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Foreword 

III/397 (16-E 
~rig.: F 

This document groups together the principal statistics on the aerospace 

sector in Europe and the United States available to the relevant departments 

of the Com miss ion. 

The Directorate-General of Industrial and Technological Affairs has been 

gathering and processing these statistics since 1972; its first communication 

to the Council, d;· .ed 19 July 1972 (document COM(72)850), already included 

a statistical appendix on the position of the aerospace sector (market and 

production facilities). 

In subsequent years1 it became possible to carry out a more detailed analysis, 

owing, in particular, to the cooperation of the aviation industry associations 

in each country, which actively helped the departtnents of the Commission in 

an annual survey of fi.rms in the sector. 

Finally, the Commission's con1muntcation to the Council dated 3 October 1975 

(document COM(75)475) on an action plan for European aviation also provided 

statistics on the position a~ prospects of the sector. 

1 
Documents: SEC(73)813 dated 1 ~fu.rch 1973 

III/243/73 dated 31 December 1973 v 
SEC(75)1539 dated 23 April 1975 v 
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I. THE MARKET 

A. Civil air traffic and the civil aircraft market 

1. Civil air traffic 

a) Scheduled traffic 
1 

In 1973, 1974 and 1975 (estimates), the airlines of the 131 rnen1ber 

states of the ICAO* produced the follovling numbers of passenger­

kilometr-:s (in thousands of millions) on scheduled domestic and 

internati·>nal services: 

Table 1 

(excluding USSR) Change (including USSR) Change 

compared with compared with 
previous year previous year 

1973 520 + 11.8 618 + 10.4 

1974 546 + s.o 654 + s.B 
1 560 + 2.6 676 + o4 

* 
1 

Growth rates were very low compared with those of the period 

1965-75, in which the annual average growth was 11% (excluding USSR 

statistics). 

In 1974, 47 countries whose unit airline traffic exceeded 1000 million 

passenger-kilometres together accounted for 97•2% of the total. 

US airlines accounted for 40·1% of the traffic, followed by the USSR 

with 16·6%; the UK was ousted from third place by Japan. As in 

the past, Community airlln~s made up about 14%. 

Excluding China (People's Republic). 

Footnotes at end of document. Titey are preceded by a conversion table 

of national currency units into European units of account (u.a. ). 
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Traffic referred to djstance was as follows in 1974: 

Table 2 

Passenger-kilometres including the following 
produced on scheduled on international 
don1estic and international services (millions) 
services (millions) 

262,185 45,248 

108,577 5,360 

27,797 10t970 
27,775 ) 25,229 

21 '745 ) 16,45? 

12,473 ) 11,005 
11,377 ) 90,611 9,180 

9,389 ) 9,341 

3,975 ) .3, 975 
2,229 ) 1,?91 

1,648 ) 1 ,619 

24,605 11,193 
17 '123 9,546 

10,105 7,260 

8,559 .3,909 

7,089 7,056 

5,957 2,660 

5,376 3,510 

4,926 .3, 126 

The Community is thus the world's third largest passenger air 

transport operator, just behind the USSR and far ahead of Japan. 

%of total 

17 

5 

39 
91 

?6 

88 
81 

99 
100 

80 

98 

45 
56 

72 

46 

99 

45 
65 

63 
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In general, growth tn terms of passenger-kilometres ill 1974 

was less on international than on domestic services (5•5 against 6·1%); 

the percentage changes from 1973 to 1974 were as follows for the 

countries mentioned: 

Table 3 

International 

8.1 

1.8 

+ 9·5 

Domestic 

+ 2.6 

0,3 

+ 12.2 

West Germany 

Netherlands 

Italy 

+ 10o1 

+ 1.9 

+ 0.2 

+ 32.1 

+ 11.8 

Passenger traffic referred to distance of the member airlines 

of the AJ?.sociation of European Airlines (AEA)* has varied as 

follows since 19702: 

Table 4 

thousands of millions of Eassenger-kilometres (scheduled services) 

1970 
1971 
1972 
1973 
1974 

* 

Intra-Euroeean Domestic Intercontinental Total 

22.0 ?.4 44.6 74.,0 

24.9 8.2 48.0 81.1 
27.4 8.9 58.8 95.1 
,31.0 10.1 72.5 113.6 
,31.8 10.5 ?5.6 11?.9 

Of the 10,500 million passenger-kilometres of domestic traffic, 
5o3 were accounted for by French domestic traffic and 2.5 by 
British domestic traffic. 

ABA: Community airlines plus Austrian Airlines, Finnair, Iberia, Icelandair, 

JAT, Olympic, SAS, Swissair, TAP, TIIY; it is estimated that 76•7% of 

the traffic of the AEA airlines was carried by Community airlines. 
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The annual percc.nl·af;e Yariatio.ns in traffic were as follows: 

Table 5 

Intra-Euro2ean Domestic Intercontinental . Total 

+ 10.1 + Bo9 + 22.5 + 17.3 

+ 12.f~ + 1 ;.8 + 23.4 + 19o4 

+ 2o6 + 3·5 + 4.3 + 3.8 

• 

average 1970-74 + 9o6 + 9.1 + 14.1 + 12.3 

1970 

1974 

1971-72 

1972-73 

1973-74 

The breakrf0wn by type of traffic varied as follows from 1970 to 1974: 

Table 6 

Intra-EuroEean · Domestic Intercontinental 

29.7 10 .. 0 60.3 

26.9 8.9 64.2 

For comparison, domestic and international traffic in the United 

States varied as follows: 

Domestic (U .$.A.) 

+ 11.2 

+ 6.5 

+ 2.6 

Table 7 (percent) 

International (U.S. A.) 

+ 18oO 

+ 5.2 

8.1 

100 

100 

Total (u.s.l.) 

+ 12. 

+ 6. 

+ . o. 

It will be seen that traffic on the European airlines continued to 

grow slowly in 1974, whereas United States traffic remained steady 

overall although international traffic fell sharply. 

However, the combined intra-European and domestic traffic of the 

European airlines (AEA) in 1974 amounted to less than 20% of 

United States domestic· traffic. 

On the other hand, the intercontinental traffic of the ABA airlines 

was equivalent to 167% of United States international traffic. 
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The estimates of the nonscheduled traffic of the airlines of ICAO 

member countries in 1974 (excluding the USSR and the People's 

Republic of China) are based on statistics from 47 nonscheduled 

flight operators whose traffic is assumed to represent 75% of the 

total nonscheduled flight operators' traffic and on statistics for 

the nonscheduled traffic of 165 airlines providing scheduled services. 

In 1973~ nonscheduled services accounted for a total of 114,600 

milliov passenger-kilometres (equivalent to 22% of scheduled traffic), 

falling in 1974 to 104,800 million passenger-kilometres (equivalent 

to 19•1% of scheduled traffic). 

The traffic for the main countries was as follows in 1974: 

(millions of passenger-kilometres) 

Table 8 

Nonscheduled traffic 

Belgium 

I 
a) Nonscheduled flight operators b) Scheduled flight operato~~~·: 

Denmark: 

France 

~est Germany 

Netherlands 

UK 

USA 

TOTAL 

597 367 

5,453 n.d. 

689 262 

8,336 285 

3,012 1,596 
n.d.(4) .7,052 

15,098 17,912 

48,224 43,676 

(for 47 operators) (ICAO estimates from j 
;. 

the figures of 165 l 
operators) 
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Overall figures for nonscheduled traffic for 1975 are not 

yet available~ however, the change in transatlantic traffic 

(scheduled and nonscheduled) from 1974 to 1975 was as follows: 

Table 9 

Number of passengers 1974 %of market 1975 %of market Change 1974-75 

IA TA scheduled 9, 3ii5,000 73 8,700,000 71 -·1% 
IA TA charter 1,143,000 9 1, 250,000 10 +9% 

Non- IA TA scheduled 2?5,000 2 300,000 2 - 1,7% 
Non-lATA charter 2,01:.0,000 16 2,050,000 17 

Long-haul 
Ooncorde 

Boeing 7CJf 
Boeing 11-7 
008 

DC 10.30/ 
40 

Qther 
long-haul 

(5) 

The 47~ decline on the total. is due to the fall in scheduled 

IA T A traffic. 

2. Civil aircraft market 

a) The nutnber of aircraft ordered and in service in recent years 

has varied as follows: 

Table 10 

Ordered Sales as at In service• 

before in in in 31 December on 31 Dec. in Sept. 
1973 1973 1974 1975 1975 1974 1975 

9 - - - 9 - -
722 9 14 4 749 638 633 
219 31 29 22 301 236 238 
556 - - - 556 504 491 
- 92 - 20 14 126 86 99 

336, - - - 336 nd nd - - - - - - -
63 40 2077 1464 . 1461 

; 



(Table 10 continued) 
l Ordered 

-
Short and before in in 

_ 
7 

_PMS 

Sales as at 

in 31 December 

III/397 /7 6-E 
Orig.: F 

In service• 

on 31 Dec. in Sept. 

medium- 1973 1973 1974 1975 1975 1974 1975 

haul -
--· ~-- .. ---·- 32 3 11-A.300 5 1 9 17 

Caravel1e 278 - - - 278 210 195 . 

l3AC 111 204 - 9 7 220 165 163 

Boeing 7ZT 1012 86 97 49 1244 1053 •1116 

:Boeing 737 342 41 47 33 463 370 405 

Fokker 28 60 8 22 17 107 57 63 

B.s. Trident 104 13 - - 117 66 73 

Mercure 100 10 - - - 10 6 9 

DC9 703 83 42 22 850 694 725 

DC 10.10 - 104 - - - 104. 86. 99 

~istar LoCkheed 126 12 19 - 157 86 110 

r 614 - 10 1 11 - 1 -
Fokker 27 ( 227) - 610 - 15 23 648 363 363 

JIS.748 - 287 - 11 12 310. 118 110 

- - - - -
281 179 4551 3217 3443 

• With the 400 largest airlines. 

Orders in 1974 for long-haul, high-capacity aircraft were equivalent to 15 % 
of aircraft in service in 1974; in 1975, orders for these aircraft amounted 
to 10 % of aircraft in service in 1975• 
As regards high-capacity short and medium-haul aircraft, 17 Airbuses were sold 
in 1975, whilst there were no new orders for the Tristar and the DO 10-10. 
Sales of the F 28 were good in this crisis period. The Boeing 727 continued 
to sell, while sales of' the lbeing 737 increased faster than those of the 00 9• 
Total sales by category had reached the following totals by 3l.XIIel975 : 

USA aircraft European airc~aft Total 

Long haul 1982 95 2077 

Short/medium haul 2818 1733 4551 

Total 4800 1828 6628 

j 
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An exact picture of the position of fleets is afforded by the number of 

aircraft in service and on order at a given date. The position as at 

31 October 1974 is compared with that at 1 February 1976 below6• 

Table 11 

Number Value (millions of u. a.) 

1214 !212 1214 .!2.1.2 
1,886 1,845 17,686.1 19,554.6 

Short and medium-haul fi' .348 4,333 16,559.0 19,731-5 

Total 

Long-haul 

--
6,234 6,178 34,245 .. 1 

The average value per aircraft (millions of u.a.) increased as 

follows: 

1214 
9,377 

.!2.1.2 
10,598 

39,286.1 

Short and n1edtum-haul 3,808 4,553 

·Long-haul 

Note that there are now very few non-turbojet long-haul aircraft, 

whilst there are over a thousand short and medium-haul turboprop 

aircraft. 

The percentage value distribution between long-haul aircraft and 

short and medium-haul aircraft has varied as follows in recent years: 

Table 12 'o 
!2.7! !.2lJ 

51.1 51 .. 1 
Short and medium ·haul 48.9 48~9 
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There has thus been a slow but steady increase in the proportion 

of short and medium-haul aircrait; a study by Airbus lndustrie dated 

April 1976 forecasts that in the period 1976·90 two thirds of the value 

of aircraft purchased will be accounted for by short and medium-haul 

planes. 

The value of aircraft in service and on order in the fleets of the 

relevant countries was as follows in February 1976 (millions of u.a. ): 

Table 13 

.Long haul Short and medium-haul 
Total ~ 

USA Eur. Other USA Eur. Other - -- - -
646.2 - - 390.1 1,30.0 - 1,166.3 
288.1 0~4 - 108.4 37.0 - 433.9 
15.3 - - 52.8 28.9 - 97.0 

1,058.5 188.0 - 192.6 253.6 - 1,692.7 
72.7 Oe4 - 35·4 2.8 - 111.3 

361.2 - - 338.5 33.5 - 733.2 
29.7 - 4.2 - 5·3 - 39.2 

509.4 - -· 151:.2 13.8 - o74e4 
1,017.4 248.0 16.8 408.9 505.1 - 2,196.2 

% 

16.3 

6.1 

1.4 

23.7 
1.6 

10.3 

0.5 
9.4 

30.7 

EEC. 3,998.5 436.8 21.0 1,677.9 1,01o.o - 7,144.2 18.2 100,0 
Other European 

~,414.4 countries? - 1.4 1,468.6 141.4 8~4 3,034.2 7·7 
Europe ~,412.9 436.8 22.4 3,146·5 1,151.4 . 8.;4 10,178.4 25.9 
USA 7,100.1 - - 10t319.3 21.7 28.8 17,469.9 44·5 
Rest of world 6,558.0 7.6 16.8 3,512.3 1,427.9 115.2 11,637.8 29.6 

WORLD ~~on.o 444·4 39.2 16,978.1 2,6<>1.0 15'2•4 39,~6.1 100.0 

I 
I 

I 
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There have been few changes in the value distribution of fleets as between 

Community countries. On the other hand, the relative value of the US fleet has 

again declined, whilst that of the fleets of the rest of the world has increased: 

Table 14 

Value distribution of c i.v il fleets tw 19.D ~ .!.21.€ 

Community 14.7 18.2 18.0 18.2 

Other European countries 6.3 8.1 a.o 7.7 

Europe ( 21.0) {26.3) ( 26.0) ( 25.9) 

United States 63.9 53.0 45·4 44·5 

Rest of world 15.1 20.7 28.6 .22•6 
100.0 100.0 100.0 100.0 

Regarding aircraft origin, planes built outside the Community and the USA 

account for only 0•5% of the total value. The following table compares the 

variation in fleet value and the market share for Community-built aircraft; 

almost all of the balance is attributable to United States manufacturers. 

Market 

EEC . 

Relative market sizes 
Change 

1970 !22± !222 1970-768 

14.7 18.0 18.2 + 3·5 

Othe rt Europ. 6 3 ooun r1es • a.o 7.7 + 1.4 
Europe (21.0)(26.0)(25.9) + 4·9 

!/fJ\eeds 63.9 45.4 44·5 -19e4 

Rest of 15e1 28.6 29.6 +14.5 World 

World 100.0 100.0 100.0 

Table 15 

Market share for EEC-built aircraft 

33.0 21.4 

23.1 1·1 
.30.1 17.2 

2.1 Oe4 

12.2 12.6 

9·5 8.2 

20.2 

4·7 
15.6 

o.1 

12.4 

1·1 

Chan~ 
1970-76 

-12.8 

-15.4 
-14.5 

- 2.0 

+ 0.2 

- lo8 



- 11 _PMS III/397 /76-E 
Orig.: F 

The imbalance to the detriment of the European industry has increased steadily 

since 1970. While the relative size of the European market has increased by 

5 points (4•9) and that of the "rest of the world" market has risen by nearly 15 points, 

these 20 points having been lost by the United States fleet in terms of relative value, 

it is the United States aeronautical industry which has improved its market position 

still further, taking over a larger and larger market share from the European 

industry: the latter is now virtually zero on the United s·tates market, 12•4% of 

the value of the .,rest of Lhe world" fleets, and 15•6% of the value of the European 

fleet. 

Forecasts of the trade balance in ai.rliners dating from 1975, based on much 

higher world market penetration rates for European aircraft than the actual rate 

observed, indicate deficits ranging between 500 million and 4300 million u.a. 

for the period 1975-85. 
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Analysis on the basis of types of aircraft gives the following 

results (aircraft in service and on order ln February 1976 )6: 

Table 16 

(millions of u.a.) 
Comnluni!J Other European Europe USA Rest of World -countries world 

1,127.6 2.34.1 1,361.7 2,179.8 2,192.8 5,734.3 
1,939.2 393.9 2,333.1 . 3,272.4 2,636.1 8,241.6 

B.P. 9.8 18.6 4.9 67.3 90.8 
26l.ij 320.6 ,582.0 1,024.9 807.3 2,414.2 
661.5 453.6 1,115.1 548.1 812.7 2,475.9 

- - - 68.4 41.8 110.2 
.. - 2.4 2.4 1.6 - 4.0 

3,998.5 1,414.4 5,412.9 7,100.1 6,558.0 19,071.0 

1.4 - 1.4 - 0.2 1.6 
1.6 - 1.6 - o.8 2.4 

10.8 - 10.8 - 6.6 17.4 
423.0 - 423.0 - - 423.0 

436.8 - 436.8 - 7.6 444·4 

21.0 1.4 22.4 - 16.8 39.2 

4,456.3 1,415.8 5,872.1 7,100.1 6,582.4 19,554.6 
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The change in market sizes and shares for European long-haul aircraft 

has been as follows: 

Market size 

197 4 _!.~)7 6 Change 
1974-76 

22.0 22.8 +0.8 

Table 17 

Market share for Commuuity-built aircraft 

1974 1976 

8.6 

Chan~ 
1974-76 

+ 1.2 

Other European 
countries 

Europe 1·4 + 0.9 

United States 

Rest of world9 

{ 29.0) ( 30.0) +leO 

38.9 36.3 -2.6 

32.1 33.7 +1.6 .3.0 

World 1oo.o roo.o 2.3 - o.6 

The market changes between 1974 and 1976 are part of a lon.ger-term trend t 

as forecasts show that in the period 1975-85 the "rest of the worlu•• market 

will account for over 50% of the total, with Europe and the Unlted States 

sharing the balance roughly equally. 

The distribution of long-haul aircraft in February 1976 was as follows 

(by value): Table 18 

"Standard" aircraft: 43.0% 

} "Wide bodies": 54·8 % 
Supersonic: 2.2 % 

Boeing: 11·5% 
McD. Douglas: 25.5% 

Other USA 0.5 % 100.0 
European: 2.3 % 
Other: 0.2% 

There has been no significant change since 1974 in the proportions of 

long-haul aircraft accounted for by the d.ifferent manufacturers. 
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Analysis by aircraft type gives the following results (planes in service 

and on order in February 1976) (in millions of u.a. )6: 

Table 19 

EEC Other European Europ:: USA Rest of World - -countries world 

579·4 433.6 1,013.0 4,666.2 1,060.7 6,739·9 
378.1 41.3 419.4 900.6 1,189.5 2,509·5 

1.1 o.6 1.7 0.7 26.6 29·0 
385.1 991·5 1,376.6 1,585.0 569.2 3,530.8 
50.1 - 50.1 1,586.5 - 1,636.6 

- 0.9 0.9 10.5 14.4 25.8 
283.9 - 283.9 1,569.8 651.3 2,505.0 

o.2 0.7 0.9 - o.6 1.5 

1,677·9 1,468.6 3,146.5 10,319.3 3,512.3 16,978.1 

32.1 21.3 53.4 - 11.4 64.8 
226.2 - 226.2 - 261.0 487.2 
61.0 - 61.0 - - 61.0 

' 

14.0 - 14.0 - "2.1 16.1 
19.0 0.4 19·4 - 15.8 35.2 

213.3 4·5 217.8 21.7 198.7 438.2 

4·4 - 4.4 - 1.0 5·4 
257·9 - 257·9 - 217·7 475·6 
27.0 3.0 30.0 - 138.0 168.0 

147·5 112.2 259·7 - 582.2 841.9 
7.6 - 7.6 - - 7·6 

Europ. a.irora.ftl,010.0 141·4 1,151.4 21.7 1,427.9 2,601.0 

YS 11 - 8.4 8.4 28.8 115.2 152.4 

TOTAL 2,687.9 1,618.4 4,306.3 10,369.8 5,055·4 19,731.5 
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The variation of market sizes and market shares for EuropeaD. short 

and medium-haul aircraft in 1974-76 was as follows: 

Table 20 

Market size Market share for EEC-built aircraft 

Markets 1974 1976 Change 1974 1976 Change -·- -- -- -1974-76 1974·76 

EEC 13--8 13.6 - 0.2 42.9 37.5 - 5·4 
Other European 9'"l1 8.2 - 0.9 14.1 8.7 - 5·4 
countries 

Europe ( 22~9; (21.8) - 1.1 31.5 26.7 - 4.8 
United States 5~:.3 52.6 + 0.3 0.7 0.2 - o.s 
Rest of world 24.8 25.6 + o.a 25.7 28.2 + 2.5 

World 100.0 1oo.o 13.9 13.2 - 0.7 

The relative sizes of the markets for short-haul and medium-haul aircraft 

remained virtually unchanged since 1974. In spite of the entry into service 

of Airbuses and Mercures in particular, the European industry experienced 

a further decline on all markets, except the •• rest of the werkf' owing to 

sales of Airbuses. 

Over a longer reference period (1970-76), the European iiiCblstry may be 

said to have held its position on the "western." market. 

There has been no change since 1974 in the relative proportions of wide-bodied 

·and standard aircraft, the former representing about~ of the number and 

25% of the value of short and medium-haul aircraft. 

The value d istributlon by: manufacturers ·varied as follows between 1974 

and 1976: 

Table 21 

:Boeing 

McD. D. 26.3 
Lockheed 14.2 12.8 

Europeans 13.9 13.2 

Others 1.2 o.s 
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Boeing's share increased by 6•6 points at the expense of all its competitors, 

mainly owing to sales of the 727 - 200 in the United States (27 units) and of 

the 737 - 200 (39 units) in the "rest of the world". 

TI1e fleets of the Community (including planes on order) increased by 

eleven 727 - 200s and fourteen 737 - 200s between 31 October 1974 and 

1 February 1976. 

'' 
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For the European aircr-aft listed in the following table, based on the 

situation at 1 February 1976, the percentage distribution by markets of 

planes in seiVice and on order was as follows (European transnational 

aircraft are included in the ''Community market" column) .. 

Table 22 

National ,C.orrnrruni ty. ·Other . J~ope !!§.! Rest of' t-lorld . - marl:et · :n~ket Eu.roE• world 
countr. 

Britannia 37.5 87,5 - 87,5 - 12.5 100 

Gom et 66.7 66.7 - 66 .. 7 - 33.3 100 

v.c.1o 62411 62.1 - ·62.1 - 37·9 100 

Conoorde - 100 - 100 - - 100 
Caravella 22~1 49·5 32~9 82.4 - 17.6 100 

~furoure - 100 - 100 - - 100 

A 300 (10) 46.4 (10) 46 .. 4 - 53.6 100 

Vanguard 47.8 87.0 - 87.0 - 13.0 100 

Viscount 54.0 54 .. 0 1_.1 55-1 - 44·9 100 

BAC 111 40.9 48~7 ltO 49 .. 7 s,o 45.3 100 

Herald 66.7 81.5 - 81,.5 - 18 .. 5 100 

Trident 54·2 54·2 - 54.2 - 45,8 100 

HtSe748 1443 16,1 I 1,8 17~9 82.1 100 -
F27 1.6 21.1 7,6 28!'7 - 71·3 100 
F 28 - 11.8 22:4 34.2 - 65.8 100 

VFW 614 - 100 - 100 - - 100 

For all these programmes together, sales (aircraft in service and on order) 

break down as follows: 
.~--·--------··--·----

Table 23 

- National markets (national programmes) 

- Markets of other member states (national prograt:nmes) 5.4 

- Transnational aircraft sold in the Con1munity: ~ 

COMMUNITY: 47·5 
.. Other European countries: 4·1 

EUROPE: 52.2 

... United States: 0.7 

.. Rest of western world: !'hl 
100.0 
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Certain changes have taken place compar~d with May 1974, when sales 

within. the Comn1unity accounted for 59% of the total and sales in Europe 

68%; . 

B. Helicopter market 

Most helicopters built are .~.or the military market, the civil market being 

Of the total of 5865, about 1500 helicopters have been destroyed or 

withdrawn from service. 

Over the same ten-year period, the American helicopter manufacturing 

comp~ies sold about 15,000 tnilitary helicopters. 

The world fleet of military helicopters amounted to about 24,000 units
12 

at the end of 1974. At the same time the number of military helicopters 

in service in Europe (EEC + other European countries) - amounting to 

78•5% of the total European helicopter fleet - totalled some 4000 units. 

P.igures for European manufactured equipmentfl share of' the market are 

given in paragraph D below which mainly deals with the military aircraft 

market. 

.. 
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The value distribution of the European military helicopters (by types) 

is as follows: 

Table 25 

Light helicopters (less than 3500 kg) 

Medium helicopters (3500 - 10,000 kg) 

Heavy helicopters (over 10,000 kg) 

2. Civil helicopter J ·:trket 

60 

32 

8 

100% 

... Europe: During the same period, 1966-75, about 1300 civil helicopters 

were sold in Europe. 

Their distribution on 31 December 1974 was as follows: 

Table 26 

France Italy West Germany UK Other EEC EEC Other European Total 
countries 

170 119 154 360 66 869 221 1090 

- United States and Canada: These two countries had a civil fleet of about 

4820 ~elicopters on the same date 13• 

- Rest of world13: At the end of December 1974 there were about 

2090 civil helicopters in service in the "rest of 

the world". 
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The world fleet ("western" world) of civil helicopters thus totalled about 

8000 at the end of 1974. This figure varied as follows between 1973 and 1975: 

Table 27 

ll.'U 1! 111.4 ~ .!.212 ~ ·Cha.t¥':e 1l::I2 
USA and Canada 4,600 6o.6 4,820 60.3 5,670 63.0 11% 

Europe 1,000 13.2 1,090 13.6 1,180 13.1 

••Rest of world" 1z220 26.2 22020 26.1 211!20 !l!2 
Total 7,590 100.0 a,ooo 100.0 9,000 lOOeO 

including EEC 

The percentage distribution of the numbers of civil helicopters by type is 

as follows: 

- light helicopters (up to 3500 kg) 

- medium helicopters (3500 - 10,000 kg) 

- heavy helicopters (over 10,000 kg) 

80% 

18% 
2% 

Overall, the world fleet of civil helicopters has grown since 1966 at an 

average rate of 9% per year. 

In the United States and Canada civil passenger and freight traffic has 

8.6 % 
3.9 % 
a.a % 

been growing steadily; a basic growth factor in Europe, on the other hand, 

is North Sea oil prospecting and drilling. 

In addition, helicopters are coming to be used more and more in Europe 

in agriculture and by public bodies (police, fire brigades, etc.). 

3. Market distribution 

The breakdown of the world fleet ( oi vil + mi1i tary) between produota 

· of European origin and American origin is estimated at 18 % and 

82 % respectively. 
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1. From 1970 to 1975 the market for light aircraft for general aviation and 

for executive aircrait grew at an average annual rate of 7•4%, as against 

8 •7% from 1965 to 1968. 

In 1975 it is estimated that about 210,000 planes were in service in the 

western world, according to light and executive aircraft registrations in 

ICAO member countries (excluding the USSR, eastern European countries, 

and China). 

It appears that tl·· ~upward trend of the world fleet of light and executive 

aircraft wUl continue in the period 1976-80, and United States forecasts 

suggest that nearly 200,000 new planes will be delivered in the ten -year 

period 1981-90. 

There was a substantial increase in the number of executive aircraft 

from 1970 to 1975, with turbojets being outstripped by turboprops. 

Overall, these two classes increased from 3000 units in 1970 to 5980 in 

1975 (average annual growth 14•7%). 

The world fleet of piston-engined light aircraft is numerically larger, 

increasing from 146,000 in 1970 to nearly 204,000 in 1975 (average annual 

growth 7%). 

Table 28 

World Ha:ht and executive aircraft fleet in 1975 
I 

Propulsion units Number~ Geographical distribution Number % US origin 

1. Piston engines USA and Canada 166,700 ·19·4 164,200 

- s~le-
e ined 176,000 83.8 Europe 20,100 9.6 9,990 

- mWgtt-· 28,000 13.3 - including about e ned 
2. Turbine engines 14,700 for the EEC 

- turbojets 2,500 1.2 "Rest of world" 23.180 11.0 16,200 

- turboprops 3,480 1.7 

TOTAL 209,980 100.0 209,980 100.0 190,390 

%of total 

99 

50 

70 

91 
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The above figures are derived from different sources which have been 

compared and do not always agree; they should therefore be regarded as 

being accurate only to within a few hundred planes. 

The following points· emerge fron1 Table 28: 

.. 99% of the 1 ight t:,_nd executive aircraft fleet of the United States and Canada 

is made up of pl.?.nes of US origin;. 

- US machines represent only 50% of the total in the European fleet; 

- US planes account for 7C1fo of the "rest of the world" market. 

Aircraft manufactured in the USA make up 91% of the overall world fleet. 

The Community's share is less than 9%, as there are also Japanese, 

Australian and Brazilian manufacturers. 

The composition of the light and executive aircraft fleet of the Community 

was as follows in 197 4: 

Table 29 

Number % aircraft of US oris:in 

West Germany 3,590 70 

Belgium 581 49 
Denmark 300 67 (estimation) 

France 3,192 27 
Ireland 80 35 
Italy 1, 219 34 

Luxembourg 36 44 
Netherlands 500 45 (estimation) 

UK 3,210 57 

TOTAL 14,708 47 
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The information givl~n in Table 28 must be supplemented by val~ estimates. 

The following estimates are based on average prices in 1974 (value of 

aircraft when new): 

Table 30 

Propulsion units Number 1974 value ranges in 
millions of u.a. 

Average unit value 
in millions of u.a. 

Average total I 
value in j 
millions of u.a. I 

1. Piston engines 

- single -engined 

- multi.engined 

2. Turbines 

- turbojets 

- turboprops 

176,.')00 

28 )QQ 

2,500 

3,480 

209,98o 

o.ooa - o.os6 
o.o4o - o.2oo 

o.632 - 2.aoo 
0.344 - 0.720 

5,632 

3, 3.60 

4,290 

1,851 

15,133 

It is worth noting tha:li the 6,000 turbine aircraft have a greater 

market value than the 176,000 piston engined ... airora.:rt. 

D. Military aircraft market 

An analysis of military aircraft and helicopter fleets14 (excluding those of the 

socialist countries) shows the relative shares of EIOO~signedlS and 

American-designed planes as at 31 December 1974. This basis for classification 

was preferred to one based on place of manufacture, whtch would not have covered 

production under licence. 

I 
t 



Table 31 

~~--~merican-designed aircraft - distribution on the EEC market 

HELICOPTERS 

lEuropean- Anlerican-
designed designed 

Value % Value 
(millions (millions 
of u.a.) of u.a.) 

Gern1any 1062, c 33.0 2158.7 
Belgium 126,J 31.0 280,7 

5) 
Denmark 99,1 54 .. 1 84.7 

France 2210. 1 93.7 -149 ~ 6 
( -ts ")Ireland 1' J 100,0 -

Italy 545. c 46,6 625.0 
Netherla..11ds 63. ( 17.2 307.9 

I 

i 
r--
' 

UK 

EEC 

1849 .L 63 .. 8 1050 .. 4 

5958 .. c 56.1 11:657.0 

FIXED-\VING AIRCRAFT 

Total European- American-
-- designed designed 

% Value Value % Value % 
(millioru: (millions (millions 
of u.a.} of u.a.) of u.a.) 

67.0 3220 .. 9 1088.1 31 .. 4 2380,5 68.6 

69 .. 0 406,8 134.7 32,3 281 .. 9 67.7 

45.9 184,4 100 .. 8 52.4 91.7 47.6 

6t3 2359.7 2518.5 94,3 153.2 5,7 

- 1~1 1.9 100, c - -
53.4 1170,8 592.4 43, ~ 778.4 56,8 

82.8 371,7 75,7 19,t 310,5 80,4 

36~2 2899' 8 2177.1· 67 -~ 1050.4 32 .. 5 

./ 

43 .. 9 lc61..5. 2 6589! 2 57 .c ;o46 ~6 43.0 

Total Europe..PE.:' -- designed 

Value Value 
(n1Ulious' i.,:'l!.lHUilS 

of u.a.} of u.a.) 

3lf68,6 25 .. 9 
416.6 8~6 

192,5 1~1 

2671,7 308.4 

1~9 0.8 
1370.8 46.6 

386 .. 2 11.9 
3227.5 327~7 

-
11735.8 7.31,0 

TOTAL 

Alnerican- Total ----
designed 

% Value ~ Value " (millions 
of u.a.) 

10 .. 5 221.8 89 
87.8 1.2 12 

13.6 7 .. 0 86 

98~8 3.6 1 
100 .. 0 - -

23.3 153,4 76 
82 .. 1 2.6 "J__7 

100 .. 0 - -

65.2 .389 .. 6 34 

. ' 

.5 
.. 2 

.. 4 

.. 2 

.7 

.9 

n1illions 
ofu.a.) 

~:!~7.'i; 

9.8. 
8,1; 

312.0 

0,8 

200.0 

14~5 

327.? 

'8 1120.6 

i 
i 
I 
! 

I ; 

I l\) 

f 
w 
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Table 32 

World market distribution for E E C -designed aircraft 

FIXED-WING AIRCRAFT HELICOPTERS TOTAL 

Number Value Number Value Num- Value 
(millions of u.a.) (millions ber (millions 

of u.a.) of u.a.) 

United States 82 295.2 82 295.2 

Canada 5 4.0 5 4.0 

Latin America '~1 336.1 80 16.6 461 352.7 

Europe other than 
EEC 

;_63 512.1 302 65.4 1065 577.5 
Middle East and U69 752.6 
north Africa 

191 182.8 1060 935·4 

Africa south of Sahara 233 55·9 78 41·2 311 97e1 
and Malagasy Republic 

South Africa and 418 440.8 116 83..5 534 524·3 
Rhodesia 

As~a 459 217.6 136 42.2 595 259.8 

Australia 104 74.2 28 19.~ 132 93.3 

Oceania 30 19.6 3 o.a 33 20.4 

TOTAL 3344 2.708.1 934 451.6 4278 3159·7 

Table 31 shows the importance of the military market in the EEC as 

a whole and the differences in quantities and origins as between the 

member states. 

Table 32 shows the importance of certain marke··ts for the European 

industry, e.g., the Middle ES.st and North Afrioa, Etlrope other 

than the EEO, South Afrioa and Rhodesia. 

X 
I of total 

9·3 
o.1 

11.2 

18.3 

29.6 

3.1 

16.6 

8.2 

3.0 
o.6 

100.0 
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International trade in aerodynt.~s (helicopters, airliners and light aircraft) and parts 

and spares was as follows in 1974 (millions of u.a.; source SOEC): 

Table 33 

·Importing countries 

EEC West France Italy 'Netherlands Belgium/ UK Ireland Denmark - -
~-~tn>: Luxembourg 

Ori&in 

West C,ermany 62.9 - 15.5 4e5 22.4 12.0 8.1 o.2 ' 0.2 
! 

France 160.3 3f 5 - 14.4 8.7 14.4 as.o 0.4 0.9 

Italy 14.5 2.1 6.9 - 1.0 2.3 2.1 - 0.1 

Netherlands 23.4 10.3 7·3 2.1 - 2.2 1.4 - 0.1 

~~i~kg 15.5 o.6 9·4 1.2 2.7 - 1.3 o.1 0.2 
UK 110.3 30.6 59·9 5.8 10.2 2.6 - 0.7 o.s 
·Ireland 0.4 ••• - ••• • •• 0.3 0.1 - • •• 
Denmark s.a 0.3 4.2 ••• o.a o.s ••• ••• -
EEC 393.1 80.4 103.2 28.0 45.8 34.3 9B.o 1.4 2.0 

USA 876.2 235.8 216.3 126 .• 3 107.0 95·4 52·9 5·5 36.0 

~1\.erJ of. 77.3 5.6 14.9 3.0 10.4 7.3 33.6 - 2.5 
Secret 139.8 139.8 

World 1,486.4 321.8 334·4 157·3 164.2 137.0 324.3 6.9 40·5 

• • • : negligible 

Imports of civil aerodynes and parts are comparable in West Germany, 

France and the UK; the aggregate imports of these three countries represent 

over two thirds of Com.munity imports as a whole. 

Community imports originate mainly (58•9%) from the United States; 

airliners from the USA account for 39•4% of total imports of aerodynes 

and aerodyne parts and spares, 
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while trade between Inernber states represents only 26•4%. 

International trade. in aero engines and spares was as follows in 1974 

(millions of u.a.; source SOEC): 

Table 34 
.. 

Importing countries 

EEC West :France Italy 1Netherlands Belgium/ UK !Ireland Denmark - --
1
aermanyl I Lu.xenlbours: 

I i 
Origin 

1 

I 

West Germany56.91 - 3·5 3.1 2.2 15.1 32.9 -
France 88.3! 12.3 - 0.7 6.0 15.1 53.1 0.5 

Italy 13.4 2.7 0.1 - 0.4 1.0 9.2 -
Netherlands 10.1 4·0 2.8 0.1 - 2.6 0.5 -
~i~£ 11.1 5.0 3.7 0.1 0.7 - 1.5 -m o rg 
UK 136.4 41.8 53.1 12.9 22.9 4·7 - 0.5 

Ireland ••• ••• - - - ••• ••• -
Denmark 6.5 0.2 ••• • •• 2.2 3.7 0.4 -
EEC 322.7 66.0 63.2 16.9 34.4 42.2 97.6 1.0 

USA 518.2 70.6 230.9 42.3 20.6 5.7 126.9 2.4 

"Bc!McBf 208.7 8.5 4.6 5.3 53.6 9.4 127.1 ••• 
; 

World 1,049.6 145·1 298.7 64.5 108.6 57.3 351.6 3·4 

• • • : negligible 

Like those of aerodynes, 1nember states' imports of engil'les and engine 

parts and spares originate mainly (49•4%) from the United States, 

consisting primarily of parts and spares for jet and turboprop engines 

(44%, about half of which come from the USA, going mainly to France 

and the UK) and turbojet engines for aerodynes (40% - about half of this 

being from the USA - mainly to France); ·intra-Community trade makes 

up only 30•7% of the total. · 

o.1 

o.6 

-
o.1 

o.1 

0.5 

-
-

1.4 

18.8 

o.2 
20.4 



II. PRODUCTION FACILITIES 

A. Sector and subsectors 

1. Sales -
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The general position of the sector in the western world16 is characterized 

by the predominant role of the United States industry. The share of the 

United States, although falling, still exceeds 68% of the total for the western 

world. According to available data, sales achieved in recent years were 

as follows (in mill i.ons of current u.a. for aerospace products and services 

only) Table 35 
I : I (R) ' TR) I ~ 

ll1.Q % !21!. ~ 1m %~ lru % t!ll4 1' 
United States (17) 22,286 80.4 D-9,663 77.2 18,676 73·3 17,172 70.2 17,802 68,8 
Canada (18) 659 2.4 596 2.4 581 2'.3 532 2.2 589 2.3 

r 

Community (19) 4,124 14.9 4,307 16,9 5,274 20.7 5,744 23.5 6,259 24· 2 
Other ~pean ( 20 ) 
countrJ.es 157 0.6 ro4 o~s 235 0 .. 9 305 1.2 360 1 .• 4 

Europe .. ~ 

(4, 281 )(1s.s: (4,511)(17.7) (5,509)(21. 6) (6,049)(24.7} ~ 6,619) (25, 6) .. 
Japan ( 21) 306 l.l 309 1.2 405 1,6 394 1.6 546 2.1 
Other west~rn 

(22) 187 0.6 382 1.5 316 1.2 320 1,3 326 1.2 countries 

- -
27' 719 100,0 25,461 100,0 25,487 10~.o 24,467 100,0 25j!J32 100,0 

Figures given in the above table have been revised compared with those in 

the documents dated March 1972, December 1973 and April 1975, further 

information having become available. It will be seen that the value in current 

units of account has remained very steady since 1971; this indicates a fall 

in the real value of the products and service.s of the aerospace industry. 

(R): Revised 
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. Final sales for the Community countries, total final sales for the EEC as 

a whole, and United States final sales have varied as follows since 1969 

(in millions of current u.a.; revised series: see footnotes for each country): 

Table 36 

~ Be1gi1!!!! France Italy Netherlands UK Em -Germ§& 

( 23) (24) (25) ( 26) (27) (28) (29) 
969 598 42 1,252 208 109 1,743 .3,952 
970 787 40 1,339 232 115 1,611 4,124 

971 842 I; '· 1,418 224 122 1,647 4,307 ..;• 

972 929 67 1,564 367 173 2,174 5,274 
973 1,119 60 1,960 347 157 2,101 5,744 
974 1,159 71 2,161 345 135 2,388 6,259 

The figures in the above table from 1972 onwards are those given by the 

national manufacturers' associations in each member state. 

USA 

(17) 
23,42? 
22,286 
19,663 
18,-676 

17 t 172 
17,802 

For West Germany and the UK, ~e figures published by the relevant ministries 

are as follows 30: 

Table 37 

West Germa.n.y ]:! 
1972 1·;'022· 1,808 
1973 1,178 1,634 

1974 1,338 1,976 

In addition, the AIA has pointed out that the 1972 and 197 3 figures for Italy 

relate to firms employing 79 and 83% respectively of the labour force of the 

Italian aerospace industry. On the basis of this and other information, it 

seems that the Italian final total sales in 1974 amount to between 400 and 450 

mill ion u.a. 

The figures given in Table 36 are in millions of u.a. at the values of the years 

concerned (current u.a. ). In the following table, the results are corrected 

and expressed in "real" terms. Price indices for GDP and market prices 

(1969 = 100) have been applied to the amounts in national currencies at 

current levels, the results being converted into u.a. at the 1969 rates of exchange. 

.. 

L 
I 
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Sales at constant 1969 prices have thuf":; varied as follows 31 : 

Table 38 

I·Test Belgium France I tall Netherl~ ~ EEC USA 
G'"e'rinagr 

1969 598 42 1,252 208 109 1,743 3,952 23,427 
1970 685 38 1 ,36Lf. 217 109 1,502 3,915 21,144 
1971 679 4•, 1,368 196 107 1,406 3,805 17,843 
1972 677 56 1,418 306 135 1 '815 4,407 17,708 
1973 732 46 1,656 303 112 1,906 4,755 17,842 
1974 688 40 1,780 287 85 1y995 4,884 16,832 

Clearly, the growth of the European industry's sales at an average annual compound 

rate of 4·3% has enabled the industry to catch up to some extent on that of the United 

States: European sales rose from the equivalent of 16•8% of United States sales in 

1969 to 29·0% in 1974. 

It is interesting to compare the variation of aerospace industry sales with that of 

GDP at constant prices and at 1969 exchange rates over tl1e period 1969-74: 

Table 39 

. . 
Percentage for the period 

West Germany Belgium France Italy Netherlands ~ 

Aero-
space + 15.0 + 16.6 + 42.1" + 37.9 - 22.0 + 14.4 + 23.5 - 28.1 
industry 

GDP + 18.7 + 28.8 + 29.4 + 20.8 + 24·1 

Compound average annual rate 

,. 
•,. 

Aero-
space + 2.8 + 3.1 + 7·3 
industry 

+ 6.6 - 4.0 + 2 .. 7 + 4.3 - s.o 

GDP + 3.5 + 5.2 + 5.2 + .3.9 + 4·5 + 2.7 + 3.9(x) + 2.3 

* · Co~munity of Nine 

.. 
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The aerospace industry has grown faster than GDP in the Community as a whole 

and in France and Italy. This means that the aerospace industry now accounts 

for a slightly higher proportion of the GDP of the Community as a whole, whereas 

its share of GDP in the United States has declined sharply although the sector is 

relatively In ore important in the United States than in the Community: 

Sales of the aerospace 

industry as a percentage 

ofGDP 
Q,~ 718 

EEC 

Table 40 

United States 

0.730 1.591 

Within the Community, the relative importance of the aerospace industry is 

greatest in the UK (1•577%) and in France (1·014%). 

The action taken to improve the statistics has borne fruit and the latest figures 

available are for 1974. On the basis of these statistics, overall and final sales 

can be analysed at sector and subsector level. 

For each country, the following should be distinguished: 

- overall sales, which include transactions (sales of aerospace goods and services) 

between aerospace firms in the relevant country; 

- final sales (output of the aerospace sector), which does not include transactions 

between aerospace firms in the country concerned. 

The difference between overall and final sales represents sales of aerospace 

goods and services between firms in the subsectors (aircraft, engines, equipment, 

space) and between firms in the same subsectors (e.g. subcontracting of 

subassemblies between airframe manufacturers) in the same country. 
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Overall sales in EEC countries in 1974 were as follows (in millions of 

current u.a. )32: 

Table 41 

West Germany Belgium France Italy Netherlands UK EEC 

1,470 70 2,547 135 2,755 7,362 

The breakdown by subsectors is as follows* : 

Table 42 

West German~ Belgium France Italy Netherlands UK EEC 

Aircraft 63 54 59 63 92 35 51 

Engines 14 19 19 19 36 24 

Equipment 16 17 19 14 6 28 21 

Space __] 10 ~ __4 2 1 _4 roo 

* 

100 100 100 100 100 100 

The aircraft sector dominates in the Netherlands and is very important in the 

other Community countries; the best balance between the three principal 

subsectors - aircraft, engines and equipment - is found in the UK. 

Elimination of amounts (see footnote 32) representing transactions within the 

industry in a given country yields the final national sales figures, which represent 

the actual level of activity in each country. (already given in table 36). 
I 

This analysis is better than one of final sales would be because sales between subsectors 

are not eliminated. s:ales of the aircraft subsector include the value of equipmen~ and 

engines purchased by the airframe manufacturers, thus entailing an underestimate of 

the relative contribution of these two subsectors to total aerospace sales. 
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According to available information, final sales were as follows in 1974: 

Table 43 

(in ntillions of current u.a.) 

Aircra~ Engines J,i::quipment- S_pace TOTAL 

·West qerma.ny: 671,3 189 .. 7 208 .. 4 90.0 1,159.4 

Belgi-um -- 38,4 13~8 11 \'8 6.8 70.8 
Franc_ a· 1,428~6 424 .. 8 221,0 86.3 2,160.7 
ItalY.· 222 .. 9 66,9 40.9 14,2 344.9 
Nethel,"lands 123 .. 4 8.1 3,0 134.5 
I1K 

TOTAL 

941,0 8lt 1 4 4 568 .. 2 37 .. ·1 2,387 .. 7 

3,425.6 1,536~6 1,058,4 237.4 6,258~0 

The figures under the heading "Total" represent the sum of the final national 

sales totals. 

The final sales of each Community country include aerospace goods and services 

transactions between manufacturers and suppliers in that cotm.try and in other 

member states (see footnote 33). The percentage variation of these figures is 

interesting because it is a tneasure of the volume of intra-Community cooperation 

relative to the final sales of each Community country: 

Table 44 

1972 1973 1974 - -
· West Gem~ ,, 7.0 4 .. 8 14,7 
Belgium., 45.6 42.0 56.9 
France 9.3 10.7 9.3 

· Italy.- 11,0 14~6 11.0 
Netherlands-· 1,0 2,3 5.6 
UK 7,8 1}.0 13.6 
TOTAL . 8._6_. 11 • .; 12.5 

\ 
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It will be seen that the trend is for the percentage of final sales relating to 

intra-Community cooperation to increase. In 1973 and 1974, the amounts 

represented by intra-Community cooperation exceeded 7C1fo of the value of national 

transactions (49% in 1972), whereas sales of aerospace goods and services to 

aerospace firms in non-EEC countries amounted to about 38% in 1973 and 31% in 

1974 of the volume of national transactions. 

Deducting transactions between firms in the Community from aggregate final 

national sales, we obta i.n the final sales figures for the Community, which break 

down as follows: 

(millions of 1974 u.a.) 

Aircraft 

3,068.9 

Engines 

1, 282.7 

Table 45 

J¥luipment 

9.30.0 

Space 

193.7 

EEC final sales 

5,475.3 

Final sales in the Community and the United States have varied as follows since 

1972 (millions of current u.a. ): 

1972 
1973 
1974 

EEC 

4,850 
5,126 
5,475 

Table 46 

United States 

18,676 
17,172 
17,802 

In this period, final sales increased by 12.8 % in the ElOO and declined 

by 4.6 % in the United States. 

~· 
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The final sales figure for the Comrnunity breaks down as follows (separate figures 

for the civil and military sectors): 

' .. Table 47 

(in millions of 1974 u.a.) Civil Military 

L State -
- Research and develor)ment .... ~ 

West Germany 54.9 291.5 

Belgium 0.7 o.1 
France 189.7 316.0 

Italy 3.8 14 .• 7 

Netherlands 8.3 1.2 

UK 131.2 255.2 
394.6 878.7 

... Sales, reEa irs and maintenance 

for the State 

West Germany 25.9 516.8 

Belgium 1.2 21.0 

France 22.2 495.4 

Italy 8.6 137.2 

Netherlands 6.6 

UK 27.1 sas.s 
85.0 ··+,762.5 

2. Aerospace firms in 

non-EEC countries 

West Germany 19.3 25.4 
Belgium 0.5 0.2 

France 35.6 

Italy 22.8 .34.2 
Nether lands 0.7 o.6 

UK 12.7.6 ~ 
200.9 137.9 
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Table 4 7 continued 

Civil Mil ita!¥ 

3. End users 

- national r 
~ 

West Germany 18.6 

Belgium 0.2 

France 249.2 

Italy 1.7 
Netherlands 7.2 

UK 137.0 
413.9 

-Community 

West Germany 0.3 6.1 

Belgium 0.5 4·1 
France 13.8 48.1 

Italy 8.5 2.4 

Netherlands 7.6 

UK 46.6 37.0 
69.7 105.9 

- non-EEC 

West Germany 19.1 10.4 

Belgium 1.7 

France 112.7 477.0 
Italy 3.3 69.7 

Netherlands 94.7 
UK 23].4 400.2 

468.9 ~57.3 

Grand total EEC 1633.0 + 3842.3 = 5475.3 
- percentages 29.9 + 70.1 = 100.0 
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Over 70% of the Community's final sales thus relate to the military sector, 

the breakdown in accordance with the headings of the previous table being 

as follow~: 

(percentages) 

1. State 

R&D 

Sales, repairs anci 

maintenance 

Governments of ot11er 
Community countries 

2. Firms in non-EEC 
countries 

3. End users 

- national 

- Co1nmunity 

- non-EEC 

Table 48 

Civil Military 

16.0 

32.2 

The military sector accounted for 65% of total final sales in the Unitc:;d States 

in 1974. 

Although, as stated, the best possible calculation of the distribution by subsectors 

is in terms of overall national sales, a comparison between the EEC and the 

United States can only be made on the basis of final sales, in which there has been 

little change since 1972-73. 

Table 4 

(percentages) Breakdown of final sales by subsectors 

Aircraft Engines Equipment s.eace 

1972-73 1974 1972-73 1974 1972-73 1974 1972-73 

EEC 54.2 56.1 25.1 23.4 17.5 17.0 3.2 
United States 43.5 45.8 13.0 13.6 15.3 14.9 28.2 

1974 -
3.5 

25.7 
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The space sector in the Co1nmunity (sales of the industry's goods and services 

only, as before) is still small in relative terms compared with its United 

States counterpart, so that the relative importance of the .. aeronautical" 

subsectors is greater than in the case of the United States. 

An interesting comparison is the apportionment of final sales in the Community 

and in the United States as between the State, the domestic civil market and 

exports in the follow: n.g activities and subsectors: 

- aerospace activities 

- aeronautical activities 

- aircraft, engines c;. ·1d equipment subsectors. 

Table 50 

Percentage of final sales accounted for by broad categories of customers: 

EEC United States 

1972-73 1974 1972-73 1974 
A ... 34 erospace acttvtttes 

State: 59.7 58.9 77.1 68.2. 

Domestic civil market 11.0 8.8 9.9 9.7 

Exports 29·3 32.3 13.0 22.1 
IOO:O 100.0 100.0 100.0 

Aeronautical activities 

State: 58.3 58.2 51.5 48.5 

Domes tic c iv U market 11.4 8.5 20.9 15.7 
Exports 30.3 3~.j 27.6 J2•8 

100.0 100.0 100.0 100.0 
Subsectors: Aircraft 

State: 57.7 54.8 45.6 43.8 
Domestic civil market 8.4 7.6 19.4 9·9 

Exports 33.9 31.6 35.0 ~6.3 
100.0 100.0 100.0 100.0 

Eng:ines 

State: 61.3 59·4 52.3 48.6 

Domestic civil market 9.0 9·5 23.1 23.1 

Exports 29.7 31.1 24.6 28.2 
1oo.o !00;0 Ioo.o Ioo.o 



(continued) 

Equipment 

State: 

Domestic civil markJt 

Exports 
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·~ j3 -

EEC 

1972-73 1974 -
56.1 67.9 
24.0 10.3 

~ 21.8 
100.0 100.0 
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United States 

1972-73 

9.0 
100.0 

1974 

62.7 
26.4 

10.9 
100.0 

Figures for the individual subsectors and Community countries are given in 

footnote 35. 

A number of points c:1.n be made before we engage in a more detailed examination 

of the structure of the part played by the State: 

.. Although appreciably reduced compared with 1972-73, State backing for the 

industry is still higher in relative terms in the United States (68•2%) than in 

the Community (58•9%,). This is due solely to the scale of State contracts 

for space activities; the State plays a relatively less importan~ part in 

aeronautical activities in the United States (48·5%) than in the Community (58·2%):. 

- Considering aeronautical activities only, whereas European governments have 

maintained their proportion of the industry's sales, the United States Government 

has reduced its proportion. 

- The relative importance of the domestic civil market has greatly declined in 

the composition of sales of the United States industry. 

- These two reductions in United States national orders have been offset by a 

very substantial increase in the proportion of exports, which have risen from 

27•6% to 35•8% (+ 8•2%). 

-The relative increase in EEC exports, however, was only 3 points, and these 

were at the expense of the domestic civil market. 

This analysis shows that during the recent crisis period for sales (particularly 

civil sales) the United States industry has succeeded in further strengthening its 

already dominant position by increasing its exports. 

This is particularly evident in the aircraft sector, in which United States exports 

rose from 35 to 46•3% of the sales of this subsector. 
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United States exports of ctvil aircraft have varied as follows: 
Table 51 

Civil 
Aircraft weighing 33,000 lb or more: Number Value 

(i.e., mainly airliners) (in millions of current u.a.) 

1972 105 1036.2 

1973 128 1330.9 

1974 228 2128.4 

J.filite1X 
Aircraft • . 

1972 561 355.0 
1973 608 6)2.6 

1974 736 880.9 
In the engines and equipment subsectors, the domestic civil market is more 

important in the United States than in the Community. whereas exports of 

engines are of roughly equal importance in the United States and the Community 

(about 30% of the total), exports of equipment are relatively more important in 

the Cornmunity than in the United States; again, the role of the State is more 

important on both sides of the Atlantic in this subsector than in the other two 

aeronautical subsectors. 

Structure of the State's role 

In the Community, the government role in the civil and military sectors takes 

the form of maintenance and purchase contracts concluded with the industry and 

research and development contracts. 

In the United States, Federal funding of R & D has been as follows in recent years: 

Table 52 

(millions of u.a.) NASA DeEartment of Defense Department of 
Transportation 

1972 219 1819 88 
1973 250 1439 60 
1974 222 1342 59 

.; 

.-;-
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The absolute value of State backing for the aerospace industry is about 

12,000 million u.a. in the United States against 3000 million u.a. in the Community, 

the breakdown by types of contract being as follows: 

Table 53 

Purchase and mainte;·~.ance contracts 

civil 

military 

R & D contracts 

civil 

military 

EEC United States 

12.2 ) 

27.2 ) 

74 % 

26 % 

This distribution has retnained remarkably steady compared with 1972-73. 

The United States industry receives part of the NASA and Department of 

Transportation funds for civil aeronautical research. However, military R & D 

contracts also benefit civil construction, because many civil programmes derive 

from military programmes. 

The breakdown of the State's share of the industry's sales in the Community is 

as follows in the three aeronautical subsectors: 

Table 54 

(percentages) 

Aircraft 

1972-73 1974 -
- Purchase and 

maintenance contracts 

civil: 

military: 

- R & D contracts 

civil: 

military: 

i.6 
55.0 

100.0 100.0 

(Aeronautical subsectors) 

Engines 

1972-73 1974 

1.5 
54.1 

13.4 
18.6 

100.0 

. Equipment 

1972-73 1974 

3.5 
19.3 

-

o.6 
21.5 

100.0 100.0 
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In the three subsectors military purchase and maintenance contracts are the 

most important, particularly in the equipment subsector, followed by engines 

and finally aircraft; on the other hand, military R & D contracts are relatively 

~ore important in the aircraft subsector than in that of equipment. 

It is only in the engines subsector that civil contracts (purchase, maintenance 

and R & D) account for mor~"~ than 15% of total State spending in the industry. 

2. Labour force 

- Sector as a whole 

The total labour force of the aerospace industry has varied as follows in the 

last few years: 

Table 55 

1262 1970 1971 1972 1973 1974 
West Germ~(36) 52,076 . 56,206 . 55,173 52,455 . 52,985 52,982 
Belgium (37) 4,500 4,700 4,849 4,941 4,.380 4,422 

1975 
51,914 

France ( 38) 96,977 103,364 108,646 108,525 106,132 106,769 106,936 
Italy (39) 27,000 29,500 28,ooo 28,500 30,000 31,500 
Netherlands (40) 7,000 s,ooo a,ooo 6,600 7,ooo 6,555 
UK (41) 245,600 235,100 217,800 207,500 201,700 210,100 
EEC 433,153 436,870 422,468 408,521 402,197 412,328 
USA . (42). 1,402,000 1,166,000 951,000 922,000 94B,ooo 965,000 
Ca.na.da( 43) 44,400 36,510 28,700 28,800 31,600 28,400 
Japa.n (44) 23,100 25,600 26,500 26,000 26,026 25,550 

.•, 

It will be seen that the labour force declined in the Community until1973, 

because of the reduction in the British labour force, but this was followed ln 

1974 by an increase, due mainly to an expansion of the British labour force 

and to a lesser extent also that of Italy. 

The labour force in the United States has been slowly rising again since its 

low point in 1972. 
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The distribution of the labour force by subsectors was as follows on 

31 December 1974, except as stated in notes: 

Table 56 

UK EEC --West Germ_:-1!!! Belgium France Italy Netherlands USA -
Aircraft 34,977 2,772 59,993 19,215 6,000 93,992 216,949 448,000 

Engines 6,902 1,023 22,352 5,040 93,992 129,309 226., 600 

Equipment 9,676 413 24,424 5,985 400 22,116 63,014 149,500 

Space 

Total 

1,427 214( of text e) ·1, 260 155 ( cf text e) 3,056 140,900 

52,982 4,422 106,769 31,500 6,555 210,100 412,328 965,000 

The difference in the distribution of the labour force among the subsectors 

makes it difficult to compare the workforces of the EEC and the United States; 

the detailed breakdown for the latter is as follows: 

-airframes 289,300 

- aero engines and parts 146, 200 

- other parts of aircraft and equipment 96,500 

- missiles and space 

- communications equipment 

- other 

91,000 
132,000 

210,000 

965,000 persons employed in the 

aerospace industry 

Labour engaged on missile and space products manufacture is included in the 

aircraft subsector in France and in the other subsectors in the UK. 
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1. Sales, value added and staff numbers of the principal firms 

The following table shows the variation of sales (in millions of current u.a.) 

of the principal European and United States aerospace firms lis ted in 

descending order in accordance with 1974 figures. 

Table st46
) 

(millions of u. a. ) . I 

Country Firm 1971 1972 1973 1974 

USA Boeing 3,039.8 2,194-0 2,668.1 2,984~5 

USA U>ckheed 2,852. 3 2,289~5 2,205.,4 2,623 •. 2 

USA MCDonnell Douglas 2,069 .. 0 2,523 .. ? 2,402.1 2,460.0 

USA General Dynamics 1,869.0 . 1,425.0 1,313-4 1,574·4 

USA Pratt & Whitney 1,480.0 1,353.0 1,358. 0 1,552 .o 
USA General Errectrio 1,620.0 1,402 •. 0 1,289. 0 1,533 • 0 

USA Rockwell Int. - 631!0 761.0 935 .o 
USA Grumman 799 632 870 890 

UK Rolls Royce (1971) (47) 444·4 857.8 845.4 878 .. 2 

F Aero spatial e 582.6 6131\0 641.4 780 .. 9 
} 

F Dassault-Breguet 316.3 391.~ 623,8 608.1 

UK BAC ; 382.0 350~8 341.2 509.0 

"G? MBB 316.6 331 .. 4 366.3 462.5 

PB /"G" VFVl Fokk:er 276,3 346-7 420,2 422.3 
,. 

UK Hawker Sidde1ey 546.0 419.0 395.0 352,0. 

F SNECMA 248.0 286.2 312 .. 6 295.0 

"G" MI'U Mmich 106.4 120.8 167.0 164.2 

"G" Dornier 85.8 133~8 147~3 161.6 

UK Westland 138.2 141,2 134~7 154.2 

I Aeri talia. - 128,1 115.3 99·4 
F Turbomeoa 68.7 73.3 86.3 107.1 

I Agusta. - 10.1 83~8 78.7 88,9 

UK Short :Brothers - 56.0 54.0 46.0 
B SABCA 19 .o 28,0 25 .. 0 zr.o 
:a Fairey 9,0 11,0 9.0 18.o 
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Table 58 shows how staff numbers have varied in the same firms. 

Table 58
48 

Country Firm 1971 197?. 1973 1974 

USA Boeing 56,300 58,600 63,200 75,400 

USA. Lockheed 74,400 69,600 66,900 62,100 

USA I.lc. Donnell Douglas 92,105 86,7L3 78,799 70,739 

USA Gener~ Th.J11amics 66,900 60,900 62,400 n.d. 

u.sA Pratt & \-/hi t11ey 51,000 n9d. 33,000 33,500 

USA General I!,"'l ec . ric 26,000 23,000 23,000 23,000 

·usA Grumman 24,000 25,lt00 21,000 30,000 

UI{:. Rolls Royce ( 1971) 62,000 63,282 61,446 61,924 

F Aerospatiale 43,389' 42,701 41,399 40,242 

F Da~sault-Breguet 15,033 14,963 14,855 15,161 . 

UK BAC 34,993 33,955 34,124 .34,994 

"G" MBB. 20,265 18,128 18,697 19,978 

PB· . . fua•t VFVl Fokker 19,200 17,200 17,120 17,978 

.tiiC Havlker Siddel ey 35,.000 35,000 35,000 35,000 . 

F SN:EXJMA 14,700 17,188 19,068 19,095 

rr.a" .M TU M.uii ch 4,900 6,ooo 11,871 11,333 

"G" Dornier 7,726 7,603 7,136 7,ooo 
UK \..Zest1and 12,.532 12, 247 11,414 11,904 
.I. Aeritalia n.d. 8,140 8,100 n.d. 

F Tu.rbomeoa 4,097 4,329 4,436 4,558 
I Agusta 2,443 2,877 3,097 3,392 

UK Short Brothers n.d. · n.d. 6,500 6,ooo 
B S A13CA 1,960 1,850 1,aoo 1,750 

.:a Fairey 1,100 930 960 1,150 
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The largest European firms arc typically about 30% of the size of the largest 

US companies, and this ratio has not changed significantly since 1972. The 

following table shows the importance of the part played by the largest companies: 

Table 59 

Percentage of final sa_les .!.ill Communify
974 ~ M¥ ited Sta es 

- largest company 17.6 16.0 13.5 16.7 

- two largest companies .30.3 30.8 25.7 31.5 

- three largest comp;-,nies 38.9 41·9 37.5 45.3 

- four largest compa· ies 47.0 51.2 45.1 54.1 

- five largest companies 54.4 59·7 52.6 62.8 

- six largest companies 61.6 67.6 59.9 71.4 

- seven largest companies 68.4 74.0 63.2 76.7 

- eight largest companies 74.3 79·4 66.6 81.7 

There has been a slight increase in concentration in the Community since 1972, 

although this only begins to become significant at the level of the five largest 

firms. In the United States, however, concentration has increased substantially 

(15·1 points for the eight largest companies), and this increase is quite evident 

even when the two largest companies only are considered. 

In 1972 the degree of concentration was slightly lower in the United States than 

in the Community, but in 1974 it was comparable in the two areas; now, however, 

it is higher in the United States than in the Community. 

However, these considerations of company size and degree of concentration are 

not indicative of the competitiveness of the European industry compared with that 

of the USA. In particular, two major factors do not emerge from these figures: 

- The level of a firm's sales gives no indication of the nature of its activities -

in particular, the volume of subcontracting, production under licence and R & D. 

- A listing of firms by sales figures takes no account of the major factor of 

collaborative projects. For instance, if Airbus-Industrie were regarded as an 

aerospace company by adding together the sales figures of all the collaborating 

companies, the total would be comparable with the level of sales of the US 

companies. 
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MOreover the only method of -comparison which seems valid is to 

examine companies from the standpoint of figures for th~ir annual 

average added value, taken over a reasonably long period and using 

published comp~ accoun~ 

The services of the Commission have carried out this exercise. 

They feel tht ~; the;}{ should publish the results as soon as possible 

and in any e· -Jnt include them in the next version of this document. 

In the meantime, they will attempt to olar.ify for industry all 

the details of the method of analysis used. 
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Almost all the helicopters made in Europe are built by four companies: 

- Aerospatiale' s helicopter division in France 

- Agusta in Italy 

- MBB (Helikopter Technik, Munich) in Germany 

- Westland Helicopters Division in the UK 

Sales and staff numbers of these divisions or companies were as follows in 

the years stated (millions of u.a. ): 
Table 60 

1973 1974 1975 Staff numbers 
in 1975 

Aerospatiale 200.7 222.1 264.7 8,200 

Agust~9 78.7 88.9 111.2 5,516 
MBB 66.3 77.9 62.1 1,500 

Westland 93.2 100.2 125.6 7,461 

Staff engaged on helicopter manufacture in the United States amount to about 

27,000, some 9600 of whom work for Bell Helicopters, 6500 for Sikorksy, 5000 for 

Boeing-Vertol, 3000 for Hughes and 2500 for Kaman. 

Sales of the United States helicopter firms were as follows in 1973 and 1974 

(m lllions of u. a. ): 

Civil helicopters 

Military helicopters 

Table 61 

121.4 
151.2 
159.8 
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The figures in table 61 do not include the value of helicopters manufactured 

under licence outside the United States (mainly in Europe). They also do not 

include the value of parts and spares. 

The latter probably amounts to about 30% of the value of new helicopters 

produced. Helicopter production in the United States was thus probably worth 

some 404 million u.a. in 1974 (in the same year the value of European production 

is estimated at 489 million u.a. ). 

3. Light and executive aircraft manufacturers 

Sales by these manu£ .. cturers were as follows (in millions of u.a. ): 

~ 
161.0 

Table 62 

1114 
223.0 

It is estimated that between 18,500 and 20,000 persons are engaged in the 

manufacture of light and executive aircraft in the Community. There are 13 firms, 

5 of which are in France, 4 in Italy, 2 in the UK, one in West Germany and one in 

Belgium. 

In addition to civil light and executive aircraft, the estimated total sales given in 

Table 62 cover aircraft of these kinds for military applications and subcontracted 

assemblies for commercial aircraft and helicopters, as well as engines for light 

aircraft in some cases. 

The following numbers of aircraft were manufactured in the years stated: 

Table 63 
~ lln .1211 

Light aircraft 1,400 1,500 1,200 

Executive aircraft 45 100 70 

1,445 1,600 1,270 
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About a third of the light aircraft made in the Community are manufactured 

under Cessna licence. In terms of numbers, the United States produces about 

ten times as many planes as the Community. 

The number of aircraft produced in the United States and their value were as 

follows in recent years: 

Table 64 

]2B 1m 1.214 
Number 9,774 13,645 14,165 

- single-engined 7,357 10,633 11,000 
Total value (millions of u.a.) 516.3 661.1 726.2 

-value of single-engined planes 152.6 188.9 198.4 

Cessna, Beech and Piper account for about 68% of the total value of United 

States production of these aircraft. These three companies (of the 13 in the 

United States) service over 80% of the domestic market and also hold 47% of 

the light and executive aircraft market in the Community. 
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There are in the Com~unity 300 airborne equipment firms whose sales of 

airborne equipment exceed 400,000 u.a.; half of these firms have sales of 

airborne equipment exceeding 2 million u~a. 

Table 65 

Airborne equipment sales (in millions of u.a.) 
I 

0 .. 4·- 2 2- 4 4- 10 10- 20 20- 40 )40 

Belgium 5 .3 - - - -
Denmark 5 - - - - -
l!"Tance 34 10 19 9 5 3 

Irela.nd: 3 - - - - -
Italy 21 10 7 2 - -
Nether-lands 5 - - - 1 -
!:lest Germany 30 14 13 6 2 -
UK 46 11 19 8 3 6 - - - - - -
Total KSG 149 48 58 25 11 9 

..... 
2 million u.a.; these are classified in Table 66 according to the proportion 

of their to ta.l sales 

Totcl 
number of 
companies 

8 

5 
8o 

3 

40 

6 

65 

93 -
300 
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accounted for by airborne equipment (the figures relate to 1973): 

Table 66 

Number o:f companies by percentages of total sales accounted fer by airborne 
equipment 

< 101~ 10 - 20 20- 30 30-50 50 - 7'5. 75 - 90 ) 9o% Total .. 
Belgium 3 - - - - - - 3 
Denmark - - - - - - - -
France 5 I .5 3 6 8 6 13 46 

r 
) 

Ireland - - - - - - - -i 
Italy 4 I 2 5 1 2 1 4 19 
Netherlands 1 - - - - - - 1 

West 12 2 2 4 4 6 5 35 
Germany 

UK ,. 11 4 1 4 6 3 18 47 
~ 

·Total EEC, 36 13 11 15 20 16 40 151 

A high proportion of the companies which manufacture airborne equipment are 

ob~iously greatly diversified. The least diversified firms - i.e., the ones for 

which airborne equipment manufacture accounts for over 75% of total sales, 

these companies thus being very dependent on the level of activity in the aerospace 

industry - represent 45% of the total number of firms in the UK, 41% in France, 

31% in Germany and 26% in Italy. 

Finally, Table 67 gives an impression of the degree of concentration in the 

four main Community countries producing airborne equipment, based on average 

sales of the top eight companies in each country. 



Average sales 
for all 
activities 

UK 762 
r 

France 104 

West Gertnany :J. 1o1o 
Italy 38 

Two points emerge: 

PMS -52 ... 
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(millions of u.a. in 1973) 

Average sales %airborne Proportion of total 
for airborne equipment airborne equipment 
equipment sales in each 

country accounted 
for by the top 8 
companies (%) 

55 1.2 62 

35 33.6 47 

14 1.4 44 
8 21.0 55 

- the high degree of concentration in the UK compared with the other three 

countries 

... the relative independence of the German and ·British industries from a slump 

in the aerospace sector. 
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Footnotes 

The parities used in this document to convert national currencies into European 

units of account (u.a.) are those adopted by the Statistical Office of the European 

Communities, namely (average value for the year): 

ill2 illQ lin 1-_21g 1..2D 121.1 1.212 

DM (West Germany) 3.93 3.66 3.65 3.49 3.32 3.21 

FF (France) 5•17 5.55 6.01 5.68 

Lira (Italy) 625 631 729 813 863 

Guilder (Netherlands) 3.62 3.61 3.52 3.47 3.35 

BF /LF (~~iuff:~ )~Y· 0 em urg ··• -- 49·9 . 48.6 48.6 48.6 48.6 
£(UK) 0.416 - 0.437' 0.511 0.534 0.597 
Krone (Denmark) 7.5 7-57 
$ (USA) 1.00 -- 1.08 1.25 1.25 1.32 

Yen (Japan) 360 ---- 359 334 339 363 389 

Values are expressed in u.a., the unit of account used for statistical purposes 

by the European Communities (1 u.a. = 0·888671 g of fine gold). Values expressed 

in floating national currencies are converted into u.a. by the SOEC on the basis of 

the market rates between the floating currencies and those linked by the European 

agreement on the narrowing of margins (see explanatory note in "General 

Statistics" 5/1975, page 171 ). 

1 
Source: IT A Bulletins. 

2 
Source: ITA Bulletin dated 10 November 1975. 

3 ITA Bulletin dated 26 Aprill976. 

4 
1080 million tonne/kilometres. 

5 
Including 167 Boeing 720s, 35 VClOs, 51 Comets and 83 Convairs - total 336. 

6 Analysis of civil aircraft in service and on order in October 1974 and February 1976 

Source: Aerospatiale (figures processed by the Commission) 

a) The analysis covers the following countries: 

-the nine member states of the Community 

- other European countries: Austria, Cyprus, Finland, Greece, Iceland, Malta, 

Norway, Portugal, Spain, Sweden, Switzerland, Turkey and Yugoslavia 

- United States 

_, 
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.. Rest of the world: in October 1974, 104 countries including USSR 

and People's Republic of China 

in February 1976, 108 countries including USSR 

and People's Republic of China 
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b) The analysis covers only the top 400 airlines in October 1974 and 

the top 362 airlines in 1976. 

c) The analysis covers the following western aircraft only: 

Long-haul 

United States a ire raft 

- Boeing 707 ... 720, sulxlivided as follows for calculation of the value of 

aircraft in serv i.ce and on order: 

707 - 120 - 220 - 420 

707 - 720 

707 - 320 

- Boeing 747 

- DC6 

- DC7 

- DCB series 20 - 30 - 40 

- DC10- 30 

40 

50 

60 

63 

- Lockheed 1 00 

- Convair series 880 - 990 

European aircraft 

Britannia 

VC10 

Comet 

Concorde 

Aircraft from other western countries 

CL44 



Short and medium-haul 

US aircraft 

Boeing 727 - 100 

727 - 200 

Boeing 737 - 100 

737 - 200 

DC3 

DC4 

DC9 .. 10 and 20 

DC9 - 30 and 40 

DC9- 50 

DC10- 10 

Lockheed Electra 

Lockheed 1011 

Convair 440 

_
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Aircraft from other western countries 

YS11 

7 
The SAS fleet is included under Sweden. 

III/397 /7 6-E 
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European aircraft 

Caravelle 3 and 6 

Caravelle 10 and 11 

Caravelle 12 

A 300 

Mercure 

Vanguard 

Viscount 700 and 800 

BAC 111 - 200 and 300 

BAC 111 - 400 and 475 

BAC 111 - 500 

Herald 

'"frident 1 and 2 

Trident 3 

HS748 

F27 

F28 

VFW614 

8 
Six former men1bers +UK. Exact comparisons can be made for 1970-76 for 

Europe and for 1974-76 for the EEC. 

9 
The difference between 1974 and 1976 in the share of the rest of the world market 

is due to the non-confirmation of 5 orders for Concorde. 
one from 

10
1974 orders: 4 from Iberia andiAir Charter International not confirmed since. 

11 
F. Legrand, Manager, Helicopter Division, Aerospatiale: "European prospects 

in the field of helicopters., - lecture on 21 Nove1nber 1975 at Berlin Technical University. 

12 
Interavia March 1975. 
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13 
Westland: growth of world civil helicopter fleet (excluding USSR, China and 

eastern European countries). 

14 
From D~ (Greenwich, Conn.) 

World Aircraft Forecast to 1984 - 1975 edition. 
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The fleets of there cou.nt:c.J..'' .. s i.nr~lude aircraf't m-s.de by 

the S\-vedish company Saab. 
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16 
This section concerns only the ·western world, i.e., excluding the USSR, 

eastern European countries and China~ However, it should be remembered 

that the USSR in particular ha.s a forrnidable aerospace industry. 

17 
United States: AE.: · ospace Industries Association of A1nerica 

Ae i)Space facts and figures .1. 975-76 

18 

-:, 19/2 and 197 3; revised figures 

Aerospace products and services~~ 

Canada: Canadian n1issi.on to the European Conununi.ties 

Sales of the Canadian aerospace industry (in millions of Canadian dollars) 

~ L~ l37.£ 1973 197.4 (provisional figure) 
·--~~-

_..._ 
b59 59 625 b 2 729 

including 

aircraft and af.rfra1nes: )(;6 298 

engines: 194 232 

19 
Community: sum of final sales of the n1ernber Sk1.tes - see Tabie 36. 
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20 Other European countries: sales for Spain, Sweden and Switzerland in 1972, 

1973 and 1974 estimated. 

21 
Japan: source: GIF AB report. 

22 
"Other western coPntries": 1972, 1973 and 1974 sales for Brazil, India and 

Israel estimated. 

23 

The principal other countries having an aerospace industry are Australia, 

Argentina, New Zealand and South Africa. 

West Germany 

Sources: 1969-71: Federal Economics Ministry 

1972-74: BOLl 

24 
Belgium: GEBECOMA. 

25 
France: source: Groupement des Industries fran~aises aeronautiques 

et spatiales (GIFAS). 

26 
Italy: source: 1969-71: Italian government 

1972-74: Associazione Industrie Aerospaziali (AlA). 

27 
Netherlands: industry source. 

28 
UK: 1969-71: Department of Industry, Business Statistics Office -

Survey of the United Kingdom Aerospace Industry 1975, page 27, 

Table 23: total+ launching aid 

1972-74: Society of British Aerospace Companies Ltd (SBAC). 

29 
EEC: sum of sales· of the member countries. 

30 
West Germany: Federal Economics Ministry 

UK: Department of Industry, Business Statistics Office -Survey of the 

United Kingdom Aerospace Industry 1975, page 27, Table 23: 

total+ launching aid. (1974 provisional figure) 

The differences between the figures of the manufacturers' associations and 

ministry figures are due to differing classifications of industrial activities; 

for instance, the classification of the Brit~sh Department of Industry does 

not include electronic equipment. 

; 

.~ 
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31 
Table 38: Conversion of national sales in current u.a. (Table 36) into national 

sales in constant 1969 u .. a.: the national sales figures fro1n sources 17 and 

23-28 in national currencies at current values were converted into national 

currencies at constant 1969 values by the price index for GDP at ntarket 

prices (SOEC- national accounts 2-1974 and 1-1975). The results were 

converted into u.a. at 1969 exchange rates. 
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32 
Sales of goods and services between aerospace companies in each EEG 

country amount to the following percentages of total sales: 

Aircraft Engines Equi_ement S_eace Total 

West Germany 27.5 6.9 11.4 12.9 21.1 
Belgium 0.5 0.3 0.2 0.2 0.4 
France 4.6 9.9 54.9 15.1 
Italy 8.3 8.9 24·4 10.4 
Netherlands 

UK 1.3 14.9 26.5 0.9 13.3 

33 
Transactions between companies in different EEC countries were as follows 

in 1974 (millions of current u.a.) 

Aircraft Engines EguiEment s.eace Total 

West Germany 67.5 47.8 20.1 35.7 171.1 
Belgium 22.4 9.0 3.2 5·4 40.0 
France 114.1 61.3 25.6 201.0 
Italy 25.8 7.5 4.2. 0.5 )8.0 

Netherlands 7.6 7.6 
UK 119.3 128.3 75.3 2.1 325.0 

-
356.7 253.9 128.4 43.7 782.7 

34 
Breakdown of EEC final sales in the space subsector in 1974: 

State 79•0% 

Domestic civil market 

Exports 
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35Ftnal sales of the EEC (millions of current u.a.) 

Aircraft subsector 

State German! Belg:ium France Itall Netherlands UK EEC 

Civil R & D 1.5 104.8 0.1 7.3 48.7 162.4 

Military R & D 249.8 232.1 113.6 595·5 

Purchases and maintenance 

- civil 7.8 0.1 4.1 1.0 8.4 22.0 

- military 280.4 11.2 289.0 79.0 6.6 197.6 863.8 

Governments of other 
member states 1o7 4o5 6.8 1.6 1.9 20.2 36.7 
Non-EEC firms 31.2 0.2 46.0 0.7 s.6 83.7 

End users 

- national 6.7 178.4 0.1 ·s.2 35.3 225.7 
- EEC (civil activities) 0.1 1.7 5.a 7.6 

- non-EEC 24.6 497.0 69.3 94.1 386.5 1071.5 
603.8 16.0 1314.5 197.1 115.8 821.7 3068.9 

35 continued Final sales of the EEC (millions of current u.a.) 

Engines subsector 

State Germanl Belg:ium France I tal X: Netherlands UK EEC 

Civil R & D 0.4 25.0 76.8 102.2 

Military R & D 7.9 77.2 8.2 48.3 141.6 
Purchases and maintenance 

- civil 0.3 7.7 6.7 15.8 30.5 
- military 125.8 4.6 110.6 33.2 186.1 460.3 

Governments of other 
member states 19.3 1·1 27.0 
Non- EEC firms 4.0 0.2 9.3 148.3 161.9 
End users 

- national 2.6 35.8 65.0 103.4 
- EEC (civil activities) o.1 4.2 13.7 ·18.0 

- non-EEC o.8 83.7 2.0 151.3 237.8 

141.9 4.8 363.5 59.4 713.1 1282.7 
<\.: 
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35 continued Final sales of the EEC (millions of current u.a.) 

EquiEment subsector 

State German! Belg:ium France I tal! Netherlands UK EEC 

Civil R & D 3.0 0.5 0.4 3.9 .. 
Military R & D 32.6 o.1 6.7 6.5 1.2 88.8 135.9 

Purchases and maintenance 

- civil 16.7 1.0 9.8 0.3 2.9 30.7 

- military 110.6 5.2 . 95.8 25.0 201.5 438.1 

Governments of other 
member states 4.4 o.1 3.0 o.8 5.7. 9.1 23.1 

Non-EEC firms 8.2 35.6 1.7 o.6 44.0 90.1 

. End users 

.. national 9.3 o.1 35.0 0.7 36.5 81.6 

- EEC (civil activities) 0.4 13.6 14.0 

- non-EEC 3.5 1.7 9.0 1.7 o.6 96.1 112.6 -188.3 8.6 195·4 36.7 8.1 492.9 930.0 

3S continued Final sales of the EEC (millions of current u.a.) 

SEace subsector 

State German! BelB:ium France I tali Nether lands UK EEC 

Civil R & D 50.0 0.7 59.4 3.7 1.0 11.3 126.1 
Military R & D 1.2 4·5 5·7 
Purchases and maintenance 

- civil 1.1 0.1 o.6 1.8 

- military 0.3 0.3 

Governments of other 
member states o.1 19.0 19.1 

Non-EEC firms 1.3 0.3 1.5 3.1 
End users 

- national o.1 0.9 2.0 0.2 . 3.2 

- EEC (civil activities) 0.1 0.1 7.9 8.5 13.5 30.1 
- non-EEC o.6 3.7 .4.3 

54.3 1.4 86.3 13.7 3.0 35.0 193.7 
--
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36 West Germany: BDLI. 

37Belgium: GEBECOMA. 

38France: GIFAS. 

39Italy: AIA. 

40Netherlands: Fokker-VFW. 
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41 uK: Survey of the United Kingdom Aerospace Industry - Department of Industry. 

42united States: Aerospace facts and figures 1975-76. 

43 Canada: Canadian miss ion to the European Communities 

1974: provisional figure. 

44Japan: GIFAS report. 

45Netherlands: Distribution estimated by the Commission. 

46The sales figures set out in Table 57 are taken from the firms' balance sheets (pro­

cessed by DAFSA), except for the following firms: 

- Pratt & Whitney, General Electric, Rockwell International and Hawker Siddeley: 

aerospace sales have been estimated as these represent only a part of their total 

sales • 

... Grumman, Short Brothers, SABCA and Fairey: information from miscellaneous 

sources. 

4 7 Rolls .. Royce: 32 weeks only in 1971. 

48same comments as for Table 57. 

49The labour force was as follows in 1975: 

3703 persons at Agusta itself 

713 persons at Elicotteri Meridionali 

and about 1100 persons at SIAI-Marchetti engaged on subcontract work for Agusta. 

5°The inforn1ation in this paragraph , is taken from a BIPE study for the 

Commission. 




