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Executive Summary
The objective of this document is to assess Haiti's current air transport market structure and institutional framework. Particularly within the market analysis, the objective is to determine the level of connectivity and competitiveness that the country holds in economic terms. Additionally, the study involves the review of the institutional framework in the air transport sector, being it key to any aviation policy implementation.
The market analysis commenced by interviewing all the major airlines in Haiti, comprising of over 90% of the total traffic out and into Haiti. The following airlines have been interviewed: American Airlines, Delta Airlines, Spirit, Air Canada, Air France, Air Caraibe, 
The market outlook study is produced primarily with information obtained from the Airport Authority of Haiti (Autorité Aeroportuaire Nationale - AAN) and from the Ministry of Tourism. In addition, information was also obtained from the Official Airline Guide (OAG), a database that contains the schedules of all commercial airlines worldwide. This information contains data of all domestic and international scheduled flights departing from all Haiti's airports, including departing airport, destination (airport, city, country and region), annual frequencies and total number of available seats.
On the other hand, the review of the country's current institutional framework was carried out through the revision of several secondary sources, such as ICAO (International Civil Aviation Organization), IDB (Inter American Development Bank), World Bank (WB) and United States Agency for International Development (USAID) reports and studies. In addition, several Haitian government offices' websites were consulted to determine the allocation of the different functions of the institutional framework, such as the Ministry of Public Works, Transport and Communications (Ministère des Travaux Publics, Transports et Communications MTPTC), the Autorité Aeroportuaire Nationale (AAN), and the Office National de L'Aviation Civile (OFNAC).
Market Outlook
Haiti's air transport market is characterized by one principal point of entry into the country: Port-Au-Prince Toussaint Louverture International Airport (PAP), accounting for 96% of the international passenger traffic. In addition, there is a second airport receiving a small amount of international flights, Cap-Haitien International Airport (CAP) with 4% of the remaining international capacity. Haiti's third largest airport, Guy-Malary Airport, only provides non-regular services services.
Passenger traffic in PAP experienced a consistent growth between 2005 and 2012, jumping from 688,000 to 1,255,000 passengers and registering a CAGR of 9.0% in that period. On the other hand, Cap-Haitien airport experienced a considerable decline in passenger traffic between 2005 and 2012, from 55,000 to 47,000 passengers (a negative CAGR of 2.0%). Given the absolute relevance of PAP as the country’s international gateway, the market outlook analysis is focused solely on this airport.
Port-Au-Prince airport attends 14 carriers offering non-stop services to 12 international markets in 9 countries:

· South Florida: considering the sum of available seats to Miami (MIA) and Forth Lauderdale (FLL), is the largest market out of PAP, accounting for 59% of the airport's capacity share

· New York: 19% of the total airport international capacity

· Smaller markets: accounting for the remaining 22% of the international available seats:

· Guadeloupe: 6%

· Saint Maarten: 3%

· El Higuero, Santo Domingo: 3%

· Panama City: 3%
· Atlanta: 2%

· Curacao: 2%

· Montreal: 1%

· Santiago de Cuba: 1%

· Providenciales: 0.5%

· Santiago (Dominican Republic): 0.5%
Regarding airline competition in PAP, in the year 2012 American Airlines transported 56% of the total passenger traffic, followed by Insel Air (8%), Delta Air Lines (7%), Spirit Airlines (6%) and Air France (5%). Another 12 carriers concentrated the remaining 18% of the passenger traffic in PAP.
Most of the markets out of PAP are served rather poorly in terms of frequency of service. South Florida, New York, Guadeloupe and El Higuero are the sole exceptions, being served with at least one daily flight. Of the remaining 8 markets, one is operated with 5 weekly flights, two are served with 3 to 4 flights per week and five are served with 1 or 2 flights per week. In terms of competition levels, only two US markets (South Florida and New York) are served with by at least 3 different carriers. Of the remaining 10 markets, eight are served by just one carrier and two markets are served by two airlines.
In summary, 7 out of 12 markets out of PAP are served with four or less weekly frequencies, and 5 of those markets are served with biweekly services or less (42%). In addition, 8 out of 12 markets are served by just one carrier, while another two markets are served by just two carriers. In other words, both meaningful competition and appropriate frequency levels are only present at 2 of the 12 international markets served from Port-Au-Prince (South Florida and JFK).
Institutional Framework review
Haiti's institutional framework is characterized by a high level of concentration at the civil aviation authority, the Office National de L'Aviation Civile (OFNAC), a public entity that is responsible for the technical regulation of the sector, the operation of the air traffic control services and the investigation of air transport accidents and incidents. In addition, while the law stipulates that it is the MTPTC the body responsible for policy making, in practice, policy is done at OFNAC and it is ratified by the MTPTC.
The current degree of concentration of functions in the OFNAC has potential implications that could prevent the healthy development of the civil aviation sector in the country:
· Contrary to ICAO recommendation (Safety Oversight Manual, Doc 9734, paragraph 2.4.9
) to assure the independence of the technical regulator and the service provider, OFNAC unifies both functions of regulation (safety and security oversight and enforcement) and the provision of air navigation services
· OFNAC is the responsible body for conducting – or appointing the teams to conduct – all investigations of accidents and incidents. Being OFNAC responsible for both the technical regulation and the service provision of air navigation services, it creates a conflict of interest that may hamper the impartial investigation
· Ultimately, aviation policy and market access is also vested in fact at OFNAC, being his director consulted on any negotiation of air service agreement before it is ultimately signed by the Ministry of Foreign Affairs. The country also lacks a formal aviation policy. The consolidation of the function of policy, together with anyone of the others that performs OFNAC (either regulation, service provision or accident and incident investigation) may also represent a potential source of conflict of interest
With respect to OFNAC as a technical regulator, its capacity has been discredited by the Federal Aviation Administration (FAA) of the United States. On the last audito of the International Aviation Safety Assessments Program (IASA), assessing the regulator’s capability to enforce three ICAO Annexes: Annex 1 (the way personnel is licensed), Annex 6 (Operation of Aircraft) and Annex 8 (Airworthiness of Aircraft), the county has been graded as Category 2, which represent a below standard situation. This qualification has double implications. On the one hand, it represents a a serious discredit about the way aviation safety and security is been guaranteed for Haitian carriers. On the other, in practical terms, limits the capability of any Haitian carrier to initiate services to the US by using local aircraft, crews or maintenance facilities.
In summary, the current institutional framework poses several questions with respect to any potential development of the aviation sector.
Infrastructure requirements

A list of infrastructure investment requirements to be implemented in the following 5 years has been developed by OFNAC, in order to ensure a proper development of the country's air transport sector according to international standards and best practices, and in compliance with ICAO's safety requirements.
These investment needs include the construction of a new ATC tower at PAP, the construction of an equipped Search And Rescue (SAR) Regional Coordination Centre, the implementation of a complete surveillance system, and the construction of a new Area Control Centre (ACC) building equipped with a Traffic Control Tower (TWR), among others.
The cost of air travel out of Haiti

A comparison of airfares was conducted with the goal of establishing if traveling from Haiti is more costly than traveling out of comparable markets, such as Jamaica and the Dominican Republic. The fares used in the analysis were obtained through computer reservation systems (CRS), and are the lowest round-trip fares with seat availability for travel on selected weeks, during the low season (October 7 to October 14. 2013). Alternative dates, were used on certain routes when there were no operations on those exact dates. Comparisons were made for travel originating in Port-Au-Prince, Kingston and in Santo Domingo.
The analysis compared fares on 5 international non-stop routes from PAP, Kingston Norman Manley International Airport (KIN) and Santo Domingo Las Americas International Airport (SDQ) in the low-season (Exhibit E.1).
Exhibit E.1 - Comparison: Outbound Fares from PAP, KIN and SDQ
USD / Km.
Lowest available low-season fares (R/T) - include base fare, fuel surcharge, and ticket service charge. Excludes airport charges and taxes
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Source: Amadeus and Sabre. Data was double checked with the following websites: Delta Air Lines, Fly Jamaica, Jetblue Airways, Caribbean Airlines, American Airlines, Air France, Spirit Airlines, Copa Airlines. 
Note: Fares are for travel between October 7 and October 14, 2013 (adjacent dates were used for routes that are not operated on those days)
Fares were arranged in a scatter graph with the route distance in the horizontal axis and the cost per kilometer in the vertical axis. Each point represents a single route from Port-Au-Prince (blue squares), Kingston (red squares) and Santo Domingo (green triangles). The solid lines represent the regression function that best describes the distance/cost per km relationship for each of the data sets (PAP is in blue, Kingston is in red and Santo Domingo is in green), and were calculated with the method of the least squares, or minimum sum of squares.
Fares for travel from PAP are consistently higher than fares from KIN and from SDQ to all destinations. The cost per kilometer from PAP hovers between 0.26 USD/km (Fort Lauderdale) and 0.53 USD/km (Panama City), compared to a cost per km. of between 0.16 USD (New York) and 0.39 USD (Panama City) from KIN, and compared to a cost per km. of between 0.19 USD (Fort Lauderdale) and 0.34 USD (Atlanta) from SDQ. In other words, the most expensive fare out of PAP is 36% more costly than that of KIN and 56% more expensive than that of SDQ, while the cheapest fare out of PAP is also 63% more expensive than that of KIN and 37% more costly than that of SDQ.
In average, the cost of travel out of PAP for these 5 destinations is of 0.35 USD/km., while the cost of travel out of KIN is of 0.28 USD/km, and the cost of travel out of SDQ is of 0.27 USD/km. This means that in average, the cost per traveled kilometer out of PAP is 25% more expensive than that of KIN and 30% more expensive than that of SDQ.
Conclusions and Recommendations
Air transport plays a vital role in the development of the Haitian economy, particularly in the facilitation of all the international assistance as well as trade and any potential tourism. However, the current institutional framework cannot assure the required level of safety and security.
It is recommended that the institutional arrangement is reshaped assuring the independence of the policy maker, the technical regulation, the service provision and the investigations of accidents and incidents. Specifically:
· The policy setting functions should be clearly assigned to the Ministry of Transport, Communications and Public Works (MTCPC), which should perform those duties independent from the OFNAC. Eventually, a department should be created with the MTCPC empowered with at least one official with the capability to formulate policies and advise the Minister in the recommendable aviation policy to adopt.
· The technical regulation functions should be kept within OFNAC, which should be transformed into an independent and fully autonomous body, in order to ensure that it performs its functions independent from any interference. OFNAC should build the capacity to perform the regulatory functions according to the international expected standards
· The operation of the ATC services should be transferred to a body outside OFNAC, either by creating a new body or by vesting the responsibility under the Airport Authority. Any of these two options would resolve the conflicts of interest from a provider that regulates itself
· The function of accident and incident investigations should be assigned to a new independent and professional body reporting directly to the president or the Parlement Haitien (Haitian parliament). If this proposal would be difficult to implement because of practical terms, a mechanism should be established for the creation of ad-hoc commissions that could coordinate the investigation, through the invitation of foreign teams, but under a complete independence of interference of any other body within the air transport sector.
In light of the findings of limited capacity and high prices, all of the airlines interviewed (practically all of the airlines serving Haiti) expressed no concern with respect to the available regulated capacity. However, one after the other the concerns expressed were with respect to poor safety and security in the facilities at the airport as well as the level of service of the air traffic service provider. Any institutional reform should include, not only the rearrangement, but the capacity building of the different institutions, to be able to meet the required standards of processes and procedures.

No single airline has contested the capacity offered at PAP as a concern. In fact, all of them express that any additional capacity requested from OFNAC was immediately granted. 

As expressed by the airlines, the limitation to increase the supply of air services is related to the physical capacity of the airport. The airport has been reported, by all of the airlines, as of inadequate dimensions to provide an acceptable level of service, as well as unsafe in case of any emergency.
While the market access seems to be unlimited, as reported by all of the airlines, there seems to be a lack of a formal air transport policy, that should consider not only the airlines' supply of capacity but also the provision of the required infrastructure to accommodate the demand.

The capability of local carriers to provide services either international or domestic (complimentary to the international as feeders or distributors of international segments) is restricted to the possibility to access the international markets. Given the current institutional situation, Haitian carriers could only access the US market through wet leases arrangements with IASA Category 1 operators, typically a costly scheme. Any reform of the institutional framework will bring, in addition to an increase of the safety and security compliance, economic implications in terms of market and access to local carriers of US origins/destinations.
1. Introduction
1.1. Background
With the objective of developing the economy of Haiti, through the development of air transport, it has been requested to identify the current needs with respect to aviation policy in Haiti and the formulation of recommendations.

With this in mind, it has been requested a strategic document to show policy makers about the following facts:

· The development of the air transport sector in Haiti is key to the activation of the economy. It is essential that an Air Transport Policy (a White Paper) is elaborated and presented for approval, as a sector strategy
· The development of aviation , through the development of the economy as a whole, will have poverty reduction effects

· Under a healthy institutional framework, air transport can be profitable developed for local carriers
1.2. Objective
The objective of this document is to assess Haiti's current air transport market structure and institutional framework. Regarding the market structure analysis, the main objective is to determine the level of connectivity and competitiveness that the country holds at the present time. On the other hand, the institutional framework review is performed from an international best practices perspective (the target is to determine the effect the current institutional framework has in the adopted aviation policy).
In order to develop this, the present document addresses the following main points:
· Analysis of market structure, legal/regulatory guidelines and conditions in the Haitian aviation sector; with reference to both air route access rights. Comparison of the current regulatory framework in these areas with international best practice standards:
· Review of the country's available connectivity through aviation services offered, including operating airlines, points connected and available capacity offered.
· Review of the country's ASA's ruling the maximum capacity to be offered to/from Haiti.
· Review of the conditions and capabilities of air transport infrastructure and its linkages to the development of the air transport sector.

· Measurement of the cost of travel (airfares only) to and from Haiti on main routes, comparing against other international markets in the region (e.g. Dominican Republic and Jamaica).
1.3. Methodology

1.3.1. Market Outlook

The market outlook study was produced with detailed statistical information of passengers at both international airports, PAP and CAP. For those, information was obtained segmented by airline and by destination. All the information was supplied by the Airport Authority of Haiti.

Meetings were held with the majority of the airline companies operating at PAP, as follows:

· American Airlines

· Delta Airlines

· Air France

· Spirit

· Air Canada

· Air Caraibes
· Sunrise Airways
· Tortug Air

· IBC Airways

The airlines were interviewed about their current operations, the type of market, their needs and their concerns for further development.
To complement, further data was obtained from airline schedules obtained from the Official Airline Guide (OAG), a database that contains the schedules of all commercial airlines worldwide. This information contains data of all domestic and international flights departing from Haiti's domestic and international airports, including departing airport, destination (airport, city, country and region), annual frequencies and total number of available seats.  In addition, information from computer reservation systems and airlines schedules was used to validate inconsistencies that could have found at OAG database.

1.3.2. Institutional Framework review

The review of the country's current institutional framework was carried out through the consultation of several Haitian government offices' websites, in order to determine the allocation of the different functions of the institutional framework. These institutions are the Ministry of Transport, Communications and Public Works (MTCPC), the Autorité Aeroportuaire Nationale (AAN), and the Office National de L'Aviation Civile (OFNAC).

In addition, several secondary sources were consulted to search for additional relevant information, such as ICAO (International Civil Aviation Organization), IDB (Inter American Development Bank), World Bank (WB) and United States Agency for International Development (USAID).
1.3.3. The cost of air travel out of Haiti

A comparison of airfares was conducted with the goal of establishing if traveling from Port-Au-Prince International Airport (PAP) is more costly than traveling out of comparable markets, such as Santo Domingo International Airport (SDQ) and Kingston International Airport (KIN). The analysis compared fares on 5 international non-stop routes from PAP, SDQ and KIN.

The fares used in the analysis were obtained from the respective airlines’ websites, and are the lowest round-trip fares with seat availability for travel on selected weeks, during the low season (October 7 to October 14. 2013). Alternative dates, were used on certain routes when there were no operations on those exact dates. Comparisons were made for travel originating in Port-Au-Prince, in Kingston and in Santo Domingo.
2. Market Overview

2.1. Introduction

Air transport is of vital importance for the Republic of Haiti, representing the most important means of transport and international gateway for the country. The country comprises the western third of the island of Hispaniola, west of the Dominican Republic, and it is located between the Caribbean Sea and the North Atlantic Ocean.
Haiti has one main international entry point: Port Au Prince International Airport (PAP), which serves the capital of the country, accounting for 96% of the international traffic. In addition, there is a second international entrance with very little practical relevance, Cap-Haitien International Airport (CAP), which serves the city of Cap-Haitien, which accounts for the remaining share of 4%. Exhibit 2.1 shows the geographic location of these airports.

Exhibit ‎2.1 - Haiti's main international airports
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Source: prepared by consultant
Haiti's third most important airport, Guy-Malary Airport, only provides domestic non scheduled services and therefore, was not considered to evaluate the country's international connectivity.
2.1.1. Recent evolution of tourism in Haiti

This section takes into account international tourist arrivals by all means of transport. However, given that air transport is the main mean of connection to all of states located in the Caribbean, international tourist arrivals can be directly associated  to the recent evolution of the air transport sector. This section serves the purpose of providing context on the country's recent evolution in terms of international tourist inflows, by comparing international tourist arrivals in Haiti with other Caribbean countries in the past four years.
As published by The World Bank, the number of international tourist arrivals to Haiti shows an important growth towards the end of the last decade, as it is shown in Exhibit 2.2. However, it is plausible that the number of reported tourists are not such, but the result of misreporting statistics. It is often the case that business related visitors report to be tourists at the points of entry, to avoid problems with the immigration authorities.

Exhibit ‎2.2 - International tourist arrivals - Caribbean countries
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[image: image4.emf]258

387

255

349

3.980

3.992

4.125

4.306

2.316

2.405

2.507

2.688

3.716

3.183 3.186

3.048

1.767

1.831

1.922

1.952

1.463

1.327

1.370

1.346

0

500

1000

1500

2000

2500

3000

3500

4000

4500

2008 2009 2010 2011

Haiti Dominican Republic Cuba Puerto Rico Jamaica Bahamas

CAGR :    5.1%

CAGR :   10.6%

CAGR:     2.7%

CAGR :   -6.4%

CAGR :    3.4%

CAGR :   -2.7%


Source: prepared by consultant with data from The World Bank
CAGR: Compound Annual Growth Rate

The number of supposedly tourist arrivals in Haiti grew considerably between 2008 and 2009, however from a very low base. It went from 258,000 arrivals to 387,000 annual visitors. The number of arrivals then experienced an important decline in 2010, registering the same level of international tourists than in 2008. This situation is explained by the catastrophic earthquake experienced by the country in 2010. In 2011, the number of international visitors increased once again to reach 349,000 foreign visitors. Despite the contraction observed in 2010, the country's Compound Annual Growth Rate (CAGR) for the entire 2008 - 2011 period was of 10.6%.

In comparison with other countries from the Caribbean, Haiti shows the lowest levels of tourism: 26% of Bahamas', 18% of Jamaica's, 13% of Cuba's, 11% of Puerto Rico's and 8% of Dominican Republic's.

In comparison with other countries from the Caribbean, Haiti shows the highest growth in the 2008-2011 period, as it recorded the highest CAGR in the region for those years. Behind Haiti, Cuba (5.1%), Jamaica (3.4%), Dominican Republic (2.7%), Bahamas (-2.7%) and Puerto Rico (-6.4%) complete the rankings. It is important to mention that Haiti's passenger traffic base for the year 2008 is considerably smaller than that of the remaining countries of the sample. This situation implicates that any given increase in passenger traffic for Haiti results in a higher growth rate than that of the remaining countries in the sample, which have more developed markets than that of Haiti.
The evolution of passenger traffic in Haiti's two main airports is observed in Exhibit 2.3.

Exhibit ‎2.3 - Passenger traffic in Haiti's International Airports

2005 - 2012
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Source: prepared by consultant using information from Ministere du Tourisme
CAGR: Compound Annual Growth Rate.

Passenger traffic in PAP experienced a consistent growth between 2005 and 2012, jumping from 688,000 to 1,255,000 passengers and registering a CAGR of 9.0% in that period. This growth is in turn consistent with the observed growth in international tourist arrivals between 2008 and 2011, as it was shown in Exhibit 2.2. The only observed drop in passenger traffic was in the year 2010, explained by the earthquake that took place in that moment. In 2011 and 2012, passenger traffic in Haiti resumed the path of growth that had started between 2005 and 2009.
On the other hand, Cap-Haitien airport experienced a considerable decline in passenger traffic between 2005 and 2012, going from 55,000 to 47,000 passengers (negative CAGR of 2.0%) throughout the period. These two airports are the country's sole gateways with regular services throughout the next 12 months (other airports also have activity, but coming only from charter services).

In summary, PAP is Haiti's most important airport, accounting for more than 96% of the country's passenger traffic in the year 2012. For this reason, the following analysis is focused solely on this airport
2.1.2. Port Au Prince International Airport

Using the available information of international tourist arrivals and total passenger traffic in PAP, foreign passengers are estimated to account for approximately 55% of the country's total passenger traffic.

PAP is served by 14 carriers offering non-stop services to 12 international markets in 9 countries (Exhibit 2.4).

Since some cities (or a contiguous set of cities, in this case, South Florida) have more than one airport to serve passenger traffic, the present analysis used a market based approach instead of an airport based approach. This means that international capacity was considered for each particular market instead of for each particular airport. For the upcoming analysis, it is important to remark that the South Florida market accounts for the international seat capacity to Miami International Airport (MIA) and to Fort Lauderdale (FLL).

Exhibit ‎2.4 - International Markets Served from Port Au Prince

	
	Region
	Country
	Market
	Carrier

	1
	Caribbean
	Guadeloupe
	Guadeloupe
	Air Caraibes, Air France

	2
	
	Dominican Republic
	Higuero
	Aerolineas Mas

	3
	
	Dominican Republic
	Santiago
	Aerolineas Mas

	4
	
	St Maarten
	St Maarten
	Insel Air, Winair

	5
	
	Curacao
	Curacao
	Dutch Antilles Express

	6
	
	Cuba
	Santiago de Cuba
	Aerocaribbean

	7
	
	Providenciales
	Providenciales
	Air Turks & Caicos

	8
	Central
America
	Panama
	Panama City
	Copa Airlines

	9
	North America
	United States
	South Florida
	American Airlines, Dutch Antilles Express, Jetblue Airways, Spirit Airlines

	10
	
	United States
	New York
	American Airlines, Delta Air Lines, Jetblue Airways

	11
	
	United States
	Atlanta
	Delta Air Lines

	12
	
	Canada
	Montreal
	Air Canada


Source: prepared by consultant with information from OAG (August 2013 to July 2013) and airlines schedules
The South Florida market accounts for the international seat capacity of both Miami International Airport (MIA) and Fort Lauderdale International Airport (FLL).
Seven out of 12 markets operated from PAP are located in the Caribbean and another 4 markets are located in North America, while Central America accounts for 1 market (Panama City). The following graph (Exhibit 2.5) presents the international capacity from Port Au Prince by arrival region.

Exhibit ‎2.5 - International Seat Capacity from PAP, by arrival region
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Source: prepared by consultant with information from OAG (August 2013 to July 2013) and airlines schedules
North America accounts for 82% of the airport's international seat capacity and the Caribbean holds another 16%, while the remaining 2% corresponds to a single destination in Central America (Panama City). Port au Prince has no direct flights to any markets located in South America, Africa, Europe, Asia or the Pacific.

Despite the fact that the Caribbean concentrates 7 out of 12 international markets from PAP and North America only holds 4, the latter holds a larger capacity share than the first (16% and 82%, respectively). This situation is explained by the fact that North America holds the 2 most important markets served from Port Au Prince (South Florida and New York). These 2 destinations alone account for 78% of the airport's international seat capacity.

With 3 out of 12 international markets served from PAP (South Florida, New York and Atlanta), the United States concentrates 80.6% of the airport's international capacity, as it is shown in Exhibit 2.6.

Exhibit ‎2.6 - International Seat Capacity from PAP, by destination market
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Source: prepared by consultant using information from OAG (September 2013 to August 2014) and  airline schedules (Jetblue Airways, Delta Air Lines, American Airlines, Air France, Dutch Antilles Express, Spirit Airlines, Copa Airlines, Air Caraibes and Aerolineas Mas)
*Note: Other destinations include Curacao (2% of the total capacity), Montreal (1%), Santiago de Cuba (1%), Providenciales (0,5%) and Santiago (Dominican Republic, 0,5%).
South Florida is the largest market out of PAP, holding almost 60% of the airport's capacity share, and comprising the international capacity of both Miami International and Fort Lauderdale International airports. The remaining 22% of the airport's international seat capacity is absorbed by Guadeloupe (6%), Saint Maarten (3%), El Higuero (3%), Panama City (3%), Atlanta (2%), Curacao (2%), Montreal (1%), Santiago de Cuba (1%), Providenciales (0.5%) and Santiago (located in the Dominican Republic, with 0.5% of capacity share).
The following graph (Exhibit 2.7) shows the weekly frequencies of the main markets served from PAP.

Exhibit ‎2.7 - Connectivity of PAP by destination and by carrier

[image: image8.emf]23x

6x

Miami

Fort Lauderdale

6x

New York

Guadeloupe

7x

El Higuero

28x

Panama City

4x

Atlanta

2x

PAP

7x

6x

7x

3x

6x

2x

Aerolineas Mas

15x


Source: prepared by consultant using information from OAG (September 2013 to August 2014) and  airline schedules (Jetblue Airways, Delta Air Lines, American Airlines, Air France, Dutch Antilles Express, Spirit Airlines, Copa Airlines, Air Caraibes and Aerolineas Mas).

South Florida is the best connected market out of PAP, with a combined offering of 63 weekly frequencies considering flights to MIA and FLL. These frequencies are operated by American Airlines (38x), Dutch Antilles Express (7x), Delta Air Lines (6x), Jetblue Airways (6x) and Spirit Airlines (6x). New York is the second best connected market out of PAP (a total of 17 weekly services), followed by Guadeloupe (8 weekly services) and Panama City (4 services per week through Copa Airlines). El Higuero is also very well connected with 4 flights every day, but these services are performed with Jetstream 32 aircraft, with only 19 available seats per flight.

All other destinations out of PAP have 3 weekly services or less. The following graph (Exhibit 2.8) depicts PAP's international passenger traffic by operating carrier.

Exhibit ‎2.8 - International passenger traffic in PAP by operating carrier

2012
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Source: Ministere du Tourisme
American Airlines transported 56% of the total passenger traffic in PAP in the year 2012, followed by Insel Air (8%), Delta Air Lines (7%), Spirit Airlines (6%) and Air France (5%). Another 12 carriers concentrate the remaining 18% of the passenger traffic in PAP.

Main conclusions of the Market Outlook

PAP has non-stop connections to 12 international markets. However, most of them are served with low frequencies of service and low competition levels, in terms of airlines serving each market (Exhibit 2.10 and Exhibit 2.11). South Florida is served with an average of nine daily flights operated by 5 different airlines. Aside from this market, only New York, Guadeloupe and El Higuero (Dom. Rep.) have at least daily services. Only three markets (Saint Maarten, Panama City and Curaçao) are served with 3 to 5 flights per week, and 5 markets are served with 1 or 2 flights per week. In other words, 58% of the markets served from PAP have frequencies of 4 flights per week or less, and 42% have biweekly flights or less.

Exhibit ‎2.9 – Number of International Markets from PAP, by Frequency of Service
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Source: prepared by consultant using information from OAG (September 2013 to August 2014) and  airline schedules (Jetblue Airways, Delta Air Lines, American Airlines, Air France, Dutch Antilles Express, Spirit Airlines, Copa Airlines, Air Caraibes and Aerolineas Mas).
It is important to note that business traffic (the most profitable segment for airlines) is difficult to develop on routes with such low frequencies. Business travelers demand a level of scheduling flexibility that is difficult to satisfy in the majority of the routes from PAP, which are operated with 4 flights per week or less.

Exhibit ‎2.10 – Option of Carriers per International Market
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Source: prepared by consultant using information from OAG (September 2013 to August 2014) and  airline schedules (Jetblue Airways, Delta Air Lines, American Airlines, Air France, Dutch Antilles Express, Spirit Airlines, Copa Airlines, Air Caraibes and Aerolineas Mas).
South Florida and New York are the only markets served by at least three different carriers, while another two markets (Guadeloupe and Saint Maarten) are served by two airlines. The remaining 7 markets are served by only one carrier. In other words, there is no actual competition in 58% of the markets served from PAP.

2.1.3. Haiti's current ASAs ruling the maximum capacity to be offered to/from Haiti

Air Service Agreements ruling Haitian capacity to international destinations/origins has not been made available. In spite of the fact that they have been repeatedly requested, neither the agreements, nor the memorandums of understandings of the any consultation meeting with the relevant trading partners were not possible to obtain.

With respect to the main trading partner, the US, which accounts for 80% of the international traffic, there is no air service agreement in place. This was confirmed by both OFNAC as well as the three major airlines operating the US routes (American, Delta and Spirit).

2.1.4. Review conditions/capabilities of air transport/aviation infrastructure as linked to development of air transport
The facilities at the airport were reviewed based on consultation with airlines and Haitian officials. The consultant did not carry out a technical inspection.

Airside

Runway: the runway (10/28), of 3,040 meters, was reported to be needing a major refurbishing work, including resurfacing as well as sub-base inspection, as per explained by the Airport Authority. The last work done on the runway was in 1984. In addition, significant rubber accumulation was also reported by the airport officials (predominantly on threshold 10). The runway also lacks the appropriate RESAs on both ends (there seems to be over 300mts of land available at each end for future implementation)
. The runway also lacks approach lights, which were vandalized and stolen. There are PAPI lights at both ends, although their correct calibration could not be verified.

Taxiways: The runway is connected by one single taxiway to the main commercial apron. In addition, there are another two Code A taxiways connecting to general aviation ramps. It has been reported by the tower controller, as well as by the airlines, the need to add one exit to the runway to the east of the existing taxiway, to facilitate the rapid evacuation of aircraft landing on the predominant runway 10 (about 70% of the operations). At peak times, this represents an operational constrain for commercial aircraft.

Navaids: This seems to be the major concern for all airlines. The ILS is not operational, both glide/slope and localizer antennas are out of order. There is also a VOR/DME installed towards the southwest of the airfield, which is also not working. In summary, there are no functioning navaids today at PAP. As reported by the airlines, when weather conditions do not allow visual approaches, aircraft are dependent on GPS approaches. For example, American's Boeing 757, that is not GPS equipped, is often diverted to Santo Domingo when the weather require instrument approaches.

Power supply: as reported by the airlines, the airport does not have a proper back up system for electric supply, guaranteeing an uninterrupted provision of energy
.

Air Traffic Control services: at present, the control tower operates from a mobile facility provided by the US government after the 2010 earthquake. The tower has basic equipment of radio and communication with the Terminal Control Area (TMA). The TMA center operates exclusive under procedures, not being assisted by any type of radar. Radio communications are handled through the emergency channel, as the main channel has been out of order for more than one year.

Beyond the obvious safety implications of the brief observations presented here, they also present implications in terms of the operational capacity of the airport.

Landside

The terminal building consists of a central processor for passenger check-in, passport control and security screening. After security, the terminal is divided in two wings: the western wing dedicated to American Airlines
 and the eastern wing to all the rest of the airlines. The western wing has two boarding bridges, while the eastern wing operates with one boarding bridge and with buses (some aircraft are directly boarded by foot).

The western wing seems quite adequate to the current level of volume. While not offering a very good level of service, the conditions are acceptable. However, the situation is not the same at the eastern wing. All airlines reported unacceptable conditions. Coupled with serious issues of ventilation, several cases of suffocation and asphyxia were reported by all the airline representatives. In addition, there are no proper emergency exits and no fire extinguishers of any kind available. As reported by the airlines, "it is a disaster waiting to happen".

When the airport presents conditions of delays, the situation becomes out of control and the chain of implications is significant.

The current infrastructure represents the most important capacity concern for all the airlines, and the explanation given by all of them why more capacity is not offered.

Implications

As reported by the airlines, the major deterrence for increasing capacity at PAP is the inability of the airport to handle any more flights. The airside, and more specifically the landside, is non adequate already to operate the existing volume of passengers. The airlines have reported their concerns to operate under the current conditions, fearing that their pilots would refuse to continue operate under the existing situation.
Numerous anecdotes and dramatic episodes were told, evidencing an extremely serious situation of operational safety
.
3. Institutional Framework review

It is generally agreed that an efficient institutional framework must guarantee a complete independence between four main functions: policy making, technical regulation, infrastructure operation and accidents/incidents investigation. The following graph (Exhibit 2.1) illustrates Haiti's current institutional framework.
Exhibit ‎3.1 - Overview of Haiti's air transport institutional framework
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Haiti's institutional framework is characterized by a high degree of concentration of functions in the Office National de L'Aviation Civile (OFNAC). This entity is responsible for the following functions:

· Policy making

· Technical regulation

· Air Traffic Control (ATC)

· Accidents Investigations

The OFNAC is responsible for formulating and setting the aviation policy. Aviation policy comprises issues such as access to foreign carriers into the air transport market as well as access of local carriers into foreign markets (typically set through the celebration of air service agreements), economic issues with respect to costs of air transportation, access of service providers, safety and security, environmental issues, etc.
Technical regulation is also conducted by the OFNAC, which is empowered to oversee all technical aspects of the civil aviation sector according to the norms and recommendations of the Chicago Convention of 1944 and its Annexes. As such, the responsibilities of the OFNAC include all technical aspects related to oversight and enforcement of compliance with local and international norms, such as ICAO Standards and Recommended Practices (SARP). Among others, it involves certification of aircraft airworthiness, of maintenance facilities, licensing of all aviation personnel (flight and cabin crews), certification of airports, of air navigation services, air cargo terminals and of all service providers related to air transport. In summary, the scope involves the oversight for all maters with respect to safety, and also to security (safeguarding against acts of unlawful interference).
The compliance of Annexes 1, 6 and 8
 is reviewed not only by ICAO, but also by the Federal Aviation Administration (FAA) of the United States, through its International Aviation Safety Assessments Program (IASA).
At the present time, the Republic of Haiti is on Category 2 of such program, having economic implications such as the blockage of market access to the United States airspace to all aircrafts, crew or maintenance certifications credited in Haiti, regardless of the current ASA between those two countries. The blockage of market access is only valid for new frequencies and destinations between Haiti and the US, but being that no Haitian airline currently serves destinations in the US, the Category 2 downgrade acts as a complete blockage to markets in the US for Haitian carriers. This limitation will remain active until Haiti recovers a Category 1 status in the IASA Program.

Regarding the sphere of operations, the air traffic control service is also operated by the OFNAC, who is responsible for the provision of communications, air navigation management, and meteorological service over the Haitian airspace.
The operation of the country's airports is conducted by the Autorité Aeroportuaire Nationale (AAN), a public organization. Finally, accidents investigation functions are also conducted by the OFNAC.

3.1. Implications of the Current Framework
The current degree of concentration of functions in the OFNAC has potential implications that could prevent the healthy development of the civil aviation sector in the country.
3.1.1. Policy Setting and Technical Regulation
The effective performance of the institutional framework may be compromised if the functions of policy-making and technical regulation are performed by a single body. It is important to assign these functions to independent entities to avoid any interference between these activities, which can go both ways. For example, it is essential for the technical regulator to be absolutely objective when carrying out safety oversights on local carriers, regardless of any policy that may encourage the protection of the local airlines.

Another potential problem that may arise from the combination of these functions is the manipulation of technicalities to implement policy. Considering that bilateral  agreements that govern air services are very complex and time consuming to negotiate, it is important that policies be stated in a clear and transparent way. The goal achieved by the separation of the economic and technical regulation functions is that the latter will not be influenced in order to apply a certain unstated policy.
ICAO establishes this as a recommendation, by stating: "In those States where the State is both the regulatory authority and the air traffic service provider, aerodrome operator, air operator, manufacturer or maintenance organization, the requirements of the Convention will be met, and public interest be rest served, by clear separation of authority and responsibility between the State operating agency and the State regulatory authority. The approval, certification and continued surveillance procedures should be followed as though the operating agency were a non-governmental entity" (ICAO Safety Oversight Manual, Doc 9734, paragraph 2.4.9).

3.1.2. Technical Regulation and Operations
It is essential to ensure the complete independence of the technical regulator from the operation of the infrastructure (air traffic control, airports or airlines) in order to ensure the correct implementation of ICAO’s SARPs. If the regulator is somehow related to the operation of infrastructure (even through informal influence), it ends up regulating itself. The conflict of interest is such that regulation could become absolutely ineffective, seriously compromising the level of safety of the sector in general.
3.1.3. Accidents and Incidents Investigation, Technical Regulation and Operations

It is common practice for modern institutional frameworks to assure complete independence of the accident and incidents investigation body, by placing it on an independent board reporting directly to either the president or the parliament, bypassing any other ministry or public body. This is the only effective way to guarantee the impartial opinion of the investigators, independent from any decision that could affect another body within the government apparatus.

The lack of separation between the investigator (OFNAC) and the technical regulator (again OFNAC) creates a conflict of interest when the proper execution of the regulation could have played a role in an accident or incident. An accident or incidents could be the result of different forms of negligence from the technical side, such as lack of appropriate monitoring, slack controls, failure to implement international standards or aircraft manufacturer's recommendations, improper certification of crews, aircraft or maintenance facilities, approving faulty procedures, among others. If OFNAC regulates and investigates, it becomes "judge and jury" at the same time.
A similar situation arises given the fact that OFNAC is the organization responsible for both accidents and incidents investigation and ATC functions. Should the cause of an accident be related to the operation of the ATC service, once again OFNAC would be investigating itself, creating an unhealthy conflict of interests and the possibility of an unsuccessful investigation.
4. Infrastructure needs
A list of infrastructure investment requirements to be implemented in the following 5 years has been developed by OFNAC, in order to ensure a proper development of the country's air transport sector according to international standards and best practices, and in compliance with ICAO's safety requirements.
The necessary infrastructure requirements for the development of the country's air transport sector are shown in Exhibit 4.1.

Exhibit ‎4.1 - Development Action Plan for Office Nationale de L'Aviation Civile (OFNAC)
	No.
	Item description
	Haiti Organization
	Donor State / Organization
	Priority (1, 2, 3)
	Cost Estimate (USD)
	Phasing for Completion

	
	
	
	
	
	
	2013
	2014
	2015-2017

	1
	New Temporary Air Traffic Control Tower (TWR) or improvement of existing mobile TWR1
	OFNAC
	AAN (TBC)
	1
	700,000
	X
	
	

	2
	New VHF air-ground radio communication equipment for ACC and APP in "Tete Etang" remote station2
	OFNAC
	World Bank
	1
	1,540,000
	X
	
	

	3
	AMHS / AFTN system including new FPL infrastructure, software and training3
	OFNAC
	
	1
	500,000
	X
	
	

	4
	Back-up power supply for existing ACC and Navaids until new facilites and systems become operational4
	OFNAC
	
	1
	500,000
	X
	
	

	5
	New DVOR and DME/Port-Au-Prince Intl. Airport for terminal and enroute services5
	OFNAC
	World Bank
	1
	1,300,000
	X
	
	

	6
	Improve aeronautical Information Management (AIM) Office, including a NOTAM Office with the necessary facilities, equipment, training, communications, procedures, sufficient personnel, etc. and airport AIS office
	OFNAC
	
	1
	350,000
	X
	
	

	7
	New DVOR and DME/OBLEON Station for enroute service6
	OFNAC
	
	1
	500,000
	
	
	X

	8
	New Instrument Landing System (ILS), Glide Path (GP) / DME and Localizer (LLZ) stations (Runway)10
	OFNAC
	
	2
	1,500,000
	X
	
	

	9
	Automatic Weather Observation System (AWOS) at Port-au-Prince Airport
	OFNAC
	
	2
	1,000,000
	X
	
	

	10
	New DVOR and DME/Cap Haïtien Intl. Airport for terminal and enroute services8
	OFNAC
	
	2
	1,000,000
	X
	
	

	11
	New VHF air-ground radio communication equipment at “Vegie” remote station for PAP ACC and APP, and for Cap Haïtien TWR9
	OFNAC
	
	2
	500,000
	X
	
	

	12
	Training of professionals (air traffic controllers, technicians and operators) and the development of procedures and manuals for air navigation services
	OFNAC
	
	2
	3,000,000
	
	X
	

	13
	New Air Traffic Control Tower (TWR)10
(collocated with new ACC)
	OFNAC
	IDB (part)
	2
	5,000,000
	X
	
	

	14
	8 vehicles for OFNAC to access its facilities and perform maintenance and inspections
	OFNAC
	Government Loan BANDES
	2
	325,000
	X
	
	

	15
	Develop Aeronautical charts including a WGS-84 Survey and publication considering the geoid undulation (EGM96) for THRs coordinates in the AIP and implementation of an e-Tod
	OFNAC
	
	2
	750,000
	
	X
	

	16
	WIFS workstation and new NOAAnet workstation11
	OFNAC
	
	3
	40,000
	X
	
	

	17
	Wind shear detection equipment at Port-Au-Prince Intl. runway end
	OFNAC
	
	3
	200,000
	X
	
	

	18
	Equipped Search And Rescue (SAR) Regional Coordination Centre
	OFNAC
	
	3
	1,000,000
	
	
	

	19
	Updating of National Civil Aviation Programme, quality, control, training, contingency, airport security and facilitation programs
	OFNAC
	
	3
	150,000
	
	
	

	20
	Surveillance system that may be, according to study, a Wide Area Multilateration System (WAM) with ADS-B capability receivers or a 2-channel Monopulse Secondary Surveillance Radar (MSSR) station with double encoder configuration12
	OFNAC
	
	3
	4,000,000
	
	
	

	21
	New Area Control Centre (ACC) building (collocated with TWR)13
	OFNAC
	
	3
	6,000,000
	
	
	

	22
	Runway visual range (RVR) at Port-Au-Prince Intl. Airport
	OFNAC
	
	3
	200,000
	
	
	

	23
	MEVA VSAT node at Cap-Haitien14
	OFNAC
	
	3
	150,000
	
	
	

	24
	New Runway 10 Category 1 Approach Lighting System
	OFNAC
	
	3
	700,000
	
	
	

	25
	New PAPI lights for both runways and systems calibration
	OFNAC
	
	3
	300,000
	
	
	

	26
	RFFS personnel protection equipment (75), fire proximity suits (12), self contained breathing apparatus (SCBA - 12) and air compressor for SCBA
	OFNAC
	
	3
	750,000
	
	
	

	27
	Improve west Runway End Safety Area (RESAs) and improve runway strip
	OFNAC
	
	3
	475,000
	
	
	

	28
	Communication system linking the fire station with the TWR andrescue and fire fighting vehicles, to be integrated into the ACC Voice Switching System
	OFNAC
	
	3
	250,000
	
	
	

	29
	Repair runway and taxiway surface, rehabilitation of apron pavement, and replace taxiway and apron edge lights and electrical connections
	OFNAC
	
	3
	5,000,000
	
	
	

	30
	New, repair and maintain AVSEC equipment, including pax, cabin and hold baggage screening and ETD
	OFNAC
	
	3
	750,000
	
	
	

	31
	Provide EOD capability including equipment and training
	OFNAC
	
	3
	250,000
	
	
	

	32
	Illuminated signs for the movement area
	OFNAC
	
	3
	500,000
	
	
	

	33
	10 airport operations, maintenance and security vehicles, vehicle and equipment spare parts, and security communications equipment
	OFNAC
	
	3
	425,000
	
	
	

	34
	Airport perimeter security lighting including power supply in guard posts
	OFNAC
	
	3
	800,000
	
	
	

	35
	Upgrade water supply and fire hydrant system
	OFNAC
	
	3
	500,000
	
	
	

	36
	Cap Haïtien Intl. Airport upgrading and expansion
	OFNAC
	
	3
	33,000,000
	
	
	

	37
	New RFFS Station to provide direct access to runway and comply with required response times
	OFNAC
	
	3
	1,500,000
	
	
	

	38
	Two perpendicular link taxiways between apron sides to runway
	OFNAC
	
	3
	5,000,000
	
	
	

	39
	New passenger terminal building including apron expansion, link taxiways, public access roads and vehicle parking areas
	OFNAC
	
	3
	200,000,000
	
	
	

	40
	Rehabilitate Runway 10/28 and taxiway pavement and upgrade airfield ground lighting
	OFNAC
	
	3
	18,000,000
	
	
	

	41
	Parallel taxiway (could be phased with initial partial length to west runway end) and rapid exit taxiway
	OFNAC
	
	3
	20,000,000
	
	
	


Source: CASC
5. The cost of air travel out of Haiti
A comparison of airfares was conducted with the goal of establishing if traveling from Haiti is more costly than traveling out of comparable markets, Santo Domingo International Airport (SDQ) and Norman Manley International Airport (KIN). The analysis compared fares on 5 international non-stop routes from PAP, SDQ and KIN.

The fares used in the analysis were obtained from the respective airlines’ websites, and are the lowest round-trip fares with seat availability for travel on selected weeks, during the low season (October 7 to October 14. 2013). Alternative dates, were used on certain routes when there were no operations on those exact dates. Comparisons were made for travel originating in Port-Au-Prince, in Kingston and in Santo Domingo.
Fares were arranged in a scatter graph with the route distance in the horizontal axis and the cost per kilometer in the vertical axis. Each point represents a single route from Port-Au-Prince (blue squares), Kingston (red squares) and Santo Domingo (green triangles). The solid lines represent the regression function that best describes the distance/cost per km relationship for each of the data sets (PAP is in blue, Kingston is in red and Santo Domingo is in green), and were calculated with the method of the least squares, or minimum sum of squares.
The following graph (Exhibit 5.1) presents a comparison of the lowest available fares from Port-Au-Prince, Kingston and Santo Domingo in the low season, expressed as USD cents per kilometer.
Exhibit ‎5.1 - Comparison: Outbound Fares from PAP, KIN and SDQ - USD per Km.
Lowest available low-season fares (R/T) - include base fare, fuel surcharge, and ticket service charge. Excludes airport charges and taxes
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Source: Delta Air Lines, Fly Jamaica, Jetblue Airways, Caribbean Airlines, American Airlines, Air France, Spirit Airlines, Copa Airlines. Fares for travel between October 7 and October 14, 2013 (adjacent dates were used for routes that are not operated on those days)
Since, for some markets, unit ticket prices tend to decline as the travel distance increases, fares should be compared with others for a similar distance. Fares for travel from PAP are consistently higher than fares from KIN and from SDQ to all destinations. The cost per kilometer from PAP hovers between 0.26 USD/km (Fort Lauderdale) and 0.53 USD/km (Panama City), compared to a cost per km. of between 0.16 USD (New York) and 0.39 USD (Panama City) from KIN, and compared to a cost per km. of between 0.19 USD (Fort Lauderdale) and 0.34 USD (Atlanta) from SDQ. In other words, the most expensive fare out of PAP is 36% more costly than that of KIN and 56% more expensive than that of SDQ, while the cheapest fare out of PAP is also 63% more expensive than that of KIN and 37% more costly than that of SDQ.

In average, the cost of travel out of PAP for these 5 destinations is of 0.35 USD/km., while the cost of travel out of KIN is of 0.28 USD/km, and the cost of travel out of SDQ is of 0.27 USD/km. This means that in average, the cost per traveled kilometer out of PAP is 25% more expensive than that of KIN and 30% more expensive than that of SDQ.

The line that represents the function of the distance/cost of travel relationship from KIN (red line) and the line that represents that same function from SDQ (green line) are below PAP’s blue line for all the routes with comparable distances. The following graph (Exhibit 5.2) presents the total cost of travel in nominal terms, out of PAP, KIN and SDQ.

Exhibit ‎5.2 - Comparison: Outbound Fares from PAP, from KIN and from SDQ - USD
Lowest available low-season fares (R/T) - include base fare, fuel surcharge, and ticket service charge. Excludes airport charges and taxes
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Source: Delta Air Lines, Fly Jamaica, Jetblue Airways, Caribbean Airlines, American Airlines, Air France, Spirit Airlines, Copa Airlines. Fares for travel between October 7 and October 14, 2013 (adjacent dates were used for routes that are not operated on those days)
Travelling from KIN or from SDQ has cheaper fares to all destinations in the sample than travelling from PAP. It is worth noting that ALA is only 475 km. away from PAP while SDQ is just 183 km. away from PAP, and that all destinations in the sample are between 966 Km. and 2,537 km. away from either one of the airports, with an average distance of 1.676 km. (i.e., travelling fares are comparable given the short distance between PAP, SDQ and KIN, and the average medium-haul distance between the airports and the destinations in the sample).
6. Recommendations
Air transport, often described as the lubricant of the economy, plays a vital role in the development of tourism and trade, but more importantly for Haiti, as a facilitator to the reconstruction and international assistance. As such, the reform and modernization of the sector should be high in the agenda of the Government, in order to assure the provision of air transport safe, secure and with an acceptable level of service.
In the first place, it is recommended that the institutional arrangement is reshaped assuring the independence of the policy maker, the technical regulation, the service provision and the investigations of accidents and incidents. Specifically:

· The policy setting functions should be clearly assigned to the Ministry of Transport, Communications and Public Works (MTCPC), which should perform those duties independent from the OFNAC. Eventually, a department should be created with the MTCPC empowered with at least one official with the capability to formulate policies and advise the Minister in the recommendable aviation policy to adopt.

· The technical regulation functions should be kept within OFNAC, which should be transformed into an independent and fully autonomous body, in order to ensure that it performs its functions independent from any interference. OFNAC should build the capacity to perform the regulatory functions according to the international expected standards

· The operation of the ATC services should be transferred to a body outside OFNAC, either by creating a new body or by vesting the responsibility under the Airport Authority. Any of these two options would resolve the conflicts of interest from a provider that regulates itself

· The function of accident and incident investigations should be assigned to a new independent and professional body reporting directly to the president or the Parlement Haitien (Haitian parliament). If this proposal would be difficult to implement because of practical terms, a mechanism should be established for the creation of ad-hoc commissions that could coordinate the investigation, through the invitation of foreign teams, but under a complete independence of interference of any other body within the air transport sector.

In light of the findings of limited capacity and high prices, all of the airlines interviewed (practically all of the airlines serving Haiti) expressed no concern with respect to the available regulated capacity. However, one after the other the concerns expressed were with respect to poor safety and security in the facilities at the airport as well as the level of service of the air traffic service provider. Any institutional reform should include, not only the rearrangement, but the capacity building of the different institutions, to be able to meet the required standards of processes and procedures.

No single airline has contested the capacity offered at PAP as a concern. In fact, all of them express that any additional capacity requested from OFNAC was immediately granted. 

As expressed by the airlines, the limitation to increase the supply of air services is related to the physical capacity of the airport. The airport has been reported, by all of the airlines, as of inadequate dimensions to provide an acceptable level of service, as well as unsafe in case of any emergency.

While the market access seems to be unlimited, as reported by all of the airlines, there seems to be a lack of a formal air transport policy, that should consider not only the airlines' supply of capacity but also the provision of the required infrastructure to accommodate the demand.

The capability of local carriers to provide services either international or domestic (complimentary to the international as feeders or distributors of international segments) is restricted to the possibility to access the international markets. Given the current institutional situation, Haitian carriers could only access the US market through wet leases arrangements with IASA Category 1 operators, typically a costly scheme. Any reform of the institutional framework will bring, in addition to an increase of the safety and security compliance, economic implications in terms of market and access to local carriers of US origins/destinations.
� "In those States where the State is both the regulatory authority and the air traffic service provider, aerodrome operator, air operator, manufacturer or maintenance organization, the requirements of the Convention will be met, and public interest be rest served, by clear separation of authority and responsibility between the State operating agency and the State regulatory authority. The approval, certification and continued surveillance procedures should be followed as though the operating agency were a non-governmental entity."


� Although not verified, a 10 meters RESA was reported to be at RWY 28.


� As an example, it was reported that an Air France Airbus 320 was required to go around right on short finals when a power blackout obscured completely the runway.


� After the 2010 earthquake, American Airlines constructed their own wing at the terminal.


� On an additional note with respect to AVSEC, it may be relevant to point out that the consultant was able to access the airside with no badge and with a backpack that was not screened.


� Annex 1 - "Personnel Licensing", Annex 6 - "Operation of Aircraft" and Annex 8 - "Airworthiness of Aircraft"






