NEW ZEALAND RESPONSE

REVIEW OF IMPLEMENTATION OF EIGHT RECOMMENDATIONS FOR MORE COMPETETIVE AIR SERVICES

RECOMMENDATION 8: MARKET ACCESS
Capacity

1.
Please outline your capacity regime and indicate whether your economy has removed or progressively eased capacity restrictions through the bilateral air services arrangements with other APEC economies.

New Zealand’s policy is to have completely open capacity arrangements.  This has been achieved with some APEC partners, but the majority of New Zealand’s capacity arrangements with APEC partners remain constrained to a greater or lesser degree. 

Open capacity gives airlines planning certainty as well as enabling them to quickly introduce additional capacity when needed.  Moreover, open capacity is consistent with the free trade commitments agreed in the 1994 Bogor Declaration of Common Resolve. 

Other means of providing for capacity growth, such as negotiating for every increment, can be time consuming and act as a brake on the development of trade, tourism and people to people links.  They also create uncertainty for airlines, which need to be able to plan for the long-term particularly when considering aircraft purchases.

Australia

Open 3rd/4th freedom capacity, and open capacity for services within Australia. Beyond capacity is limited to the equivalent of up to 12 B747 services per week.  

Negotiations on an “open skies” agreement are in the process of being scheduled.

Brunei Darussalam

Open capacity.  An “open skies” agreement was signed in 1999, replacing previous arrangements in which capacity was restricted.  No airlines are operating.

Canada

There are no restrictions on code-share capacity, although there are on routes, but own-aircraft services are limited to four services per week for the designated airlines of each side. 




Chile

There are no capacity restrictions, although there are on routes, under both the current agreement and a replacement agreement, signed in 1998 but not yet in force. 

China

There are restrictions on the number of frequencies that may be operated by the designated airline of each side.

China Taipei

Air services between New Zealand and China Taipei are carried on pursuant to the Agreement on Air Links between the Civil Aeronautics Administration, Ministry of Transportation and Communications in Taipei and the New Zealand Commerce and Industry Office.  There are restrictions on the number of own-aircraft frequencies that may be operated by the designated airlines of each side, but not on code-share services.

Hong Kong, China

There is a limit on the number of seats per week that may be operated by the designated airlines of each side.

Indonesia

There is a limit on the number of seats that may be operated each week by the designated airlines of each side.  The move from an aircraft capacity limit to a seat capacity limit was negotiated in August 1999, to allow for the introduction of a new aircraft type by one of the designated airlines.  

Japan

Restricted capacity.  Additional capacity has been negotiated on an as required basis and following agreement between the designated airlines. 

Korea

There is a restriction on the capacity that may be operated by the designated airlines of each side.  

Malaysia

Open capacity.  An “open skies” agreement was signed in 1998, replacing previous arrangements in which capacity was restricted.




Mexico

Open capacity.  The exercise of 5th freedom rights is, however, subject to consultation between the aeronautical authorities. 

Papua New Guinea

There is a restriction on the number of frequencies that may be operated by the designated airlines of each side.  No airlines are operating or planning to operate. 

Peru

Open capacity.  This is a first time ASA, negotiated in November 1999.  It is in provisional effect but has yet to be signed.

Philippines

New Zealand has not completed negotiating an air services agreement with the Philippines. Capacity arrangements have yet to be determined.

Russian Federation

Restricted number of frequencies.  No airlines are operating or planning to operate.

Singapore

Open capacity.  An “open skies” agreement was signed in 1997, replacing previous arrangements in which capacity was restricted.

Thailand

Open 3rd/4th freedom capacity.  There is a cap on the amount of 5th freedom capacity that can be offered by the designated airlines of each side. 

United States of America

Open capacity.  

Vietnam

New Zealand has not completed negotiating an air services agreement with Vietnam. Capacity arrangements have yet to be determined.

2.
In addition to the above, please set out any other aspects in your economy’s experience in removing or progressively easing capacity restrictions that you would wish to share with other APEC economies?

In some of New Zealand’s air services arrangements with APEC partners, capacity has been tied to particular aircraft types.  This has created difficulties and, on occasion, the need for urgent negotiations, when a bilateral partner has wanted to introduce an aircraft type, such as the B777 or A330, that is not provided for.  

3.
Please indicate any further steps to liberalise capacity restrictions that your economy would like to propose with likely timeframe for implementation, taking into account all relevant factors including any that have emerged from the “think pieces” prepared by some economies and distributed at TPT-WG 17.

New Zealand is one of five APEC economies engaged in exploring the development of a plurilateral “open skies” air services agreement.  The conclusion of such an agreement, and the accession of additional economies, could assist in the removal of capacity restrictions within APEC, preferably well in advance of the 2010/2020 target dates.  

4.
Please state your view, if any, on whether APEC might co-operate with other multilateral fora or regional associations on liberalising capacity restrictions.

This year a mandated review of the Annex on Air Transport Services of the General Agreement on Trade in Services is underway within the World Trade Organisation. New Zealand has been advocating that the review be broad in scope and explore options to expand the coverage of the Annex, including the possibility of incorporating “hard rights.  Expansion of the coverage of “soft rights” (currently limited to computer reservation systems, sale and marketing of airline services, and aircraft repair and maintenance), to include such matters as ground handling and general aviation services is also likely to be pursued.  New Zealand believes there could be an opportunity for APEC and the GATS to share ideas on, inter alia, measures to liberalise capacity restrictions.

There may also be an opportunity to co-operate with the OECD, which is currently focussing on the liberalisation of air cargo services.  One of its initiatives is the drafting of a plurilateral treaty covering air cargo.  Signatories would remove constraints on the carriage of air cargo without prejudice to the restraints they may have on passenger services.  

5.
Please provide any additional “think pieces” relating to liberalisation of capacity that your economy has developed on its own or in conjunction with other APEC economies.

None available.

Route and Traffic Rights

1.
Please outline the 3rd and 4th Freedom route and traffic restrictions, if any, your economy places on other APEC economies and indicate whether your economy has removed or progressively eased these restrictions through the bilateral air services arrangements with these APEC economies.

New Zealand’s policy is to have completely open capacity arrangements, together with traffic rights 1 through 8.  Open 3rd and 4th freedom route and traffic rights have been achieved with some APEC partners, but remain constrained to a greater or lesser degree in the majority of New Zealand’s arrangements with APEC partners. 

Unrestricted traffic rights enable airlines to provide the services that traders and travellers want.  Dual destination tourism is one example.  A significant number of visitors from North America, Asia and Europe combine New Zealand and Australia in the same journey.  Traffic rights arrangements agreed between New Zealand and Australia allow their airlines to compete in offering travellers this itinerary.  Air New Zealand, for example, can carry a passenger over a Los Angeles - Auckland - Sydney - Los Angeles routing.  Qantas can similarly provide a Los Angeles - Sydney - Auckland - Los Angeles routing.

Physical distance, and the seasonal nature of some routes, can make 5th freedom rights essential.  Services between New Zealand and Europe cannot be operated non-stop for example.  If passengers wish to disembark and contribute to the tourism industry of the intermediate stop, the airline should be able to compensate by uplifting 5th freedom traffic to fill the vacated seats. 

Developmental routes may not be viable if solely reliant on 3rd/4th freedom traffic. 

An agreement that provides for 3rd/4th freedom traffic, particularly on an unrestricted basis, would be unbalanced if one partner enjoyed greater 6th freedom opportunities.

Dedicated freight services have quite different dynamics from passenger services. There may not be sufficient freight for an aircraft to operate over an A to B and back to A routing.  To gain sufficient freight, a circular routing involving a number of countries may be the only viable option.

It is for reasons such as the above that New Zealand advocates unrestricted traffic rights.

New Zealand is prepared to exchange 8th freedom rights on a reciprocal basis, and has done so with Australia, Brunei Darussalam and Ireland.

New Zealand also permits 9th freedom cabotage, which we regard as a foreign investment matter rather than one involving traffic rights.  Until recently, New Zealand’s second domestic carrier, Ansett New Zealand, was 100% United States owned.  

Australia

There are no restrictions on 3rd/4th freedom route and traffic rights.

Brunei Darussalam

There are no restrictions on 3rd/4th freedom route and traffic rights.  An “open skies” agreement was signed in 1999, replacing previous arrangements in which 3rd/4th freedom route rights were restricted.




Canada

There are no 3rd/4th freedom rights restrictions for code-share services.  For own-aircraft services, destination points are limited for each side.  There are no 3rd/4th freedom traffic rights restrictions within the overall capacity limits.

Chile

The agreement in force includes restrictions on 3rd/4th freedom route rights.  A new agreement, signed in 1998 but not yet in force, removes these restrictions.

China

Destination points are limited for each side.  There are no 3rd/4th freedom traffic rights restrictions within the overall capacity limits.

China Taipei

Air services between New Zealand and China Taipei are carried on pursuant to the Agreement on Air Links between the Civil Aeronautics Administration, Ministry of Transportation and Communications in Taipei and the New Zealand Commerce and Industry Office.  There are no restrictions on 3rd/4th freedom route and traffic rights within the overall capacity limits.

Hong Kong, China

There are no restrictions on 3rd/4th freedom route and traffic rights within the overall capacity limits.

Indonesia

Destination points are limited for each side.  There are no 3rd/4th freedom traffic rights restrictions within the overall capacity limits.

Japan

Destination points are limited for each side.  There are no 3rd/4th freedom traffic rights restrictions, but New Zealand’s capacity is divided among the specified destination points.

Korea

Destination points are limited for each side.  There are no 3rd/4th freedom traffic rights restrictions within the overall capacity limits.




Malaysia

There are no restrictions on 3rd/4th freedom route and traffic rights.  An “open skies” agreement was signed in 1998, replacing previous arrangements in which 3rd/4th freedom route rights were restricted.

Mexico

There are no restrictions on 3rd/4th freedom route and traffic rights.

Papua New Guinea

Restricted route rights – only one destination point for each side.  No restrictions on 3rd/4th freedom traffic rights within the overall capacity limits.  No airlines are operating or planning to operate.

Peru

There are no restrictions on 3rd/4th freedom route and traffic rights.  This is a first time ASA, negotiated in November 1998.  It is in provisional effect but has yet to be signed.

Philippines

New Zealand has not completed negotiating an air services agreement with the Philippines. The route schedule and traffic rights have yet to be determined.

Russian Federation

Restricted route rights – only two destination points in the Russian Federation for New Zealand designated airlines and three destination points in New Zealand for Russian designated airlines.  No restrictions on 3rd/4th freedom traffic rights within the overall capacity limits.  No airlines are operating or planning to operate.

Singapore

There are no restrictions on 3rd/4th freedom route and traffic rights.  An “open skies” agreement was signed in 1997, replacing previous arrangements in which 3rd/4th freedom route rights were restricted.

Thailand

There are no restrictions on 3rd/4th freedom route and traffic rights.

United States of America
There are no restrictions on 3rd/4th freedom route and traffic rights.  An “open skies” agreement was signed in 1997, replacing previous arrangements in which 3rd/4th freedom route rights were restricted.

Vietnam

New Zealand has not completed negotiating an air services agreement with Vietnam. The route schedule and traffic rights have yet to be determined.

2.
Please outline the 5th Freedom route and traffic rights restrictions, to and from points intermediate to and beyond your territory, if any, your economy places on other APEC economies and indicate whether your economy has removed or progressively eased these restrictions through the bilateral air services arrangements with other APEC economies.

New Zealand’s policy is to have a completely open route schedule, together with traffic rights 1 through 8.  Open 5th freedom route and traffic rights have been achieved with some APEC partners, but remain constrained to a greater or lesser degree in the majority of New Zealand’s arrangements with APEC partners.

Australia

There are restrictions on the number of beyond points available to the designated airlines of each side.  There are no 5th freedom traffic rights restrictions but capacity on beyond services is limited to 12 B747 equivalents per week.

Brunei Darussalam

There are no restrictions on 5th freedom route and traffic rights.  An “open skies” agreement was signed in 1999, replacing previous arrangements in which 5th freedom route rights were restricted.

Canada

For code-share services, there are open intermediate and beyond points, but traffic rights are restricted to specified points.  New Zealand airlines are prohibited from offering online connecting services between points in Canada and points in Australia via points in California.  For own-aircraft services, there are only limited intermediate points.  Beyond points are to be agreed.  There are 5th freedom traffic rights restrictions attaching to New Zealand airlines’ access to Toronto.

Chile

The agreement in force has limited intermediate points and no beyond points.  A new agreement, signed in 1998 but not yet in force, has an open route schedule, but the exercise of 5th freedom traffic rights is to be determined by both aeronautical authorities.

China

Intermediate points are limited for both sides and there are no beyond points available.  There is a limit on the amount of 5th freedom traffic that may be carried when the designated airlines of both sides operate through the same intermediate point(s).

China Taipei
Air services between New Zealand and China Taipei are carried on pursuant to the Agreement on Air Links between the Civil Aeronautics Administration, Ministry of Transportation and Communications in Taipei and the New Zealand Commerce and Industry Office.  This provides for open intermediate points, but only one beyond point for each side.  There are no 5th freedom traffic rights restrictions within the overall capacity limits.

Hong Kong, China

There are restrictions on 5th freedom points and traffic rights.

Indonesia

Intermediate points and beyond points are limited for both sides.  There are no restrictions on 5th freedom traffic rights within the overall capacity limits.

Japan

Intermediate points are limited for both sides and there are no beyond points available.  5th freedom traffic rights are restricted.

Korea

Intermediate points are limited for both sides and there are no beyond points available.  There are no 5th freedom traffic rights restrictions within the overall capacity limits.

Malaysia

There are no restrictions on 5th freedom route and traffic rights.  An “open skies” agreement was signed in 1998, replacing previous arrangements in which 5th freedom route rights were restricted.

Mexico

The exercise of 5th freedom rights is subject to consultation between the aeronautical authorities.  No 5th freedom rights are being utilised.

Papua New Guinea

Restricted 5th freedom route rights – there are no intermediate points for either side and beyond points are limited.  There are no traffic rights restrictions within the overall capacity limits.  No airlines are operating or planning to operate.




Peru

There are no restrictions on 5th freedom route and traffic rights.  This is a first time ASA, negotiated in November 1998.  It is in provisional effect but has yet to be signed.

Philippines

New Zealand has not completed negotiating an air services agreement with the Philippines.  The route schedule and traffic rights have yet to be determined.

Russian Federation

Restricted 5th freedom route rights – intermediate points and beyond points are limited for both sides.  Operations along the trans-Siberian route are to be performed in accordance with a special arrangement between the aeronautical authorities.  The exercise of 5th freedom traffic rights is to be subject to a special arrangement between the aeronautical authorities.  No airlines are operating or planning to operate.

Singapore

There are no restrictions on 5th freedom route and traffic rights.  An “open skies” agreement was signed in 1997, replacing previous arrangements in which 5th freedom route rights were restricted.

Thailand

There are no restrictions on 5th freedom route and traffic rights.  Agreement at air services negotiations in 1999 removed previous 5th freedom restrictions that existed in respect of beyond points. 

United States of America

There are no restrictions on 5th freedom route and traffic rights.  An “open skies” agreement was signed in 1997, replacing previous arrangements in which 5th freedom route rights were restricted.

Vietnam

New Zealand has not completed negotiating an air services agreement with Vietnam. The route schedule and traffic rights have yet to be determined.

3.
In addition to the above, please set out any other aspects in your economy’s experience in removing or progressively easing 3rd/4th and 5th route and traffic rights restrictions that you would wish to share with other APEC economies.

The breadth of air services links enjoyed by New Zealand is largely the result of a willingness to exchange the least restrictive 3rd/4th and 5th freedom traffic rights. 

4.
Please indicate any further steps to liberalise 3rd/4th and 5th Freedom route and traffic rights restrictions, or any other market access restrictions, that your economy would like to propose with likely timeframe for implementation, taking into account all relevant factors including any that have emerged from the “think pieces” prepared by some economies and distributed at TPT-WG17.

New Zealand is one of five economies engaged in exploring the development of a plurilateral “open skies” agreement, which would include an exchange of 3rd/4th and 5th freedom route and traffic rights restrictions.

New Zealand would encourage other economies to consider joining in such a plurilateral “open skies” agreement at the earliest opportunity, in order to create the environment in which air services can best deliver enhanced trade, tourism and people to people links to the benefit of all.  New Zealand would further encourage economies to take this step in advance of the 2010/2020 Bogor goals.  A prerequisite to realising the free trade commitments enshrined in the Bogor Declaration is an airline sector already primed to meet the increased demand for passenger and freight capacity, and new routing opportunities, that will emerge.

5.
Please state your view, if any, on whether APEC might co-operate with other multilateral fora or regional associations on liberalising 3rd/4th and 5th Freedom route and traffic rights restrictions.

This year a mandated review of the Annex on Air Transport Services of the General Agreement on Trade in Services is underway within the World Trade Organisation. New Zealand has been advocating that the review be broad in scope and explore options to expand the coverage of the Annex, including the possibility of incorporating “hard rights.  New Zealand believes there could be an opportunity for APEC and the GATS to share ideas on, inter alia, measures to liberalise route and traffic rights restrictions.

There may also be an opportunity to co-operate with the OECD, which is currently focussing on the liberalisation of air cargo services.  One of its initiatives is the drafting of a plurilateral treaty covering air cargo.  Signatories would remove constraints on the carriage of air cargo without prejudice to the restraints they may have on passenger services.  

6.
Please provide any additional “think pieces” relating to liberalisation of 3rd/4th and 5th Freedom route and traffic rights restrictions, or any other market access restrictions, that your economy has developed on its own or in conjunction with other APEC economies.

Attached is a copy of the International Air Transport Policy of New Zealand, issued in February 1998.  The document states that “the overall and determining objective of New Zealand’s international air transport policy is to maximise economic benefits to New Zealand, including trade and tourism, consistent with foreign policy and strategic considerations”.  Among the means of achieving this objective is negotiating air services agreements that have no route, capacity or traffic rights restrictions.

7.
Does your economy grant, or have your economy’s airlines obtained, 7th freedom passenger route and traffic rights?  If so, where?  If not, are your economy or your airlines interested in granting/obtaining such rights?

New Zealand has exchanged 7th freedom passenger route and traffic rights with Brunei Darussalam, the Cook Islands and Samoa.

To date, New Zealand airlines have not established 7th freedom operations, and no foreign carriers have established 7th freedom operations in New Zealand.



International Air Transport Policy
 



Introduction 

Efficient international air services are vitally important to New Zealand.  By providing links with the rest of the world, they facilitate business and leisure travel, as well as trade, investment and technology transfer.  Accordingly, and in line with the Government's broader economic and trade policy objectives, New Zealand seeks to conclude with other countries the most liberal and flexible air services arrangements possible, providing for freer access for international airlines and thereby for increased competition among them. 

New Zealand's external aviation policy was last promulgated in 1985.  Since then there have been major developments in the airline industry.  These include the globalisation of the industry, evident in the increasing importance of commercial alliances and third-country code-sharing arrangements.  Changes have also taken place in the policy environment, with the advent of open skies air services arrangements, and comprehensive free trade agreements that have potentially significant implications for aviation policy.  As a result of these changes a re-statement of New Zealand's international air transport policy is warranted at this time. 

Background 

Despite the numerous changes in international air transport in the last fifty years, its basic ground rules established in the Chicago Convention of 1944 have remained intact.  The principle of national sovereignty over each country's airspace is still firmly entrenched and, except in a few common market situations, international aviation relations continue to be regulated by a system of bilateral government-to-government agreements for the exchange of traffic rights, or market access, based on the principle of reciprocity.  This bilateral framework is unlikely to change in the foreseeable future. 

Since 1985 New Zealand has pursued a policy of maximising the benefit to the economy from international air services, through reducing barriers to trade in air services on a reciprocal basis.  New Zealand now has 32 Air Service Agreements, up from 12 in 1985, with 29 airlines using the opportunities created by those Agreements.  Total visitor arrivals have increased by 150% while the number of New Zealanders travelling overseas has increased by 170%.  Alongside these benefits, New Zealand now has a very competitive, well-reputed, and profitable international airline industry. 

For many foreign airlines, the characteristics of the New Zealand market are not as attractive as those of countries closer to their base and which have greater populations.  Consequently, the New Zealand airline industry has played a major part in promoting New Zealand, consistently accounting for about 45% of the international passenger traffic to and from this country since 1985.  However, in the interests of improved service and efficiency, the Government has promoted an open international air transport policy environment to facilitate competition from foreign airlines and potential New Zealand controlled airline ventures. 

An increased commercial emphasis within the airline industry, driven by a trend around the world to privatisation of airlines, has led to increased globalisation of the industry.  Code-sharing arrangements and more comprehensive alliances have in turn impacted on the nature and extent of airline operations as airlines pursue strategies to improve competitiveness and profitability. 

Policy Objectives 

The overall and determining objective of New Zealand's international air transport policy is to maximise economic benefits to New Zealand, including trade and tourism, consistent with foreign policy and strategic considerations.  New Zealand therefore seeks to conclude with other countries the most liberal and flexible air services arrangements possible, as a means to securing enhanced quantity, quality and breadth in our international civil aviation links. 

International air transport policy has a key role to play in supporting the Government's broader strategy of strengthening external linkages, strong economic growth, and encouraging enterprise and innovation, leading to an open, dynamic and internationally integrated economy. 

We believe that the best way to achieve our objectives is to encourage bilateral partners towards mutual liberalisation of air services arrangements, with the aim of facilitating access to existing and potential air markets of interest to New Zealand.  Such an environment maximises opportunities for market-place competition.  This is more conducive to achieving a mix of prices and services that can give New Zealand consumers and business a better deal. 

The Government will, in the interests of consumers and to maintain a competitive industry, continue to ensure that adequate safeguards are in place to counter anti-competitive or predatory behaviour by airlines. 

The Government believes that while it is in the country's best interests to have a well-performed international airline headquartered in New Zealand, the interests of New Zealand airlines should not be permitted to override the country's broader interests. 

Implementation of Policy 

In implementing our international air transport policy, tourism, trade, and aviation interests along with foreign policy will continue to be taken into account. 

Pursuit of the liberalisation of international air transport services is an integral part of, and consistent with, the Government's overall trade policy strategy whereby it seeks to achieve the best outcomes for New Zealand through bilateral, regional and multilateral tracks.  At present the bilateral and regional tracks offer the best opportunities to secure the Government's objectives in international air transport. 

Increased access for foreign airlines to the New Zealand market will continue to be balanced with a fair opportunity for New Zealand airlines to compete. 

The Government clarified in the context of the 1997 Budget that it would pursue open skies agreements as a matter of priority, with the focus being particularly on APEC economies.  We will continue to pursue opportunities to reduce barriers to trade in air services by seeking open skies agreements, to complement those negotiated already with the United States of America, Singapore, Malaysia, and the United Arab Emirates. 

Our key objectives in negotiating such agreements are to achieve comprehensive, reciprocal liberalisation in terms of: 

° no route restrictions, including by way of code-sharing, rights of establishment in other countries and cabotage; 

° unlimited capacity, through no constraints on the number of flights or types of aircraft; 

° open investment in airlines; and 

° the ability for airlines to charge whatever prices they wish without having to file such prices for notification or approval with any authorities. 

Also of significance are the objectives of securing multiple designation of airlines, and of ensuring there are as few restrictions as possible on non-scheduled services. 

The achievement of an internal Single Aviation Market with Australia has been an important accomplishment in recent years, complementing the comprehensive liberalisation of trans-Tasman trade in goods and services accomplished under the Closer Economic Relations Trade Agreement.  However, dual-destination tourism and airline strategies point to the growing integration of the Australian and New Zealand markets.  The development of an environment where our airlines have a fair opportunity to compete remains critical to the competitiveness of the industry, and the best deal for consumers.  Consequently, achieving a greater exchange of beyond rights remains a key objective for the Government. 

The development of robust aviation relationships with countries in Europe will continue to be an important factor in our international air transport links.  The growth in visitor movements from these countries must be matched by increasing opportunities for airlines to serve the markets, with as few restrictions on their ability to do so as is possible. 

Within the Pacific, the New Zealand Government is very much aware of the particular air transport needs of the Forum Island Countries, and will maintain a flexible and positive attitude in the negotiation and implementation of air services arrangements with them. 

On the regional track, APEC's role in the liberalisation of air services arrangements is potentially very significant.  APEC Leaders, in the 1994 Bogor Declaration, made a commitment to achieving free and open trade and investment for industrialised economies by 2010, and for developing economies by 2020.  Air services are an important part of trade in services and, in New Zealand's view, are included in this commitment.  Consequently, we will continue to encourage our APEC bilateral partners towards the early application of APEC's Bogor principles in air services agreements.  An important aspect in this regard is to make provision, ahead of the APEC 2010 timeframe, for open investment in airlines. 

In the meantime, almost all of New Zealand's bilateral agreements provide for a State to withhold operating authorisation from an airline designated by the other State if it is not satisfied that the airline is substantially owned and effectively controlled by nationals of the designating State.  Until such time as the Government can be confident that an airline it designates would not be denied access to traffic rights with other bilateral partners, designated New Zealand international airlines will continue to be required to be substantially owned and effectively controlled by New Zealand nationals. 

We will continue also to pursue liberalisation through other multilateral avenues, in particular through the International Civil Aviation Organization, the World Trade Organisation, and the OECD.  The mandated review of the General Agreement on Trade in Services (GATS) scheduled to begin in 2000 will be a good opportunity for New Zealand to advocate a broadening of GATS' application to air services. 

Conclusion 

New Zealand's position as a successful trading nation is reliant on ensuring that service sectors such as international aviation have the opportunity to offer the most efficient service possible.  Pursuit of the liberalisation of international air services will continue to be an integral part of Government policy, whereby it seeks to maximise the benefits to New Zealanders of international air services.  The Government will continue to work towards providing a framework and environment conducive to achieving this goal. 

Hon.  Maurice Williamson

MINISTER OF TRANSPORT 
February 1998 


