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Abstract

This study considered the challenges faced by the select&bpérator Certificate (AOC) holders in Zambia in ortter
establish the reasons for the collapse of most indigernoapexators since 1994. After Zambia Airways (In Liquida}i

was closed by théIMD government in 1994, the Zambian aviation sector hasincemt to operate with policy
discrepancies, resulting in economic burdens, costly compliaese an unfavorable airport charges/fees systemy costl
navigation fees, high aviation fuel prices, and unpredietabmmercial air operator inputs. The Zambian aviation
industry's low capacity and high local operating costkenitahard to compete with international commercialkairiers.
Commercial air operators have also struggled finandmdause of the COVID-19 pandemic and disease management
techniques (Amankwah-Amoah, 2020; Rosalsky, 2020). Thus, this stadyireed the challenges faced by specific air
operators to offer the Government of the Republic of @artGRZ), key aviation stakeholders, and air operatorsitges
solutions to the challenges on business barriers that ingpat®ercial air operator growth. The researcher usedapyi
data sources from the Civil Aviation Authority (CAA), dflight Zambia, Royal Air Charters Ltd while secondaryadat
came from peer-reviewed journals, academic publicatibosks, and internet sources on challenges facing local and
international commercial air operations and internationgl @viation management. A Qualitative data analysihétVv
How, Why) using a Case Study structure and a questionnaingrifoary data sources and secondary data extraction
followed Grounded Theory method (GTM). The study suggestadging Zambia's policy for hiring aviation technocrats
and advisers at the Ministry of Transport such as Tran§pttor (Knowledge on Aviation Industry vital), Assistant
Director Aviation and Water Development(Aviation Rgmund), and Principal Aviation Officer (Aviation
Background)to prioritize hiringex-CAA/AOC holders staff with aviation experience suab former airline pilots,
engineers, quality managers, and second option to ex-aic tcaifftrollers. The study revealed that AOC holders’s
management teams satisfied ZCARs' aviation standaaptefor shortcomings in practical business managenmeht a
related economic skills, advising that aviators obtaither training in business management courses as a qualifyin
criterion. In the CAA’s certification requirements for AOC holders, there existed compliance gaps. The study found that
AOC holders considered payable CAA fees and levies aoiihitive. With a projected growth in local Approved
Training Organizations (ATOs), Approved Maintenance Omg#itins (AMOs), and Maintenance Repair and Overhaul
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(MRO) facilities set up, the CAA needed more inspedimisoost its inspection capacity. The researcher disabvbet

high operational costs compromise A@@&der’s business development due to costly economic input factors.

Keywords: Air Operator Certificate (AOC) Holders; SpieciAir Operators; Aviation Industry; Challenges; Zambia
Airways (In Liquidation) shutdowim 1994

11 INTRODUCTION AND BACKGROUND

The MMD government shut down Zambia Airways in 1994 (in-tiation) (Anon., 1994), and since then,
private companies have attemptedfill the void left by demise of the national carrién liquidation.
However, the majority of these attempts have failed, ana @esult, domestic commercial air transport and
tourism have experienced a significant decline(Szeftel, 200&@nbian air operators exhibited concerns about
the long-term sustainability of the development of comiak@ircraft operations enterprises following the
Zambian government's failute adopt financial exemptiorte help currenAOC holders survive the COVID-

19 epidemic. The study further encouraged the Zambian edirtim adopt modern aviation business
technology, current flight operations software, and relinpdate their present technology in order to stay
competitive. Rapid technological advancement has a megatipact on the profitability of air operator
companies as adoption is costly in training and requirediter@nce fees which result in higher operating
costs and lower productivity.

In light of the foregoing the researcher reveals thatdba air operators are purpose driven to strive through
existing challenges affecting growth, high-quality &y and required business innovation. The researcher
reviewed that immediately independence was gainadOctober 24th, 1964, the United National
Independence Party (UNIP) administration created a civiliamiahanagement plan that was designed and
backed by strong government aviation policies. Evidenceiiggd by the presidentf the Zambian
Professional Pilots Association (Sakala, A 2023, pers.@January) and another retired pilot (Sikazwe, V
2023, pers.com, 20 January) suggests that the government eshtial difficult process of deciding the
direction of Zambia's civil aviation development. Valentine ShMlasakanya, the nation's first Secretémy
the Cabinet, was acknowledged as one of the countyfegris on civil aviation development and that he
provided critical policy inputs. After the colonial goveram joint government venture, Central African
Airways (Rhodesia and Nyasaland) went out of business &7,1the UNIP government created Zambia
Airways (In-Liquidation), which grew into a sizable statin business. The Italian government working with
Alitalia helped Zambia Airways (In-Liquidation) to becomaesuccessful commercial airline whose goal
focusedon serving the relevant Aftan regions and international locations. Consequently, thebizam
aviation industry growth contributed to national developnienservice provision, transport and tourism
sector.

The study showed that in the early years of UNIP, Zamli Services Training Institute (ZASTI) provided
pilot training, Zambia Flying Doctor Service (ZFDS) pdmd medical services and air ambulance services,
Mines Air services provided mining air transport sersjcovernment chartered flights were provided by
Government Communication Flight(GCF) and Zambia Airways(In-idiafion) managed the National Air
Charter for Charter/VVIP flights. The study reveals thambia Export Growers Association, and other
private goods forwarding businesses flourished during they eadrs of the country's independence.
However, the decline of the aviation sector that foldvafter 1994 was initiated by the new policies of the
Movement for Multiparty Democracy (MMD) and later the riggiic Front(PF) Governments both having
diverse policies from the UNIP government’s socialist policies that were based on mixed/interventionist
economic policies that supported aviation growth. Noretlse the study showed that Zambia Airways (In-
liquidation) was afflicted by corporate and finadéncompetence between 1989 and 1994, which contributed
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to its collapse. Political backing had been insufficitmitthe airline to survive, and from December 1994
onwards, a thorough evaluation of the nation's aviatjgerator business enterprises revealed a decline in the
quality of air service delivery.
Czerny and Lang (2019), however, assert that a shift fronicpabprivate company ownership may achieve
distributional, financial, and efficiency goals (Vickensd Yarrow, 1991). These goals are related in that they
may have different effects on businesses' efficien@pmparison to public ownership depending on whether
they operate in a monopolistic or competitive environtmena competitive economy, the efficiency benefits
of privatization may be restricted (Vickers and Yarrow, 199bthBhe liberalization of the aviation markets
and the privatization of airlines took place at themedime. Local ownerships are generally invohiaed
private ownerships of airlines since national airline seggime protections and limits frequently prevent
cross-border airline investment (Walulik, 2016).
The aforementioned emphasizes the several challehgeshe chosen Zambian commercial air operators
faced, including shifting tax laws, high maintenance exggnkigh compliance fees, high fixed costs, and
expensive and fluctuating fuel prices. The study focused snA®C holders could identify, foresee, and
involve government regulatory bodies in problem-solving, el & how collaborative stakeholder efforts to
address these issues would support Zambian air carriegstdon survival. Nearly every aviation firm used
virtual meetings as a corrective solution in responsatirnational health regulations as a result of the
COVID-19 and globalization, which both haeh equal impacion air operator earnings (Zhou, Dzingirai,
Hove, Chitata et al., 2022). The Covid-19 epidemic has causkdrp decline in passenger traffic since early
2020, driving up operational expenses and therefore driving upabidires and aircraft hire or charter rates.
These difficulties have led to a decline in profitability the Zambian air operators, mainly owing to high
operational expenses correlated with low revenues asupportable marginal costs.
1.4 Statement of The Problem
The selected Zambian commerciait operators faced many business challenigeZambia, including
variations in airport charges, high maintenance costs, luigiplance fees, high fixed costs, and costly and
variable fuel prices added to the list of concerns fasitteration. These aviation input issues had challenged
budgets and cash planbere by affecting the selected commercial air operators’s marginal costs. Therefore,
the study sought to evoke a discussion around these gediarorder to improve the status quo.
1.5 Main Objective
The main objective of the study was to examine the tepidnaviation policy in order to establish the
challenges faced by selected Commercial Air Operator Caegiarconducting business in Zambia.
1.6 Specific Objectives
The specific objectives of the study weasfollows:
i. Examine the gaps in the country's potential human resoasm ds well as the existing criteria for
Government aviation technocrats, minimum applicable Zamdi@mdards (ZCARs) on essential
AOC holder management qualifications and the existing aviatianagement gaps.
ii. Assess the selected AOC holder concerns on aviatiopl@oroe requirements in Zambia.
ii. Analyze how the selecteflOC holders are impacted by the current applicable econapids that
directly affect the aviation industry operations.
iv. Analyze how the selecteflOC holders are managing training costs and evaluate thnexgapsn
local aviation training.
v. Evaluate the existing local aviation technical supportiafidstructureaswell ashowit affects the
selected AOC holder costs.
vi. Provide Recommendatiows all of the above.
1.6 Research Questions
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The following were the research questioning context gumdglihat assisted the researcher to remain within
the topic area and also ensuring successful interviews:
i. What are the gaps relating to the country's potentialanurasource base, the existing criteria for
Government aviation technocrats, minimum applicable Zambtandards (ZCARsS) on essential
AOC holder management qualifications and the existingianiahanagement?
. What are the concerm$ selected AOC holders on aviation compliance requiresrisridambia?
iii. Whatis the impacbf the current applicable economic inputs that directlycatfee aviation industry
operationson selectedAOC holders?
iv. How are the selected AOC holders managing training costs?
V. What are the existing gaps in local aviation training?
Vi. How do the existing local aviation technical support and strfuature affect the selecte®OC
holder costs?
1.7 Significance of the Study
The resultf this study may establish solutiotesthe challenges faced the aviation sector and assist
facilitating successful civil aviation managemanZambia.
1.8 Limitationsof the Research
Due to concerns about privacy, a few respondents weretaiet to volunteer information. However, this was
managed by reassuring them that the obtained data would be havittgthe utmost discretion and that only
the researcher would have acdesthe information provided.
2. LITERATURE REVIEW
2.1 World Civil Aviation M anagement
According to Barnhart, (2003) stressing on the importancepefational research (OR) in air transport
management discusses airline scheduling, routing, andassignment. This setting is well-suited for large-
scale, discrete optimization and has driven methodabgimd computational improvementia OR
throughout the years. The research includes overbookimgafhileg yield management, and network income
maximization. Combining stochastic and optimization mod@&sh@s increased airline revenues since the late
1980s. Revenue managemid competitive industry for airlines.
In affirmation to the above and considering a diverse gomtg& assuming analogical deduction from a study
on South Korean air carrier competition, Ko, (2016) emphadizeduse of game theory to analyze the
management decisions made by three different types ofesrtiperating in a highly competitive air transport
market: a full-service airline, a low-cost subsidiarytlvdt airline, and a competing low-cost airline. Every
airline is seen as a competitor that sets its owesfaschedules its flights, and determines the nurober
aircraft to maintain on a given route in order to maxiniiggorofit. The flight demand function accounts for
demand leakages across airlines according to the méthao used by each airline. This study provides
managerial insights applicable to the competitive airsjpart business by using a number of game scenarios
that mimic real-world factors.
In spite of the above, on a different strategy in aitgp@rt management, according to Brathen, (2012), remote
areas rely heavily on-air travel. They enable effitiuse of people and natural resources and affect resource
allocation, value added, and revenue. The research discAS¥€ holders’ contributions to growth in air
travel and identifies aspects that might be addressdxbdst regional economic growth. It is based on a
literature study and (European Aviation Safety Agency) EA8d Public Service Obligations PSO program
experiences. The subject of air transport supply in regereomfined to circumstances when third-party
engagements neededto make the services profitable. Most typicaily Europe, nationabr municipal
governments provide subsidies to national airlines. Heel ior subsidies, air prices, and competitive bidding
under Public Service Obligation should adequately addressédl make the regional air transport system a
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sustainable economic development factor. Complex aspdctsubsidies need further studg fully
understand.
Nonetheless, examining how Ryanair and Aer Lingustedan deregulationin Europe, Kangis, (2003)
reveals important contrast®r strategists. Published sources and conversations aiifine executives
provided the data. Aer Lingus's exclusive market and smootltsexposed them to worldwide competition,
resulting in increased expenses and reduced financial reRyasair's no-frills attitude has permitted cheap
costs and helped entice new customers on routes formevidsiey other means. A study of these differing
answers shows managers should challenge theory antbtratliknowledgeo drive action.
2.2 African Economic Gover nance
From the foregoing, commercial air operator businessesrequired to operate in an atmosphere that is
favourable to their success within the civil aviationusidy. During the 1950s and 1960s, when many African
governments attained independence from their respectieaigibadministrations (Roemer, 1982; Talton,
2012), economic policies differed by country. The bulk of thesaly independent governments built
administrative systems and national philosophies thet weither widely distributed nor well comprehended
by their citizens. The majority of new African nations’ Presidents set the tone for either one or combination of
the following philosophies and economic policies:

a) Traditional/Market Economic System

b) Command/Socialist Economic System

¢) Government interventioim the economy

d) Mixed Economic System
The economic governance of Zambia was inherited froap#adist-style colonial administration which ended
about 1972 thereafter, from 1973 was superseded by a socidésgestgrnment interventionism and a return
to a free-market economy by the MovemfamtMulti-Party Democracy (MMD) government in 1991.
2.3 African Aviation Policy Reviews
The International Civil Aviation Organization (ICAO) tiesponsible for regulating civil aviation on a global
scale. The African Civil Aviation Commission (AFCAC) isragional specialized agency of the African
Union (AU) charged with advancing civil aviation throughoutiéd. The Yamoussoukro Decision (YD) was
signed in 1999 to gradually abolish all non-physicalrig&ins associated with the granting of traffic rights,
such as fifth traffic rights, aircraft capacity, thriegulation, airline identification, and air freight opgons.
The implementation of the Yamoussoukro Decision has egkuitan increase in frequencies, air traffic and
aircraft movementsaswell asan increasdn competition. However, implementation has been impeduaet
to the lack of institutional and legal structures neagsfor the execution of the Yamoussoukro Decision.
African nations have caused aviation industries to suffifurés due to a lack of effective tactics tailored to
their specific needs, lack of coordination between thigipslof the several ministries that govern the aviatio
sector, and a lack of authority for parastatals to makisidas to boost throughput. The International Civil
Aviation Organization (ICAO) is tasked with worldwide regatst responsibilities in the sphere of civil
aviation, while the African Civil Aviation Commission (AFAC) is the regional specialized agency of the
African Union (AU) responsible for the development ofilcewiation in Africa. At its fifteenth Plenary
Session, AFCAC attempted to confront reality by addngsie main challenges which may influence the
African States in the new century in achieving suce@ess competitive force in the global civil aviation
industry. The Yamoussoukro Declaration is the core pdstwdé African civil aviation, and AFCAC has
committed to play a more prominent role in its implatagon. However, there are issues in Kenya that
complicatédts implementation, such as staff competence, lack of deitatitutions, and inflexible laws.
To speed up the liberalization of the air transport busitiesKenyan Civil Aviation Authority (KCAA) and
the Ministry of Transportation should quickly develop and angnt regulations and guidelines to liberate
Kenyanair travel. Airline partnerships are also advocdtetielp them compete against international carriers
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in a liberalized market. SADC has not implemented thendassoukro Decision, which is binding on its
member states, but has recognized its goal of libanglizir travel. Agreements between SADC nations and
other African nations follow a similar structure, butings have made little effort to increase efficiency or
lower costs. In 2013, Zambia and South Africa inked an aiicgengreement that allowed for unrestricted
frequencies and enabled intra-African aviation routedrésedom of transit.

The Yamoussoukro Decision's competition regulation clavese ruled insufficient, leading to worries and
distrust among struggling airlines. On liberalized Africarrkats, some airlines resort to methods to achieve
dominant positions, such as alliances, co-ops, or panipsrdespite efforts to enhance efficiency, less than
2% of the world's aviation passenger per kilometer arecdidri Air connectivity is linked to sub-Saharan
Africa's commerce movements, but international efforesxfmand aviation markets have not been successful.
2.4 Reviewson Zambian Civil Aviation

The literature dearth is a serious concern on Zambieh aviation but regardless, there were reviews
included in the study sourced from print media and internet ienfram different credible authors/publishers
that researcher considered relevant in contextualasagplicableon local aviation studies.

A study accordingto Borchert, Gootiiz, Goswami & Mattoo, (2012), reveals tHambia's situatioris
significant since it is part of a regional accord thaminally liberalized air transport and is one of the f
nations in the mid-1990sto have authorized the liquidationf its loss-making national airline. The
implementation of liberalization up to the Fifth Freedomthe Africa Union was agreed upon in the 2002
Yamoussoukro Decision (YD), which became legally obligat¥ears later, however, the Agreement has had
little influence on Zambia and its neighbors. In ligiitYD's failure, the Common Market for Eastern and
Southern Africa (COMESA) resolved to liberalize air tygorsation.

Considering the above scenario, it was seen that seweltbange in government aviation policy and the
collapseof Zambia AirwaygIn-Liquidation) (Anon., 1994in 1994 were related. Although nascent small and
medium-sized air operator businesses were successftablisied, there existed a relationship gap between
key operational management, the airline shareholdershantetjulatory agencie$o make matters worse,
without meaningful government incentives, complex regulgtoticies and a difficult economic

environment, most of these firms had a difficult tiooenpeting against their bigger foreign competitorthe
aviation sector. The aviation environment was pernicibassmall and medium-sized air operator businesses
were having tougher times competing against their bifmeign competitorsn the aviation sectorAs a
direct result of this, many of these locally establishie operator firms were forced to cease their operations.
In view of the foregoing, contrarp existing policyin Zambia, accordingo Schlumberger(2007)
emphasizingon the point above thaan analysis of the Zambian international accords, internatiair
transportis still relied on Bilateral Air Service Agreements (BASA). that aretiygrestricted Only eighof

the 72 BASAs signed by the Governmehthe Republiof Zambia (GRZ) during the previous several years
are presentlyn operation.As partof a Bilateral Agreement Service Agreement with South Afric
transportation between the five city pairs was appro@aace they were recently allocaténl a low-cost
carrier operating under a Zambian air operator licenssetkraffic rights have only been partly used. Both
Zambia and South Africa have rejected freedoms ofhiheequests via Lusaka into Johanneshargother
nations, including Egypt, Libya, Ethiopia, and Nigeria. Althougs position has been reversed, Zambia had
in the recent past turned down a Kenyan proposal fodify Nairobi to Lusaka and then on to Harare in 2005.
Accordingto Sylva, (2021)on Sub-Saharan Africa challenges, using the Nigerian costedsed that the
unavailability of commercial simulators requires airlinesspendat least 16 million USD yearlpn pilot
simulator training. The industry lacks Maintenance, Repait @verhaul (MRO) hangers. The lackan
MRO shortens most Commercial airline aircraft lifespmabout 10 years. More than 708fthe country's
aircraft are older tharlO years. This situation increases maintenance chstb,consumption, pollution,
downtime, and safety/reliability.
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The foregoing opens up debate on the aviation industry mmbiza which has several obstacles that affect
commercial air carriers’ daily operations. Foreign airlines (Ethiopian Airlines, Kenya Airways, Emirates
Airlines, Qatar Airways, South African Airways, AirlinlRwanda Air) have dominated the comparative and
competitive advantage on Zambian international traved, some of these foreign air operators are in most
cases competingn the Lusaka -Johannesburg sector against the Zambiaresi(Proflight Zambia and
Royal Air Charters trading as Royal Zambian Airlines). Age#ircraft are another reason Zambian AOC
holder needo update to remain relevant-competitive.
Therefore, from the above, it is getting more diffictdt the smaller Zambian air operator business to
continue operationasa resulof the fierce competition in the industry as vaslunjust business environment.
2.6 Impact of Covid 19 On Zambia
Mudenda, Chileshe, Mukosha, Hikaambo et al (2022) indicatéd#mbia has had three waves of COVID-
19, with the third being the deadliest. Zambia respondecssitdly to all three pandemics with international
health partnership assistant. Zambia embraced WorlthHBaganization (WHQO) prevention strategies that
include hand cleanliness, masks in public, physical sepayatimiding crowded venues, and staying home.
Enhanced COVID-19 monitoring led early case detection.
Amankwah, Amoah, Khan, & wood (2020) note that the Covid-19 paicdess produced a wave of small
and significantcorporate failures not jusin wealthy nations like théJS and UK, but also across the
developing globeAs a direct resultof the COVID19 outbreak, the aviation sector is facingrerus
challenges, which have had detrimental financial eff@cisommercial air carriers throughout the world.
The COVID-19 pandemic has harmed the aviation sector beohtrseel restrictions and flight cancellations
(Roy, 2020). Lack of air traffic and revenue loss have slowedaviation sector and airports. ACI World
expected a 2 hillion passenger dinophe second quartef 2020 and 4.6 billion for the full year.
In view of the above, COVID-19 interruptiomsay last longer than the emergency, warn Abate, Christidis,
and Purwanto (2020). Risk aversion and social distance impgct airline demand. Demand, supply,
investment, and innovation are affected by recessi@everal airlines, airports, and aviation-related
enterprises have lost revenue since mid-March 202Qjrggezoncerns about their financial health and ability
torestore services. Many businesses need governmerdissbiwering local and global competitiveness.
Additionally, due to severe financial consequences or ekpgmmarket concentration, air travel shall not
return soon. (Abate, Christidis, Purwanto, 2020) Unprofitabldes and airlines may vanish until market
circumstances improve. Government aid improves coiomecBig markets with considerable government
financing may maintain connections better than smaller oiredess-developed countries. Government
subsidies to national airlines may produce internatiomaiaginectivity imbalances. After COVID-19, linkage
and competitiveness are problems. Government help roaygbe aviation.
Reorienting public policy after the pandemic may redueeitimpact of climate change and environmental
measures on the air transport industry before the crisis. fiture of aviation depends on all levels of
government and public bodies, notably transport projectst-gmdemic aviation planning may incorporate
sustainability. Supporting policy-driven technological and rapenal paradigmscan help air transport
operators in the long-term. Nationalizing carriers cssish achieve social and environmental goals (Abate,
Christidis, and Purwanto,2020).
As illustrated by the global reduction in travel and temri Zambian commercial aviation operator problems
include the Covid-19 epidemic.
2.7 African StatesPalicy Reviews
The researcher also acknowledged the success of paticeslifferent African context according to Asefa,
(2013), Ethiopian Airlines bought five Bombardier Q400 turboprop érainThe ET Group Aviation school
has full-scale simulation. According to Ethiopian Airlin2810/2011 Annual Report (p. 10), establishing
cooperation initiatives with learning institutions was afi the year's primary goals. Ministry of Education
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(MoE) and Ministry of Defense (MoD) supported the initiativeeTAir Force training facility had four groups
of Aircraft Maintenance Technicians (AMT) trainees. Thejgmt with MoE was successful, and the
curriculum for Technician, Cabin Crew, and Customer Service were coadplend sento MoE for
certification. The program was scheduled to begin ept@nber 2011. As part of vision 2025's strategic
direction, important collaboration areas were identifeett an MoU was signedto institutionalize he
partnerships and ensure continuity. To aid cabin cgtomer service agent, and other recruiting, 10
regional and 14 preparatory high schanl&ddis Ababa provided student data.

2.8 Contrasting with foreign Air Operators

The Zambian AOC holders operating within the SADC rediomarket provided a wide range of goods and
services that seemed to be comparable in size and &dqtgpbut their capacity differed, despite the fact that
foreign air operators still have a capacity advantagee @nthe most crucial characteristics that foreign
airlines enjoy on a daily basis is a large fleet oflern aircraft. Superior aircraft used by foreign air operators
provided the international traveller with the quality aagdacity that they demand.

However, in spite of the above, Tran (2018), argues thatviveuairlines should build brand recognition and
consider 12 factors when selecting passengers. Pungtusliperiorin-flight service, superior aircraft,
comfortable seats, clean cabins, chairs, and washratenent food and drinks, superior first class, superior
business class, efficient reservation systems, prigfiigient check-in service, and appealing frequent flyer
programs. Abeyratne (1998) also reveals that at leashsafvthese criteria rely on aircraft quality andsit i
very unlikely that ageing aircraft can be related to igfficy and punctuality. The flight schedule of a small
airline with a modest fleet would be thrown into disarifagne aircraft were grounded for maintenance or
repair, considers the aircraft quality to be one @ itmportant requirements of the operation. Disrupted
connections would strand travelers. Such an occurrenceraptlid service is likely to damage the airline's
image. No amount oh-flight service can compensate for a six-hour delag aew airport terminal. Any
airline should remove oraf its most burdensome infrastructure constraints (Abeyratne,1998)

In explaining further on smaller air carrier’s survival complexities in high competition environment, Tran,
(2018) stresses that the low-cost carriers operating in theddket are adversely affected due to competition
prevailing in the market. The direct impact of compatitis on market share and revenue level where
companies are not able to operate as per their real. fBometimes, the challenge associated with high
competition is unmanageable by the companies and tlu¢his reason, they hav shut down their
operations.

Furthermore, according to Choi, Lee &0lson, (2015), thisabse the smaller firms already have a harder
time surviving in the market. Competition as one of the hurdlas only be overcome if firms provide a
unique service, which is often on&the primary reasorfer the market share succefsaviation companies.

2.9 Changesin Aviation Fuel Prices

High jet fuel prices in Zambia's aviation sector wayeeezing smaller enterprises operational costs, making
sustainability difficultasper example in Table 1.

According to inhibiting policy reports, jet fuel costs indaka are almost 50 percent more than in surrounding
nations, which is a policy factor that hinders Zambia'aten connectivity (Schlumberger 2007, p. 192).

A concern to note according to Bilotkach, Gaggero, Biga (2015), the airline industry may also have
problems connected to the volatility of the price of fughis may have a detrimental influence on the
profitability of airlines that are now functioning in tmearket. Businesses stand to gain significant profits
from a decline in the price of aviation fuel, whichturn enables nonprofit organizations to collectfthrls
they need.

Sibdari, Mohammadian & Pyke (2018) also follow on the questibdstduel effects on operational cost of
airlines and reveal that having analyzed seven Unite@sSkatsed major airlines as capacity choices using
publicly accessible statistics, and their liokhree exogenous parameters (flight frequency, aircraft lsae
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factor) were examined (fuel cost, total passenger demandn@ntbloyment rate). Smaller aircraft and more
frequent flights are connected with increasing passengerndemdereas bigger aircraft and less frequent
flights are associated with higher fuel costs. Airlimasy both flight frequency and aircraft size in reaction t
changesn passenger demamagwell asfuel costs, according to our findings.

Table 1: Jet a-1 fuel price-Zambia vs South Africa

AIRCRAFT TYPE AND ZAMBIAN JET FUEL COST ! REQUIRED FUEL PRICEINZAMBIA §§ FUEL COST INSOUTH AFRICAﬂ FUEL PRICE DIFFERENCE (USS) d
|1BOEING 737-800NG

LUSAKA-JOHANNESBURG-LUSAKA 5630 § 73100 $ 534850 $ (1,970.50)
2 BOEING 777-200ER

LUSAKA-JOHANNESBURG-LUSAKA | 6624 § 851100 S 620280 $ (231840)
JEMBRAER 145

LUSAKA-JOHANNESBURG-LUSAKA | 250 § 325000 § 237500 § (875.00)
Grand Total _ W $ 1318000 § 14,0630 $ (5,163.90)

Source: Author, (2023)

According to Kleymann & Seristo, (2017), in the market plzwsts associated with fuel are a primary worry
for airline companies, and these businesses have to auotrof effort to keep this kind of expenditure under
control so that they can maintain a consistent newéevel for a considerable amount of time to come. Hethe
is an excessive rise in the price of aviation fuel,adyrbe impossible for businesses to recuperate substantia
costs, which has a direct impact on the profitabditguch businesses.

Further on, it is also noted that besides all other operatists that the AOC holders require to pay, a
substantial amount of cost is on aviation fuel, albeitaih®perators have extraordinarily little influence over
fuel pricing which ultimately affect the price of their goaalsd services. (Kleymann & Seristo,2017) The
airline industry may also have problems connected ¢ovtilatility of the price of fuel. This may have a
detrimental influence on the profitability of airlindsat are presently functioning in the market. Businesses
standto gain significant profits from a declinm the price of fuel, which in turn enables nonprofit
organizationgo collect the funds they need.

2.10 Other International Applications

According to Rhoades, (2004), the aviation sector is gepearalisidered a peculiar instance in economic
development and has shown a lack of growth in most develogpiians. Three (03) justifications are used to
explain this unique position.

1) Primarily, aviation has a long history of assisting numstntries defense needs by transporting cargo
and troops during times of war and by being intimatelsted to military aviation applications and innovative
technology in this field.

2) Second, the transportatioof industrial freight and travel, botfor business and pleasure, has
significant economic consequences on the industrygriifeeant part of many national tourism policiesiesl
on International foreigair carriers.

3) Third, when it comes down to civil aviation developmehgreis a clear relationship between
airlines and their respective countries. Airlines arpowerful symbol of a country strength, power, and
national interest since they fly all over the globe.
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National airline subsidies vary greatly as Abate, Cldistiand Purwanto, (2020) advise that research shows
most governments prioritizair transportto protect aviation and tourist economic activity aotsj This
means a few national operators in each country get pnéfdr&reatment. Large domestic operators provide
national firms with economies of scale, enabling thensompete in overseas markets. Route dependency is
caused by historical, political, geographical, and operaticinemstances that lead to aviation oligopolies.
Oligopolies are "too big to fail," requiring government im&tion. Government support in response to the
COVID-19 pandemic shall bolster national champions amg them gain market share at the cost of smaller
enterprises that cannot get as much private or public fingnBiricing and travel service supply might be
affected.
2.11Covid 19 International Policies
Daley & Preston(2012) claim that while progress has been maweestablishing proper regulations to
minimize aviation's impaain the environmenit has not been enough solve COVID 19 issues.
The above has been complicated by international aviastm's growth partially due to the difficulties of
fitting into the present climate change mitigation framework, without compromising AOC’s financial and
social advantages. Any measures limit aircraft expansionfor environmental reasons might stifle
development, especially for tourism-dependent nations. Radikgrs should reduce aviation's climatic impact
while considering economic, social, and environmessales.
Additionally, according to Gossling & Humpe, (2020) on resdagchlobal, regional, national, and individual
air travel demand indicated that both the large portionirdfavel emissions not covered by present climate
regulations and the high concentration of air travel dehm@mong rich frequent fliers are significant to
climate change. National and regional aviation climategmnce is needed to address aviation emissions.
During the COVID-19 epidemic, there was no better opportunigxamine aviation's demand distributions,
air transportation desires and requirements (private airaraft,cfass suites), development trajectory under
recovery scenarios, and interference with mitigatiforts.
As a result of these findings (Gossling & Humpe, 2020), fumbgearch is heeded to better understand a wide
range of interrelationships, such as the distribution ofairsport demand under various allocation principles
and based on revenue passenger kilometres rather rihanutnbers; general interactions betwe@DP
growth and wealth concentration with the energy intgnsft air transport demandor quantifying air
transportation subsidies.
Furthermore, the military aviation's climatic effectaiso unclear. These insights shall improve air tramspo
governanc®r devise low-carbon transition plans.
The whole aviation businessfacing sustainability concerns that are increasingscd$e aviation sector has
a significant influence on the natural environment, aafigavhen air pollution rises. Carbon emissions are
oneof aviation's biggest issues (Harvey, Shalliams and PrditRg).
Consequently, increased air pollution has accelerated gh@rating. The public's view of the airline sector
has shifted negatively due to this issue. To combat dirtfwsl, airlines should adopt current technology, such
asaircraft engines that create less pollution.
3.0 Theoretical Framework
3.1 The Six Theories for Zambian AOC Holders (Grounded Theory Method Code generated
patterns)
The researcher analyzed all primary and secondary datg th&inGrounded Theory Method and results
generated 105 respondent codes that were arranged into cadtiechgithemes. The codes revealed
rules/theories that explained the business operativigpament for the selected Commercial Air Operator
companies. The patterns generated rules/theories that bewgplied in understanding the business
operating environment for AOC holders in the Zambian etnte
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311 TheTheory of Political support
“The Air Operator Certificate holder business success or failure is consequential with the country’s
aviation policies ineffect combined with effects of government policies.” In principle, it is up to the
government to support aviation by enabling the operatingreemaent through aviation policy,
aviation state oversight and regulation as well as suppon#jgr infrastructure development such as
airports.
From the aforementioned core theory, the reseadstermined that the following five supporting guiding
theorems exist for the selected Zambian Air OperatadifiCate holders.
3.1.2 TheTheory of Aviation Management Competency
“The key management expertise, aviation knowledge, and corporate ethics are factors of Air Operator
certificate holder capacity for success or failureth# operator business decisions.” In principle,
being adequately aviation licensed does not mean beifrgebagnanagement competent as aviators
also need the skills of business management in aviation.
3.1.3 TheTheory of Local Aviation Compliance Complexities
“The complexity of compliance with civil aviation regulations by an Air Operator Certificate holder
has an effect on operational efficiency influencing businesgfectiveness.” In principle, high
compliance costs equally relate to additional air opefatsiness operating costs.
3.14 TheTheory of Local Aviation Economic complexities
“The state of the national economy including the concomitant of existing aviation input complexities
within the country has an effect on the business growth of the Air Operator Certificate holder”. In
principle prohibitive aviation input cost factors relainto prohibitive business operating
environment.
3.15 TheTheory of Local Aviation Training
“The country’s state of aviation training capacity in relation with international standards and quality
of training has an effect on training requirements for A@C holder”. In principle inadequate
domestic training capacity relates to business finateaglages to foreign training providers.
3.1.6 TheTheory of Local Aviation Technical Complexities
" The managemenbdf technical and maintenance costs contingenton the local Aviation
Maintenance Organization capability, or alternatively tider the capacity of the local Aviation
Maintenance, the better the chances of success for the Air Operator certificate holder.” In principle
inadequate domestic technical and maintenance capaditgsdb business financial leakages to
foreign technical providers.
3.2 Conceptual Framework
The concept of the study and relationship of the variakittsthe challenges that were studied are shown in
Figure 1 below:
3.3 Operationalization of the conceptual framework
3.3.1. Government Aviation Technocrats/AOC M anagement
Questions relatingo Government Aviation Technocrats a®ddC Managementas factors affecting the
selected AOC holders as well as management job placenitartac were asked following an interview
process with expectations the below:
a) Critical policy adopted by government recruitment criteria ugLsttess university degrees over
aviation experience or knowledge and researchers notedhthaddlinistry of Transport jobs were
important for civil aviation growth.
b) The selected Air Operator Certificate (AOC) holders' rgangent met CAA management
approval and licensing norms. The CAA background cheeke appliedbn seniorAOC personnel.
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Since there are few AOC holders, only a few speciiiseach selected organization have aviation
management training or academic management degrees.
¢) Review of obstacles faced by chosen AOC holders in aclgieviea aforesaid criteria, which
indicates that whether the organizations have adequate kaggera with aviation management
skills, academic degrees, and experience.
Independent Variables: Aviation Knowledge, Business Managgemaviation Licenses, government
recruitment policy, Existing aviation economic Inpuspert job description.
Dependent Variables: Aviation Experience (Numh#r years workingin the Sector), Management
qualification, Type of Aviation License (CPL vs ATPL), Bamnics and finance knowledge/training, levels of
education in staff.
3.3.2. CAA Compliance Criteria and Requirements
Questions relatingo the factors affectingor the selectedAOC holders CAA compliance criteria and
requirements were asked following an interview proceds eipectations on the below:
3.4.1 Qualification Criteria of Pilots: Most pilot type ratinigaining required for license endorsement can
only be completed abroad due to lack of type certiigdraft specific simulators. The challenges of
reaching the qualification to operate as licensed Typed rptlot have its own challenges on required
experience and compounded by locations of the CAA approvednfyadenters. Most training is usually
completed abroad, which has very serious financial intpitaon operator finance leakages.
Figure 1: Variables of AOC Holders

sovernment Aviation
Technocrats/ AOC

Management Personnel

CAA Compliance Criteria Challenges faced by

and Requirements the Selocted AOC

Direct Aviation Economic Holders in Zambia

Input factors

Training Delivery

Technical Requirements

3.4.2 Qualification Criteria of Aircraft Engineers: The gifightion challenges affecting engineers is due to
the location of approvedmanufacturer’s training centers that are almost all located abroad iand
compounded by experience criteffiar license privileges which are not ealy attain as experience
becomes critical for CAA endorsements.

3.4.2 Qualification Criteriaof Air Operator Certificate Management: TA®C management are required
to have a minimum of acceptable qualification normallyeceby the CAA and as such due to a small
number of experts and the scarcity aviator managenefrtoks, having the right Key mangers with
sufficient qualification and experience is a challettgmeetby the selecteAOC holders.

3.4.3 Aircraft Maintenance Certification Criteria: What are tpealification challenges and where is the
training conducted and if not local then hisvit achieved?

Independent Variables: Licensing of pilots and enginee@®C Aertification, approvals, CAA fees and
charges, Aviation law, Zambia Civil Aviation Requireme

Dependent Variables: Cost of Licensing, Cost of certifioa type of foreign and local approvals cost,
existing airport and CAA charges, adequacy of availableianitaw and ZCARS.
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3.3.3. Direct Aviation Economic Input Factors
Questions related to the factors affecting the sele&@@ holders connected to the existing government
policy on direct inputs for aviation relates to theoomy and how the various economic inputs impact
business growth were asked following an interview proeath expectationsn the below:
Cost of Assets and Maintenance; Zambia does not metatdaor export aircraft maintenance equipment, for
use by aircrewpr ground crew. These are imported and expensive with llitcal financial assistance.
Cost of Insurance Premiums: Insurance brokers overseasesall-aircraft insurance underwriters from the
global insurance market because no local insurance kadivas shown underwriting capacity. International
insurance arrangements make premiums exorbitant.
Pilot training is costly and requires 10-15 yearly traireegnts for varied proficiencies.
Aircraft engineer trainings expensive and needs careful planning and execution.
Aviation Fuel Prices/Levies: Zambia's aviation fuelsi@on fuel and Jet-Al) are the costliest in SADC, and
AOC's monthly fuel expenses adversely impact its finarkiemperator operational costs are high due to fuel
prices.
Aviation fees. The local aviation charges appltedcommercialair operators shoulde considered for
taxation waivers as done by Ethiopian Government on E#riopirlines, which has been exempted from a
list of domestic company charges, resulting in very affordable frkahg on the African continent.
Independent Variables: Aviation Equipment, Technical and Maartce, Aviation Fuel, Airport Charges,
Aviation Market, Aviation Training, Compliance and Certifioa, Pilot and Engineer training
Dependent Variables: Cost and SouafeEquipment, Technical and Maintenance input Cost, Zambian
Aviation Fuel Cost, Varying Airport Charges, Type and cdstampliance required, Facilities available
domestically and cost.
3.3.4. Training Délivery
Questions relating to the factors affecting traininkivdey for the selected AOC holders were asked following
an interview process with expectatiamsthe below:
3.5.1 Aircraft Simulators: There are no locally based aitagde rating simulators and most of these are
sourced abroad and overseas.
3.5.2 Location of Flight Training Centre: Most approved trainiranters are not available locally and
sourced abroad and overseas.
3.5.3 Availability of Training Captains: There are very few apmwwZambian aircraft training captains
due to a limited number of Qualified Flying Instructors/Higixaminers as these approvals should be
qualified from approved training schools currently all lodaabroad (Except for Military ZAF Pilots) and
endorsed in licenses of training Captain by the CAA
3.5.4 Engineering Schools: Engineer’s type rating training is not locally available and normally sourced
abroad where the CAA approves the aircraft specific trgifacilities.
Independent Variables: Required Simulator and Recurrentniigai ATOs, Aviation Trainers,
Management training.
Dependent Variables: Location of simulator and numbereofirent training, Approved local/foreign
ATOs and cosbf training, The capacityf local training, aviation management training facilities.
3.3.5. Technical Requirements
Questions relating to the factors affecting the selle&®C holders Technical Requirements were asked
following an interview process with expectati@rsthe below:
3.6.1 Most Zambian AOC holders face enormous obsexldue to the lack of commercial aircraft
simulators which result® airlines spending enormous sums annuaiiyilot training. Simulator training
is mostly acquired from abroad in the United StatespirDubai, and South Africa.

WWw.ijrp.org



Emmanuel Jinyunga Kalombe / International Journal of Research Publications (1JRP.ORG) @ JJ RP.ORG

ISSN: 2708-3578 (Online)

643

3.6.2 The industry needed sufficient MRO facilities, and thestaxyj hangars lacked proper repair
equipment and manufacturer approvals. The absence of etiRO on behalf of aircraft manufacturers
shortens the operational deployment lifespans of caraardhey should spend substantial time on the
ground to allow downtime for maintenance performed overddae than seventy percent of the nation's
aircraft are older than ten years. This circumstans®samaintenance expenses, fuel usage, pollution,
downtime, and safety/reliability.
Independent Variable; Technical works, Maintenance workshriieal tools, Hangars, Approvals, ATOs,
MROs. OEM.
Dependent Variables: Quality of Technical Works, QualityMafintenance Works, Availability of tools,
types and Capacity of aircraft hangars in Zambia, typesnaimber of approvals available domestically,
number and capacity of approved ATO both local/foreigist of foreign ATOs and MROs vs locally
available training facilities, OEMs sources, finangpeztations.
4,0 RESEARCH METHODOLOGY
The research methodology covered the philosophy underpitinéngtudy. Thus, philosophy in this study
included ontological and epistemological principles, reseadesign ideas for creating suitable study forms,
contrasting post-positivism with constructivism. The reseacontrasted post-positivism with constructivism
philosophically, methodically, and conceptually, and emipkaskey research perspectives that might assist
other researchers study diverse subjects and circumsté&essarch ontology describes the philosophy or
nature of reality, while epistemology describes howkwew this reality. The study introduced the concepts
that guided the assessment of the design, conduct, resudtinterpretation of qualitative research to novice
researchers and others who are not acquainted withitfdsokinquiry. It introduced the interpretative and
critical research paradigms that provided the basithfogualitative research procedures most often employed
in social sciences research and for the evaluatiguch research. Ethical norms in qualitative researeh ar
intrinsically linked to quality evaluation criteria andrariples for reliable interpretation of qualitative date ar
also included.
This study employed case study research design as a stratggimfary data collection to help accomplish
the desired outcomes and objectives. According to Jabaf2@09) social sciences benefit more from case-
specific data than prediction theories. Case studies enaplalytical induction, not statistical. Mesec (1998)
suggests starting research using case study results, repeatisgaech yields comparable data and results,
increasing its dependability backing researchers whoassestudies for qualitative research.
Furthermore, the Grounded Theory Method (GTM) of data asadysd results is used to examine a pattern
that reveals challenges within the Zambian societyoacurrent Air Operator certificate holder failures. The
study further acknowledges that purpose of reflexiyitya constructivist GTM was ndb remove the
researcher's subjectivity from the resultant theluy,rather to give the data precedence over the researche
assumptions and prior knowledge. The research is nascZaitbia and having experienced difficulties with
tackling literature dearth in the country add to the requinésnef a Qualitative investigation as to why the Air
Operator certificate holders have not been very sudefem the year 19940 date. The researcher
concentrated on collecting and analyzing primary andnskzey data for the research project using questions
recognized from constructs inside the variables. Theesthastudy design data analysis method (Grounded
Theory Method) aided the researchar elucidating pertinent aviation industry issues. The rekear
investigated primary and secondary data sources targetiefficient and fruitful investigation that generated
the requiredsdution of resolving the“General Zambian AviationProblem” (GZAP). The gatheringof
primary data involved the participation of twenty-one (2dy Management personnel representing Proflight-
Zambia, Royal Air Charters Ltd and the Civil Aviatidwithority. Sampling is an effective method whereby a
researcher picks a unit or sample from the entire popualati order to quickly collect data and information
about the civil aviation management and commesiialperator’s most pressing concerns. Thus, the
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researcher presented research questionnaires to key mamagensons of the selected air operator certificate
holders and regulatory professionals from the orgapizatlisted below. Critical Case Sampling (Etikan,
2016)is a method in which a certain number of significant or @itbases are selected and studied.
Additionally, information from other airlines/air operegcand various publications shall assist enhance the
overall quality of the data. Research Tools includaweg/s as well as document analysis. The research tools
selected for this study include Questionnaire, Observdtiteryviews, and document analysis. Data collection
is essential to the study since it enables the refseato collect, compile and analyze information fritra
named sources. Primary sources are the core sourceaotaliction, while secondary sources focus on
acquiring information from published journals and books. ThereBer devised a questionnaire to facilitate
data and information collection, while secondary sarealyzed articles and journals authored by other
authors. The researcher proposes that a theorizagtroththat employs a grounded theory approach involves
building a conceptual framework on the basis of existingstligniplinary literature, as opposed to just
presenting the facts and desired occurrences. Strauss dnid H090) suggest that concepts serve as the
foundation for any theoretical project, and the sama datgathered and the same conceptual labels are
applied.

50 DATA ANALYSIS, RESULTSAND DISCUSSIONS
The collected data was evaluated using the Microsofty@eelltool Delve. On the one hand, the researcher
compiled a set of codes for each response criterion im trdleeorize a related challenge inside the structures
of each responded question. On the one hand, each opehepredtion is represented as a statement followed
by the various response codes allotted from respondewiéwetranscripts as coded themes relating to
particular “concern” or “challenge”, while on the other, the data obtained from the survey resris
represented by tables and charts. Each table cortaguseency data, percentage data, and coding data. The
researcher has graphically depicted the data for each aquesiing 2-Dimensional Line Charts. In order to
answer the research questions, a questionnaire was etbsigd distributetb 21 participants.

5.1 Question 1. Gover nment Aviation Technocrats AOC Management Per sonnel

“What are the gaps relatintp the country's potential human resource base, the existitegia for

Government aviation technocrats, minimum applicable Zamsiandards (ZCARs) on essential AOC

holder management qualifications and the existing aviatianagement?

Figure 2: Challengeswith AOC M anagement
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Source:Author, (2023)

WWw.ijrp.org



Emmanuel Jinyunga Kalombe / International Journal of Research Publications (1JRP.ORG) @ JJ RP.ORG

ISSN: 2708-3578 (Online)

645

Question 1 coded below:

Research Questiam how the right KeyAOC Management team affects the colSAOC holder business.
The issueof the original research survey question was the contemypstausof AOC holder management.
Ninety percent (90%df the 21 individuals questioned stated that the countryahadiequate resource base
for Key AOC Management staff.
The first survey question answers are reprodunecesponse Codes developed from responder transcript
shippets.
5.2 Summarized Finding on M anagement Challenges
The current state of AOC holder management was the sufjfte Questionnaire equation. Ninety percent
(90% of the 21 people surveyed believed that the nation has enasghrcesto support key AOC
Management personnel.
Codes generated from responder transcript from the respapgdied to the interview questions and
secondary data review. The finding report suggeststtbet tire two components to the Management criteria:
1) Accountable Manager/CEO - With the exception of the CAlssretion, which expects one to be
well-grounded and appreciate the aviation industry's A&@firements, the ZCARs standard does not need
any minimal management or aviation credentials.
2) The anticipated management resource for the Key AOC haohdgr not have received academic
training in management principles to apply strong and fusirtess administration principles and ethics of
appropriate corporate governance. The existing ZCAR standagh'dl@eemto be well-anchoredto
maintain an efficient drive betweenAOC regulations and company administration. This dgap
management shall require a review of CAA License critertze aligned to appropriate academic program
in order to achieve management principles.
According to the ZCARs certification standards, it was fsdior an AOC holder to hire highly skilled
individuals for crucial managerial and operational roledight of the aforementioned, two elements decided
whether or not a job of Director of Flight Operatiémeecessary are the: -
1. Sizeof the fleet and
2. The complexity of aircraft operation.
The Civil Aviation Authority (CAA) normally verifies rad validates the credentiatf every candidate
proposed for the position of AOC holder management, whetlgendimination originates from inside or
outside the company (As per ZCARS).
For the CAA, Key Management Approviéd in accordance with ZCARs Pa# which establishes the
minimum standardis accordance with the minimum ICAO requirements on AOC hslde
However, the criteria for complex aircraft operators, lk®flight Zambia and Royal Air Charters, who
require ATPL holders who require ATPL holders have arinaitomponent that differ from requirements of
smaller aircraft operators, such as United Air CharterBatdka Sky, who do not require ATPL holders for
their operations.
The CEO requirementim the ZCARs demand that demonstratiof the applicant's abilityto lead the
organization's top managers towards the accomplishméhné dfusiness objectives. The AOC holder ZCARs
standards for the CEO and management of privately onyflawined AOC holders' firms are identical to
those of all other AOC holdeesthere are n@dOC categoriesn ZCARs.
It is worth noting that 90 response codes were considergdatifor the research results and the survey
indicated that almost half of the response criteria £&leow reservations on how the CAA inspectors
managed AOC certification. which directly affected businfésancial outflows which in turn disrupts the
efficiency of the entirddOC holder business outlook. Yet 216bthe 90 response codes have indicated that
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there is both CAA response and AOC business responsenfdliance as non-negotiable requirements in the
aviation industry.
The study then follows the second question about certditatallenges encountered while managing CAA
requirements on being compliant as a certified AOC holdes. wiorth noting that 90 response codes were
considered critical for the research results and sunagigates that almost half of the response criterdeso
show reservations on how the CAA inspectors managed A€d@iaation which directly affected business
financial outflows which in turn disrupts the efficienafjthe entire AOC holder business outlook. Yet 21% of
the 90 response codes indicated that there was both CAAeespnd AOC business response to compliance
asnon-negotiable requiremeritsthe aviation industry.

5.3 Question 2: CAA Compliance Criteria Requirements
The study then followed the second question about certificatiallenges encountered while managing CAA
requirement®n being complianasa certifiedAOC holder.

“What are the concerns of selected AOC holders on aviation compliance requirements in Zambia?”

The Question Response coded as:

5.3.1 Compliance vs AOC Costs (21 Responders)
Research Questions on how compliance costs affectetiteictof business foAOC holders.
The study data showed that there are minimum regulatory requirements to be met by the AOC holder’s
business before being issued an operating certificate bgAldeand it was expected that compliance and
certification criteria was usually completed by the apar being subscribetb processing fees. These
certification criteria and fees can be complex and ptesent problems with the cost of operation and the
different interpretation of applicable standards within theesamniform set of regulations therefore breeding
complications accordintp size and complexity of the AOC holder operations.
Certification and regulations criteria operations, accgrdn37 responses or 41.1% of respondents from the
sample population indicate a ridiculously huge concern on ZCR&$ 9 on Air Operator Certification.
Research Question on how compliance criteria affected¢dsteof AOC holder business and Snippets from
responder transcripts were tabulairegaragraph lisin the study.

5.4 Summarized Finding on CAA Compliance Criteria and Requirements
The study data showedaththere were minimum regulatory requirements to be met by the AOC holder’s
business before being issued an operating certificatech@A&\. The compliance and certification criteria are
usually completed by the operator under supervision of the CAdification Project Manager (CPM) and
this process is subject to processing fees. Certifitatnd regulations criteria of operations, according to 37
responses or 41.1% of respondents, are a huge concemregatlals to applicability of ZCARS Part 9 on Air
Operator Certification. To guarantee safety in the aviatiminless, AOC holders should meet the compliance
obligations and adhere to a uniformly applied set ofdstats for all operators to meet operator minimum
“compliance" requirements.
It is however noted that the minimum requirements seh®yOAA are meant to meet international operations
standards were drafted without less consideratiorreferencefor applicable local Zambian domestic
standards.
The research data analysis showed that Zambia had echb@%® standards on certifying AOCs in ZCARs
Part 9 without fully appreciating the constraints that dria® applying international standards on a domestic
scale. The CAA application of standards from two separateas, The Civil Aviation Act No 7 of 2012and
ZCARs, presents a challenge to the interpretation ef'aett aviation legislation in Zambia. The current AOC
variance for size and complexity of AOC holders has noh mealuated critically, and it is required to
examine the different forms of commercial aircraft apiens in order to divide them into separate portions of
ZCARs requirements.
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The ZCARS should acsa baseline norrfor all AOC holders, administered fairly by the CAA, and should
be a source of guidance, orientation, and inspiration. Memvehe adoption of aviation legislation and
recurrent training requirements has increased the AOCrtokiiging costs, and privately-owned family AOC
holders are heltb a different standard than larger defir®@C holders. Additionally, compliance standards
in Zambia consist of standardized regulations thattators, regardless of the size or complexity of their
operations, should follow.

Figure 3: Compliance Challenges Graph
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Source: Author, (2023)

The research data further revealed that, in 2009 an ICAQigiveasidit had raised significant safety concerns
for the Department of Civil Aviation (DCA) and the Europearidi put Zambian AOC Holders on the list of
banned operators. Since the transformation of the DCAht@CAA in 2012, efforts to improve compliance
have been adopted, such as the passenger safety charge intiod2@E8l The current CAA fees are modest
and payable in Zambian kwacha, but the concern from AQ@Gels is not on the modest fees but rather on
frequency applicable for a variety of these modest fees.

High capital costs for AOCs shall be invested in the A@Giness entity, and compliance is mandatory to
every AOC holder who engagiesaviation operations.

Comparing the FAA (USA) standards in contrast to Zamtaadards, some respondents were concerned
about key compliance with regards to aircraft exports. Pregresessitates that the CAA be more interactive
with the aviation sectasn contentious regulations, to streamline compliance eddae compliance fees.

The researcher noted that foreign ATOs are expected t@ptbneeded aviation training to various operators
in Zambia, but the majority of CAA ATO approval auditg dypically conducted independently for each
AOC holder. This has an effect on the profitability of A@Glders, and the CAA is aware of this and
recognizes the need for a consensus to reduce some anocepdtandards. However, the CAA inspectors have
observed commonality amongst operators in audits, but the @dotednrequirements for individual AOC
holder operations manual may present a different outtolactual operator compliance. Compliance is
largely advantageous since it assists AOC holders irdiagpiegal issues and also protects a company's
credibility. CAA compliance fees are cost prohibitive daidimited operational funds, and the CAA is having
difficulty finding sufficient numbers of approved licensetaff to deal with the fundamental change in
required aviation industry expansion projects.

Additionally, the CAA's position on Zambian AOC holder refeces to the FAA did not negate the ICAO
standard that the FAA's responsibility has been rethoWée CAA s still struggling with numberof
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approved licensing staff that would be needed to handle auitindamental shift of aviation expansion
projects. The CAA's operations canrba sustained without government fundirsp fees are necessaty
make the Authority self-sustaining. Oversight ComplicationsAMOs/Foreign MROSs, high capital costs for
AOCs, CAA License System Restrictive, AOC Variationnstards, and CAA Measures on Standard AOC
complexity all lead to high compliance costs. The ermtg of social media has increased the visibility of
AOC holders' operations and the public's ability to Hblem accountable for their mistakes.
However, there are insufficient pre-requisite standaodsextending expired license for guiding the CAA
inspectors. The CAA needs to free its inspectors freingdliable to extensions which need to be delegated to
aviation experts from the industry.

5.5 Question 3: Direct Aviation Economic Input Factors

“ What is the impact of the current applicable economic inputs that directly affect the aviation industry

operationson selectedAOC holders?”
In response to the question about the economic climagesttily examined the response codes of survey
respondents, who indicated that the aviation industry kpsrienced similar retrogressive inputs from the
country's economic policies for a much longer period of tideging back to the last UNIP years, when
compared to neighboring regions. 28.4% of 95 crucial @oon codes from respondents show a great deal of
worry over all combined aviation economic policies,ilgthl4.7% of survey codes suggest that the price of
aviation fuel is a significant economic barrieithe business costs of AOC holders.
The answer codes indicated that 42.4% of the 95 importai®schad a clear correlation with the country's
current Charges and fuel pricing approach.
Research Question on how the economic input factorgedfélse cost of AOC holder business and Snippets
from responder transcripts were tabuldatedaragraph list in the study.

55 Summarized Findingson Aviation Economic Activities
The 94 response codes used to compile this summary, ar@ysiborates that the variety of existing direct
aviation economic input policies pose a huge challendeetaiation sector such that the existing bottlenecks
have a direct impact on profitability, market share, salds volume. In light of the current state of affaiirs
has become clear that aviation fuel signifibairhpacts aviation profitability.
The study further examined the codes of respondents thiattied the aviation industry has experienced
similar retrogressive inputs from the country's econglizies for a much longer period of time, dating back
at a critical period in the final years of UNIP governmdite effects of aviation economic input challenges
become apparent when compared to aviation economigégsofidopted by the neighboring regions. At least,
28.4% of 95 crucial aviation economic concerns codes fespondents show a great deal of worry over all
combined aviation economic policies, whilst 14.7%ha finalyzed codes suggest that the price of aviation
fuel is a significant economic barrier to the business afs#©C holders.
The answer codes indicate that 42.4% of the 95 importatdschave a clear correlation with the country's
current Charges and fuel pricing approach.
Every AOC holder business today, without any doubt, isviation business for high returns on profit.
However, majority of the time, these companies are artahineet their goals because prohibitive cost factors
like fuel, have volatile price fluctuationim Zambian aviation markets. Consequently, thisrdittle to
differentiate an appreciation on incentives offered by existimgrgment economic policies as the result can
still be seen in increased cost of aviation serviced ss ticket fares and charter rates due to marginal costs
becoming crucial for any AOC holder, and therefore higbingi becomes the easier way to stay competitive
for longer.
The study data on response codes were tabulated to detérowindhe Zambian Aviation Economy inputs
affected the condudf AOC Business. Almost halif the response codes (42,4%) suggested that the
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aforementioned direct aviation economic input obstatiave caused AOC holder businesses to be cost
prohibitive.

The Zambian government based its airport charges, CAAmgessafety levy, and other related charges on
those of other developed countries and major econoameisthe current CAA compliance fees form part of
the basis for fair application.

The local direct aviation economy inputs have generatdddssscomplications due to the sector's extremely
high taxation criteria, such as airport Charges, CAA Chargesgiound handling fees. High fuel prices and
the value-added tax (VAT) th& appliedto some aviation inputs are two additional elements thatribote

to the complexity of operational expenses.

The Zambian government needs to review existing aviatidnypoh investment guidelines for ZDA/CEEC
plans for AOC holders/AMOs/MROs. The government alsasé¢e review direct input policies for aviation
such as strategies on aviation fuel pricing, airport Chaagddevies, CAA compliance fees, State of ATOs,
technical support for aviation industry and in particular AM@yund support services, and aviation IT
systems. There are concerns over product simila@atesmanufacturing costs that do not correspond with
pump prices on the Zambian petroleum market, and the prieg-6f1 aviation fuel and paraffin that should
not vary greatly.

The Energy Regulation Board (ERB) needs to further interrabatericing mechanism on all aircraft fuel
types. The Energy Regulation Board (ERB) should do furtherstigations on the cost of aviation fuel to
determine why pump prices across the world are typiaadiypensive, yet the cost of fuel in Zambia is among
the highesin the world.

However, the CAA and ZACL authorities focused more on méxing higher returns from Charges/levies to
meet their operational needs, rather than maximizimgd returns with a higher volume. This has restuhed

a drop-in air tickets and other flying services offeredtioe Zambian market. Foreign operators that enjoy
economies of scale, taking most of the business &waythe local operator thus making it harder for local
operatorsto competeon the international market. The Zambian government has premtitstimulating
investments in AOCs without fostering the developmenABIOs into fully-fledged MROSs, resulting in
aircraft sector maintenance costs soaring due to inguffimanufacturer certified technological facilities and
insufficient availability of approved equipment and todis.address this, the CAA should work closely with
ZDA/CEEC, AOC holders and the government to create a favieucdimate in which manufacturers may
establish certified technical support facilities.

Zambia is strategically positioned adjacent to eightroftentral, Eastern, and Southern African nations, and
the advantages of the Single African Air Transport Ma(E&AATM) encourage the growth of Lusaka as a
major regional air transportation hub.

The CAA would like to see AMO transitioning into CAMO/MR@sd encourage entrepreneurs to set up
CAMOs/MRO facilities. The aviation industry needis interrogate the local capacity build locally
accessible technology that would reduce the cost of doirsiness in Zambia. The Zambian air transport
domestic market is still a modest market and the mgjofieconomic factors have strangled the income base
of AOC holders. The Yamoussoukro Declaration (YD) providescAfr AOC holders with the ability to
regiser for SAATM advantages, which allow the smaller aviationrket with significant domestic
destinations to operate international feeder passengetgththe designated airports as "Hubs". The YD also
stipulates the use of the hub-and-spoke system for 70 pef@m®drican airline's regional and feeder routes.
This shall lead to a tourist boom and a decreasgiatien prices. All African airline companies should work
togetherto target the 1.3 billion-populatioof the African market by implementing win-win methods &mi

to the Chinese economic policies. The domestic derf@nalviation servicein Zambiais relatively low due

to its small population and small GDP per capita. Thisldds$o lower load factors and higher operator costs,
leadingto reduced numbersf travelling public and few industry players. The governnstrmuld encourage
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private business to offer aviation ground support servicesiloit the ground handling business potential by
providing competitive services.
ZACL had the biggest market share as a service providaviafion ground handling services, but support
services from ground handling providers for operationalliary equipment leave much to be desired. The
maintenance, spares, and shipping needs of the sdatecessitate substantial outflows of foreign exchange,
and most of the required spares and consumables haeeinapbrted. The existing government policy on
aviation spares aims to mitigate the high cost ofitipaits, but it is insignificant to the overall prohibé
maintenance costs. Sustainable aviation fuel is aairfagtor in achieving the industry's climate goals,ibut
requires government involvement. Operating leverage mattedsAOC holders should consider purchasing
fuel-efficient, low-maintenance aircraftpassenger demand increases.

Figure 4: Economic and Policy Challenges
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Older aircraft depreciate less annually than newer dngglder aircraft cost more to fly if passenger demand
drops and flights are curtailed. The age of existing avidteet is a major concern, and it is up to individual
AOC holders to modernize their fleet. To reduce carbors®aris, organizations such as CORSAIR have set
targets to achieve Carbon neutrality by 2050. AOC holderseaceuragedo take partin Long Term
Aspiration Goals (LTAG) andto monitor aviation advancemenin a worldwide platform. Airport
infrastructure improvements are also important.
Government developmental projects such as airport infrasteuenltancement and economic regulation of
aviation are potential growth markets for AOC holders.ificrease their domestic outreach, AOC holders
should consider existing government interventions and inigsitisuch as the Public Private Dialogue Forum
(PPDF) and dialogue with stake holders. Airport Charges caedasigned upon operator request to engage
with ZACL.

5.6 Question 4: Training Delivery

“How are the selecteAOC holders managing trainingpsts?” and“What are the existing gape local
aviation training?”’

WWw.ijrp.org



Emmanuel Jinyunga Kalombe / International Journal of Research Publications (1JRP.ORG) @ IJ RP.ORG

ISSN: 2708-3578 (Online)

651

The research analyzed data on to the fourth question respagseding training challenges faced by AOC
holders. The study notably analyzed 68 response codes iaal dat the research results, and the survey
confirmed that nearly half of the response criteria (45.6&dhe codes indicate concerns about how the local
ATOs lack of training capacity has contributed to fanetgitsourced training which has negatively impacted
AOC holder forex outflows. The lack of capacity had disrdptee efficiency of the entire AOC holder
operational outlook on aviator availability. Neverths|est.7% of the 68 answer codes showed that there was
both CAA and AOC response concerns acknowledging that the Ad€@s lacked acceptable capacity to
conduct critical aviation training.
Response codes and Snippets from responder transcriptsrécamallenges were tabulated in the study data
analysisasparagraphs of codes.

5.6.1 Training Requirementsvs Cost of Business (21)
The study data revealed that AOC holders and other ilydiedited companies had a challenge in meeting
training requirements due inadequate aviation skills training facilitissZambia.
The existing ATOs lack the capacity and training equipmemessaryto meet the minimumAOC
certification training standards for both the existingireé fleet and the AOC set up, and a significant
proportionof the training requirementsf AOC holdersis usually subcontractetb organizations baseid
other countries. Nonetheless, the CAA had developemhitsinspectorate capable of certifying ATOs through
the implementation of certain procedures. The CAA vageeful that the approval for Soft Skills training shall
eventually be granted, as evidenced by the fact that AT@@e developed adequate the global Covid19
pandemic has caused a shortage of training facilitiesapptbved instructors in Zambia. Proflight Zambia
was granted permission to train its own staff who mesgtructor credentials as Soft Skills trainers, but the
development has a minimal impact on decreasing a patitine expenses associated with operator training.
The Zambia Air Services Training Institute (ZASTI) omlffered a limited numbeof aviation courses and
had insufficient numbeof trainers with the necessary qualificatida$each somef these essential courses.

5.7 Summarized Finding on Training Delivery
The ATO facilities in the country are lacking in magtihe standards and the necessary equipment in order to
fulfil the AOC holder training requirements, so AOC holdensstrinvest a significant amount of money in
order to guarantee availability of training.
Additionally, technical personnel rated on certain aitanaeéd specialized training abroad, and the scarcity of
recognized training centers for each aircraft type incthentry is a barrier to that goal. The CAA has made
reasonable changes to the requirements that must be nutabyAIrOs in order to provide certain kinds of
aviation training like soft skills training, certificaticequirementsor installationof raining equipment such
asFSTDs, which are statf-the-art flight crew training.
The study data revealed that AOC holders and other indested companies have a challenge in meeting
training requirements due inadequate aviation skills training facilitias Zambia. The existing ATOs lack
the capacity and training equipment necessary to meaninimum AOC certification training standards for
both the existing airline fleet and the AOC set up, andifgiant proportion of the training requirements of
AOC holders is usually subcontracted to organizatiosed@n other countries. The CAA has developed its
own inspectorate capable of certifying ATOs through thplémentation of certain procedures. The CAA is
hopeful that the approval for Soft Skills training shalkmtually be granted, as evidenced by the fact that
ATOs have developed adequate capacity. However, during thal glalvid19 pandemic lockdowns, there
were not enough training facilities and approvedrutsors.
The study data also showed that Proflight Zambia weently granted permission to train its own staff who
meet instructor credentialas Soft Skills trainers although the development has ainmainimpact on
decreasing a portion of the expenses associated with apeating. The Zambia Air services Training
Institute (ZAST]I) only offers a limited number of aviatioourses and has insufficient number of trainers with
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the necessary qualifications to teach some of thesengal courses. The ATO facilities in the country ar
lacking in meeting the standards and the necessary equipmender to fulfil the AOC holder training
requirements, so AOC holders shall invest a signifieambunt of money in order to guarantee availability of
training. The details in this study indicate AOC holderllehges are usually on the high costs of aviation
training for AOC holders in Zambia. The foregoing indisatest prohibitive nature of business costs such as
fees, tuition, materials, technology, licensing, trase;lommodation, per diem, meals, and other incidentals,
and the outflow of foreign currency to meet the esseA@C holder training requirements. Additionally,
technical personnel rated on certain aircraft need spesatraining abroad, and the scarcity of recognized
training centers for each aircraft type in the courstiy barrierto that goal.
The CAA had made reasonable changes to the requirementshtiabe met by local ATOs in ordéo
provide certain kinds of aviation training like soft skillaining, certification requirements for installation of
raining equipment such as FSTDs, which are sihthe-art flight crew training devices that can replicate
virtually any flight and environment conditions. The £4s responsible for approving these devices whether
it is located in Zambia or abroad, so that the traisioguired meets the Zambian aviation licensing standards.
Zambia has no civil aviation industry approved synthéiight training devices or simulators from which
required aircrew training and recurrent training can be sdurthis has resulted in high training costs for
AOC Holders. Thereis an immediate needo distinguish between international training standards and
outsourced training for large/complex aircraft over 5700kgsanaller aircraft under 5700 kg.
The government had recognized gaps in aviation training deliwethhas directed ZASTI to be recapitalized
and revived to meet international standards. ATOs shaégjriate aviation training modules to academic
programs at universities. ZASTI primarily offers foundatil courses but does not offer complex aircraft
ratings or aviation degree programs. The guidance stanfiard®\STI shall be drawn from affiliation with
ICAO Train Air and local university associated programs

5.8 Question 5: Technical Requirements

“How do the existing local aviation technical support and infrastructure affect the selected AOC holder

costs?”
The research data on the impact of technical support requiteme the operations of AOC holders revealed
that both the AOC holders and the CAA were extremely gomceabout the high cost of maintenance. It is
regrettable that the majority of AMOs are restrictgohnefacilities with limited authority to meet certifiton
requirements for MROs. This should be addressed and alsectgnized that compliance and certification
standards to be met by AMOs may be complex and genamaibdeems with actual question as to why the
aviation industry has fallen behind with regatmsanufacturer accreditation.
Question 5 was coded as:

5.8.1 Management Resour ce vs Cost of Business (21 Responders)
Research Question on how the available technical supffecteal the cost of AOC holder business and
Snippets from responder transcripts on technical supporttalsutatedn paragraph list in the study.

5.9 Summarized Finding on Technical Requirements
The research datan the impacbf technical support requiremerds the operationsf AOC holders revealed
that both theAOC holders and the CAA are extremely concerned about gedaist of maintenance.
This research study data reveals that a tdeckanufacturer-approved repair facilities laasffecton the cost
of technical assistance likely to continue being exorbfamAOC holders. This issue is exacerbated by the
The absence of accreditation and authorizatiaepair manufacturer-restricted componeatsyell as
inadequate technology for specialized component diagnastidsrepair. The lackf infrastructure,
inadequate training, non-prioritized safety equipnfenttechnical assistance, and poorly performing
structures that allow maintenance has proven costlgiforaft operators. The Civil Aviation Authority
(CAA) has noticed that the majoriof aviation maintenance organizations have somedf/fareign
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affiliation, which may be one of the primary causesigihg maintenance compliance costs. Zambia Airways,
the first national airline that is no longer in operatiman important historical landmark that should be
remembered and studied.
The foregoing is as result of data indicating that Zamitiiavays (In-Liquidation) maintenance department
was a top-notch facility for repairing and maintainingeraift, and it offered third-party maintenance to other
airlines before it went into liquidation. However, thaésea lack of modern technical tools and support
equipment needed to service a variety of complex aviatidustry aircraft and equipment making the local
aviation industry operations cost prohibitive and expensMRO certification from an aircraft technical
manufactureris essentialfor reducing maintenance cosits the aviation sector. Insteanf investingin
infrastructure development in Zambia, AOC Holders and AM¢pically outsource these services to other
countries, leading to a loss of foreign exchange, underminéngdbnomic growth of Zambia, AMOSs rely on
technical assistance from abroad, which escalatesojerational costs.
Airport authorities do not have a plan to enhance thebeumf maintenance facilities near airport terminals,
and existing participants are unable to create the siégumaintenance facilities. Potential investorsfaced
with a significant maintenance deficit, which could regulhigh operating costs due to the use of external
maintenance facilities sourced primarily from abrodtie Zambian government should puat place a
deliberate policyto include aircraft maintenance facilities at ALL airpois Zambia or give good and
conducive incentives to investors wishing to constaircraft maintenance facilities. The Zambian AOC pays
exorbitantly for outsourced industry technical support functibns,the government funded national airline
may be opening for the transition and construction of istipated AMO facilities. The existing government
entrepreneur policies have not fostered an environnient gromotes AMO entrepreneurship, which has
hindered the growth of AMOs and MROs.
The CAA maintenance license certifications are onlyreffeonce a year, creating a challenge for certification
or licensing of maintenance engineers, whigh detrimentalto the developmenbf the local aircraft
engineering work force. The CAA's support for aircraft ntenance license certification or licensing of
maintenance engineers is challenged due to the so@edigducation policy, which focused on job seekers
rather than innovation and entrepreneurship. Most techsicad engineers want to work for a company
rather than establish a company, making it difficulttf@ CAA to serve its purpose. It is regrettable that th
majority of AMOs are restricted repair facilities wilimited authority to meet certification requiremefus
MROs. This should be addressed and be recognized thatiaooe and certification standards to be met by
AMOs may be complex and generate problems with actiestipns as to why the aviation industry has fallen
behind with regard manufacturer accreditation.

5.10 Overall Research Data Analysisand Results
The success or failure of a company that holds an per@or Certificate (AOC) depends on national
aviation policies. Strong government aviation policiesréase the economic opportunities of AOC holders,
while weak aviation policies result in a restrictivasimness environment. The study's results show how
important it is to reevaluate the amount of political atities required to transform the aviation industry's
problematic growth trajectory into a healthy sector%698greed that the country had sufficient manpower
resource base to maintain essential AOC Managemeht idtadt local managers do not have the academic
credentials that are regarded essential even in fietdpletely unrelated to aviation business.
The country, through the CAA, shall maintaits commitmentto the large pool of aviation resource
professionals so that these individuals may continwariy out the crucial tasks associated with critical AOC
management. Zambian universities need to start offering ®iétion Management programs immediately.
The country is severely lacking in qualified local &g technocrats, the vast majority of whom do not hold
university degrees or equivalent. In order to hire more péoplambia who are qualified managers and have
the necessarfxOC abilities, it is necessaryo standardize the requiremeifits hiring people with AOCs. The
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increasing complexity of aviation regulations has a megampact on the commercial efficiency of AOC
holders.
The CAA's interpretationof relevant aviation legislationn Zambia is complicated by the fact that
requirements from two different sources, the Civil Aviatiuthority Act no 7 of 2012 and ZCARs, must be
applied. Some commonly accepted CAA procedures may obstieadt doonomic growth if the authority
considers the implementation of scalability auditdéoa hindrance. The Zambian government should be
accepting that the AOC holder firm faces a variety oflehges. Companies in the present day are struggling
to keep their operations running smoothly. Rising pricegtofuel are a primary factor in the high cost of
airline tickets.
AOC holders must create policies that encourage collabaratid hard work from all employe#sthey are
to stay up with the dynamic demands of the modern busines®renent. The Zambian Civil Aviation
Authority (CAA) has been asked to help with research ittevreative revenue streams to the current system
of collecting compliance fees. The study found that in ordeericourage residents to participate in the
industry, the Zambian government should review fundamentakeoos within its policies on innovation and
entrepreneurship. It is important for local AOCs to takigantage of the Yamoussoukro Declaration, which
states that 13 out of 35 African countries are readyhferSingle African Air Transport Market (SAATM).
The inability to adequately staff flights has negativeipacted AOCs' overall operating efficiency.
Foreign outsourced training has had a negative effect on A@K dutflows. Long-Term Aspirational Goals
(LTAG) are advocated for AOC holders since they provide dppities for current operators to expand and
experiment. Businesses concerned about the implactisruptive and innovative technologies their
operations, systems, and employees should adopt a chamggement strategy. The Zambian Approved
Training Organizations (ATOs) should acquire FAA-approvedtieetic flight training devices or simulators
so that initial and ongoing aircrew training can be conduaietbiintry. Due to a dearth of government-
sanctioned training facilities, the price of educafamAOC holderss quite high.
There is an immediate need to develop ATO courses thantagrated into certain academic majors at
universities. The study finds that the control of tecAihdmd maintenance expenses is dependent on the level
of capacityof the local Aviation Maintenance Organization (AM@)"the more the investment, the greater
the possibilities of success for the Air Operator licdndder". The study recommends that AMOs should be
fully integrated as locally dependent organizations to stagidiorcertification of AMOs, which is a major
factor in rising compliance costs f&kOC holders. The Zambian government must offer commergpitibres
to arrange finance for the acquisition of the necessatifie® equipment and tools. The aviation industry
should look into the country's potential to develop Igcaticessible technologies.
If the CAA is doing its job well, the AOC holder shalefeconfident about dealing with concerns related to
regulations, training, and compliance costs. The studytlkon has taken notef the suggestion that a
knowledge of aviation be a requirementfor top government aviation positions. Univéystegrees are
typically the only criterion for employment with littldtantion paid to prior experience or education in the
aviation business. After answering the five questioom fthe 21 responders, the researcher concluded that the
identified 5 key distinct problematic areas in the asmtindustry make up the greatest concerns on AOC
holder challenges are as tabulaitethe research questions and responses.

The challengesf the AOC holdersin Zambia are listed as follows: -

1) Key AOC Management Specialty insufficiently applied.

2) RestrictiveAOC Variation Compliance requirements,

3) Existing Economic Policies require robust incentivizati

4) Lack of appropriate and Approved Training Facilities,

6) Lackof MROs.
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The research data showed that the above list as a catipliarea that exists in the Zambian aviation
industry.
The research data also deduces two (02) preferred methoasesfeu resolution channels within the aviation
industry for AOC holderasfollows: -

1) The business managers behind the AOC feel confidenthtba@AA would assist in addressing the

concerns on legislation, certification, training, antp@xation criteria and regulatory costs in the most

effective way possible to encourage business continuity.

2) The AOC holders also appreciate recognition from the governrefiiort in formulating new

enhanced and focused policies targeting aviation develupmets political manifesto as the frontline

leader taking up the initiative to specifically solve testrictive economic policies on required operational

inputs and essential technological facilitations that hzegatively affected aviation growth from 1994

problems that have since extended into the preserstilagffecting existing commercial aviation sector.
According to the study data, the aviation industry is atlyelealing with the fallout from the proliferation of
alternative modes of ground transportation. In addition to thiss been observed that the high-ticket ai& fa
has a significant negative effemt the overall performanaef the aviation and the tourism sector.
In Chapter 6, conclusions and Recommendations were didcaigsenarized in the paragraphs that follow.
below.

6.0 RECOMMENDATIONS

6.1 TheAuviation Palitical Support
The research found that for the country to thrive, thegowent should adopt economic growth policies that
determine air operator license holders' operational critBriakenneth David Kaunda, the first Republican
President, merged UNIP aviation strategies into governmdotgsowhilst Dr. Fredrick Jacob Titus Chiluba's
MMD administration modified aviation rules and closed Zambirways (In-Liquidation) before the auditor
could release a complete audit report on the compargétsadhe AOC holder's aviation business thrived
from 1964 to 1994, when the new government policies causediaediét continues currently, according to
the study. Thus, political actions are needed to turn\teien industry's difficult growth trajectory into an
economically viable sector that takes use of Zamliéa'd-linked geographic position. The Civil Aviation
Authority Act No. 7 of 2012 defines an aviator as an AOQagament team member who may manage Air
Operator Certificate holders and other aviatidated organizations. Most government aviation technocrats
are neither pilots nor aircraft engineers; they gaikeowledge about aviation on the job training. Potential
staff members need to consider the Ministry of Trartspoareers, which are crucial to civil aviation growth
while asking qualifying modifications. The aviation backgrd of the Permanent Secretary (not a pre-
requisite but knowledge of the sector could be an advanthge)ransport Director, the Assistant Director
for Aviation and Water Transportation, the Principaiaon Officer, the Director of the Aircraft Accident
Investigation Board, members of committees that ovengatian policy, and appointed aviation consultants
should be considered when choosing a government appointeelrahsport Ministers normally assist the
Executive on aviation affairs. Politicsdetermine the appointment of TranspoMlinister
but the Zambia government needs to select aviation dechits to advise the Minister and Executive on
aviation policy to preserve the status quo. These poteytieernment experts should be sourced from the
CAA, AAIB, aviation companies, and aviation expertise in au&lo service, marketing, flight logistics,
aircraft maintenance, and operations. The investigagoommended that the government required aviation
technocrats in order to make robust aviation policy doutiidns without relying on a single expert such as the
DG CAA only who at present has little opposition wittgards equivalent officers to challenge misguided
advice.
From the above main theory, the researcher has ewdltee exists five-sub guiding theorems for overall
success for the Air Operator Certificate holder busingdsliaws: -
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6.2 Management Capacity

In The researcher has created a set of codes for epamsescriterion and found that 90% of the 21 people
surveyed believe the nation has enough resources to skppdOC Management personnel. The study also
has found that the essential AOC management approval esnvith ZCARs Part 9, which establishes the
minimal requirements or non-compromised setup in comm@iavith the ICAO regulations for AOC holders.
The researcher has evaluated the data results of thieidadviation main guiding theory for Air Operator
Certificate holder success and the theory of political suppdich suggests that key management expertise,
aviation knowledge, and corporate ethics are factors mOperator certificate holder capacity for success or
failure of the operator business decisions. The thatsy suggests that the Ministry of Transport should
establish a Department of Aviation under the DirectoM@nsport to help with the disparity in aviators.
Lastly, there is no specific AOC internal competency thatersedes the CAA vetting requirements for
qualifying a key manager.

Following the liquidation of Zambia, Airways in 1994, tbalk of ex-Zambia Airways employees were
compelled to seek jobs abroad, with some having difficultyuigng qualified AOC managers suited to their
operational context. Zambia needs to review its educgidticy to include the component of Civil Aviation
Management courses, streamline employment criterid@€ holders, and have a deliberate polimy
acceptable CEO credentials. The majority of eligible lleggation technocrats in the country do not possess
degreesor similar academic qualifications, and the majority ofalbc hired managers have lacked the
Aviation equivalent of academic management qualificationselewvant university qualification required for
effective implementation of complex business strategy, salsitind financial decisions. Zambia has adopted
ICAO standards that are designed to apply to internatiomai@v operations without fully appreciating the
constraints that arise from applying international standanda domestic scale. The Zambian government
must embrace the fact that tAROC holder business has a wide ranf§problems and obstacles.

It is encouraged to conduct a thorough investigation on thiegriciterion of aviation fuel as this has caused
some long-haul airlines considering refueling outsidarbia or carrying adequate return fuel to avoid
picking up fuel from Zambia. The Zambian government should weri@jor issues to encourage citizens to
invest in the aviation industry and take advantage ofYthmoussoukro Declaration (YD) to strengthen
Lusaka's Kenneth Kaunda International Airport. The Zami#ianServices Training Institute (ZASTI) is
encouraging AOCs holders to take part in the Long-TespirAtion Goals (LTAG) to help existing operators
grow and become innovative. The CAA is also encouragguiadde requisite Soft Skills training to AOC
holders, which should help in avoiding the outsourcing oftyipie of training to foreign firms. There is a need
to build ATO courses integrated with and incorporated specific university academic programs, as well as
design courses that are aligned and imbedded within seldoteersity Academic programs.

The Minister of Transport has directed that ZASTI beapéalized and revived to meet international
standards, and the CAA should provide leaderghipleliberationsto bring in governmentassistanceto
refocus policies that shall ensure that internal initiatareincreasing capacity of loc&lMOs. The majority
of Aircraft Maintenance Organizations (AMOs) should béyfultegrated as locally dependent organizations
to resolve concerns about the dearth of approved techfaicédities. The Zimbabwe government should
maintain a historical perspective of past aviation #ws/and reflect on the successes of the defunct@irlin
Zambia Airways (In Liquidation) aircraft. The aviationce® in Zambia is facing a lack of maintenance,
repair, and overhaubf MRO facilities, whichis a concern amondOC holders and investors. The
government should take a leading role in addressing regulatiaimsng and compliance complications,
certification complexities, and other issuegpromote business continuity.
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To ensure business continuity, the government should ueikiskngAMOs without restrictionn ability to
decrease coster Aviation maintenance and emphasize encouraging investmdrdth AOCs and Amos.
6.3 Conclusion
The researcher deduced that &@C holdersmay be assisted resolve the issues raisethis research by
either of the below routes: -
1)The AOC holders may review the challenges with the @&dng a leading role in addressing the issues
on regulations, training and compliance complicationdification complexities in the most efficient way
to promote business continuity.
2)The AOC holder may equally prefer that the Government takes a leading iroladdressing the
prohibitive government and economic policies, airport andt@vi Charges, levies as well as critical
technical facilitations that affect the conduct of basm
The aviation industryis reportedly facing the consequenced increased substitute ground
transportation optionsln addition, it has been seen that the businesdarmpance is substantially
not improvingasa result of the high-ticket pricing.
The researcher has noted the recommendation that thg pelievised to include a background in aviation as
a prerequisite for critical government aviation decigosts.
In the majority of situations, hiring policies emphasizdy university degrees as a prerequisite, with little
focus on aviation industry expertise or background. Nostatiding the aforementioned, most key policy
technocrats responsible for making aviation policy dioectit government leveimay have no aviation
industry background or equivalent aviation qualification eteugh the non-aviator technocrats may sit as
policy formulators following appointments and secondmémis their previous and unrelated non-aviation
industrial disciplines.
This research hopes to drive Zamb#&@C holders to "Be a Business, NotBusiness.
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