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Highlights

1976/77 1975/76 Change
SAS Consortium
Available Ton-Kms, total (mill.) 23116 2190.4 + 6%
Available Ton-Kms, scheduled services (mill.) 22396 2119.8 + 6%
Revenue Ton-Kms, scheduled services (mill.) 1215.6 11313 + 7%
Total Load Factor, scheduled services (%) 54.3 53.4 + 0.9 points
Available Ton-Kms, non-scheduled services (mill.) 72.0 70.6 + 2%
Available Seat-Kms, scheduled services (mill.) 16 502 15 965 + 3%
Revenue Passenger-Kms, scheduled services (mill) 9060 8 534 + 6%
Passenger Load Factor, scheduled services (%) 54.9 53.5 + 1.4 points
Number of Passengers Carried, total (000) 7 469 7125 + 5%
Revenue Freight Ton-Kms, scheduled services (mill.) 3726 335.5 +11%
Traffic Revenue (MSKR) 37345 3354.1 +11%
Total Operating Revenue (MSKR) 45242 4012.2 +13%
Depreciation (MSKR) 289.9 270.6
Profit before Income Taxes
payable by Parent Companies (MSKR) 69.1 41.1
Number of Employees as of September 30 15626 15179
SAS Group
Total Operating Revenue (MSKR) 5504.6 4 807.0 + 15%
Depreciation (MSKR) 316.9 2943
Consolidated Profit before Allocations and
Income Taxes of wholly-owned Subsidiaries (MSKR) 107 .4 48.4
Number of Employees as of September 30 20531 19:733
Glossary
Available Ton-Kilometers Load Factor Revenue Passenger-Kilometers
Number of tons of capacity available  Percentage of total available capac- Number of paying passengers
for carriage of passengers, baggage, ity utilized (passenger, baggage, cargo carried, multiplied by number of
cargo and mail, multiplied by number and mail). kilometers flown¥).
of kilometers flown¥).
Available Seat-Kilometers Passenger Load Factor
Revenue Ton-Kilometers Total number of seats available for Percentage of available passenger
Total tonnage of paid traffic carried, passengers, multiplied by number of capacity actually utilized.
multiplied by number of kilometers kilometers flown¥).
flown¥). Revenue Freight Ton-Kilometers
Tonnage of paid freight carried,
multiplied by number of kilometers
%) Kilometers flown are based on IATA Great Circle distances. flown*)A
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The term “SAS Group” is defined as
the SAS Consortium, owned by the
Danish, Norwegian and Swedish na-
tional carriers, and the Consortium’s
wholly-owned subsidiaries.

For the financial year ending Sep-
tember 30, 1977, the SAS Group earn-
ed a consolidated profit of 107.4 mil-
lion Swedish crowns (MSKR) before
allocations and income taxes. This
compares with MSKR 48.4 the pre-
vious year.

The accounts of the SAS Consortium
contain no provision for corporate
income taxes payable in Denmark,
Norway and Sweden. Such taxes are
not paid by the Consortium, but by
its three parent companies in their
respective countries.

The results for the 1976 — 1977 finan-
cial year were achieved in an unfa-
vorable world business climate. SAS
production rose six per cent; traffic
increased seven per cent, a rate
which is consistent with the growth
of the airline industry in general and
with prevailing forecasts through
1982. While considerably below the
scheduled airlines” 15 per cent aver-
age growth of the 1960s, the growth
rates forecast for the next five years
are nevertheless encouraging, being
more than double the anticipated
GNP increase for the OECD coun-
tries. Unit prices per revenue pas-
senger-kilometer rose five per cent
over the previous year.

This is the 15th consecutive financial
year in which SAS has recorded a
surplus. To SAS—a joint venture of
the Scandinavian governments and
private sectors—solid profitability
remains imperative.

Considering the numerous economic
problems encountered, the profit for
the year is reasonably satisfactory.
But it is still significantly below
sound targets in view of the require-
ments for continued investments in
new aircraft and innovative pro-

Report by the Board

Out of the consolidated profit, be-
fore allocations and income taxes,
MSKR 69.1 (41.1 the previous year)
were earned by the SAS Consortium,
and MSKR 38.3 (7.3) by the wholly-
owned subsidiaries.

The profit of the SAS Consortium
does not include any dividends from
the wholly-owned subsidiaries. Such
dividends for 1976—1977 will be
paid to the Consortium during the
following year.

The SAS wholly-owned subsidiaries,
which pay normal income taxes ac-
cording to national tax regulations,
showed after such taxes and alloca-
tions a net profit of MSKR 21.9 (0.9).
Of the SAS Group’s consolidated
profit of MSKR 107 .4 before alloca-

General Review

grams. Furthermore, it does not re-
present an adequate return on capi-
tal employed.

SAS wholly-owned subsidiaries have
shown improvements this year. Their
performance has markedly contrib-
uted to the year’s overall result.

Labor conflicts, particularly in Swe-
den and to some extent also at Co-
penhagen Airport, severely reduced
the year’s results. So have other con-
flicts, largely in the air traffic con-
trol sector, in parts of Europe and
Canada.

Inflation at home and abroad has
pushed air transport costs upwards.
Labor costs and government user
charges continued to rise during the
year. Scandinavia is now a conspic-
uously high wage area. SAS’s home
countries impose some of the
world’s highest user charges.

The instability of major currencies
has continued to create special prob-
lems because of the imbalance in
international fares and rates.

The pressures of increasing protec-
tionism on the part of many foreign
governments, and of further liberali-
zation of Scandinavian charter regu-

tions and income taxes, MSKR 71.0
(35.3) were derived from current ac-
tivities, while the sale of equipment
and other assets, net of extraordinary
items, accounted for MSKR 36.4
G135k

Total operating revenue of the SAS
Group amounted to MSKR 5 505
(4 807). Total operating.expenses ex-
cluding depreciation were MSKR
5 055 (4 425). Depreciation charges
amounted to MSKR 317 (294). The
depreciation charges include MSKR
290 for the SAS Consortium and
MSKR 27 for the wholly-owned sub-
sidiaries.

lations, cause great problems for
SAS.

Only when given proper and rea-
sonable conditions for carrying out
its duties as the instrument for
scheduled air transportation serving
Scandinavia, can SAS continue to
improve its product and provide the
best possible transport services for
its passengers and cargo clients. Car-
go transportation is steadily increas -
ing its proportion in SAS’s total pro-
duction and its importance to the
earnings and future of SAS.

SAS is continually streamlining its
network to provide more direct,
faster routings, and investing in
larger, more economical aircraft,
ground support and computerized
facilities to improve productivity
and customer services. Stringent
cost control is maintained within the
airline and its subsidiaries.

Only a profitable, well-consolidated
airline can concentrate on such im-
provements in order to offer its pub-
lic a wide range of transport services
at reasonable prices. The years to
come will see a continuation of
these efforts.



The fleet of the SAS Group included
75 aircraft at the end of the 1976 —
1977 financial year. The airline re-
ceived its fifth wide-body DC-10 and
54th DC-9.

SAS ordered its second Boeing 747
Combi, valued at about $50 million.
The aircraft will be delivered in early
1979. The first 747 Combi was order-
ed in September of 1976 for delivery
in October, 1977.

The 747 Combi provides SAS with
greater flexibility in passenger and
cargo capacity on intercontinental
routes, primarily serving North Amer-
ica and the Far East. Including a 32-
seat upper deck cabin, various main
deck and lower deck arrangements,
the 747 Combi can carry 405 pas-
sengers and seven cargo pallets, or
275 passengers plus 13 pallets, or

The Fleet

205 passengers with 19 pallets. Com-
pared with the conventional 747-B
cargo capacity of about 25 tons, the
747 Combi can carry as much as 53
tons of freight with the main deck in
a 12-pallet configuration.

SAS also ordered four more DC-9-
41s, priced at about $9.2 million
each, for delivery in the latter half of
1978. Their delivery will bring the
SAS fleet of DC-9s to 60, the largest
of its kind outside North America.
The previously ordered DC-9s, num-
ber 55 and 56, joined the SAS fleet in
late 1977. The DC-9 fleet serves SAS
domestic and European routes.
During the year, SAS announced that
it and its charter affiliate Scanair
were evaluating a new, high-capaci-
ty medium-range aircraft for intro-
duction on European routes in the

early 1980s. The aircraft under eval-
uation is the 240-seat wide-body
A300B manufactured by Airbus In-
dustrie, a European consortium.

In a letter of intent to Airbus Indus-
trie, SAS has preliminarily reserved
12 Airbus delivery positions for itself
and Scanair between 1979 and 1984.
The evaluation of the aircraft is
being conducted within the frame-
work of the KSSU cooperation.

One DC-8-62 was sold to a U.S. car-
rier during the year. A sales agree-
ment was also reached to deliver
another DC-8-62 to Scanair in Octo-
ber of 1977.

SAS retired its last two Convair Met-
ropolitans after almost 20 years of
service. These were the last propel-
ler aircraft operated by SAS.

m

Delivered as of On order for delivery during

AlfEsats Sept. 30, 1977 1977/78 197879
Boeing 747 2 7" 7"
Douglas DC-10-30 5
Douglas DC-8-63 5
Douglas DC-8-62 62
Boeing 727-100 3
Douglas DC-9-41 43 3 3
Douglas DC-9-33AF 2
Douglas DC-9-21 9

75 4 4

“

1) Combined passenger/cargo version
2) 2 combined version (CF) and 1all-cargo version (AF)
3) Owned by Transair Sweden, a wholly-owned subsidiary, and leased to Scanair

SAS served 98 cities in 50 countries
at the peak of the financial year.
Services were inaugurated to Kuwait
and Visteras, and were resumed to
Barcelona.

Kuwait was included on the Trans-
Orient route, linking this Middle East
point with Scandinavia and with Ja-
pan via Bangkok. Visteras, an in-
dustrial center in middle Sweden,

The Network

was provided with service to and
from Copenhagen six days a week.
Barcelona was added three days a
week via Nice.

Service to Lagos, a new destination
last year, was doubled to twice
weekly in the summer of 1977. DC-
10s replaced DC-8s on the twice-
weekly services to East Africa. The
Trans-Asian Express route was oper-

ated exclusively by DC-10 with four
round trips a week to and from
Southeast Asia.

Non-stop services between Copen-
hagen and Tehran were increased
from one to two round trips a week,
as was the non-stop operation be-
tween Copenhagen and Tel Aviv.
Capacity on the non-stop Copenha-
gen—Los Angeles polar route was



increased, with two of the four
weekly round trips being operated
by DC-10 for the first time.

Non-stop services from Copenhagen
to Stuttgart, Vienna and Nice were
increased.

On the all-cargo network, SAS was
able to offer through-pallet service
between Scandinavia and Brazil for
the first time this year, with a weekly
cargo jet operated in cooperation
with Varig.

In November, 1977, SAS inaugurated
another non-stop transatlantic serv-
ice, linking Gothenburg with New

Scheduled production, measured in
available ton-kilometers, increased
six per cent. Traffic, in terms of reve-
nue ton-kilometers, grew seven per
cent. The resulting systemwide load
factor was 54.3 per cent, an im-
provement of 0.9 points compared
with the previous financial year.

Both production and traffic growth
were somewhat lower than anticipat-
ed. The lower growth rates are large-
ly attributed to various labor con-

York, using the new 747 Combi. The
service has been made possible by
the opening of Landvetter, a new air-
port serving the Gothenburg area
from October 3, 1977.

SAS celebrated the 20th anniversary
of the opening of its pioneering
North Pole route to Tokyo in Febru-
ary, 1977. The North Pole route has
thus far provided an East-West short-
cut for some 300 000 passengers and
20 000 tons of cargo and mail .

SAS will continue to expand its ex-
press services to intercontinental des-
tinations. Since the beginning of the

Production and Traffic

flicts, including a partial cabin at-
tendants’ strike for 18 days in May.
As a result, there was a 17 per cent
drop in traffic compared with the
same month the previous year. La-
bor conflicts in which SAS was not
directly involved, primarily among
air traffic controllers in various parts
of Europe, also contributed to the re-
duction of the growth rates in pro-
duction and traffic.

The highest load factors on the SAS

winter traffic program in November,
1977, for example, the flights to Bra-
zil have been operated with only one
stop, saving about 90 minutes. On
the twice-weekly Trans-Orient serv-
ices to and from the Far East via the
southern routing, European interme-
diate stops were eliminated to save
between four and five hours’ flying
time. Non-stop DC-10 services were
introduced three times a week be-
tween Copenhagen and Karachi as
part of the Trans-Asian network.

network this year were recorded on
intercontinental all-cargo routes:
77.1 per cent on the Trans-Orient
service linking Scandinavia with
Bangkok and Singapore, and 65.1
per cent on the freighter services
between New York and Scandina-
vian cities.

: Total Intercon- Europe & Domestic

Scheduled services A

system tinental M. East routes
Available Ton-Kms (mill.)
1976/77 2 240 1352 640 248
1975/76 2120 1252 623 245
Change % +5.6 +7:9 +28 + 1.1
Distribution % 100.0 60.4 28.5 11.1
Revenue Ton-Kms (mill.)
1976/77 1216 780 304 132
1975/76 1131 716 285 130
Change % +7.4 4+8.9 +6.6 +1.4
Distribution % 100.0 64.1 25.0 10.9
Load Factor (%)
1976/77 54.3 D77 47 .5 53.0
1975/76 53.4 572 45.8 52.9



SAS carried 7 469 000 passengers dur-
ing the financial year, an increase of
344 000 or five per cent.

Scheduled production in seat-kilo-
meters rose three per cent, while rev-
enue passenger-kilometers increased
six per cent. The systemwide cabin
factor climbed to 54.9 per cent from
53.5 per cent in the 1975— 1976 fi-
nancial year.

Passenger traffic increased seven
per cent on intercontinental routes,

Cargo traffic increased 11 per cent
systemwide. Traffic on all-cargo
routes alone rose 15 per cent. SAS
served 38 commercial centers
around the world with palletized
aircraft during the year.

Cargo traffic on East/South African

SAS has encountered mounting diffi-
culties in maintaining, let alone ex-
panding, traffic rights in many
countries. New airlines have been
established, the competition has be-
come more severe, and most coun-
tries today protect their own air-
lines—often government-owned —by
increasing restrictions on others.

In the course of the financial year, a
new air agreement was reached with
Israel for services between the Scan-
dinavian capitals and Tel Aviv. After
three years of negotiations between
SAS and lran Air, it was agreed that
SAS’s twice weekly service to Tehran
will be carried out as a joint opera-
tion with Iran Air. Likewise, SAS and
the Brazilian carrier Varig have en-
tered into a joint operation agree-
ment enabling SAS to maintain its
second weekly service to Brazil.

Air political problems prevailed in
relation to several other countries.

Passenger Traffic

eight per cent on European, Middle
East and inter-Scandinavian serv-
ices, and just one per cent overall on
domestic routes.

Major increases in passenger traffic
were noted on Trans-Asian Express
routes, up 39 per cent, and on East/
South African services, up 25 per
cent. The growth reflects expansion
of DC-10 wide-body services on
these routes and the increasing pop-
ularity of low fare inclusive tour traf-
fic to both areas from Scandinavia.

Cargo and Mail Traffic

routes and on the Trans-Asian Ex-
press recorded major gains of 93 and
42 per cent, respectively, reflecting
the response to DC-10 palletized and
containerized cargo capacity on
these services. Notable cargo traffic
increases in Europe were on routes

Foreign Affairs

Argentina has denounced the air
agreements with the Scandinavian
countries, thus severely reducing
SAS’s traffic rights to and from Bue-
nos Aires and creating new problems
for the South American operation as
awhole.

As a result of the disintegration of
the East African civil aviation co-
operation, the Scandinavian authori-
ties must negotiate new, separate air
agreements with Kenya and Tanza-
nia.

Negotiations are also anticipated in
the near future regarding new or
amended agreements with Iraq, Pa-
kistan, Uruguay and Canada, the lat-
ter as a continuation of several
years’ endeavors to obtain traffic
rights in Toronto.

Negotiations for agreement between
Denmark and Finland continue.
They arise basically from Finnair’s
wish to increase its right to carry

Highest individual cabin factors
were recorded on the Danish domes-
tic network, 65.4 per cent; on routes
serving Great Britain and Ireland,
64.6 per cent; on the Trans-Siberian
Express, 64.1 per cent: on New York
services, 61.71 per cent, and on Nor-
wegian domestic routes, 60.2 per
cent.

serving France, up 35 per cent, and
Italy, up 25 per cent.

Air mail traffic was up one per cent
systemwide over the previous finan-
cial year. Prominent gains were
made on European and Middle East
services.

traffic between the Scandinavian
countries and the U.S A.

Due to disagreement regarding the
traffic pattern between Austria and
the Scandinavian countries, compli-
cated negotiations have been taken
up on government level and be-
tween SAS and Austrian Airlines.
During the financial year, two events
of major air political consequence
have taken place. The first was the
ICAO conference in April, 1977,
dealing with commercial air trans-
port’s economic-political problems
from the points of view of the
world’s governments. The discus-
sions covered the machinery for
setting airline fares and rates, sur-
veillance of and adherence to price
regulations, the possible regulation
of capacity on international serv-
ices, and the relationship between
scheduled and charter traffic. As a
consequence of this ICAO confer-



ence, and the subsequent 22nd
ICAO Assembly in September and
October, 1977, governments and
authorities are likely to become

more active in several areas which
hitherto have been the responsibility
of the airlines themselves.

The second event was the signing in

The process of charter liberalization
has continued at an uninterrupted
pace during the 1970s. Nevertheless,
the charter carriers’ demands for a
larger market share have been step-
ped up. The Scandinavian rules were
liberalized once again in November
of 1976.

The charter market in general is
expanding at the expense of the
scheduled airlines, including SAS.
Even so, the charter airlines claim
that their development is being re-
strained. In the opinion of SAS,
Scandinavian charter regulations al-
ready provide the charter carriers
with favorable operating conditions.
In practice, they enjoy much the
same advantages as scheduled air-
lines without having to abide by the
obligations of the latter. The charter
carriers operate essentially without
regulation of price or capacity.

The Scandinavian governments levy
unusually high user charges, to the
detriment of SAS.

During the financial year, SAS paid
about MSKR 400 in various govern-
ment fees or user charges, MSKR 295
or 74 per cent of which were paid in
the three Scandinavian countries
alone. The total charges accounted
for nine per cent of the operating
expenses of the SAS Consortium
while the IATA average was five to
six per cent. With the latter average

July of a new bilateral air agreement
between the U.S.A. and the United
Kingdom, the so-called Bermuda Il
which replaced the classic Bermuda
Agreement from 1946. The British
philosophy  regarding  pre-deter-
mined capacity levels has, to a cer-
tain extent, been written into the

Charter Developments

Most recently, charter operators
have requested cargo charter liberal-
ization, particularly for so-called
”split cargo charters” whereby sev-
eral shippers may charter the same
aircraft. Appeals from the Danish
charter carriers to the Danish parlia-
ment led the Scandinavian govern-
ments, in July of 1977, to set up a
government commission for the
third time since 1974.

SAS holds that the contemplated
cargo charter liberalization will con-
stitute a violation of its concession
rights. SAS further maintains that its
own cargo capacity and services,
and that of the other 34 scheduled
airlines serving Scandinavia, provide
more than adequately for the im-
port-export activities of business and
industry whose basic requirements
are for smoothly functioning sched-
uled services. Such scheduled in-

Government User Charges

SAS would instead have paid about
MSKR 250.

Not only do the Scandinavian gov-
ernment charges continue to in-
crease, they have also become much
more diversified over the years.

SAS believes it should assume three
principal charges: landing or take-
off charges, passenger charges, and
charges for en route navigation aids
and services. At present, SAS also
pays numerous other charges; for
instance, for its right to operate un-

new agreement, which includes the
possibility —under  special condi-
tions —for authorities to intervene in
the regulation of capacity. The new
agreement could easily influence the
international air political climate.

tegrated services would be seriously
undermined with the liberalization
of cargo charter regulations.

The European Civil Aviation Confer-
ence (ECAC) has issued guidelines
with uniform charter conditions for
the North Atlantic and has tried to
obtain a multilateral agreement with
the United States and Canada on this
basis. However, several states have
now concluded bilateral charter
agreements with the United States.
Thus, they have accepted charter
flights originating in the United
States on U.S. charter conditions
and have, accordingly, deviated
from ECAC charter policy. This has
weakened the ECAC position and
there seems to be little hope for a
multilateral agreement regulating
charter conditions, prices and capa-
city between the U.S.A. and the
ECAC states.

der its concession as a scheduled
carrier, for the authorities’ inspec-
tion of SAS’s own workshops, and
for the operating certificates for the
aircraft  which  these workshops
maintain. Additionally, in Norway
and Sweden, SAS pays a charge for
taking fuel on board its aircraft. In
Sweden, furthermore, SAS must pay
for the rights to handle its own air
craft and to load catering supplies
from its own flight kitchens.



At the IATA Passenger Conferences
in the autumn of 1976, the new provi-
sions for the establishment of “lim-
ited agreements” were applied for
the first time. Rather than reaching
no agreement at all, a Conference
can now, with the new provisions,
decide to exclude particular geo-
graphical sectors from the general
agreement. Therefore, agreements
could be reached, for example, for
fares between Europe and the Mid-
dle East and Africa. For fares within
Europe there is presently no formal
agreement, but a majority package
is applied and the fares situation is
quite stable.

Fare increases in the last few years
have not kept pace with general cost
levels. The IATA carriers, collective-
ly, were some seven per cent short of
recovering all expenditures, includ-
ing interest on loans and a reasona-
ble return on equity capital.
Adequate fare increases are be-
coming all the more difficult to
achieve. Nowhere are these prob-
lems more pronounced than on the
North Atlantic, where lack of ap-
propriate regulation of the industry,
including the non-scheduled car-
riers, undermines the stability of the
fare structures and creates financial
losses for the IATA carriers in the or-
der of $400 million a year collect-
ively.

Since April, 1976, North Atlantic fares
had been formally open, but a lim-
ited agreement, covering the U.S.A.

IATA Fares and Rates

and most of Europe, was finally
reached for the summer period, 1977.
Following permission for Laker Air-
ways to start non-reservation serv-
ices between London and New York
in September, the IATA agreement
was amended to meet this competi-
tion. The U.S. aviation authorities dis-
approved this new agreement, deem-
ing certain of these IATA fares to
be too low. In the new open situa-
tion which resulted, the U.S. Admini-
stration subsequently approved fil-
ings of even lower fares. The IATA
situation was still unsettled at the
end of 1977.

For many years the fares situation
between Europe and the Far East has
been open, and a multitude of bilat-
eral fare filings have created a very
complicated situation. Preparations
have now been made for a new con-
ference for this area to create an or-
derly basis for fare increases which
are long overdue. Reactions from
non-IATA carriers, based in South-
east Asia, will, however, be crucial
for the success of any agreement in
this area.

After very long negotiations, the
North Atlantic Cargo Conference ap-
peared to be closed successfully in
February, 1977, only to become
open again in April, primarily as a
consequence of non-IATA carrier ac-
tions. A rate dispute of fundamental
importance, on “shipper contract
rates”’, between the authorities and
carriers in Great Britain and the U.S .,

is unsettled. In the meantime, no
IATA negotiations, nor any cost-
compensating rate increases, can be
attained.

The Biannual Cargo Conference in
May, 1977, agreed on most of the
other cargo areas, with new rates for
a two-year period starting on Octo-
ber 1, 1977. The rate levels for the
second year will be reviewed later
and adjusted in the light of future in-
flation and cost development. New,
low rates for certain specific com-
modities were introduced to the Far
East and the Middle East.

In February, 1977, a special Confer-
ence endeavored to introduce a sys-
tem for an IATA unit of value based
on Special Drawing Rights. How-
ever, the effort failed. No technical
reform in itself would solve the basic
problem of balancing fare levels by
decreasing them in hard currency
countries and increasing them,
sometimes drastically, in soft cur-
rency countries. However, the intro-
duction of a new basic fares and ra-
tes system would facilitate and has-
ten such development. Efforts are
now focused upon the local differ-
ences in fare levels, the situation
being somewhat improved lately by
the recovery of the pound sterling.
The directional imbalances relating
to the Scandinavian currencies have
been significantly reduced by the
devaluations in Scandinavia in April
and August of 1977.

Wholly-owned Subsidiaries and Affiliated Companies

Among SAS wholly-owned subsidi-
aries, significant improvements in re-
sults were recorded particularly by
Vingresor/Club 33, and SAS Catering
& Hotels.

The occupancy rates of most SAS-
affiliated hotels exceeded expec-
tations. The 219-room SAS GClobe-

trotter in Lulea, northern Sweden,
was opened in March of 1977. It is
the 11th SAS-affiliated hotel in Scan-
dinavia and SAS’s first in Sweden.
SAS Catering & Hotels opened a
flight kitchen at London’s Heathrow
Airport in November, 1976.

Scanair, owned by the SAS parent

companies and operating in close
cooperation with SAS, considerably
increased its share of the charter
market in Scandinavia.

SAS’s minority ownership in THAI In-
ternational was amicably terminated
on March 31, 1977, after almost 18
years of partnership. Cooperative



arrangements between SAS and
THAI International have, however,
been extended, preserving a mutual-
ly beneficial collaboration. SAS con-
tinues to overhaul the THAI Interna-
tional DC-8 fleet. The two airlines fi-
nalized a technical agreement for

the maintenance and overhaul of
THAI International’s new fleet of
Airbus wide-body aircraft. Much of
the work will be performed at SAS
workshops in Stockholm and Copen-
hagen.

Personnel

A more detailed report of wholly-
owned subsidiaries and affiliated
companies follows this report as an
appendix.

SAS Consortium Wholly-owned SAS Group
Subsidiaries
Flight-deck Cabin Other Total
Personnel Personnel Personnel
1977 1976 1977 1976 1977 1976 1977 1976 1977 1976 1977 1976
Denmark 358 363 813 785 4228 4074 5399 5222 1194 1174 6593 639
Norway 338 341 540 463 2076 2036 2954 2840 1101 1038 4055 3878
Sweden 501 510 627 560 °:2:886+ 2851 4014 . 3921 1425 1304 5439 5225
Head Office — — — o 1058 966 1058 966 - - 1058 966
Abroad = — 25 26 2176 2204 2201 2230 1185 1038 3386 3268
Total 1197 1214 2005 1834 12424 12131 15626 15179 4905 4554 20531 19733

The personnel of the SAS Group
numbered 20 531 as of September
30, 1977. This figure includes 15 626
employees of the SAS Consortium
and 4 905 employed by the wholly-
owned subsidiaries. The increase of
447 employees within the SAS Con-

sortium is attributed mainly to traf-
fic, station and cabin attendant
categories.

These manpower assets are most val-
uable to the continued growth of the
SAS Group. The Board appreciates
the performance of the staff in a dif-

ficult year. The Board also values
the continued progress of, and the
benefits derived from, the various
labor-management programs insti-
tuted within the SAS Group.

Copenhagen, Oslo and Stockholm, December, 1977

Jens Chr. Hauge
Per M. Backe

Stein Slettum

Haldor Topsee
J. L. Halck
Orla Mathiesen

Knut Hagrup

President
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Curt Nicolin
Krister Wickman

Nils-Olof Sjégren



Comparative Statistics 1967/68 —1976/77

Production and Traffic 75/76  74/75  73/74  72/73  71/72  70/71  69/70  68/69  67/68
(SAS Consortium)
Size of Network (km 000) 274 262 258 245 243 224 205 208 206
Number of Countries Served 53 50 48 51 50 48 48 45 45
Number of Cities Served 102 97 96 97 94 96 92 90 90
Kilometers Flown, scheduled services (mill.) 114.7 113.8 114.0 118.4 109.9 107.0 101.7 97.7 88.7
Hours Flown (airborne), total (000) 175.2 174.7 176.5 183.4 172.8 172.4 162.6 168.3 164.6
Available Ton-Kms, total (mill.) 2190.4 20555 18635 19316 17456 1546.0 14315 12869 1075.1
Available Ton-Kms, scheduled services  (mill.) 2119.8 19975 18149 18225 1664.1 14808 13717 12393 10475
Available Ton-Kms, non-sched. services (mill.) 70.6 58.0 48.6 109.1 815 65.2 59.8 47 6 27.6
Revenue Ton-Kms, scheduled services (mill.) 11313 1047.7 1024.0 958.8 857.0 738.5 710.1 658.3 554.7
Passenger and excess baggage 756.7 692.2 662.9 645.3 558.6 493.4 469.3 417.0 380.1
Freight 335.5 318.1 325.4 280.2 267.5 215.8 213.4 2145 149.4
Mail 39.1 37.4 35.7 33.3 30.9 293 27 .4 26.8 25.2
Weight Load Factor, scheduled services (%) 53.4 52.5 56.4 52.6 51.5 499 51.8 53.1 53.0
Number of Passengers Carried, total (000) 7 125 6636 6325 6242 5826 5688 5058 4588 4155
Revenue Passenger Kms, sched. services  (mill.) 8534 7 814 7 477 7275 6305 5584 5297 4707 4287
Passenger Load Factor, scheduled services (%) 53.5 52.6 54.0 51.4 49.8 49.0 50.3 47.7 50.2
Average Passenger Trip Length,
scheduled services (kms) 1212 1193 1197 1192 1102 997 1061 1036 1038
Traffic Revenue/Revenue Ton-Km (SKR) 291 2.75 2.42 2.12 2.07 2.18 2.06 2.05 2.11
Operating Expenses/Available Ton-Km
(based on calculated depreciation,
excluding interest) (SKR) 1.51 1.39 1.31 1.04 1.02 1.03 1.00 1.01 1.04
Personnel 75/76 74/75 73/74 72/73 71/72 70/71 69/70 68/69 67/68
(SAS Consortium)
Number of Employees as of September 30 15179 14863 15114 15068 14661 14694 14560 14 466 13619
Available Ton-Kms/Employee (sched. services) 141500 133500 120200 121800 113200 101300 95000 88100 78 200
Revenue Ton-Kms/Employee (sched. services) 75500 70000 67800 64100 58300 50500 49200 46800 41400
Financial (Mill. Swedish Crowns) 75/76  74/75  73/74  72/73  71/72  70/71 69/70  68/69  67/68
(SAS Group)
Traffic Revenue 33541 2918.2 24796 2057.2 17981 16218 14789 1366.1 1179.0
Other Revenue 14529 1176.7 1120.1 1005.1 814.0 630.1 446.6 343.8 315.3
Operating Revenue, total 4807.0 40949 35997 30623 26121 22519 19255 17099 14943
Operating Expenses 44250 37270 32767 27063 23322 19875 16749 14935 129.1
Depreciation 2943 283.9 2319 226.2 201.7 174.2 167 .9 154.0 103.7
Operating Result after Depreciation + 877 +840 + 911 +1298 + 782 + 902 + 827 + 624 + 945
Financial Items (net) — 524 —503 — 448 — 637 —523 — 471 —457 —37.0 — 165
Other Items (net) + 67 +363 +307 +179 + 91 + 283 +519 +579 + 8.1
Consolidated Profit before Income Taxes
payable by Parent Companies 42.0 70.0 77.0 84.0 35.0 714 88.9 83.3 86.1
Balance Sheet (total) 38496 36948 3460.4 29984 27917 25288 22622 18509 15383
Current Assets 1584.3 1498.1 1316.4 1190.8 1027.7 805.6 749.2 561.0 507 .4
Non-Current Assets 166.3 169.5 166.5 78.7 81.9 76.1 421 35.5 26.2
Property and Equipment 2099.0 2027.2 19775 17289 16821 1647.1 14709 12544 1004.7
Current Liabilities 1531.1 1317.1 11919 1003.2 926.7 870.1 711.6 554.0 484 .4
Non-Current Liabilities 1273.8 13164 11919 893.2 914.6 814.0 732.9 526.4 393.7
Currency Adjustment 89.4 88.6 113.3 146 .4 52.1 - - b —
General Valuation Reserve — — — 16.5 16.5 16.5 16.5 16.5 16.5
Subordinated Debentures 87.0 104.4 121.8 132.6 141.8 157.5 157.5 157.5 157.5
Loans from Parent Companies 10.7 10.7 — — - e — = e
Investment Reserve —_ — - — — = - = =
Capital including Profit of the Year 857.6 857.6 841.5 806.5 740.0 670.7 643.7 596.5 486.2
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