Industry outlook for the coming year reflects a

leveling off of production at a healthy plateau,

but swelling numbers of lightplane pilots show

no signs of abating

by ROBERT L. PARRISH / AOPA 259647

E W Although the past year failed to
achieve the record-breaking production
and delivery of general aviation aircraft
that was experienced in 1966, there
were few unhappy faces in the light-
plane industry, as far as general market
growth was concerned. But the outlook
for 1968 is one that may best be de-
scribed as cautious optimism.

The picture, from the aspect of pro-
duction and sales of new aircraft and
accessories, is more than favorable in
the opinion of manufacturers and
jobbers. Mounting pressures against
general aviation, however—increasing
threats of excessive operational restric-
tions, the Vietnam situation, an election
year, tax uncertainties, and possibly
exorbitant “user charges”—temper what
otherwise might be an unblemished
outlook.

Despite those uncertainties, major air-
craft manufacturers hope that 1968 will
be another banner year for general avia-
tion, one which will bring greater
stability and predictability to the market
than has been achieved over the past
three years of explosive growth.

Some skeptics regard the plateaued
production rate of 1967 as an ominous
sign that 1966 may have represented a
false boom such as occurred in 1947.
Actually, according to Joseph T. Geut-
ing of the Aerospace Industries Asso-
ciation’s Utility Airplane Council—
which reports on 10 of the leading
private  aircraft manufacturers—the
leveling off was a healthy indication.
It reflects, in his opinion, a desire on
the part of manufacturers to put more
effort into improving their products;
and not to outstrip the capabilities of
distributors, dealers, sales forces and
available aviation facilities which al-
ready reflect the strain of heavy traffic.

When compared with every yvear since
1947 except 1966, the past year deserves
no apologies. In both units delivered
during fiscal year 1967 (13,567 sold
by 17 companies, according to Aviation
Daily) and dollar volume (estimated
conservatively at $450,000,000), busi-
ness returns were second only to 1966.
In numerous other significant areas—
new aviation student starts, industry
promotional activities, aviation educa-
tion programs—1967 has no equal.

Of the unit sales reported, the “Big
Five”—Aero Commander, Beech, Cessna,
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Mooney and Piper—accounted for
12,776 units worth an estimated retail
value of $431,822,931. Cessna continued
as the industry leader for the 12th
straight year, with 6,184 deliveries dur-
ing fiscal year 1967, worth about
$137,989,348 on the market. Following
in order of number of units were Piper
(4,273 deliveries valued at $100,
548,750), Beech (1,313 aircraft worth
$129,898,333), Mooney (676 units that
retailed for $19,062,500), and Aero
Commander (330 deliveries worth about
$44,334,000).

Statistics developed by the U.S. De-
partment of Commerce on general avia-
tion exports reflect an oversea market
that is more significant than the un-

forecasts, the latter year reflected an
overall market downturn of about
13.8% in this country. Manufacturers
attribute as the primary cause for that
the fact that distributors and dealers
had healthy inventories on hand at
the close of 1966, but very few over-
stocked inventories were evident at the
beginning of 1968.

An AOPA interview with the leading
lightplane manufacturers brought these
observations of the past and outlooks
for the future:

George T. Humphrey, head of the Air-
craft Division of North American-Rock-
well Corporation (Aero Commander),
disclosed that the letdown in sales for
his company coincided with Federal
removal of the investment tax credit
in 1966. “This had a marked effect on
sales of higher priced aircraft,” he said.
“We had hoped that with return of the
investment credit we'd see our big air-
craft take off in a flourish of sales
again, but our merger difficulties came
along and dampened the sales of our
jets.”

The company sold 15 Jet Commanders
during 1967, barely half the number
sold the previous year. But sales in
all other models did not decrease,
Humphrey claimed. “From the stand-
point of total units, 1966 was below
our expectations, so we struck out in
1967 to increase production in all areas
except the jet. We are continuing on
that basis and delivering Turbo II's
faster this year than ever.”
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initiated might assume it to be. U.S.
concerns sent a total of 3,040 business,
personal and utility aircraft worth
about $78,710,000 wholesale to foreign
markets during the Federal fiscal year
1967. Those exports were projected to
increase to 3,150 units valued at about
$81,900,000 during the current year.

At the same time, 61 foreign-made
business and personal aircraft worth
about $11,620,000 were imported to the
United States. The forecast for this year
is 55 units that will earn their makers
$10,450,000, Commerce Department offi-
cials said.

Aircraft parts and accessories slated
for the foreign market provide a real
surprise. During 1967 oversea sales of
aircraft engines and parts, propellers
and parts, landing gear, and miscel-
laneous parts and accessories amounted
to a thundering $575,820,000. Sales of
those items this year are projected to
be about $646,000,000. Those figures,
however, reflect no breakout of private
from commercial aircraft markets.

A comparison of sales records of
1966 and 1967 shows that, despite rosy

Humphrey expects 1968 to be Aero
Commander’'s most successful year to
date because, “I think the market is
continuing to grow with respect to the
number of people who actually start
pilot training and with respect to cor-
porations that look at aircraft as a
business tool, whereas they may not
have in the past.”

Tight money and high interest rates
may be retarding factors, as may be
a national lack of confidence engen-
dered by Vietnam and continuing pres-
sure on the dollar; “the things that
people look to Washington for leader-
ship on,” Humphrey said. But he still
foresees a net dollar volume business of
$55,000,000 to $60,000,000 (about
$75,000,000 retail ) for Aero Commander
during 1968. .

A significant portion of that probably
is expected to be derived from the
Sabreliner, the company’s top of the
line jet since the Rockwell Standard-
North American merger. In addition,
in announcing plans last month to build
a new plant at Homestead, Fla., com-
pany officials indicated a strong possi-




This Is General Aviation 1968

Aircraft 110,000
Single-engine, 1-3 place ... 36,097
Single-engine, 4-place or more .......... 56,922
Multi-engine ... 14,300
Other 2,681 General Aviation Aircraft Fleet Growth
Nirmen __ 615,729 1963-1967
Student 185,269 Estimated Total
Private 249,217 Production Retail Active
Dommertiali e o . o e e 148,281 Year  In Units Value Fleet
ATR 26,596 doed . 7568 $200,000,000.._.__. 85,088
Other 6,366 1964 .. 9,652.._.._.. 244,000,000._..._. 88,472
General Aviation Hours Flown, 1967 _.24,000,000 1965 ...12,331...__. 422,000,000........ 95442
lSTAREE B 0 Cha il e S 5,760,000 1966 ___.15724........ 512,000,000-.......104,706
Instruction 7,440,000 1967 13,567 450,000,000....._. 110,000
Personal 7,920,000
Commercial 2,880,000

This quick statistical look at general aviation in the
United States today represents an attempt to give
currrency to the most recent official FAA information
available, modified by information obtained from air-

craft manufacturers, the AOPA Profiles of Flying and Rir Traffic Activity Recorded BY
Buying, and other sources. FAA Control Towers
ntro
Fiscal Years 1963-1967

No. Total Gen.  Air
Year Towers Operations  Av. Carrier Mil.

1963 _274...29.190,087.__65% ... 23% . 12%
1968 277, 32.857.745... 69%... 21%... 10%
A‘/ M‘ Z IIOJ\T . 1965 _ 284 35,557.868.._70%... 21%.._. 9%
1966 299, 41209592 72%.. 20%.... 8%
1967 30947877066 75%.. 18%.... 7%

bility of adding two to four new air-

craft to the present 10-model line.
“We have some definite plans right

now,” Humphrey disclosed, “but it would

be premature to talk about the aircraft lﬂl'lliillg Facilities
specifically.” o
He sees no more problems ahead for 1963-1967
general aviation than have existed in : .
the past, but acknowledged that they As Of Public Private .
ek, differen B e e Dec. 31: Total Use Use Lighted Paved
B Phidosls g e 1065 .. BA14._5082. 3232 26722451
making our situations well known. I 1964 ___ 9,490..6,287....3,203....2,773...2,620
don’t mean publicizing our problems, 1965 .... 9,566....6,483....3,083....2,878_...2,747
but publicizing our existence and the 1966 9673._6640__3033._2905._ 2872
need for that existence.” Ptk e e b = e e
Mooney officials also noted the tight 19671 _10,015._..6,846..._3,169.._3,102....3,003
money market as a cause for whatever *From FAA reports. Includes heliports, seaplane bases
reversal took place in sales last year. and military joint-use facilities in the 50 states and
“But I believe the slight decline was U.S. possessions.

beneficial,” said E. E. Karman, company tAs of Alg. 1, 1967,

PR. “It impressed upon us the necessity
for the manufacturer to take more initia-
tive in helping to expand and improve
dealer sales and service forces.”
Mooney experienced about an 11%
downturn in 1967, but looks for an
increase to about 860 units worth some
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$25,000,000 in 1968. That doesn’t in-
clude projected sales of 36 MU-2 twin
turboprop models.

“Among the aspects that might cloud
the outlook are the continuation of
the Vietnam war, the uncertainty over
proposed tax increases, the unfavorable
publicity that general aviation attracts
each time there is an accident,” Kar-
man said. “There is also the threat
of overregulation by FAA, as well as
the coming election. All of these things
will make themselves felt on the gen-
eral aviation market.”

Two major areas exist in which
Mooney officials believe advance-
ments must be made to insure the
continued orderly growth of general
aviation. One is the development of
better pilot training programs to allevi-
ate to the greatest possible extent the
pilot error factor in mishaps. A cor-
ollary to that would be concentrated
educational programs to enlighten the
public and news media about general
aviation. From the manufacturer’s
standpoint, greater effort must be made
in precisely defining markets for which
various aircraft models should be de-
veloped, Karman said.

Cessna’s president, Del Roskam, re-
garded 1967 production as a predictable
result of manufacturers’ desires to re-
duce field inventories of new aircraft
to more workable levels. “We have
accomplished this goal and expect 1968
to reflect a higher level of deliveries
than 1967,” he said.

Three factors that will have a decided
effect on Cessna’s 1968 market, Roskam
believes, are (1) continuing increases
in student starts and the “learn to fly”
program; (2) expansion of the product
line in both single- and multi-engine
models to appeal to a broader range
of prospects; and (3) growth in Cessna’s
worldwide retail marketing organiza-
tion, both in numbers and quality.

Since January 1965 about 400,000
people have obtained student pilot
licenses, Roskam pointed out. Some
of them now are generating untold
millions of dollars of revenue for the
general aviation industry and represent
an unprecedented demand for two-
place and low-cost four-place airplanes.
Anticipated new student starts this year
and continuation of the “learn to fly”
program will broaden the base of busi-
ness even more, he added.

Introduction of two new single-
engine models and expansion of multi-
engine models to eight has brought
Cessna’s 1968 product line to 31 models.
Officials believe this broadened line
will enable dealers to offer airplanes for
virtually any prospect or purpose. And
with its outlets now numbering more
than 900 franchised dealers throughout
the world, Cessna expects deep pene-
tration into both new and existing
markets.

“Even more significant,” said Ros-
kam, “is the work being done by both
our wholesale and retail organizations
to upgrade capabilities in both facilities
and manpower to give better services
to customers.”

Cessna sees an industry-wide need
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to accelerate growth by better acquaint-
ing the public with general aviation’s
limitless capability to transfer people
and material safely, efficiently and eco-
nomically.

Piper laid the blame for the 1967
“slump” on both tight money and the
loss of investment credit for business
purchasers. But it expects its 1968 pro-
duction and sales to increase by a
healthy proportion, primarily because
of unusually strong market acceptance
of the new Arrow and Cherokee D
models, and the 1968 Aztec and Navajo.
A change for the better in Department
of Agriculture policies also has bright-
ened the outlook for the Pawnee crop
applicator plane.

With the Twin Comanche and the
Aztec, Piper claims first and second
places in light twin sales, and back
orders into April on the Navajo offer
real encouragement.

Piper appears to be the only one
among the “Big Five” that looks at
1967 as an unsatisfactory vear. For
1968, officials expect to realize a pro-
duction level of well over 5,000 units
and a net billing in excess of
$100,000,000 ($125,000,000 in retail
terms).

Problems that must be overcome to
bring 1968 up to full expectations in-
clude those related to Congressional
pressures being brought on FAA to
create unwarranted regulations as a
result of increasing consternation over
air safety, Piper believes.

“The real solution to our problems
is not one of positive control,” said
J. W. Miller, Piper director of market-
ing. “In fact, there is no such thing
as ‘positive control.” The real problem
that must be solved is that of conges-
tion in metropolitan areas caused by
the gratifying growth of civil aviation.
In the past five vears, 23 metropolitan
areas have been overwhelmed by that
growth because they have not extended
their overall planning rapidly enough
to meet it. In the next 10 years this
problem can extend to as many as 75
to 100 additional metropolitan areas
unless 10- and 20-year plans are pre-
pared soon to accommodate the vital
air transportation aid to national and
local economy.”

Beech, although it did fall short of
earlier projections, was the only major
company to post significant domestic
sales increases during 1967. Although
the company marketed about 100 less
units in 1967 than it did in 1966, dol-
lar volume was up by nearly $29,000,-
000. Tax legislation was mentioned as
a factor that may have kept the com-
pany from achieving its projected 40%
increase in sales.

For the coming year, Beech officials
are forecasting about a 25% increase
in both units and dollar volume, bring-
ing their share of the market to about
$150,000,000. This is because they be-
lieve that more and more business con-
cerns are coming to regard aircraft as
“tools of efficiency.” If there is a soft
spot ahead, it is in a continuing tight
money outlook, but this can be over-
come by concerted efforts of both manu-

facturers and their sales forces to prove
the airplane’s capability to increase pro-
ductivity, Beech believes.

The company plans to have 18
models on the market this year, but the
emphasis appears to be placed on the
top of the line Beech 99 Airliner and
King Air models. One of the main prob-
lem areas from the builder’'s point of
view is that manufacturers must better
learn to reach and sell to those who
need and can profit from the use of air-
craft for business purposes, Beech offi-
cials claim.

New models and products on the
market—expansion of Bellanca’s line to
five models: renewed interest in acro-
batics and consequent accelerated sales
of the Champion Citabria; the mergers
of North American and Rockwell Stand-
ard, and Alon with Mooney; and certifi-
cation of the American Aviation Yankee
as a successor to the Bede BD-1—are
among 1967 occurrences that will have
a decided influence on the general avia-
tion picture during the year ahead.

Based on the spirited sales of the
past two vears and manufacturers’ anal-
yses of the market for 1968, it is obvi-
ous that FAA forecasts concerning the
size and activity of the general aviation
fleet by 1975 will have to be revised
drastically upward. The agency predicts
that by then there will be 160,000
active private aircraft that will fly some
29,970,000 hours annually. But just
last summer it had to adjust its own
count of 1966 active aircraft upward
from about 95,000 to 104,706. AOPA
records indicate that as of the end of
calendar vear 1967, the count approxi-
mated at least 110,000, allowing for a
more than liberal attrition rate.

From 1954 through 1964, manufac-
turers produced a total of 73,406 fixed-
wing private aircraft in this country.
In the three-year span of 1965-67 alone,
some 42,000 were turned out and pro-
duction levels are forecast to remain
high into the foreseeable future.

From the standpoint of general avia-
tion operations too, FAA had to fall
back and regroup in its statistical ex-
ercises. Until last summer, Government
statisticians clung to the myth that
general aviation flew some 17,400,000
hours during 1966, but finally recom-
puted that figure at 21,023,000 hours.

Even that figure seems to be on the
conservative side. As Robert E. Mon-
roe, AOPA assistant chief of policy
and technical planning, pointed out to
a Congressional committee last sum-
mer:

“Total operations for general aviation
in 1966 at tower-controlled fields are
reported as 33,445,000. Total general
aviation flying time is reported as 21,-
023,000 hours. If all flights had begun
and ended at a tower-controlled field,
this would mean only 16,722,000 flights
averaging only one hour and 15 min-
utes each, and would allow for no
flights whatsoever at the other 97% of
the airports which do not have towers.”

Obviously, with control towers at only
309 of the country’s nearly 10,000 air-
ports, there is a fallacy somewhere in
these figures. On the basis of its own



market survey, conducted in 1966 and
extended to 1967, AOPA estimates that
general aviation flew at least 24,000,000
hours last year.

Likewise, aircraft usage figures of-
fered by FAA are subject to some ques-
tion. The agency recently gave a break-
down of general aviation hours flown
during 1966, indicating that business
flying was the most active segment, ac-
counting for 33% of total hours flown.
This was followed by flight instruction
with 27% of all hours flown, personal
flying with 22% , and commercial (air
taxi, charter, agricultural, etc.), 17%.
Yet, the people who build them are
introducing increasing numbers of new
aircraft models designed for training
and personal use; a trend that has re-
sulted from a thoroughly analyzed mar-
ket demand. And a recent comprehen-
sive AOPA study disclosed that personal
flying has spurted ahead.

In the realm of airman certification,
FAA is on firmest ground. Statistics in
that area show that, as of one year ago,
there were 548,757 active pilot certifi-
cate holders. During fiscal 1967 there
were 207,822 new pilot certificates of
all types issued, weighted most heavily
by 133,943 student certificate issuances.
In the coming 12 months, FAA expects
there will be in the neighborhood of
193,000 new student starts, and that
the total number of active certificate
holders will increase to nearly 700,000.

The general aviation employment
picture, clouded last year by a lack of
production line, sales and service work-
ers, still has not turned overly bright,
according to industry officials. Some

manufacturers feel, however, that they
have made significant strides forward
in helping their distributor-dealer sys-
tems to strengthen their sales and serv-
ice forces through factory-sponsored
programs.

Mooney officials disclosed that they
have scheduled at least half a dozen
sales training sessions for early this
year and will arrange more later as
dealers request them. Similarly, most of
the lightplane builders reportedly are
attempting to persuade their distribu-
tors and dealers to upgrade both the
quality and extent of maintenance and
service.

According to AIA, calendar year 1967
ended with about 31,758 production
workers employed by the 10 leading
aircraft manufacturing companies. An
estimated 5% employment increase
across the broad board of the general
aviation industry, including avionics
and accessories producers, should bring
total industry employment to an esti-
mated 265,000 by the end of 1968.

One of the brightest spots of the past
year that promises to continue through
1968 is that reflected by various edu-
cational programs within the general
aviation industry. UAC’s high school
aviation assembly program, begun in
three states during the 1966-67 school
vear, was expanded to 13 states to reach
about 1,250,000 teenagers this year. The
conduct of aviation education courses
in high schools (stimulated in part by
UAC’s program) increased by more
than 100% (from just over 200 to 433)
in 1967 and is projected to show further
growth this fall. Cessna and Piper $5

introductory offers to “learn to fly” re-
portedly have generated unprecedented
public involvement in general aviation
and will be continued at an accelerated
rate this year. Finally, press and pub-
lic education programs, either already
launched or planned by several seg-
ments of the industry, should do much
during the coming year to alleviate pub-
lic misunderstanding and fear about
general aviation.

One dark spot on the horizon: An
“Achilles’ heel” is expected to con-
tinue to exist in the nation’s airport
system. The Executive Department has
made it clear that it expects the aero-
nautical user to pay his own way for
“special benefits” and even though Con-
gress authorized $66,000,000 for this
yvear's Federal Aid to Airports Program,
it is questionable that much of it will
be used for general aviation facilities.
Some 778 requests were received for a
total of $339,300,000 in FAAP match-
ing funds, but on the basis of previous
experience and the Federal Administra-
tion’s hardening attitude, it is improb-
able that more than 15% of the funds
ultimately allocated will help general
aviation’s most serious immediate needs.

All points considered, the outlook for
1968 is regarded as brighter for gen-
eral aviation than for many segments
of the economy. As Aero Commander
head George Humphrey declared, “The
biggest threat we face is the ‘GD’
forces—the prophets of gloom and
doom. The general aviation industry is
maturing, and by cooperative efforts and
a positive attitude we can look forward
to constantly improved stature.” O



