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Snmmary ani cogglgsiong

- The present d»cmment has been drawn up for the "ngeerted aotlon and
consultation between the Member Sﬁ@tes on ;ndustr;gl pol;cy 1n the aer@nautlcal
sector" ‘gub ject of the Gauacl; rebalutlmn of Margh 4, 1975w

The aerospace manufacturers of the Community, the-Buropean air transport
companies, the airport authorities in Western Burope have been consulted, and
a general agreement on the aims and methods bas been expressed individually by
the airframe manufacturers., - '

The aim is to @eterm;ne on the one hgnd, the world demand for vaxl transp@at
a.:g.:;'craf‘h, on ‘the oth@r hand, a sem.el of hypo'gh@ses on tha varioufs possn.bll:l,tq.eg
open to the EarOpean agrospace 1ndustry leeked at fr@m the p01nt of view of a
balance sheet for the civil aircraft sector wzth;n the Ggmmunlty (balanse between
expendxturas by the Eurcyean air transport equ}pmeq; ¢omp@n1as and sales by the

,,,,,,

Sectman IIT indicates those seciors of civil alrcraft aoustrust;on in
wh;ch 1n1t1at1ves could anable the rﬁductl@n or ellmlnatlon of the ex@egted
@vgral; negatlve balance, provuded t@ax thai wag th@ alm requ;rea wlthmn the

fr&mgwork Qf the genﬁral econopic pellcy cf the Gommunzﬁy, 1n which the indiviéual
sectorial pollaxes should Fita

Three areas of consideration for future initiatives can be distinguished 3

- long haul aircraft, & series of indications (existenece of Comcorde, the relative

deorease of the demand in the USA %0 the bemefit of companies in the "Rest of
the World", lead one to thoughts which should be based on mere extensive studies
on the opportunity to teke imitiatives in the field of svbsonic long haul &

thlﬁ categony appaarg aﬂvzsabla, 1f the 1nve$tmants reqa;ra& are in proport1on
*o the relatively ;imited benefit Wthh can be expeoted,
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~ "medium! short and medium haul aircraft, the range being véryﬁlarge (aircféft
between 120 and 290 seats) it is necessary, taking into account at the same
time ex1st1nb programmes and their possible future developments, to examine

the varlous solutions which would enable the European 1ndnstry to ocoupy an

important plage in this alrcraft category, in which it has always played a
considerable role

N.Bs The following text sets out the' results of a study in dapth but does not’
claim to be exhausthe about the methods used,

The complexlty of the subject Justlfles such a presentatlon, the annexes

allowing a better understandlng of tle main conclusions contained in the\
note itself.

The forécasts contained in this note and in particular those deallng with

~traffic development and the capacity required are the results of work dOne
" in ahecking’and putting %ogether estimates provided by dlfferent sources
(manufacturers, official bodies, trade associations, study and research
centers)o '

p

a/’«
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ON I

Assegsment of air transport offers

1,

Traffic development

a) Scheduled Traffic (1040 excluding USSR and China)¥

e S
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Using the 1973 figures as a base and taking into account the development
. in 1974, two different hypothetical traffic projections up to 1985 have

been calculated (annexes 1 and 2) :

Table 1 (in billion passenger/kms)

1973 1975 1980 1985
51997 Hypothesis 4  555.7 87044 1192,5
_ | Hypothesis B 590,6 972.7 1435.6

" For the period 19731985, the rate of anmmel incroase is 7+1% in hypothesis
A and 8.8% in hypothesis B, which means that the rate of growth projectei
is slightly lower than that indicated by OACI in October 1974 (9% with a

For the period 1975-1985, the rates work out as 7.,9% in hypothesis A and

spuoad between 7% and 114),

9,2% in hypothesis B. (1)

@/o

(1) These figures are.therefore close to the figures accepted by US aircraft

manufacturers and in particular Boeing, who in May 1974 forecast for the
same 1975-1985 period rates of T«8% to 8.4%s

See beginning of annexes

3 Methods and Definitions.
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b) Unscheduled traffic (ICA0 excluding USSR and China)

Using the 1973 figures as a base and taking into account the development in

1974, two different hypothetical traffic projections up tow1985 have been
calculated (Annexzs 3) {(2)

Table 2 (in billion passenger/kms)

1973 1975 1980 1985 _
101.6 Hypothesis A 9905 135,5 188,3
Hypothesis B 11447 20349 327,0

c) Total traffic (Scheduled and unscheduled)

[
*

Adding together the totals under a) and b) above gives the following results

J

) .

Table 3 (in billion passenger/kms)
1973 " 1975 1980 1085
621,3.‘,‘ Hypothesis A 65562 .. . 1005.9 1380.8
Hypothesis B 05,1 1176.6 | 1762.6

N

(2) The rates of growth for the periods 1975-1980 and 1980-1985 are close 1o’
. /
those indicated in lMay 1974 for the same period by Boeing except for the

first period in hypothesis A (6,3% as opposed to 10,1% indicated by Boeing).
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The rates for development of iotai“%?affié‘dﬁﬁiﬁé"the‘peﬁibd 1973-1985 are -
as follows : (3) ’

Hypothesis A : 6,8% Hypothesis B 3 9%

Projection of total traffic sharing

Using the two hypotheses L and B, calculations indicate that there would be
a.doﬁsiderable decrease in the traffic of those companies based in the USA
in favour of companies in the "Rest of the World", with Burope's share

remaining consta@tg'(4)'

Table 4
— T
1973 1985
Burope o 3142 3047
usa | 4642 - 38,1
"Rest of the World" 2246 31.2
100,0 100,0

Taking scheduled traffic alone, USA based companies would achieve 49*6% of
world traffic in 1985,

Qp the other hand, it is in the area of intercontinental services that an

increase would take plage, /
s/ o

o AT e 1

(3) The rates given by hypothesis A correspond exactly with the results of a

forecast by Boeing in October 1974 (their lower hypotheses) whereas the
rates given by hypothesis B imply a traffic growth of more then 10% on the

higher hypotheses given in the same fopggaé%g

(4) Member States of the Community plus Austria, Cyprus, Spain, Finland, Greece,

lceland, Norway, Portugal, Sweden, Switzerland, Turkey.

/
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Table 5
1973 11985
Continenval scrvices 61,0 533
Intercontinental services 39.0 ' 4647
100,0 100.0

It is in the "Rest of the World" that the trend indicated dbove would be -

- most marked.
J

2. Available capacity ( Total : scheduled and unscheduled services)

Based on the forecasted development of air traffic, it is useful to determine
the number of seats/kms offered in terms of load factors varying according to
the type of service (whether scheduled or not), the main traffic routes and the
year‘in guestions

. .
Ammexes 4 and 5 contain the calculations which give rise to the following main

conclusions. (expressed in billion seat/km offered).

wion
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- L Table 6 -
% e RV R &rl ;/:“ Z’liv‘f"
;-.w%i'r*: %Q
Hypothesis A Hypoth351s B
i Sl g gy TR T I ENE S

European airlines
US airlines

Lirlines in the "Rest of
the World"

)

250,1
156.4

38849

2815

204.3

45046

5709

h‘.. Madnly ¢ontinental Praffigrdwi o " oi S o .
Buropean alrlives oo o © 23244 ¢ 28641 319.6 j4k9§9
i s BT noobad L
US airlines 5572 62348 686.9 792,57
Grrg Lo g e “ RS Pt ol o s
Airlines in the: “Rest of: SRR gt N R
;»bﬁaW?F%de G ¥ }7§‘%.w* ‘»¥%2: .?gg; Y :gﬁﬁyﬂ
Sub Total T O 966.0 | 1095.5 1231,5 145646
[L Meinly intercontinental o] » = o e
S R T EEU NN S T S0 s AP LR B o ‘a 5 F

70048

Sub Total 1I

195+4

93644

1090.8

1460.8

Total I + II

176144

2031.9

232243

2917.4

Using thé'averge of hypotheses A and B, the average load factor would be 57¢5% in

1980 and 60% in 1985,

If one compares the breakdown of available capacity in 1985 (average of the two
hypotheses) with the same breakdown in 1974, the following development is brought

to0 one's notice,

a/.-




- Reduction of the share of the total
“companies eé“%%féllygtﬁ“%hb”%euef&t*u? 0cmpah é%»ih“%ﬁé ResY o the Worid“

the share of the Eur@pean compan;esmvarying sllghtly. . e o
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‘ ds *éhate of‘%o%al
would be due to the %arge reduoti&n

carried?by the long haul serv1065vof the US ccmbanles, thls reductlon not belng

gg@nigrely cowgenqated\for Qy an 1ncrea§e ‘in the percentage relative 1o thefahor%
( and med&um haul serv1ces of US companles. ' :

) ; % H 1 i
{ B 14 R i P i S e ! “ . .- g .
: : g TN ‘s' S ¢ a“ » ORI A A A S I H
; %4@ ‘; e Lrg oo C R 7 4.

- The increase in the srare of total world capaoz%y on the part of the companxes
‘ 1n the "Rest of the WOrld“ would b@ dne to an i crease i %he<percentage~uf

total world long hau% trafflc carraed %y oompan;es in the "Rest of the Wode“

Ewm“ﬁ an 1ncreagemnot offs@t by a sllght$reductlon 1n%the percentage relqtzve to
. il . ‘

: sho t and m dxun hauﬁ trafflc carrned oy these éOmpanles.“Nmm\ﬂwwwwﬁmww e

v;.{m’.&(ﬂ% i et

- For the European comphnles, the trends are less: clear, almhoqgh +Af -an. 1nqrease
in the share of total‘world traffza offered by these companies doesg happen,
this would be due to an increase 1n the percentage of total worlicapaczty ;

relatlng to short and medlqm haul European services.

»

i
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2, Long haul aircraft
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Analysis of tﬁé:ﬁzeékééwn of capécity

1. ~ Purpose of this section -

. \ g ’ ) N
} ' - ¢

The question here is to determlne for each of the three geographlcal areas
~'hnd for the world (1.e. I6AQ exeluding USSR and China) for both hypotheses -
A and B ang for 1980’and 1935, the seat/kms to e offered on 3

et Wy BRI S o "

S alrcrafﬁ 1n servmce in March 1974 or on order in Qotober 1974 remalnlng
1n serv1oe 1n 1980 and 1985,?:?‘ L o
f - alrcraft to be ordered and dellvered durlng the period 1975~1980 on the

«"‘

o oﬁeghandv and 1980&1985 on the other, the alrcraft on optlon 1n October 4
# 1974 a@pearlng 1n a spe01al llne;~, "

o FE
LT 1Rt A : .

' ‘-/»

:

The product1v1ty of alrcraft 1n serv1ce and on order has had the following
, ooefflclents applled

A

wvméoﬁffo?néifbfaf% being in service more than 15 yeaiﬁ.5ut>1988*thanf20pﬁ"
in 1980 and 1985,

In annexes 6 and 7 can be fc@nd the tableéfih“whiéﬁ”the main elements are
as follows: ﬂ
. ;
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T VP —— Table T / T, s
1075--1980 v 1980-1985

o \ S
SKO x 177 _so_te Iurope UTA Resi ol the Tot l Durope Usa Rest of the Total
ordered and_to Vﬂrld R BEIETEN N HWorld Ly~
be delivered

kst aa

Hypothesis B v“42,5‘ 199.9

24204 | 229.7 heo2| 317¢7 | 72746

i
i
X , o . l Lo . . . - . P
Hypothesis 2 A,U; 1,0 = . 138s2 ;x&£}49p3 :\l%5gézﬁ?5p§’fw249p5¢;l 45047
i
i

SRAS— ) NFIENY TV S——
VR A R AN N S TS P O
E 1 . ' N s N .

The most remarkable element is the overcapacity ‘of the companles 1n the USA for
long haul werv1ceu up to 1080, even taklng the most Opt1m1st1c trafflc development

hypot‘hesn.se Eurépean &emand or new lon’"haul alroraft w111 beéc
up to 1980. “On the other hand, this démand w1ll be B .

v “ , oy
PR \f ‘ § f.v§; ;, . ; L PEEDURNAYE NS RSN : : “ SN ; T I T

To iliustfat; the demand more cléafly, wé have éohveftéd?égéiigﬁ{g“ééaﬁjkﬁg:%o be
ordered and dellvered 1nto "long haul type alrcraft" Thls 1sypure1y a questlon of
us1ng an ar%ltaxy unlt of meagurement oorrespondlng*%o é‘%ICtIVE élrcraft haV1ng
an annual product1v1ty of 541 mllllon available seat/kms (200 seats, 817 km/h

3, 312 hours' anmsl utllisatmon), SN
Table 8
1975-1980 1980-1985
CAMrlines in. o .0 L . Alrlines in.

Burope USA Rest of the Total | Burope USA Rest of the Total

World World
Hypothesis 4 | 20 255 215 | 232 | 139 461 832
Hypothesis B 78 369 447 424 333 587 1344
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The demand will in fact be filled by ‘a4 mimber of aircraft which may be different
from the figures given above, for these will vary from 100/400 seats whereas the

fictive aircrzft above has only 200,

However, it is +the market after 1980 which is moet worthy of attention given
the Iengthy timescale between defining a new aircraft on the drawing‘boards’and
putting it into service, For the period 1980-1985, demand will reach approxi-
mately 850/1350 vfictive" aircrafte These figures are lower than those apﬁearing
in eariiér‘studies; but what appears to be more important is the closeness of the.
rr’estimatgs in relation to the marked decrease of the percentage of the US carriers

in the field of "long heul" world capacity put into service.

fLiccording to our egtimatés, the development of the breakdown of world long haul

capacity put into service will be as follows for the two periods below 3

Table 9
1969-1974 1980~-1985
Buropean airlines | ’ 33 30
US adirlines” v SR B 31 Looel
Airlines in the "Rest of the World" . 36 49
100 ~ 100

i

3« Short and medium haul aircraft

In -annexes 8 and 9 can be foun@ the tables whose principal elemenis are the

/

‘following : ‘ o /

of
: ’ . . .



- 11 =

Table 10

198/111/75-E

SKO 19 be -

ordered and to

be duliversd

Kit)g

Hypothesis A

Hypothesis B

[ S

Burope

Adrlines in

2280-1983

lalrl"unes 11’1
A A"

USL Rest of the Total | Burope USA  Rest of the Tobal

| Hemid T Menld
88,7 ,1‘28.54 408 25840 .*‘1’2‘0;8”‘ 241.3 | ~75:;.4  ;f_437.5
14244 [195.1] 50,0 [387.5| 168.0 [280s5 |  84.6 |533.1

There will nat be overcapacltv and the larger nart of the demand Wlll emanate from
the USAywhereas for long haul axroraft, it w;ll emanata from the "Rest of the World",

This demand will represent the following‘number of fictive short and medium haul

aircraft (based on an aircraft of an annual product;vzty of 335 x 10

seats, 590 km/h and 2,843 hours annual utllmsatmon)

6 sxo

200

1 Téblg'll'
Liii%i%%ég‘ , %%%S;égégh
Europe - USA Rest of the Total | Burope USA  Rest of the Total
o Horld e @orlﬁ
Hypothesis 4 264 383 121 768 | 360 720 | 225 | 1305
Hypothesis B | 425 562 149 1156 | s01 837 252 1590}

T

He feel that in the numbers of fictive aircraft, demand up to the end of 1980 w111
be much greater than for long haul aircraft; there is therefore during thls«perxod
Demand will probably be
filled by fewpr<numbers of aircraft than given in the above flgures, since.: wide~
bedied 300~seat amrcraft w1ll fill an important part. of the market, ‘

an 1mportant market for short and medium

haul alrcraft.

i/ﬂ
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For the period 1980-1985, three essential differences can be noticed in comparison

with forecasts for long haul aircrafi:
a) Demand will be stronger (rounded average 1450 as opposed to 1100),

b) The spread between the two hypotheses will be less marked, which makes the

average figure more meaningful,

c) The sharing of demand between the different geographicai'areas will be very
different compared to long haul aircraft,

If in the field of long haul, we can expeét t0 see a strong shift of the excess.
capacity demand from the USA towards the Rest of the World, nothing similaf‘is
foreseeable, according to our estimates in the field of short aﬁd\medium haul
where the development of the breakdown of capacity put into service will be\as
follows for the two periods below : ’

Table 12
1969-;1974 1980-1985
Buropean airlines 20 27
US airlines 58 55
Airlines in the "Rest of the World" 22 ~ 18
100 ;OO
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R I N L L T I S G T S e B ot e T S TIPS A U BT
SECTION III - BALANCE SHEET OF THE ABRONAUTICAL SHOTOR IN BUROPE ~

1.

$

AR

SR PR PR

‘This is -a question of comparing "consumption™ and production in Burope of

Aviseivil airvoraft based on.a sepies of hypotheses relating-to & ..:: ., s

2e

o

5

L

- sales of Buropean civil aircraft both on the European market and in

- countries outside Burope, ' .

~ import, of .civil aircraft. into Burope, -

IR 0 K- nnt a.question of forecasting sales of, European products but of -
;. differing balance sheets based on several hypotheses about consumption and

production in Burope, . ...

'iégggghaul@a%rorait C e

which are shown in annexes 10 and 11 (scenarlos 1-4 for sach one of th@A

Ju.

;.1 .Based on estimates of penetration of Buropean products infé the ma%kets,

&

hypotheses A and B for available seat/km to be ordered and delivered, see
table 7), we reach the following net balances between Buropean consumption

and European sales of long haul aircraft

—~

Table 13

.

.

(in million § 1974)

1975~ 1980

Scenarios 1 2

1980-1

-Hypothesis A : -~

305 -

Hypothesis B ¢ - 1198 - 1117

224 + 339 + 1949

- 554 + 1056

- 3548 - 2484

- 6486 - 4541

- 3191

~ 1672

- 2042}

- 8631

O/Oz.‘
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The balance of the European aeronautlcal sector for long haul alroraft w111 ,;M
shift from -1198/+1949.during tne pericd. 1975~1980 o ~6486/-863 uring the
period 1980~l985. The most plausible development being the case of scenario
L2, the ‘negativé balante would considerably . ircreasé from ~224 million § to
-2484 million # '(factor 11). 'Such & developiiert could bé produced under the

following conditions :

= RS - ., . I - vl . e h ¥ 4 o N ’ -
WL Y e e UETCIRNT N P : : o LN T T T Ly v g .
So A A . R I R N b Wi e Soe U VoL W nad WS N

- the development of traffic and demend under hypotheésis A-of sectiond T and II,
- in the period 1975-1980 : sale of*ﬁh@#l@erhéér&éS'ﬁﬂder100ﬁ3%rudfidn;

- in the" perlod 1980~1985 ““the Buropeah demand ‘for ‘availablé seat/kms filled
T L by 30 of Buropesn aireraft’ (the equivalent ‘of 45
DC 10—30) without exportsy & T nrton
/ . N . \ §
Under more favourable conditions (scenario A3 : Buropean’industry supplying -
40% of the Buropean market and 5% of the markets of the US amd the Rest of the
Worid) the deficit: fér “the’ perlod 1980-1985‘wou1d stzll incredse o' 1672 &1lllon

ﬁ 1974. : ‘5‘”,4 EEENOR T | =% S L et ) [ s LR EE E e

CEOAL P Ay Syeses b4, T P A S S S VT SR BT e ', U N N
7 (e DA RS B RO S VIR S RO BN T EL A e T, ERR A B N PN 4 B
P
AT N T 0 S e TN PR , . P LA ST T PR
N L e b e e L A T 0 S G 1S R A S SRS e
\

Short and medium haul aircraft

On.the hasis. of ‘the estimates of the penetration of Buropean products 1nto the
markets quoted in annexes 12 and 13, we arrive at the following balance between
EurOpean‘oonsumptlop and sale of Buropean ‘short and medium haul aircrafi P

Table 14 o f

1975-1980 | 1980-1985

Scenarios 1 2 3  4 A 1 ‘2 3 4

2]

Hypothesis A : -~ 2120 - 1472 - 937 - 116 - 2360 =~ 1226 - 105 + 863

Hypothesis B

-

.= 3605 - 2510 - 1699 - 438| - 4028 - 2354 - 811 + 457

q/ .
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The balznce in the sector of short and medium haul aircraft wiil shift from

-3605/-116 during the period 1975-1980 to 4028/ +863 during the period 1980~1985,

in other words it will. not vary much between the two periods, whe"eas we have

already stated that it w111 con31uerably increase w1th respect ot long haul

alrcraft@

Dividing the market for short and medium haul aircraft in the follow1ng equipment

categories (see annexes 12 and 13)
= "small aircraft" up to 120 seats approximately,

~ 'medium-sized aircraft" from 120 to 290 seats approximately
~ '“large aireraft" over 290 seats.

.One can. esti mate for the. . period 1975-1980 :

~ for "small aircraft" a small positive balance,
~ for "medium-sized aircraft! a negative balance between 1 and 2 billion §

~ for '"large aircraft" a'negative balance of 0;3 t0 05 billion ﬁﬁ
: = ‘ ’ .

For the period 1980-1985, under scenario 2 # the breakdown of the negative .. -

‘balance would bé as follows :

Table 15 ..
L | L )
Hypothesis 4 ‘ Eypothegis B

Mio # % Mio # %
"small aircraft" -~ . 13 1.1 - 243 10.3

- 961 7844 - 1691 L8
"large aircraft" - 252 20,5 . | - 420 - 17.9 )

- 1226 100,0 - 2354 ) 100.0

The size of the deficit would not increase in relatlon to the period 1975-1980

and the magor part of 1t would cencarniﬁhé "medlum—slzed\alrcraft"

./.w

* corresponding to a complete absence of important new projects launched.
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to -10,514 /O during the period 1980-19853 in other words, it could increase
congider ablj,reflectlnb above all the increase in the deficit of the long haul

aircraft,

‘(The overall balanoe wouldenrdnﬁ1from ~4803/+1833 during the perlod,l975“1980

If one examines the breakdown of the negative balances in scenario 2 *, the

following tiends can be seen :

‘Table

16 |
1975-1950 - 1980-1985
A2 B2 ., A2 B2
 Long haul - 224 12,4 | - 1117 302 | - 2484? 67.0| = 45411 65.9
Short and medium§ - ;_ - — — — —
haul ‘
Msmall aircraft! - . ipositive — {positive - 13 0631 ~ 243 3¢5 !
balance | ‘tbalance ‘
"med""fi,un#-sized\‘ ’ » : ‘ N T I K 1 |
aivcrafi’ - - 12950 T4 |- 2lzly o 57434 - 961 | 25.9 | - 1691 | 24.5 :
N *,’:
"large aircraft" 2941 1642 |- 462] 12.5| - 252 6,81 = 420 6.1 |
o . o . . o \ !
- 1813} 100,0 | - 3700 100.0 |~ 3710 | 100,0| = 6895 |100.0 |

We interpret these results as foliows $

~ for the period 1975~1980, the deficit would be much lower than the one shown

For the years 1968-1973, 1ee. 4, 521 mllllon 8 1974, and the most obvious way
of reducing this deficit oonsxsts partlcularly in the 1mprovement of the pen@n
tration of ‘European short and medium haul aircraft under constructlon on the

three markets,

%* corrgspondingltb a complet absence ofﬂimbort;nt;ﬁew prqjé@tsv}athhgig_\L

%

[
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- .for.the period 1980-1985, it. seems. useful to bear An mlnd and act on the’

follow1ng projected development :

Table 17
‘émillgén 8 1974) Breakdown of negative balances
| 1968-1973 1975-1960% ' 1980-1985 (¥}

éong haal - 2695 670 : 3512 -

| 4521 2661 5302
aé perééntage

igﬁg'ﬂédiﬂk . Mj w uw/zs« e e W.;66\ 
iy I I

100 “H,_‘,,. w00 o 100

This development’ reflects the differences between the cycles of re-equipment on
+the one hand of the long haul fleets (1968-1973 and 1980~1985) and on the’ other
hand of the short and medium haul fleet (1975-1980), « - :

Whereas uﬁ*%illéﬁow, based on hypotheses A2 and B2, one is referring‘té‘aésumpiions
about the lack.of new major initiatives; and it is useful to analyse what the
situation would be if new projects were launched (scenarlos M and B4 for the
"period 1980—1985). o ' a

v e

o/

(x) average of A2/BZ : calculated from the net balances of the 1ong haul
category on the one hand, and short ana medlum haul on the other ¢ annexes
10, 11 12 and 13,
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, Table '18

Period 1980-1985 (million g 1974) M j“'f"'v -  b( ‘iéi o
LOngha.ul e _863 S 2@'5'
Short and: medium haul AR ‘m‘;;l;;"f;‘i‘f“ N L _ % x
§"Sma11 aircraft" + 370 o o + 283 %
%"Mediumusized g@;craft" | +\74§ | . :+ ;524‘*ff§1%
:“Large aircré%f“ﬁ ;;éié n:\t* ~ 420 é

’% note that under the most ontlmlstlc scenarios with the lowest rate of increase :
fln demand (scenarlo 44) the Community may hope to equalise the deficit:in lang
rhaul ‘aircraft and in large, medium and short haul alroraft, by. parallel surplusev

in small and medlum, short _sod-medium haul aircraft,

@ﬁiéJadéshnbf”ﬁééﬁvfh;%‘ﬁd»aééioﬁé“in fgéwfield of long‘haul aircraft are called
S maﬁket and l5p on. the Rcst of the World market w111 be: necessany»to reducs the

deficit from ~ 2484 mllllon B &2) to, - 863 million g. FE

.. Action in the field of short and medium haul smell aircraft will:turmn a small
deficit of - 13 million, S (42) .into. a surplus of -+ 370 mmlllon $ ;

Action in the field of short and medium haul medium~aized girgraft (will turm-a reli:s-

tively large deficit of - 961 million ﬁ (42) into a relatively large surplus of

+ 745 nillion g

Gains from actions in the various. categories would be as follows ¢ - - w5

- lonN hvul R o ( 1621 a ,@il;iOﬁiﬁ11974%u\ ﬂﬂ ",44%(?<”‘)

- suort/medium haul ”small | 4383”' " " \'{ :f ;ﬂ. j 10%
- short/medium haul "medium" 1706 L ggz ‘

3710 - 100%
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_MINEXES

Methodologzy and abreviations

i

Scheduled traffic : according to ICAO; scheduled service means : "series of
flightSeesss carried out in order to route traffic between two or more points
which remain the same throughout the series of flights, either following a
published timetable or with sufficient regularity for it %c,clearly constitute

a systematic series of flights,

1

ICA0 : International Civil Air Transport Organisations

1

SKO : Seat/Kn offered (available)

Methodology for traffic forecasts

i

Based on ICAO statistics for 1973, taking into account various infofmafion
available for 1974 as well as several traffic forecasts for 1973-1975, we
heve ¢stabiished two series of .data relative 4o 4faffio expeeted in 1975 (& -
én? B) and in pelation tp 9 principel scheduled traffic routes and T main /
non~gcheduled traffic routess

aning several series of rates of increase predictions for traffic in the
various subdivisions, we have chosen twa differcnt series of growth rates
1975-1980 and 1980~1985 which have been applied to the figures for 1975 in
order to reach traffic hypotheses L and B for 1980 and 1985;
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Annexs 1
Hypothesis A Scheduled tréffic\(million p@ssengers/km)
I, Meinly continental traffic 1975 75-80 1980 80-85 1985
1, European airlines ' rates ‘ rates
~ domegtic services 20,076 8e3 29,910 5.2 38,538
- inter-~Buropean services 32,969 10,0 53,006 9.0 81,694
2, US airlines ‘
- domestic services 205,629 T.8 299,348 5.3 387,538
3, Airlines in the "Res?t
of the World"
- domestic services 69,989 7.9 102,361 6,1 137,628
 Subtotal I=1+2+3 328,663 8:0 484,715 5.8 654,393

rates on 10 years : 6.9

IT, Mainly inter-continental
traffic )
4o European sirlines
- North Atlantic services 33,658 56 44,198 4.9 56,140

- Other services 46,388 9,4 72,692 4.2 89,294
5 US airlines internstional

- North Atlantic services 22,646 5.6 29,737 4.9 37,772

~ other services 23,516 11.5 40,526 8.6 61,218

6e Airlines in the "Rest
of the World"

~ international services 100,914 14,5 198,599 8:8 302,774

Subtotal IT = 4 + 5 + 6 227,122 11,1 385,752 742 547,198
rates on 10 years : 9.1
Total I + II 555, 785 9.3 870,467 6.4 192,596

I + IT Rates on 10 years 75-85: 7.9

Rates on 12 years : 1973-1985

I+ 1I 1973 Rates 1985 |
519:734\ Tel 14192,596

NeBs For lines 1 to 6, the figures in columns 1980 and 1985 are the resulis
of ‘the application of used rates drawn from the study of existing sourcess
For the subtotal and total lines, the figures are the results of adding
the figures in lines 1 to 6, The rates on the subﬁaial\and total lines
are rounded downwards o the nearest 0,1% on the Calcuiationsg
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~ Annesn 2

Hypothesis B ' Scheduled traffic (million passengers/km)
Mainly continental traffic 1975 15-80 1980 80~85 1985
rates rates
1, Buropean airlines
- domeétic services 21,200 9.1 32,768 5.7 43,233
' & inter-Furopean services 35,779 1063 584412 9«5 91,953
~ domestic servicss 221,211 8e5 332,623 5.8 440,938
3, Adirlines in the "Rest
of the World"
~ domestic services 71,272 8,6 107,662 6.7 148,895
Subtotal I =1+ 2 + 3 349,462 8.7 531,465 6.4 725,019
rates on 10 years : T+5
Mainly inter-continental
traffic
4e¢ PFuronean airlines
Inter-continental services
- Weth Atlantic services 35,158 64l 47,271 10,0 76,130
- other services 48,700 10,0 78,431  10.0 126,313

5. U3 _airlines

- North Atlantic services 23,531 16,1 31,638 10,0 50,953

~ other services 31,130 12,0 54,861 10,0 88,354
6. Airlines in the "Rest /

of the World" 102,705 174 229,050 10,0 368,887

Subtotal II = 4 + 5 + 6 241,224 12,8 441,251 10,0 710,637

Rates on 10 years : 1ll.4
Total I + II 590, 686 10.4 972,716 800 1435,656

I + IT : rates on 10 years 1975-1985: 9.2

Rates on 12 years : 1973-1985 1973 Rates 1985

I+ II : 519,734 8.8 1,435;656
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e Annexe 3

T L ( el g
LWL Yufischeduled traffic (million passengers/lm)

I. Mainly coutinental traffic 1975 = 75-80 1980 - 8085 ‘1985
R el rates rates

Buropean airlines

- Intér-Buropéan traffic '~ 53,560 5.8 70,9217 6.3" " 96,258
US airlines
7,655 8.2 11,352 8.1 16,757

- Doﬁés%ic traffic

- II, Mainly inter-continental RSP S
traffic B
traffic

Buropean airlines

- North Atlantic traffic = - - 6,468 5.2 8,333 6,0 11,151
US airlines
~ North Atlantic traffic - 12,320 5.2 15,874 6,0 21,242

Buropcan airlines

- other inter-continental traffic 12,063 8.2 17,889 8.1 26,406
US alrlines

- other inter-continental traffic 3,595 8.2 54331 8,1 7,869‘

A}rlines in the "Rest -
of the World"

‘- inter-continental traffic - 3,943.' 8.2 . 5,847 ‘8.1 8,630

-0 Total C 99,544 0 643 "‘W135,547 6.7 188,313



—.22a ~ 198/111/75-E

Annexe 3a

0% . .. Unscheduled traffic (million passengers/km)

I. Mainly continental traﬂﬁic 1975 . -75-80 ,kQBQ%{,v’80r85.“l985,: S
Ceewin T AN i ra;tes T «ra.b'e‘s., T e L s

Buropean airlines

- inter-Buropean traffic . .+ 62,171 ., 11,0 104,761 . 9.2 162,671

4

\
)

US airlines
- domestio traffic . . 7,798 .. 163 16,591 11.8 26,978,

II. Mainly inter—continental

traffic .,
European airlines ST
- North Atlantic traffic 7,770 1043 12,570 8.8 19,163

US airlirnes
~ North Atlantic traffic 16,900 - 10.3 27,590 u8,8' 42,062

Buropean airlines

~ other inter—continental traffic 12,288 =~ 16,3 26,144 11,8 45,664
US airlines
- other inter-continental traffic 3,662 1643 74791 11,8 13,608

Airlines in the "Rest
of the World"

~ international traffic 4,007 1643 8,546 - 11.8. 14,926

Total'® - o 114,536, - 12,2 203,993 9.9 327,072



11,

Hypothesis A

(S:K:s0s x 106)

. Hainly continental traffic

1. Buropean sirlines

- domestic services

- scheduled international services

- unscheduled

2, US airlines

1%

- 23 -
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Annexe 4

Calculation of the capacity to be offered

- scheduled domestic services

- unscheduled

3¢ Adrlines in the "Rest

13

of ‘the Horld"

1

~ gchednled domestic services

I=14+24+3

Mainly inter-—continental traffic

4s Furopean airlines

- scheduled North Atlantic services

- ungcheduled

- other scheduled gervices

- other unscheduled

5¢ US airlines

- szheduled North Atlantic services

~ unscheduled

- other scheduled services

- o0ther unscheduled

64 Airlines in the "Rest

1

1"t

1"

of he World"

~ gcheduled international services

-~ unscheduled

IT=4+54+6
Total T + II =

1

"

1"

L]

11

1

"

1280

load 52K500
factor

55  ( 54,379)
55  ( 96,533)
87  (_81,316)
{232,428)
55  (544,244)
87  (_13,047)
557,291)
58 176,480
966,199
56  ( 78,924)
83.5 ( 9,979)
52 (139,786)
83.5 (_21,123)
(250,112)
56 ( 53,101)
83.5 ( 19,010)
52 ( 77,921)
83.5 (_6,384)
(156,426)
52 (381,905)
8345 (__1,002)
(388,907)
193,445
1,761,644

1985

loa,d M_@;O_a
factor

57 ( 67,607)
57 (143,315)
89 (108,145)
(319,067)
58 (668,154)
89 (_18,826)
(686,980)
61 225,613
1,231,660
58 ( 96,790)
84 ( 13,274)
54 (165,354)
84 (31,433)
(306,851)
58 ( 65,122)
84 ( 25,286)
54 (113,363)
84 (_92367)
(213,138)
54 (560,676)
84 (_10,273)
(570,949)
1,090,933
2,322,598

s,

“



Hypothesig B

Calculation of the

(SQKQOW X 206)

lainly continental traffic

1, Puvopean airlines

-~ domestic services

5
- scheduled international services 55

- u:»che&uled "

2, US_airlines
- gcheduled domesiic services
-~ unscheduled 1

.

3s Lirlires YRest
of the Wo-id!

- gcheduled domestiz

in thre

services

"

1989

55
67

o T
o m‘\.QOQ
- W >

( 59,575)
(106,198)

“2}

(120,42
(286,185)

(604,741)

(_19,069)
(623,810)

185,620

I=14+2+3

1,095,615

II. Meinly intcr-continental traffic

v de

Burcosen al airlings

- scheduled North Atlantic services

- uwuscheduled " " "
-~ othoer scheduled services
- other unscheduled i

US airlines

5s U

unscheduled " " “

other scheduled services

i

other unscheduled '

!

6s Airlines in the "Rest Co
of the World"

- schedulad international services

- unscheduled 1 1

=4 +5+6
I +1IT =

scheduled North Atlantic services 5%

56
8345
52
8365

52
8355

( 84,411)
( 15,053
(150,822)
(.31,310)
(281,596)

( 564495)
( 33,041)
(105,497)

(_9:330)
(204,363

(440,463)
(_10,234)

(45“9697)
236,656

2,032,271

58
89

58
84
54
84

58
84
54
82

54
84

i

!

( 75,843)
(167 313)

(182,769)
(419¢91u)

(760,221)
(_32,555)

(792,777)

244,083
1,436,776

(131,255)
( 22,811)
(233,906)
(L 54,358)
(442,330)

( 87,848)
( 50,070)
(163,613)
(L16;128)
(317,729)

(683,104)

(L17.767)
(700,871)

1,460,930

12,917,706
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Lrnexe 6

(see NoBa cf annexe 8)

Long haul services ¥

Istimate of the breakdown of avai

lable seats/km in 1980 and 1985

— 1980 . 1985 .
Adrlines in Airlines in
Burope . USA . Rest of the Total | Durcpe, USA Rest of the Total
HWorld World
1) Aircraft in
gervice or on
order in 1974,
maintained in
service
] -~ in 1980 239@0 225wl 250»7 - 714&2
| - in 1985 1170,1 | 137.5{ 183.2 490.8
2) Reminder of the
SQK@ 10 be 1
offered
-~ in 1980 250,1 | 15644 388.9 7954 .
- in 198 ' 306.8 | 213,1 57059 1090,8
\
3) SeK, to be
ordered and to
bve delivered
W%
- in 1975~1980 | 11,1 |~ 138.2 149,31 11,1 o 138,2 149.3
(of which on
option in
- October 1974) 1(14.2) §(33.0) (13.7)
- 1980-1985 125.6 7566 24965 45047

Lircraft teken into account for the calculation of S.K. already available for
1980 and 1985 : B 747, DC 10 30/40, B 707/?20, DC 8, CV 880 and 990, Comet,

VC 10, Coneccrde, aircraft with turboprops and piston engines,

*#% overcapacity : 6861 S.Ke0. x\109.
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Batimate of the bresldown uil avail.shle seatz/km in 1007 and 1685

1980 1985
irlines in Airlines in
Burope TISL  Rogh of thel Total Tmrups USA  Rest ur the Total
f
. 1) Aircraft in
gaprvice or on
order in 1974,
maintained in
i service
| - in 19580 £39,0 | 225.1 | 2507 7148
© -~ in 1985 170:%) 13745! 183.2 49048
2) Reminder of the
CaK» to be
offered
- in 1980 281l.5 | 2043 450,56 936.1 - :
- in 1935 44243] 31771 T700.8 146048
!
& L . |
3) !Je}:‘my to b2 i
ordered end to
be delivered
k - in 1975-1980 42.5 -—_ 199:9 24244 425 -— 199.9 24254
% (of which on
% option in i
5/ - October 1974 (14.2)] (33.0) | (13.7)
i ~ in 19880-1985 229,71 180,21 317.7 72746
H
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pothesis 4 Amoye 8
S52Ka0g X ;g9 Short and medium haul gervices *

Estimate of the breskdown of available seats/km in 1980 and 1985

— 1980 1985
Mrlines 3in | Airlines in
Tarope  USA  Rest of the Total | Burope USA Hest of the Total
World N orld
1) Adrcraft in
gervice or on
order in 1974, N
maintained in
service
~ in 1980 14367 | 42847 135,6 | 708.0
- in 1985 10905 | 31741] 10904 53660 1
2) Reninder of the |
Sole to be . ?
cffered E
_ in 1980 232.4 | 557.2 | 176.4 | 96650 ‘
- in 1985 319.0 | 686,9| 225.6  [1231,5 |
3) SoK. %o be ' §
ordered and to !
be delivered {
s
~ in 1975-1980 88,7 | 12845 40,8 25860] 88,7 | 12845 40,8 2580 4
(of which on |
option |

~ in Oct, 1974.(19.7)] (30.9) | (7.7) i(5893\
- in 1980-1985 12068 | 241.3 T5e4 143745 j

i
i

* Short and medium haul aircraft taken into account for the calculation of S.K.Cs
already available for 1980 and 1985 : a certein number of 747 of US airlines and
airlines in the "Rest of the World", DC 10410, Lockheed 1Cll, A 300, B 727, B 737,
DC 9, Caravelle, Trident, lMercure, BAC 111, F 28, VFW 614, P 27, HS 748 and some
other aircraft with turboprops or piston enginess

NeBa The seat /kms available in 1980 on the one hand, in 1985 on the other, on inter-
continental long haul aircraft in service or on order in 1974 have been subtracted
from the S,Ke to be offered in 1980 and 1985 on the mainly interwecontinental services
so as to obtain the S,K.0s on long haul aircraft to be ordered and delivered during
the periods 1975-1980 and 1980-1985. Nevertheless, the productivity of a number of
B 747 in service and on order in October 1974 has Leen applied not the mainly inter-
continental services but to the mainly continental services of the US and the "Rest
of the World" airliness

Similarly, the S.Ks available in 1980 on the one hand, in 1985 on the other,
on short and medium haul aircraft in service or on order in 1974, have been subiracted
from the SeK. t0 be offered in 1980 and 1985 on the mainly continental services so as
to obtain the S.X. on short and medium haul aircraft to be ovdered and delivered during
the periods 1975~1980 and 1980~1985, The calculations have been made on the assumptior
that there would not be any aircraft transfers from an alrllne beased in one region
$0 an airline baged in another,
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Amexe )

Short and medium haul services

Fgtimate of +the breakdown of availalle seats/km in 1080 and 1985

1080 o 1085
Airliges in - 1 dirlines in
Turope  USA Rest of the Total, urope J3A  Regt of the Total
‘ Horld Torld i

1) Aircraft in

gervice or on

order in 1974,

maintained in

service

- in 1980 143.7 |428.T7 | 135.6 708.0

-~ in 1985 10945 | 317.1] 109.4 53640 |
2) Reminder of

the SeKs to

be offered

~ in 1985 419,95 | T92.T] 244.0 145656
3) Se¢Fs to be :

orderced and ;

to be

delivered

- in 1975-1980 1424 |195.1 50,0 387651 14224 | 19541 50,0 38765 %

(of which on . 3

opticn in ;

~ in Octs 1974 (19.7) |(30.9) ( 707) |

- in 1980-1985 168,0 | 280,5! 8446 533.1 |




- 29 - 198/117/75-%
Annezz 10

L
A A T

Balance of the aseronautical sector in Burope

¢

Long haul aircraf 1975-19C0

The unit of measure here and in anrexe 11 is that of the DC 10-30 {Gotober 1974
productivity and price for the newly equiped aircraft)e One hag not taken into
account any complementary elements such as the delivery of spares and the work

dene under licence which should intervene for example in a study on the role of

the aeronautical construction in the commercial balance sheet, Furthermore, it

ig only a question of the balance conceraning the S.K. %o be offered, such as they
have been calculated in secticn II, and which rezult from the difference between
the demand prospects and the S.Ks available on airsraft in service and on orvder

in 1974, 8o, aircraft in service and on order in 1974 do not appeér in the bvalance,

The same estimates of market penetration by the BEurcvnean products have been assumed

for both hypotheses A and B of the S.Ka.C., Tto be ordered and deliveread,
The scenarios are as follows

le no new sale of Concorde (14 on order in October 1974)
2. sale of 2 other Ccncordes : 14 + 2 = 16 Concordes being built,

16 new sszlese

]

3. altogether 30 Concordes, that is to say 30 - 14

it

de altogether 70 Concordes, that is to say 70 - 14 6 new saless
’ .

Tnropean sirlinces’ purchases¥* uropean zircrafit indugtry sales

|(miliion §1974) AL 42 A3 M XN Y .
in Burope
import 305 305 305 305 export —— 81 644 2254
BL B2 B} B4 B B2 B B
in BEurope \
imporst 1198 1198 1198 1198 iexport — 81 644 2254
Balances s Al = - 305 Bl = - 1198
A2 = — 224 B2 = - 1117
A3 = + 339 By = - 5524
B, = +1949 B4 = + 10356

* calculated on the price of Concorde,"
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Balance of the aeronsutical sector in Burope

Long hanl aircra’t 1980-1985

\

(Unit of measure : productivity and price of the DC 10.30)

The scenarios are as Tollows : penetration of European products in comparison

with the market denmand =8 a whole,

1, no production of Furopsan long haul aircraft

Duropean market USA market “Heat of +he World! market
20 0% oA ob
3s 405 5% 5%
4 40% 10% 15%

Hypothecis A Furopean airlines' purchases Buropean alrorait industry sales

N2 om0 M noR B M

in Europe — 1064 1419 1419 —  106) 1419 1419

imports 3548 2484 2129 2129 | export ~— 457 1266

Total 3548 3548 3548 3548 —— 1064 1876 2685
Bzlances : AL = — 3548 A3 = - 1672
A2 = - 2484 AL = - §63

Hyoothesis B Furopean airlines' purchases BRurcopean aircraft indusiry sales

| |
| Bl B2 B3 54 BL Bz B3 B
i
iin Burope — 1945 2594 2594 — 1945 2594 2594
i .
iimports 6486 4541 3892 3892 | export —— e 701 1850
iTotal 6486 6486 6486 6436 — 19:5 3295  Aaqn |

Balances : Bl = - 6486 B3 = - 3191

B2 = ~ 4541 B4 = - 2042
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Annse 12

1., Balanece for "Short and medium haul aircrafi' 1975-1980

a) e use the assemption that the breakdown of the S.K. to be ordered and delivered
during this period will be the same as that already available for 1980i This
assumption of a fixed breakdown of S.K.0, is in favour of aircraft with a small

capacitys

Je have found the following breakdown of S.K. already available for 1980 in the

three following categories of "capacity—range": .
"small aircraft" : aircraft with piston engines, turboprops, VF¥ 614, F 28,
DC 9/10~20, BAC 111,200 to 475, Caravelle 1 to 11, B 727,100,

Trident 1 and 2, These are aircraft with 100 seats on average.

"medium-sized aircraft" : Caravelle 12, BAC 111,500, B 737, B 727.200, Trident 3,
Mercure, S 300,

"large aircraft" : B T4T S.R., Lockheed 1011, DC 10-10,

7 Burope | Usa Rest of the World
"small aircraft 23.9 1743 36.2
"medium«sizeé aircraft" 6442 4143 515
"large aircraft" 11.9 4144 12,3

100,0 100,0 10050

The S.K, to be ordered and delivered until the end of 1980 would bes divided as
follows (see table 10) : ‘ > .

(SeKe0e x 109) . Hypothesis A Hypothesis B
Burope USA Rest of the Eurépe USA Rest of the
. World ‘ World
"small aircraft" 21,2 22.2 14.8 34,0 33.7 18,1
medium-si ze . )
mediun-seed 56s9 53,1  21.0 9.4 8046 25,7
"large aircraft"  10.6  53.2 5,0 17.0  80.8 6.2
87.7 128.5 40,8 o 142.4 195.1 50.0
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b) The same estimates of market penetration by European products are used for ,
both hypotheses A and B of the S.K. to be ordered and delivered.

2. "Small aircraft” 1975-1980

The following percentages‘ﬁave been used for the scenarios relating to European
aircraft penetrating the markets for this category of materials :

\

Europe ‘ Usa Rest of the WOgid
Scenarios 1 30 S 3 / 30
.2 m 445 44
3 17 5 55
4 - T 10 68

 The calcuiations have been made on the productivity and price of the BAC 111-475,
The balance would be as follows {million g 1974) :

Exgsihséiémé ; Hypothesis B
Scenarios 1 - 376 ‘ » > 793
2 ©Lo+ 117 ' + T3
3 + 196 . \ +,l7q.A. T
. % . 354-,

4 o+ 333

3, "Medium-sized aircraft' 1975-1980C

The following percentages have been used for the scenarios relating to BEuropean
aircraft penetrating the markets for this category of materials:

\

Burope - UsA Rest of the World
Scenarios 1 ’ ' - 20, . —_ 5
2 26 L e— , 1.
3 40 10 15

4- 70 15 21|
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The calculations have been made with the productivity and price of the A 300,
The balance would be as £ollows (million $1974)

Hypothesis A \ Hypqthesis B
Scenarios 1 ; 14§Q - 2350
2 - 1295 - 2121
3 - 839 - 1407
4 - 155 - 330

4+ "Large aircraft"

Since no project bigger than the A 300 exists in Europe and with an effective
range of the DC 10,10 or Tristar, all aircraft in this category should be
imported (Qalculatipn on the productivity and price of the Tristar), The figurec
would be 294 million 8 1974 in hypothesis A and 462 million f 1974 in hypothesis
B.

5. All short and medium haul aireraft together (1975-1980)

Hypothesis A Hypothesis B

o m o2 0m oM | m R 0B MK
"small aircraft’ - 376 + 117 + 196 + 333 {- 793 + T3 + 170 =+ 354

"medium-gized
aircraft”

1450 - 1295 - 839 - 155 | - 2350 ~2121 - 1407 =~ 330

"large aircraft" - 294 - 294 - 294 - 294 |- 462 - 462 - 462 - 462

N
2120 - 1472 - 937 - 116 3605 ~2510

1699 - 438

Total

i
|
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Anucre 1%

1, Balance for "short and medium haul aircraft - 1980-1085

We consider the same subdivisions in the aircraft categories in Annexe 12, and

based on previous studies, we assume the following breakdown of dcmand (percentage’

_ -

Burope USA ‘ Rest of the World
"awall alrcrafth’ 29 4 22
"medium—-sized ) ,
aircraftV? 62 60 ‘ 43
"large airoraflt” .9 , 36 35

The S.K+0e to be ordered and delivered during the pericd 1980-1985 (2:K.0, x 109)

would be divided as follows (see table 10)

Hywothesis A Fvpothegis B
Enrope  USA ‘Rest of theg Europs USA Rest of the
"small aircraft 29,8 9.6 - 16.6 48.7 11,2 18,6
rmediun-sized 63,7  1died . 3204 1042 1683 3644
"large aircraft” 9.3 869 264 15,1 1010 22,6
120,8 241,3 ;;:2 ' 168.0 28045 EZ:Z

2."Small aircraft" 1980-1085

The following percentages have been used for the scenarios relating to Europeanf

alrcraft penetrating the markets for this category of materials:

furope UsSA Rest of the World
Scenarios 1 30 ) 3 30
2 7 5 55
3 75 ‘ 10 55

4 30 30 68
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The balance would be as follows (million # 1974)

Scenarios 1

&3

0 W

\

Hypnothesis A

- 711

-

+

+

13
117

370

3e "Medium-sized aircraft 1980-1985

198/111/75~E ‘ "

Hypothesis B

- 1285
- 243
- 40

+ 283

The following percentages have been used for the scenarios relating to European

aircraft penétvating the markets for this category of materials

Scenarios 1

5

3
4

30 —
43 .
62 . 10
74 1,

The balance would be as follows (million $ 1974)

Scenarion 1
2
3

Hypothesis A

H

+.

1397
961
30
145

G

Rest of the World

5
21
3

55

Hypothesis B
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Ae"Large aircraft

It is not totally excluded that a new Buropean project might be launched before
1985 in the category of aircraft larger than the A 300 and with a range comparable
to the DC 10.10 or Tristar, However, we tzke the sare hypothesis as for 1975-80,
according to which such an aircraft would not be launched in Purope and all
eircraft in this category would have to be imported for a value of 252 million ﬁ

1974 in hypothesis A and for a valuc of 420 million % 1974 in hypothesis B«

5¢ All short and medium hanl aircraft together (million £ 1974)

Oypotheris A Hynothegis B
1
1 {
Y S ! mo B2 B B4

"small aircraft - 711 -~ 13 4 117 4+ 3701 - 1285 - 243 -~ 40 + 233

"medium-sized
aircraft 1397 -~ 961

+ 30 + 745 2323 - 1691 - 351 + 594

!
i

"large aircraft" - 252 - 252 - 9252 = 252 | -~ 480 = 420 =~ 420 - 420

4028 - 2354 - 811 + 457

Total - 2360 ~1226 - 105 + 863
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Annexe 14
Overall balance {million § 1974)
Hypothesis A E
1975~1980 1980~1985
M 2B M mooer 0B oM
Long haul - 305 - 224 + 339 + 1949 - 3548 - 2484 - 1672 ~ 863
Short and
medinm haul ~ 2120 - 1472 - 937 -~ 116 =~ 2360 - 1226 - 105 + 863
s \ , \ ,
Total - 2425 - 1696 - 598 + 1833} - 5908 =~ 3710 - 1777 0
Hypotheéis B 1975_1980 1980—‘198_5
Bl B2 B M BL B2 B B4
Long haul - 1198 - 1117 - 554 + 10561 - 6486 - 4541 - 3191 -2042
Short and '
medium haul 3605 - 2510 ~1699 - 438 - 4028 - 2354 - 811 + 45T
Total - 4803 - 3627 -2253 + 6181 -10514 - 6895 - 4002 ~-1585
Breakdown of negative balances based on scenarios A2 and B2
1975-1980 1980-1985
42 B2 A2 B2
Long haml 1244 30,2 6740 6549
Short and ) .
medium haul positive positive 0,3 345
"small aircraft'"  balance balance
- Medium~-gized
aivorats TLed 5723 259 245
Large aircraft 1642 12,5 6.8 6ol
10050 100, 10040

100,0
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