was
still under 17,000 beds in 1978, |

In these countries, political factors have played a considerable
role in the restrained welcome to non-Arab tourist travellers and some-
times to Arab travellers. As an example, the Algerian/Moroccan border
is practically closed. Morocco and Tunisia attach great importance to

the American market: 1in 1977, Morocco took over 100,000 visitors from

~ the United States, and Tunisia only 12,200. The 1attef country made a

considerable financial effort in 1979 to publicize the Tunisian tourism

in the United States. Both countries which are equipped (and sometimes

(14) ITA Bulletin, "Tourist Travel to North Africa," 1980,
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over equipped) for tourism are dependent on the generating markets and
the political situation on their own territory. The Cyprus crisis, the
revolution in Portugal and the war in the Lebanon had varying effects

over different periods on tourism results. Morocco in 1975 and 1976

was affected by the western Sahara war at its southern borders.

Tunisia's tourist results may well be affected by its internal cdnf]icts.
However a certain shift in the relative shares of European and non;

European markets has already started (see Tables X,XI). The share of

the Middle East countries is becoming more pronounced, as visitors from

the Persian Gulf countries no longer go to Lebanon and travel less to

Egypt; North Africa is an agreeable alternative.

i R e

C. Socio-Economic Data

Algeria

Algeria with 18.6 million people and 919.951 square miles, is §

situated in Northwest Africa between Morocco and Tunisia. The climatic

and geographic regions of Northern Algeria are determined Targely by

the Mediterranean Sea and the two Atlas mountain chains which cross the

country laterally. Northern Algeria accounts for 12 percent of the
country's‘size and 95 percent of population., Nearly ail Algerians are
- Muslims of Arab, Berber or mixed Arabo-Berber stock. This part of the

world has been successively invaded by many conquerors such as:

Phoenicians, Romars, Turks, Arabs and French. The greatest cultural
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impact came from the Arab invasions which also brought Islam and the
Arabic Tanguage. But in 1830, the French, began their conquest of
Algeria brought in the French culture and influence which lasted until
the mid-sixties. After independence, and through the development of
modern economic sector, a large number of French remained here.
Algeria's Gross Domestic Product (GDP) was estimated at $16.71 bil (U.S.)
in 1979; and per capita income was $914. Lafge deposits of petrolium,
natural gas and coal exist in the Sahara area. A]though about 65 per-
cent of the population depends directly on agricuiture for a Tiving,
only one third (1/3) of the national income comes from this source.
More than 500,000 Algerians work in France and some 20,000 French
teachers and technicians live in Algeria. Another major source of

income is the recent development of a tourist 1ndu$try.(]5)

»

Morocco

Morocco with 20.6 million people and 171.953 square mi]es; is
situated on the northwestern corner of Africa, with almost 1250 miles of
coaét]ine on the Atlantic Ocean and Mediterranean Sea. Morocco's popula-
tion mostly live in cities and they are descended from indigenous Berbers
and Arabs who invaded Morocco in the 9th and 11th centuries. Arabic

is the basic Tanguage, but French and Spanish are spoken also.

(15) Pawera, J. C., "Algeria's Infrastructure: An Economic Survey of
Transportation, Communication and Energy Resources,” New York,
F. A. Praeger, 1976.
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Morocco's estimated Gross Domestic Product (GDP) was $12.7 bil
(U.S.) in 1979, or about $678 per capita. The econcmy depends heavily
on agriculture, more than 70 percent of the Moroccans deriving their
living directly or indirectly from the soil. The leading agriculture
products are grain, fruit, vegetables and wine grapes. Livestock |
raising is also important, minerals resources are an important contri-
butor of the GNP. Phosphates, mangenese, iron, lead, zinc and some
petroleum are among the basic.minerals produced. Other (less important)
industries such as: textiles, cement and paints contribute to the
national income. Tourism is growing rapidly and gaining an important
part as a producer of hard currency. Since independence, the excellent
ihfrastructure of roads, ports and other facilities inherited from the

colonial power has been maintained and improved.

-

Munisia

Tunisia with about 6.5 million people and 63.4 square miles, is
situated between Algeria and Libya and has a long coastline with the
Mediterranean Sea. Tunisia is subdivided by climate into the north

area, which is wooded, fertile, and the source of most of the country's

~agricultural production; a central area comprising the coastal plains,

noted for Tivestock grazing and oTivé groves; and a southern region which
borders the Sahara desert and lacks sufficient rainfall to support more

of the grazing herds and semi-nomade peoples. The Tunisian economy is
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divided into three sectors: state, cooperative and private. Economic
development is state-planned and givenkhighest priority 1h government
policy. Progress in economic development has been substantial, if
uneven. The 1972-75 economic development plan called for an ambitious
seven percent annual increase, but only 5.2 percent was obtained. In
1979 its GDP was estimated at $6.2 bil (U.S.) and the income per capita
$934. Agriculture is the backbone of the economy. The principal crops
ére: wheat, olives, fruits,‘grapes etc. Livestock is also important
to the economy. The primary industries include food and fertilizer
processing and textiles. Although no extensive deposits have been
found, commercially exploited deposits of phosphates, iron ore, lead

and zinc are sources of foreign exchange.

~D. Summar

With economic development taking place rapidiy especially in
Algeria (with exploitation of gas and oil), and an important tourist
flows coming every year to the region, the three African Arab countries
(Algeria, Morocco and Tunisia) should put aside their political differ-

ences and make an effort to achieve what could be a very bright future.

for their airlines. By doing so, their multinationai carrier will serve

a wider market;,going where their individual airlines cannot go. By
representing a block of states, it may have more political power than

most individual airlines in negotiating route agreements, determining

2 e IR
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fares and rates etc. Because it is-a bigger customer for aircraft than
the individual national airlines, the multinational airline generally
would receive favorable terms from aircraft manufacturers.

The projected Air Maghreb has a strong potential for profit:
scale economics, monopolistic advantages, over many African airlines,
and schedule rationalization, all offer possibilities for making the
projected consortium quite profitable. Even if they are not merged,
Northwest African Airlines could cooperéte in a number of ways such as

a joint regional maintenance and spare parts pool, and commercial

agreements.
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CHAPTER V

The average per capita income is very low, and disposable income
almost non-existent for large segments of the African population.
Education and training facilities are insufficient, and the tour%sm
infrastructure is in many places inadequate.

The results of this general situation are that the demand for
internafiona] air transport services to, from and within Africa, a]though
growing more rapidly than for the world as a whole, are at a relatively
low level considering the size and populatioﬁ of the continent. Other
problems resulting from the general economic situation of most the
region include the scarcity of trained personnel to satisfy the tech-
no1ogic311y advanced requirements of economic and efficient air trans-
port systems; difficulty in financing purchase of new aircraft; Tow
flight frequencies; and transport delays resulting from the need to wait
for connections; and relatively high operating costs. Coordinating action
through many organizations, both global and regional, is required and is
being taken through such programs adopted by the United Nations General
AssembTy as the International Develcpment Strategy and the Transport
and Communications Decade (1978-1988).

The remedy for personnel training, as with most the problems facing

African air transport, lies partly in finding the necessaky funds for
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the support of students in Africa and abroad; but also in close co-

“operation and coordination between airlines and governments to maximize

the usefulness of existing facilities. While understanding that it may
be many years before demand for African air services is such as to
produce the high density operations now achieved in more industrially
developed regions, wide efforts should be made to ensure the continued
growth of demand, in order that air transport may make its maximum
contribution to African economic and social deve]opment and that the air
services offered may be as frequent, efficient and economical as
possible. .

African airlines are suffering from the effects of the disorder,
incoherence and unrealism in the fares fie]d, and which are becoming
more pronounced at present international air transport. The generally
high cgst of air transport constitutes another obstacle to development.
To reduce airline tariffs and to improve revenue/cost ratios, measures
must be found to reduce costs. Such measures might include increasing
aircraft productivity and utilization, deveioping technical cooperation
and coordinated fleet planning among airlines. The main recommendation
to be formulated for Maghreb countries is the urgent need for those
governments to achieve the realization of their projected multinational
airline. Thé formétion of this North African Arab consortium is
politically possible and every effort should be made to encouragerit in

order for those countries to take full advantage of the éervices that
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air transport can provide. For both, Maghreb countries, and other
African countries, any other alternative would result in the paralysis
of African airlines, which would become incapable of eqﬁiping themselves
with more efficient and more economic f1eéts. They might then disappear
with a resulting invasion of Africa by charter carriers and more power-

ful foreign airlines.
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