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SUMMARY

Although European airlines were hit hard by the Covid-19 crisis, not all are
in the same boat both in terms of their ability to withstand it and in terms of
access to public aid. Specifically, certain "flag-carrier" companies, such as Air
France-KLM or Lufthansa, in a critical financial situation, were saved thanks
to government support. On the other hand, a few large low-cost airlines, such
as Ryanair or Wizz Air have sufficient financial strength to enable them to
overcome the crisis. The situation of middle cost companies such as easy Jet
appears to be more uncertain. Our thesis is that the European market, in a
situation that was already fragile before the health crisis, is probably going to
experience a strong restructuring movement that will benefit low-cost actors
following the bankruptcy of small operators and the attrition of the large
incumbent airlines, which will be forced to reduce their wings, unless they
resolutely adopt a low-cost medium-haul model.

This study was published in May 2020 and updated in December 2020.
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GLOSSARY OF THE MAIN TERMS USED
Point-to-point activity: activity consisting of transporting passengers from
point A to point B without any connections.
Base: airport where a company operates and where aircrafts and crews are
stationed, allowing, among other things, a flight schedule with early morning
departures and late evening returns.
CSKO (unit cost per available seat-kilometre): an indicator that measures
the unit cost of a seat for one kilometre by air. This cost decreases with the
distance travelled.
Connection: a system that simply allows a passenger to switch from one
flight to another at the same airport, without any guarantee of continuity,
which is not the case with correspondence.
Corresponding: system that allows a passenger at the same airport to transfer
from one flight to another by transferring his or her luggage and guaranteeing
continuity of service between the two flights (e.g. in the event of a delay).
Hub: central airport that acts as a hub, connecting flights to each other
through connections. A passenger travelling from point A to point C will
stop at hub B, which connects flight AB with flight BC.
Long-haul: flights lasting more than 4 hours.
Middle-cost: airline whose CSKO is between 3 and 6 cents per kilometre
(excluding fuel).
Medium-haul: flights lasting between 1 and 4 hours.
RASK (unit revenue per available seat-kilometre): indicator that measures the
revenue generated by a seat over one kilometre on an aircraft.
Slot: the right to use a take-off slot at an airport for a given schedule.
Ultra low-cost: airline whose CSKO is less than 3 cents per kilometre
(excluding fuel).
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INTRODUCTION**

The Covid-19 crisis is an unprecedented shock for global air transportation1.
According to the current head of the Air Transport Association (IATA), it is
even "the worst crisis in the history of aviation", far ahead of the events of
9/11 or the economic crisis of 2009.
It is true that estimates of the drop-in passenger air transport activity are
staggering: despite a temporary rebound in June and July (due to the policies
put in place after the lockdown ended), air traffic for the whole of 2020 is
expected to be 66% lower than in 2019, according to the latest IATA forecast.
Beyond the health crisis, the strong economic recession in the world in 2020,
in the order of 5%, will undoubtedly impact air transport, whose activity is

* The authors of this two-volume study would like to thank Alexandre Charpentier, manager at Roland Berger, for
his work as editor. The authors remain solely responsible for its content, which is not binding on the institutions
and organisations for which they work.
** The data used in this study come from Roland Berger and are derived from a variety of raw sources, including
companies, private databases and IATA's public reports.
1. Beyond air transport, the entire value chain of the aeronautics industry is severely impacted, from
manufacturers (Airbus, Boeing, etc.) to all subcontractors (Daher, Safran, etc.). As the French newspaper
Les Echos announced on the front page of its 28 April 2020 edition, we can speak about this industry as the
"crisis of the century". Also see: Guy Dutheil, "Coronavirus: Airbus et l'aéronautique s'enfoncent dans la crise",
Le Monde, 29 April 2020, as well as Véronique Guillermard, "Comment Airbus et Boeing tentent d’amortir le choc
de la crise du Covid-19", Le Figaro, 30 April 2020.
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strongly correlated to economic growth 2. This fall in traffic must be compared
with the structure of costs, partly composed of fixed costs, and airline revenues:
whereas since the beginning of the health crisis, costs have fallen by 55%,
revenues have fallen by 80%, leading to massive losses.
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What's more, the recovery in air traffic will be very gradual, with a return to
pre-crisis levels only expected in 2024. The recovery will initially be seen on
medium-haul routes and will primarily concern leisure and affinity customers.
In this unique context, most airlines, both in Europe and worldwide, have
grounded a few of their planes, which means they have to bear high-fixed
costs. The challenge is then for airlines to have access to enough liquidity in
order to hold on to in order to survive for several months. In this race for
cash, all instruments are now being mobilised by companies, whether it be the
non-reimbursement of tickets (and their transformation into credit notes3),
massive recourse to part-time working, the appeal for mass layoffs (like at
British Airways), reduction of fixed structural costs, use of cash reserves or
borrowing, renegotiation with aircraft rental companies, manufacturers
and fleet financing bodies. For example, Lufthansa has made the decision to
significantly reduce the size of its fleet from 150 aircrafts (out of a total of 760,
i.e. a decrease of 20%) and cut 22,000 jobs (i.e. 16% of its total workforce).
In this respect, not all airlines are in the same situation, both in terms of
resilience and in access to public support.
European airline rankings by financial strength
Historical companies

Other companies

Strong financial health

IAG (British Airways)

Ryanair, Wizz Air, (easyJet)

Fragile financial health

Air France, Lufthansa, Alitalia,
Finnair

Norwegian, Volotea, Air Italy

© Fondation pour l’innovation politique – 2020
Source: Roland Berger

Firstly, the so-called "flag-carrier" companies in a critical financial situation
owe their survival to government support, in the form of guaranteed loans
or equity investments. The Dutch, French, German, Italian and Norwegian
governments supported the legacy carrier at all costs, even including a
temporary nationalisation scenario (in Italy, from March for Alitalia, the
country's leading airline). It should be noted, however, that a legacy airline
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2. According to the IATA, the amount of airline tickets for flights to be operated over the next three months
(which will not be used due to the cancellation of almost all airline activity) is $35 billion. To preserve their
cash, airlines are offering the option of postponing flights and giving out credits instead of refunds.
3. According to the International Air Transport Association (IATA), the amount of airline tickets for flights to be
operated over the next three months (and which will not be used due to the cancellation of almost all airline
activity) amounts to $35 billion. To preserve their cash, the airlines are offering flight postponements or "credit
notes" instead of refunds.

such as British Airways (IAG Group) has not yet applied for public support
but carried out a capital increase of 2.75 billion pounds.

Lastly, we find some European companies that have sufficient financial
strength to face the crisis. This is particularly the case in Europe of large lowcost airlines such as Ryanair, Wizz Air and to a lesser extent, easyJet, who will
be able to survive on their cash flow, obtain bank loans and/or "sale and lease
back" their aircrafts. Similarly, in this category we find smaller airlines such as
Air Caraïbes, that have enough liquidity and may carry out a capital increase,
and will probably survive the Covid-19 crisis.
Our main thesis is that the European market, in a situation that was already
fragile before the health crisis and with overcapacities on many routes,
will undoubtedly undergo a strong restructuring movement, following the
bankruptcy of small operators and the attrition of large incumbent companies,
forced to downsize. This movement seems to be inevitable, regardless of the
recovery scenario of traffic in Europe. We can even consider the probable
scenario of the slow recovery of air traffic in Europe, only going back to
normal in 2024, which will accelerate this restructuring movement.
In this respect, the financial markets have naturally integrated these structural
differences in the financial health of airlines long before the Covid-19 crisis.
Indeed, throughout the year 2019, the market value of low-cost players has
risen sharply (+ 33% if the three market capitalisations - EasyJet, Ryanair, Wizz
Air - are compiled, compared with -2% if the capitalisations of International
Airlines Group, Air France-KLM and Lufthansa are compiled). To measure
performance gaps, we can remember that an airline like Ryanair was worth
on average 3 to 4 times the market value of a group like Air France-KLM in
2019. Similarly, since the beginning of 2020, under the effect of the Covid-19
crisis, stock market sanctions appear to be fairly differentiated, between legacy
carriers who have lost between 35 and 67% of their market value and ultra
low-cost leaders whose whose market capitalisation has only fallen slightly4.
In November 2020, Ryanair's market capitalisation was equivalent to... 10
times that of Air France-KLM's.

Before Covid-19, Air transportation in Europe: An already fragile sector

Secondly, we find many small companies that are in great financial difficulty,
such as Air Italy, which did not receive public aid and were quickly forced
into bankruptcy. This bankruptcy scenario is even more likely as the model
of many airlines is based on the financing periods of lower activity (such as
winter) by bookings made during the high season. In this respect, the Covid-19
crisis could not have come at a worse time, in the middle of the summer 2020
booking period.

4. The case of easyJet is atypical: the sharp fall in the share price is partly explained by a governance battle led
for several weeks by one of the company's founders calling into question certain strategic choices made by the
management team, particularly regarding orders for new Airbus aircrafts.
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Evolution of market capitalisation during the Covid-19 crisis

31 Dec. 2018 31 Dec. 2019 15 Apr. 2020

Evolution
Evolution
between Dec.
between 2018
2019 and
and 2019
October 2020

(in billions of euros)

(in %)

4.1

4.2

1.4

- 67

+5

13.6

14.6

6.0

- 59

+7

9.4

7.8

5.1

- 35

- 17

4.9

6.6

2.7

- 59

+ 36

12.2

15.8

14.7

-7

+ 30

2.3

3.3

3.3

-2

+ 48
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Source: Roland Berger.

The Covid-19 crisis occurred in Europe in a context marked by an already
limited airline profitability. This is particularly true if we take as a scope the
only intra-European medium-haul market, which does not perform as well as
the long-haul market (often 10 points less in the operating margin). Recent
years have also seen several medium-haul airlines go bankrupt: Aigle Azur,
WoW Air, Small Planet Airlines and Germania, to name but a few.
While there are structural reasons for this low profitability, it is also due to the
greater fragmentation of the European market compared to the U.S. market,
which has been undergoing strong consolidation over the last 15 years.
However, in terms of profitability and ability to withstand the crisis, not all
European airlines are in the same situation: while several legacy carriers such as
Air France-KLM or Lufthansa will survive thanks to massive public aid, some
low-cost operators such as Ryanair or Wizz Air will be able to get through the
crisis by drawing on their reserves.

12

I. A FRAGMENTED INTRA-EUROPEAN MARKET BEFORE THE CRISIS

1. Air transport, a low-margin sector

This structural weakness in margins stems from the fact that natural barriers
to entry are fairly low, unlike in other sectors such as pharmaceuticals or
automobiles. Indeed, excluding the availability of time slots at large congested
airports and, for certain international flights, the granting of traffic rights by
States, there are no major barriers to entry: a new airline can be launched with
a few million euros of investment by leasing aircrafts. To use an economic
terminology, air transport is like a "contestable market": the possibility for a
new player to enter the market quickly leads to a permanent pressure on prices
and margins. To regain some market power, established companies have no
choice but to lower their costs or to control a hub and network of alliances in
order to limit the development of new entrants.
Another factor is that air transport is an industry of fixed and semi-fixed costs.
The fixed or semi-fixed costs come from the payment of salaries (especially of
aircrew), aircraft rentals (when not in full ownership), aircraft maintenance,
and debts. These fixed costs represent about 50% of the operating costs of a
conventional airline.
A small drop in activity – and especially a drop in the load factor – quickly
leads to losses. As a result, the rate of entry and disappearance in air transport
is high: every year, many new companies are created, while others, often small
ones, leave the market. In 2019, which was a good year in terms of profitability,
no fewer than 23 airlines worldwide have ceased operations.

Before Covid-19, Air transportation in Europe: An already fragile sector

The violence of the impact of the Covid-19 crisis on airlines can be explained
by a structural reason specific to the sector: air transport is a high-volume but
low-margin industry. Indeed, if we reason over a long period - since 2002 and in aggregate - all regions combined -, the industry's operating margin is
around 3%. For the year 2019, this worldwide operating margin was 5.8%,
even though we were at the top of the cycle (IATA 2020), which corresponds
to a profit per passenger of only $6.85.
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2. A European market less concentrated than in the United States
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However, although the profitability of air transport is structurally low, the
profitability of European airlines, which was in line with the world average
in 2019, contrasts with that of their American counterparts, which was more
than double at 9.6%.
This differentiated situation can be explained by the evolution of the American
market over the last 20 years: during the decade 2000 - and especially after
the September 11th attacks and the recession of 2009 - American companies
experienced a decade of losses, which led to numerous bankruptcies. The
result has been a process of market concentration around four main players
(American, Delta, Southwest, United). In 2019, the top four operators on
the U.S. domestic market represented, in terms of the number of passengers,
a market share of 64%. Moreover, among these four players, only one is a
"middle cost" operator (Southwest) able to drive price competition. The other
low-cost operators, namely Jetblue, Frontier and Spirit Airlines, are much
smaller. This high concentration of the American market has also caused
concern among many economists as it results in an increase in the average
ticket price.
Share of intra-Europe/intra-US traffic by actors in 2019 (in %)*

100

Others

32

5
11

100

Others

35

8
11

16

13

17

14

20

19

USA

Europe

© Fondation pour l’innovation politique – 2020
Source: Roland Berger, Bureau of Transportation Statistics, Innovata.
* Market shares in Europe are calculated for intra-EU flights using company capacity data and average
load factors.
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If one considers the number of passengers carried on medium-haul flights, it
is striking to note that Ryanair was until 2019 the leading European carrier,
ahead of Lufthansa. The difference in size was even more pronounced with the
other companies: for example, the size of IAG on medium-haul represented
only 59% of that of Ryanair.

Number of passengers carried by the European leaders in the medium-haul market*
Current size
(number of passengers; millions)

Size difference from Ryanair

152

–

116

– 24

96

– 37

90

– 41

76

– 50

© Fondation pour l’innovation politique – 2020
Source: Roland Berger, based on airline company data.
* These figures also include medium-haul passengers outside the European Union, such as Switzerland,
the Maghreb countries or Norway.
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In contrast, the European market remains for the moment a little less
concentrated than the American domestic market: the top four operators
(Ryanair, Lufthansa group, IAG and easyJet) account for 57% of the intraEuropean market. It should be added that, among the four leaders in the sector
in Europe, two are "low-cost", including one "ultra low-cost" (Ryanair),
which contributes strongly to stimulating price competition. By comparison,
the leading ultra-low-cost carrier in the United States, Spirit Airlines, has a
market share of 3% and is only in 8th place in terms of capacity (seats offered).

3. Numerous small actors
In addition to the least market concentration among the top 5 of these airlines,
Europe is characterised by a very large number of small players: the tail end
of the size distribution is very long, once you get past the top five companies.
This lower concentration appears to be particularly marked on medium-haul
compared with long-haul. Indeed, on long-haul, a movement of consolidation
has already taken place, in the form of alliances, joint ventures (especially
on transatlantic flights), bilateral agreements, while traffic rights limit the
penetration of new players.
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Conversely, on medium-haul routes, there will be more than a hundred airlines
(scheduled flights) in Europe in 2020, with market shares of 1% or less; this
is mainly due to the fact that each European country has at least one flag
carrier, often inherited from the past, and has seen the creation of at least
one low-cost operator on its territory. For example, Romania has a national
airline, Tarom, which operates a fleet of 26 aircrafts and carried 2.7 million
passengers in 2018; it also has a low-cost airline, Blue Air, which carried 3.9
million passengers.
Airline consolidation compared between Europe and the U.S.
Cumulative available seat kilometres (ASKs) share by airlines across regions
100
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© Fondation pour l’innovation politique – 2020
Source: PlaneStats.com; Airline schedule data, IATA industry statistics.

Except for a few cases (such as Air Caraïbes in France), small players, whether
low-cost or not, perform below average, confirming the key role that critical
size plays. Indeed, achieving a critical size is a necessary (though not enough)
condition for profitability in air transport, for at least three reasons.
The first is economic: air transport has high fixed costs, which are not limited
to aircraft rent and maintenance, but also include marketing expenses or
structural costs (real estate, reservation system, etc.). An increase in size
therefore makes it possible to spread a portion of the fixed costs on a wider
basis.
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The second reason is the commercial attractiveness of a dense network,
particularly for business customers and city breaks: a large size enables a
presence in all major European airports, with local bases that generate traffic
in both directions (both import and export), offers good frequencies and
schedules (especially in the morning and at the end of the day), and also is
supported by an attractive loyalty programme.

Given the lack of critical size of many operators, it is hardly surprising that,
even in periods of good global profitability, Europe regularly experiences
bankruptcies of small players: for example, in 2019 (i.e. before the Covid-19
crisis), 23 airlines went bankrupt worldwide, 9 of which were European. We
can notably mention Aigle Azur (France), XL Airways (France), FlyBMI and
Thomas Cook (United Kingdom), Germania (Germany) or Wow Air (Iceland).
By 2018, Monarch, Condor and Air Berlin had also gone out of business.
However, large size is not a sufficient condition for profitability, especially in
the short-medium-haul segment. Among the major players on the market, it
is necessary to distinguish between the situation of legacy carriers such as Air
France or Lufthansa, which are in a delicate situation, and that of large lowcost operators, which are very profitable. The impact of the Covid-19 crisis on
these different companies is likely to be quite differentiated.

1
Air transport appears to be less concentrated in Europe than in the United States and is
less profitable. This situation is due both to the lower market share of the four leaders
in the sector, but also to the existence of a very large number of small players. In such
a market context, the Covid-19 crisis will set off a restructuring movement in Europe,
whether by the attrition of certain players, bankruptcy or takeover.

Before Covid-19, Air transportation in Europe: An already fragile sector

The third reason is more specific to the legacy airlines, which also offer a
long-haul service and a system of connections from a hub. The density of the
domestic and intra-European network is strategic to give credibility to the hub,
by offering reduced waiting times between two flights, and to fill long-haul
flights, especially by adding "small flows".
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II. COVID-19 SHOCK:
HISTORIC COMPANIES IN TURMOIL

1. Two giants in turmoil: Air France-KLM and Lufthansa
The three major historical leaders in Europe - Air France-KLM, Lufthansa
and IAG (British Airways) - are present in two different passenger transport
markets: the short /medium-haul segment (flights lasting less than 4 hours)
and the long-haul segment, mainly from their hubs. In the short/medium-haul
segment, they are also present on point-to-point flights, which link an origin
destination to a final destination, and on their long-haul hubs, which provide
connecting flights.

fondapol
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For the past 20 years, legacy carriers have been challenged in the point-to-point
market by a new model, which conquered 40% of market share and which
is spreading across the entire European continent: low-cost. Faced with this
disruption, legacy carriers have reacted in different ways.
Some, like Alitalia, have not changed their model and are now facing attrition
and near bankruptcy. Indeed, after several successive recapitalisations in recent
years (2005, 2009, 2013), the Italian company was placed under trusteeship
in mid-2017 following the rejection by employees of a restructuring plan in
an internal referendum.
Conversely, others have chosen to entrust their entire point-to-point
medium-haul network to a dedicated and resolutely low-cost subsidiary: this
is the case of the IAG group with its Vueling subsidiary. IAG uses medium-haul
only to supply its hubs, under its British Airways, Iberia and Aer Lingus brands.
Between these two polar cases, we find Air France-KLM and Lufthansa,
which have taken a step towards transferring their medium-haul business
to low-cost. Thus, Lufthansa has entrusted its subsidiary Eurowings with all
point-to-point flights, while the hubs are still operated with the Lufthansa
brand. As for Air France-KLM a small portion of its point-to-point flights
has been entrusted to a low-cost subsidiary, Transavia. However, the scope
of this activity remains limited - positioned at Orly, which is not the Group's
hub - and is complementary to that carried out by Air France KLM itself; the
latter supplies the hub at Roissy Charles de Gaulle (CDG) but also most of the
point-to-point routes (such as the major radial flights in France, with the Air
France shuttle bus).
In terms of profitability, the IAG Group appears to be more profitable than Air
France-KLM and Lufthansa. Its net income was 6.7% in 2019 compared with
3.3% for Lufthansa and 1% for AF KLM.
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Moreover, this overall situation of incumbent companies masks a sharp
disparity between the long-haul business, which is fairly profitable, and the
short/medium-haul business, which has structurally loss-making for several
years, mainly because of competition from low-cost carriers. Admittedly, some
of the short/medium-haul flights are not primarily intended to be profitable
insofar as they feed the hub with connecting flights: it is therefore normal that
feeder flights may be structurally loss-making. However, this specificity does
not call into question the overall finding of recurrent losses on the mediumhaul point-to-point network.

Lufthansa's point-to-point subsidiary, Eurowings, was loss-making until 2018,
especially due to the integration of Air Berlin. Eurowings has a cost structure
that is not consistent with its revenue structure. Eurowings had a cost per seat
kilometre5 (CASK) of 6.6 cents in 2018 in the medium-haul segment, which is
higher than the level of easyJet. On the other hand, revenue per seat kilometre
(RASK) does not cover the CASK, which explains Eurowings' losses in 2018.
As far as Air France is concerned, the domestic point-to-point network activity
has been loss-making for several years: over the 2013/2018 period, cumulative
losses amounted to more than €700 million. Three-quarters of the losses are
concentrated on 20% of available seat kilometres, which led Air France in
2019 to cut 15% of its domestic network. Although the Transavia subsidiary
has been generating a positive operating result since 2019, its limited size
does not offset the losses on Air France-KLM's entire short and medium-haul
network. However, in 2019, Air France negotiated an agreement with the
powerful SNPL (“Syndicat National des Pilotes de Lignes”, National Airline
Pilots Union) to lift the number of Transavia France aircraft above 40.

Before Covid-19, Air transportation in Europe: An already fragile sector

While it is difficult to obtain an exhaustive view of the profitability of short/
medium-haul business, several indices converge to conclude that this business
is highly financially fragile.

5. Seat Cost Per Kilometre (SCM) is the standard measure in the airline industry indicating the unit cost of
transporting one passenger per kilometre. This cost decreases with the distance travelled, taking into account
the existence of the fixed cost of the aircraft. In order to compare CASK levels between airlines, it is therefore
necessary to reason over an equivalent distance. For medium-haul, we have taken an average distance of
1,200 km.
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2. An unavoidable call for public assistance
Given the violence of the Covid-19 crisis and the financial fragility of certain
major legacy carriers in Europe, public support appeared unavoidable for Air
France-KLM and Lufthansa groups. To assess the need for such support, it is
interesting to estimate the capability of operators to overcome the crisis over
time, without having any activity and without using external resources - i.e.
by drawing only on their cash reserves and credit lines already subscribed.

Share of cash to revenue and number of days equivalent in 2019 at the beginning of the
crisis (in %)
48

47

29
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At the beginning of the Covid-19 crisis, Ryanair was in possession of liquid
assets representing 47% of its annual revenue, i.e. the equivalent of 170 days
of “resilience”; this figure only lasted for 81 days for Air France-KLM, i.e. less
than 3 months, and only 51 days for Lufthansa. With a different methodology,
Crédit Suisse arrives at a different result but which nevertheless confirms the
fragility of the legacy carriers: in the absence of any measures, Lufthansa had
25 days of cash flow and Air France-KLM 69 days at the beginning of the crisis.

25

22
12

176
x

170

132

113

81

51

7

26

Number of days of liquidity

© Fondation pour l’innovation politique – 2020
Source: Roland Berger, CAPA, Company data.

This low resilience stems from the fact that the cash position of a group like
Air France-KLM was limited to 5.5 billion euros of immediately mobilisable
cash at the beginning of the Covid-19 crisis, for an annual turnover of 27
billion euros: cash therefore represented only 20% of its 2019 revenues.
Furthermore, Air France had to repay a debt of 1.2 billion in 2020 and its
debt ratio exceeded 400% of shareholders' equity. The call for public support
was therefore inescapable and justified from an economic standpoint.
20

Secondly, the social cost of the bankruptcy of a large operator is probably
higher than its private cost. Indeed, from a theoretical point of view, one could
consider that bankruptcy simply leads to the replacement of the existing player
by a new operator, which is the "natural" mechanism for resolving crises in a
market economy. However, the costs of transition and market reorganisation
are high: putting tens of thousands of employees out of work, even temporarily,
is a cost to the community; moreover, the disorganisation and destabilisation
of a network of lines, particularly a hub such as Roissy, would be costly and
militates in favor of keeping the legacy carrier on the market. To put it bluntly,
the larger the operator, the higher the social cost of bankruptcy: here we find
the same mechanism for large banks, namely the "too big to fail" principle.
Similarly, for a country like France, the demise of Air France could have an
impact - beyond simply serving its Parisian base - on destinations that support
regional economies and on the tourist attractiveness of this country.
Finally, this call for public aid is justified by the fact that other major historic
companies in the world will also receive support from their States. This is the
case of American companies, which have asked the Federal State for support
up to 50 billion dollars, even though they are now the most profitable in the
world. Here we are typically in an uncooperative game: if other countries
support their legacy carriers, Europe's best response is to do the same with its
own operators.
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Firstly, it is difficult for large legacies to reduce their fixed costs, which on
average account for half of their total costs. They can, of course, lay off
employees, cancel aircraft orders (subject to penalties) or resell aircrafts. They
can also decide not to pay dividends, not to refund customers to avoid cash
outflows, by offering them a credit note on a future ticket, but this choice
violates the European directive on passenger rights; which provides that in
the event of cancellation, passengers have the choice between a refund and a
credit note. However, even by mobilising these various levers, the sources of
fixed cost reductions remain limited, given the large share of personnel costs:
40% for Air France, 30% for Lufthansa and IAG, compared with only 24%
for Ryanair.

Public aid has taken on many forms, ranging from general measures to defer
social security contributions or to cover part-time working to measures more
specific to air transport: deferral of the payment of certain taxes, guarantees for
bank loans, or even the acquisition of shareholdings in the capital, the ultimate
case being the nationalisation of the company.
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As of October 2020, European governments have already taken several
measures, including the following:
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- The French government’s decision to grant Air France €7 billion in aid6.
This aid consists of two loans: firstly, a €4 billion French State Guaranteed
Loan (PGE). This 90% guaranteed loan is granted by a union of 9 banks
with an initial maturity of 12 months, with an extension option of 1 or
2 years exercisable by Air France-KLM. Mandatory total prepayment
conditions have been added in certain cases, such as a change of control of Air
France-KLM or Air France. Secondly, the aid consists of a second shareholder
loan of €3 billion, granted by the French State with a maturity of 4 years with
2 consecutive 1-year extension options exercisable by Air France-KLM. As
with the PGE, mandatory early repayment conditions have been added to
this loan. The company has also undertaken not to pay dividends until these
loans have been fully repaid. In addition to Air France, the State is also in
discussions with Corsair for a PGE aid that should exceed €100 million. An
initial aid was refused in the spring by management because of conditions
considered to be too restrictive;
- Similarly, the Dutch government decided to grant two loans of respectively
€2.4 billion (a loan guaranteed by the Dutch State up to 90% and granted by
11 banks) and €1 billion (a direct loan from the Dutch State) in June 2020.
In total, the Air France-KLM group thus benefited from €10.4 billion in state
aid between April and June 2020;
- The German government has also granted €9 billion in aid to Lufthansa. This
is being channelled through the Federal Economic Stabilisation Fund (WSF)
in the form of "silent participations" of up to €5.7 billion (€4.7 billion of
which is in equity). The remainder of the aid granted to the company takes
the form of a capital increase of up to 20% of the share capital of Deutsche
Lufthansa AG, with WSF undertaking to sell its entire stake at the market
price by 31 December 2023. The remaining aid is supplemented by a credit
facility of up to €3 billion with the participation of KfW and private banks
for a period of 3 years;
- Concerning the IAG group (British Airways, Iberia, Vueling and Air Europa),
State aid came from the Spanish government which lent 750 million euros to
Iberia and 260 million euros to Vueling. These loans are 70% guaranteed by
Spain. The first repayments of this loan are not expected before 30 April 2023;
- the Belgian government has come to support Brussels Airline with a loan of
€387 million and a capital injection of €3 million;
6. On 4 May 2020, the European Commission approved this state aid. See the European Commission press
release: "State aid: Commission approves French plans to provide €7 billion in urgent liquidity support to Air
France", 4 May 2020 (https://ec.europa.eu/commission/presscorner/detail/en/ip_20_796).
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It should be noted that such public aid7, targeted at a specific company, infringe
upon the rules on state aid in Europe. Indeed, Article 107 of the Treaty on the
Functioning of the European Union (TFEU) states that: "save as otherwise
provided in the Treaties, any aid granted by a Member State or through
State resources in any form whatsoever which distorts or threatens to distort
competition by favouring certain undertakings or the production of certain
goods shall, insofar as it affects trade between Member States, be incompatible
with the internal market"8. However, in view of the exceptional circumstances,
the European Commission has adopted a temporary framework, allowing
Member States to ensure that sufficient liquidity is available to all undertakings
in order to preserve the continuity of economic activity during the epidemic.
Margrethe Vestager, Vice-President of the Commission responsible for
competition policy, said: "Managing the economic impact of the COVID-19
outbreak requires decisive action. We need to act fast. We need to act in a
coordinated manner. With this in mind, the Commission will enable Member
States to use the full flexibility foreseen under State aid rules to tackle this
unprecedented situation."9. This temporary framework provides for several
types of aid, including state guarantees for bank loans taken out by companies.
It is in place until 30 June 2020.
This policy of massive public aid to major historical companies also raises
several questions:
- Insofar as it is differentiated according to players, public aid can lead to
an imbalance in competition, to the detriment of small players who will
have to survive without public aid. Support for the historical giants must not
lead to implement exclusionary strategies, particularly against small players.
Competition authorities should be very vigilant, notably with regard to the
abuse of a dominant position. In the case of France, after the bankruptcies of
Aigle Azur and XL Airways - positioned on international markets - there are
still some major operators facing Air France, such as SNCF and easyJet on
domestic radial and transversal routes. However, the competitive situation

7. Norwegian and EasyJet also received government support of €490 million and €600 million respectively.
8. Article 107 (ex Article 87 TEC), Chapter 1: Competition rules - Section 2: Aids granted by States, Official Journal
115, 09/05/2008 p. 0091 – 0092
(https://eur-lex.europa.eu/legal-content/EN/TXT/?uri=uriser v:OJ.C_.2008.115.01.0001.01.
ENG&toc=OJ:C:2008:115:FULL#C_2008115EN.01004701).
9. “Statement by Executive Vice-President Margrethe Vestager on a draft proposal for a State aid Temporary
Framework to support the economy in the context of the COVID-19 outbreak”, European Commission,
17 March 2020 (https://ec.europa.eu/commission/presscorner/detail/en/STATEMENT_20_479).
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- By a decree published in mid-March 2020, the Italian government plans to
take control of Alitalia, injecting €600 million to keep it afloat. Alitalia was
almost out of money, although it had already received 400 million euros
from the Italian government at the beginning of 2020. In the beginning
of September 2020, new public aid of 200 million euros was provided to
compensate for the losses linked to the pandemic.
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could be weakened for certain destinations, especially in the French overseas
departments and territories, if niche players such as Corsair, Air Austral,
Air Caraïbes or Air Tahiti Nui were less able to drive competition on the
market, as they have done up to now. For example, on the market to the
West Indies, competition is mainly between Air France and Air Caraïbes,
which each have a market share of more than 35%, the third operator being
Corsair (21%). On the island Reunion, the entry of French Bee in 2017, a
low-cost subsidiary of Air Caraïbes, has led to increased competition: French
Bee has gained a market share of 20% in two years, thanks to market growth
(volume induction), itself the result of strong price competition. Competition
on these markets is played out here between a large player (Air France) and
smaller players such as Air Austral, Corsair and French Bee. On Cayenne,
the situation is also that of a duopoly, between Air France (60% market
share) and Air Caraïbes (40%). Beyond the French case, maintaining a
certain degree of competition in air transport is first and foremost crucial for
customers, whether in terms of price, quality or accessibility of territories.
A competitive market is also a vector of economic efficiency, by imposing
productivity gains on each operator. Competition is a "spur" to long-term
economic performance;
- public aid is certainly accompanied by compensatory measures but it does
not specifically address the issue of the structural competitiveness deficit of
the incumbent operators. Thus, in the case of France, the government stated
that the aid to Air France-KLM would be accompanied by compliance with
"social and environmental" commitments. In particular, the restructuring of
the domestic network is one of the counterparts demanded by the State, as
the Minister of the Economy specified: "As soon as there is a rail alternative
to domestic flights with a duration of less than 2 hours and 30 minutes,
these flights will have to be drastically reduced, and in fact be limited for a
transfer to a hub". Air France will also have to meet commitments in terms
of profitability and environmental impact, including "a 50% reduction in
its CO2 emissions per passenger and per km between 2005 and 2030". The
objective of 2% sustainable alternative fuels by 2025 and the earmarking of
investments in the renewal of the long and medium-haul fleet are also among
the negotiated counterparts.
In addition to the direct aid granted to airlines, other structural reforms on air
transport taxation could be envisaged, notably in the case of France, to restore
the competitiveness of the French flag. In March 2019, at the conclusion of
the Assises du Transport, Minister of Transport Elisabeth Borne acknowledged
that: "I know that air transport bears a significant level of taxes and charges
(the equivalent of almost 50% of the price of a ticket). It weighs on the
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Futhermore, the recent work of the Citizen's Convention on Climate Change
has generated the idea of an eco-tax on air transport. According to the
Directorate General for Civil Aviation, the cost of this tax would be €4.2
billion for the sector.
On top of this public aid, companies have made more or less marked
adjustments in size and remuneration, with the aim of reducing their fixed
and variable cost base (see table). As we have seen, these adjustments are
taking place against a backdrop of a sustained fall in air traffic in Europe,
which has resulted in significant losses for the incumbent companies in the
first half of 2020: €1.55 billion for Air France-KLM, €3.6 billion for Lufthansa
and €3.8 billion for IAG.
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competitiveness of our airlines and our hubs"10. This announcement has led
to a 220 million euro reduction in charges between 2018 and 2019, mainly
through a reduction in airport taxes and route charge rates. However, these
measures do not completely reduce the tax-related competitiveness deficit
that exists in France, compared to other European countries (estimated at
700 million euros by the, the National Federation of Merchant Aviation –
FNAM). Elisabeth Borne also pointed out in the same speech that "some will
consider that this is not enough". Other levers such as the reduction of taxes
(the solidarity tax known as the "Chirac" tax or VAT) have not been activated
and have even been accentuated with the inclusion in the 2020 budget of an
eco-tax that will be added to the price of a plane ticket for a flight departing
from France.

10. Speech by Elisabeth Borne, Minister of Transport, Conclusion of the “Assises nationales du transport aérien”
- Presentation of the national air transport strategy, 8 March 2019 (https://www.ecologique-solidaire.gouv.fr/
conclusion-des-assises-nationales-du-transport-aerien-presentation-strategie-nationale-du-transport).
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Number of passengers carried by the European leaders in the medium-haul market*
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Employment

Salaries

Fleet

7,580 jobs
eliminated, 16%
Discussions
of the Air France
underway to use 40% reduction in the
workforce and 42% the long-term partial Group's domestic
for Hop!
activity scheme for
offer with the
Opening of
Air France
transfer to Transavia
a voluntary
Wage increase
of the slots freed up
redundancy plan
freeze for KLM
by Hop! at Orly
5,000 jobs
eliminated at KLM
At least 22,000
job cuts, additional
150 aircrafts out of
cuts have been
Pilots' wages cut by
a fleet of 763 will be
announced but have
45% for 2 years
phased out by 2025
not been quantified
to date
Wages for
Exit from a fleet of
crewmembers down 55 aircrafts (out of
12,000 job cuts at
by up to 15% and for 570) including 32
British Airways
pilots down by 20% B747 from BA and
for 2 years
15 A340 from Iberia
© Fondation pour l’innovation politique – 2020
Source: Roland Berger.

The main adjustments include staff reductions with a decrease of almost 30%
(12,000 out of 42,000 employees) at British Airways and 16% at Lufthansa
(22,000 out of 135,000) with discussions underway to increase the target
to 30,000 employees, i.e. 22%. At the same time, Air France is planning the
departure of 17% of its staff (including 42% of the Hop! staff) but has a
voluntary departure plan to reduce the number of departures (3,460 positions
open to voluntary departure for ground staff, 403 positions for pilots and
discussions are in progress for flight personnel).
Additionally, the three airlines have also sought to lower personnel costs
with salary cuts, particularly for pilots: a 20% cut for IAG and a proposal by
Lufthansa pilots to cut their salaries by 45% to avoid layoffs, a freeze on salary
increases at KLM and via the long-term partial activity scheme for Air France.
These measures also involve a reduction in the companies' offer. For example,
Air France has put a plan in place (the Vesta plan) to decrease its domestic
flights by 40% by the end of 2021. Lufthansa has also decided to part with
150 aircrafts between now and 2025, i.e. nearly 20% of its fleet, compared
with 55 aircrafts for IAG.
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III. COVID-19 SHOCK: THE RESILIENCE OF THE LOW-COST GIANTS

While some legacies such as Air France-KLM and Lufthansa are in a delicate
situation and only stayed afloat with the help of the States, only a few airlines
will manage to survive the total stoppage of their activity for several months
and the gradual recovery of the market. In addition to small players such as
Air Caraïbes in France or the legacy carrier British Airways in the United
Kingdom, we find a number of low-cost airlines11, which have in common that
they are large and specialised in medium-haul flights ("pure players"). In terms
of model and performance, however, it is necessary to distinguish between
two quite different types of low-cost carriers: ultra-low-cost and middle-cost.
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2
Some historic European airlines, namely Air France-KLM and Lufthansa, will not be
able to get through the Covid-19 crisis without massive public aid. While this public
intervention is justified by the urgency and the liquidity crisis that these companies
are experiencing, it may also distort competition, in particular for players that do not
benefit from public aid. This public aid should be conditional on the pursuit of structural
reforms, even though these historic companies suffer from a lack of competitiveness
on short and medium-haul routes. A review of public policies on air taxation is also part
of the solution, especially in order to reduce the differences in competition between
European countries.

11. Let us briefly recall that low-cost is based on four main levers, which are more or less the same for all
players: extreme simplification-standardisation of the product and the production process, which makes it
possible to reduce unit costs (rapid turnaround, densification of seats, single fleet, etc.); outsourcing of all
services that are not part of the core business (handling, etc.); and the development of new services, such
as the development of new products and services, which are not part of the core business), which makes
it possible to make part of the costs more flexible and to limit structural costs; the predominant role of paid
options (seats and luggage, catering, etc.) as a source of revenue and profits; great operational agility, whether
in the opening and closing of lines, staff employment contracts, etc.; and a high level of flexibility in the
management of the company's operations, whether in the opening and closing of lines or in the employment of
staff. See on this subject, Le Low Cost, une révolution économique et démocratique, Fondation pour l'innovation
politique, February 2014 (www.fondapol.org/etude/emmanuel-combe-le-low-cost-une-revolution-economiqueet-democratique/) and, by the same author, Le Low Cost, La Découverte, 2019.
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Operating margin for a sample of low-cost companies in 2018 (in %)
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© Fondation pour l’innovation politique – 2020
Source: Roland Berger, company data.
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1. The ultra low-cost will survive the crisis
A first model, also found in the United States with Spirit Airlines, can be
described as "ultra low-cost": it brings together companies such as Ryanair,
Wizz Air or Pegasus. These airlines operate with a very low unit cost base
(measured in CASK) of around 2.5 to 3 cents, which does not drift over time.
This cost base is more than half that of an incumbent on medium-haul routes,
whose unit cost excluding fuel is between 6 and 8 cents.
Unit cost per seat kilometre cents in euros in 2018
CASK
7
6
5
4
3
2
1
0
- 12 % - 10 % - 8 %

Operating margin (in %)
-6%

-4%

-2%

0%

© Fondation pour l’innovation politique – 2020
Source: Roland Berger, company data.
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+ 2 % + 4 % + 6 % + 8 % + 10 % + 12 % + 14 % + 16 %

The great strength of the ultra low-cost model lies in the consistency between
the structure of its offer, in terms of costs and lines, and that of the demand in
terms of customers and revenues.
Like all airlines, ultra low-cost airlines are strongly impacted by the Covid-19
crisis. For example, Ryanair is expecting a 60% drop in its traffic in 2020,
with only 50 million passengers flying, compared to 152 million in 2019. In
October 2020, Ryanair only operated 40% of its capacity compared to the
same period a year earlier.
However, ultra low-cost aircrafts have several advantages that will enable
them to overcome the Covid-19 crisis and even come out of it stronger.
First of all, they have been generating double-digit profit margins for several
years – between 12 and 20% depending on the year - which has allowed them
to accumulate significant cash flow over time. The case of Ryanair is edifying
in this respect: the Irish company had, at the beginning of the Covid-19 crisis,
one of the most solid balance sheets in the sector, with €3.8 billion in cash
equivalents and low debt, estimated at 69% of equity. 3.8 billion represented
half of its annual turnover12 (7.6 billion in 2019). This means, as CAPA
points out, that Ryanair could hold, without recourse to borrowing or asset
sales, for 170 days, i.e. until the end of August 2020, not counting fixed cost
reductions and the fact that Ryanair is making margins. The same applies to
Wizz Air, which had a cash position equal to 48% of its turnover in 2019 at
the beginning of the crisis.
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Their network connects many regional cities in Europe, such as Ryanair,
which, as of 2020, has more than 70 bases throughout the continent, or Wizz
Air, which has more than 20 bases, most of which are in Eastern Europe.
Setting up at regional airports allows tax limitation, or even benefitting from
public subsidies for the opening of routes, and having great operational agility.
In terms of customers, ultra-low-cost primarily attracts leisure and foreign
customers who are very price-sensitive but are less concerned about frequencies,
schedules and the choice of destinations. In terms of revenue, ultra low-cost
fares are very low: for Ryanair, the average ticket reached 37 euros in 2019,
plus 17 euros in paid options, making a total of 54 euros. In organisational
terms, ultra low-cost has a very agile and opportunistic model, which quickly
adjusts capacity and destinations according to changes in demand.

In addition, Ryanair has its own fleet of more than 400 aircraft; on the basis of
an average aircraft value of USD 25-30 million, the value of the unencumbered
fleet is between EUR 5-7 billion (deducting a gross debt of EUR 3,9 billion
excluding operating leases in December 2019), which illustrates Ryanair's
wide capability to find other sources of cash if necessary.
12. It should be noted that neither Ryanair nor Wizz Air have asked for public loans.
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Second, ultra low-cost has an organisational structure characterised by lowfixed costs compared to variable costs. The stay of aircrafts on the ground
therefore reduces a significant proportion of variable costs, like kerosene: the
first cost item, fuel, represented 29% of variable costs at Wizz Air in 2018
and even reached 35% at Ryanair. Similarly, staff costs, which are almost a
fixed cost, accounted for only 10% of the total cost for Wizz Air and 13%
for Ryanair.
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Thirdly, as we will see in the second volume of this study, ultra low cost
companies have strongly adjusted their size to the crisis context by reducing
their salaries and networks in order to reduce their fixed costs. Thus, during
the first quarter of 2020, Ryanair's loss amounted to "only" 185 million euros,
while Wizz Air should make a positive net profit for the year 2020.
Under these conditions, although it will take some time for air traffic to return
to normal, it is likely that Ryanair and Wizz Air will emerge from the Covid-19
crisis without too much damage and will even have enough financial resources,
especially through indebtedness and the purchase of bankrupt companies, to
take part in the probable restructuring of air transport in Europe, as we shall
see in the second volume of this study13.

2. Middle-costs in a more critical situation
Alongside the ultra low-cost is the "middle cost" model, represented in Europe
by airlines such as easyJet or Vueling, a subsidiary of IAG group14. These
airlines have a unit cost excluding fuel (CASK) of around 5 cents, 60% higher
than that of Ryanair. However, it is still 20 to 30% lower than the unit cost of
a historic airline.
One reason for the higher unit cost of middle cost airlines is that they take off
from major airports, where taxes are significantly higher.
These higher unit costs logically lead to an average price of ticket with options
of 77 euros (61 + 16 paying options) in 2019, i.e. 25% more than Ryanair.
The customer profile of easyJet and Vueling is more diversified than that of
ultra-low-cost airlines: there are tourists, but also a business clientele, less
price-sensitive but very dependent on the destination. This more "business"
profile means that large middle cost airlines must take off from main airports
and offer a consistent frequency of flights and adequate flight times. It also calls
for the development of frequent flyer programs and travel facilitation, with
13. Emmanuel Combe, Didier Bréchemier, After Covid-19, Air transportation in Europe: Time for decision-making,
Fondation pour l’innovation politique, December 2020.
14. All things considered, the middle cost would be represented in the United States by a company such as
Southwest, whose unit cost has, however, come very close to that of the major American majors. The unit cost
difference with the majors is around 20%.
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Middle costs have also been strongly impacted by the crisis: for example,
easyJet reduced its capacity by an average of 60% in 2020. Given their
positioning in the business customer segment, middle cost customers are in a
less comfortable situation than ultra low cost customers. For example, EasyJet
has gone negative for the first time in its history, with a loss of more than
£1 billion in its 2019/2020 financial year. In early November 2020, Easyjet
announced the sale of 11 aircrafts for £130 million to boost its liquidity. In
total, the group says it has raised more than £2.4 billion in cash over the full
financial year, with the sole aim of "getting through the crisis". Vueling has
also obtained a loan of 250 million euros from the Spanish government. For
example, in April 2020, easyJet had a cash position of 1.4 billion pounds, to
which must be added recent loans of 1.9 billion pounds, contracted with the
sole aim of "getting through the crisis". It should be noted that part of this
loan - an amount of £600 million - was obtained from the Treasury and the
Bank of England.
It is probable that middle cost airlines will benefit less from the crisis, as their
main competitors are historic airlines such as Air France or Lufthansa, which
were bailed out by their governments and will have the means to hold a "war
of attrition" for many months. Middle cost airlines, which are already limited
in their expansion by congestion at major airports, will only regain market
share if legacies experience strong attrition, which will lead them to release
slots.

3. It is not enough to be big and low-cost: the Norwegian counterexample
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massive investment in digital, value-added services (waiting rooms, speedy
boarding) and ticket flexibility. Like the ultra-low-cost, the middle cost model
is consistent between the structure of its offer, in terms of costs and lines, and
the structure of demand, in terms of customers and revenues: unit costs are
higher but offset by more significant unit revenues.

Being low-cost, even of large size, is not a sufficient condition to be profitable
and to survive the Covid-19 crisis. In this respect, the case of Norwegian,
Europe's third lowest-cost airline in terms of passenger numbers, is interesting.
This airline has been accumulating losses for several years and is heavily
indebted: its debt reached 3 billion euros (at the end of 2018), for a turnover
of 4.3 billion euros in 2019.
To explain this structural underperformance, it may be noted that, unlike
other low-cost carriers, Norwegian operates in two markets of a very different
nature: medium-haul and long-haul. Bringing together in the same entity
two activities with very different cost and revenue levers contributes to the
complexity of the operating model.
31
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Furthermore, Norwegian has a cost structure that is not consistent with its
revenue structure: its unit costs, when calculated over a distance equivalent to
that of easyJet, are quite similar to those of a middle cost. On the other hand,
on the revenue side, Norwegian has a unit revenue close to that of ... Ryanair.
The equation is therefore economically unsustainable.
Due to the Covid-19 crisis, Norwegian had to cancel 85% of its flights and
even all of its flights to North America. Despite the measures taken, such as
the temporary dismissal of 90% of the staff, refocusing on the medium-haul
network, and reducing the size of the fleet (sale of aircraft, cancellation of an
order for 87 Boeing 737 and 787), it will be difficult for the Norwegian lowcost airline to get through the crisis. According to Roland Berger's estimates,
Norwegian had a cash position at the beginning of 2020 that would enable it to
go less than a month without any activity. The Norwegian State announced at
the end of March that it was providing a guarantee for a loan of €275 million
from Norwegian. Yet it is unlikely that this contribution will be sufficient to
get through several months of crisis. Norwegian's subsidiaries in Sweden and
Denmark went bankrupt in April 2020 because they did not have the support
of both countries. Although the Norwegian parent company experienced
some relief in May 2020 thanks to a rescue package, which provided it with
a contribution of €880 million (in exchange for the conversion of part of its
debt into shares), its financial situation remains very precarious15. Norwegian
posted a record loss of €455 million in the first half of 2020 (four times the
previous year's loss) and has enough to last until the end of 2020. In the
absence of a new oxygen tank, Norwegian's bankruptcy is likely: it will allow
for growth opportunities for the players who will remain on the market in
the future.

3
Some large low-cost airlines have strong profitability that will enable them to overcome
the liquidity crisis. This is particularly true for the "ultra low-cost" model, embodied
by Ryanair and Wizz Air, which have a large cash position and a great organisational
flexibility. To a lesser extent, a "middle cost" operator like easyJet will manage to survive
the crisis. It is likely that these low-cost airlines will play a role in the consolidation of
the post-Covid European market.

15. See "Norwegian Air Shuttle tirée d'affaire, pour le moment", La Croix, 4 May 2020 (www.la-croix.com/
Economie/Norwegian-Air-Shuttle-tiree-affaire-moment-2020-05-04-1301092478).
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CONCLUSION OF THE FIRST VOLUME

Given this heterogeneity in the financial situations of airlines, the fundamental
question is who will be best equipped to take part in the probable restructuring
movement after the Covid-19 crisis. This movement will take many forms:
takeover of assets (and particularly the slots) of bankrupt companies, mergers
and acquisitions, backing the most fragile players with solid companies in the
form of capital contributions, attrition of the size of companies in difficulty
which will free up airport capacity, etc.
We show in the second volume of this study that, in this future battle of the
European skies, the large low-cost airlines such as Ryanair and Wizz Air
could take advantage of the situation to go on the offensive and will try to
consolidate their lead and positions; conversely, the large incumbent operators
risk being marginalised and in attrition (reduction of wingspan) unless they
take advantage of this crisis to accelerate their structural change in terms of
medium-haul.
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We have shown that, faced with the Covid-19 crisis, not all European airlines
are in the same boat: while several historic operators such as Air France-KLM
or Lufthansa will survive thanks to massive public aid, some major low-cost
operators such as Ryanair, Wizz Air or easyJet should be able to get through
the crisis by drawing on their reserves.

33

34

fondapol

| l’innovation politique

35

36

fondapol

| l’innovation politique

37

38

fondapol

| l’innovation politique

39

OUR PUBLICATIONS
Relocaliser en décarbonant grâce à l’énergie nucléaire
Valérie Faudon, décembre 2020, 64 pages

Glyphosate, le bon grain et l’ivraie

Marcel Kuntz, novembre 2020, 68 pages

Coivd-19 : la réponse des plateformes en ligne face à l'ultradroite
Maygane Janin et Flora Deverell, novembre 2020, 68 pages

2022 le risque populiste en France (vagues 2 et 3)
Un indicateur de la protestation électorale
Dominique Reynié, octobre 2020, 86 pages

Relocalisations : laisser les entreprises décider et protéger leur actionnariat

fondapol

| l’innovation politique

Frédéric Gonand, septembre 2020, 60 pages

Europe : la transition bas carbone, un bon usage de la souveraineté
Patrice Geoffron, septembre 2020, 60 pages

Relocaliser en France avec l’Europe

Yves Bertoncini, septembre 2020, 68 pages

Relocaliser la production après la pandémie ?

Paul-Adrien Hyppolite, septembre 2020, 72 pages

Qui paie ses dettes s’enrichit

Christian Pfister et Natacha Valla, septembre 2020, 60 pages

L’opinion européenne en 2019

Dominique Reynié (dir.), éditions Marie B/collection Lignes de Repères,
septembre 2020, 212 pages

Les assureurs face au défi climatique

Arnaud Chneiweiss et José Bardaji, août 2020, 56 pages

Changements de paradigme

Josef Konvitz, juillet 2020, 44 pages

Hongkong : la seconde rétrocession

Jean-Pierre Cabestan et Laurence Daziano, juillet 2020, 84 pages

Tsunami dans un verre d’eau
Regard sur le vote europe écologie-les verts aux élections municipales
de 2014 et de 2020 dans 41 villes de plus de 100 000 habitants
Sous la direction de Dominique Reynié, juillet 2020, 44 pages

Innovation politique 2019 (tome 2)

Fondation pour l’innovation politique, juin 2020, 412 pages

Innovation politique 2019 (tome 1)

Fondation pour l’innovation politique, juin 2020, 400 pages

Covid-19 - États-unis, Chine, Russie, les grandes puissances inquiètent l’opinion
Victor Delage, juin 2020, 16 pages
40

De la distanciation sociale à la distanciation intime
Anne Muxel, juin 2020, 48 pages

Covid-19 : Cartographie des émotions en France
Madeleine Hamel, mai 2020, 17 pages

Après le Covid-19, le transport aérien en Europe : le temps de la décision
Emmanuel Combe et Didier Bréchemier, mai 2020, 64 pages

Avant le Covid-19, le transport aérien en Europe : un secteur déjà fragilisé
Emmanuel Combe et Didier Bréchemier, mai 2020, 56 pages

Ne gaspillons pas une crise

Josef Konvitz, avril 2020, 48 pages

Retraites : leçons des réformes suédoises

Kristoffer Lundberg, avril 2020, 64 pages

Retraites : leçons des réformes belges

Frank Vandenbroucke, février 2020, 64 pages

Les biotechnologies en Chine : un état des lieux
Aifang Ma, février 2020, 68 pages

Radiographie de l'antisémitisme en France

AJC Paris et Fondation pour l'innovation politique, janvier 2020, 32 pages

OGM et produits d'édition du génome : enjeux réglementaires et géopolitiques
Catherine Regnault-Roger, janvier 2020, 60 pages

Des outils de modification du génome au service de la santé humaine et animale
Catherine Regnault-Roger, janvier 2020, 56 pages

Des plantes biotech au service de la santé du végétal et de l’environnement
Catherine Regnault-Roger, janvier 2020, 56 pages

Le soldat augmenté : regards croisés sur l’augmentation des performances du soldat
CREC Saint-Cyr et la Fondation pour l’innovation politique,
décembre 2019, 128 pages

L’Europe face aux nationalismes économiques américain et chinois (3)
Défendre l’économie européenne par la politique commerciale
Emmanuel Combe, Paul-Adrien Hyppolite et Antoine Michon,
novembre 2019, 76 pages

L’Europe face aux nationalismes économiques américain et chinois (2)
Les pratiques anticoncurrentielles étrangères
Emmanuel Combe, Paul-Adrien Hyppolite et Antoine Michon,
novembre 2019, 64 pages

L’Europe face aux nationalismes économiques américain et chinois (1)
Politique de concurrence et industrie européenne
Emmanuel Combe, Paul-Adrien Hyppolite et Antoine Michon,
novembre 2019, 60 pages

Les attentats islamistes dans le monde, 1979-2019

Fondation pour l’innovation politique, novembre 2019, 80 pages

Vers des prix personnalisés à l’heure du numérique ?
Emmanuel Combe, octobre 2019, 68 pages

2022 le risque populiste en France

Un indicateur de la protestation électorale
Dominique Reynié, octobre 2019, 44 pages
41

La cour européenne des droits de l’homme, protectrice critiquée des « libertés invisibles »
Jean-Luc Sauron, octobre 2019, 72 pages

1939, l’alliance soviéto-nazie : aux origines de la fracture européenne
Stéphane Courtois, septembre 2019, 76 pages

Saxe et Brandebourg. Percée de l’AfD aux élections régionales du 1er septembre 2019
Patrick Moreau, septembre 2019, 46 pages

Campements de migrants sans-abri :
comparaisons européennes et recommandations
Julien Damon, septembre 2019, 68 pages

Vox, la fin de l’exception espagnole

Astrid Barrio, août 2019, 56 pages

Élections européennes 2019. Le poids des électorats
comparé au poids électoral des groupes parlementaires

Raphaël Grelon et Guillemette Lano. Avec le concours de Victor Delage
et Dominique Reynié, juillet 2019, 22 pages

Allô maman bobo (2). L’électorat urbain, de la gentrification au désenchantement
Nelly Garnier, juillet 2019, 64 pages

fondapol

| l’innovation politique

Allô maman bobo (1). L’électorat urbain, de la gentrification au désenchantement
Nelly Garnier, juillet 2019, 68 pages

L’affaire Séralini. L’impasse d’une science militante
Marcel Kuntz, juin 2019, 60 pages

Démocraties sous tension

Sous la direction de Dominique Reynié, mai 2019,
volume I, Les enjeux, 156 pages ; volume II, Les pays, 120 pages
Enquête réalisée en partenariat avec l’International Republican Institute

La longue gouvernance de Poutine

Michel Eltchaninoff, mai 2019, 52 pages

Politique du handicap : pour une société inclusive
Sophie Cluzel, avril 2019, 44 pages

Ferroviaire : ouverture à la concurrence, une chance pour la SNCF
David Valence et François Bouchard, mars 2019, 64 pages

Un an de populisme italien

Alberto Toscano, mars 2019, 56 pages

Une mosquée mixte pour un islam spirituel et progressiste

Eva Janadin et Anne-Sophie Monsinay, février 2019, 72 pages

Une civilisation électrique (2). Vers le réenchantement

Alain Beltran et Patrice Carré, février 2019, 56 pages

Une civilisation électrique (1). Un siècle de transformations
Alain Beltran et Patrice Carré, février 2019, 56 pages

Prix de l’électricité : entre marché, régulation et subvention
Jacques Percebois, février 2019, 64 pages

Vers une société post-carbone

Patrice Geoffron, février 2019, 60 pages

Énergie-climat en Europe : pour une excellence écologique
Emmanuel Tuchscherer, février 2019, 48 pages
42

Innovation politique 2018 (tome 2)

Fondation pour l’innovation politique, janvier 2019, 544 pages

Innovation politique 2018 (tome 1)

Fondation pour l’innovation politique, janvier 2019, 472 pages

L’opinion européenne en 2018

Dominique Reynié (dir.), éditions Marie B/collection Lignes de Repères,
janvier 2019, 176 pages

La contestation animaliste radicale

Eddy Fougier, janvier 2019, 56 pages

Le numérique au secours de la santé

Serge Soudoplatoff, janvier 2019, 60 pages

Le nouveau pouvoir français et la coopération franco-japonaise

Fondation pour l’innovation politique, décembre 2018, 204 pages

Les apports du christianisme à l’unité de l’Europe

Jean-Dominique Durand, décembre 2018, 52 pages

La crise orthodoxe (2). Les convulsions, du XIXe siècle à nos jours
Jean-François Colosimo, décembre 2018, 52 pages

La crise orthodoxe (1). Les fondations, des origines au XIXe siècle
Jean-François Colosimo, décembre 2018, 52 pages

La France et les chrétiens d’Orient, dernière chance

Jean-François Colosimo, décembre 2018, 56 pages

Le christianisme et la modernité européenne (2).
Comprendre le retour de l’institution religieuse

Philippe Portier et Jean-Paul Willaime, décembre 2018, 52 pages

Le christianisme et la modernité européenne (1).
Récuser le déni
Philippe Portier et Jean-Paul Willaime, décembre 2018, 52 pages

Commerce illicite de cigarettes : les cas de Barbès-La Chapelle,
Saint-Denis et Aubervilliers-Quatre-Chemins

Mathieu Zagrodzki, Romain Maneveau et Arthur Persais, novembre 2018, 84 pages

L’avenir de l’hydroélectricité

Jean-Pierre Corniou, novembre 2018, 64 pages

Retraites : Leçons des réformes italiennes

Michel Martone, novembre 2018, 48 pages

Les géants du numérique (2) : un frein à l’innovation ?

Paul-Adrien Hyppolite et Antoine Michon, novembre 2018, 84 pages

Les géants du numérique (1) : magnats de la finance

Paul-Adrien Hyppolite et Antoine Michon, novembre 2018, 80 pages

L’intelligence artificielle en Chine : un état des lieux
Aifang Ma, novembre 2018, 60 pages

Alternative für Deutschland : établissement électoral
Patrick Moreau, octobre 2018, 72 pages

Les Français jugent leur système de retraite

Fondation pour l’innovation politique, octobre 2018, 28 pages
43

Migrations : la France singulière

Didier Leschi, octobre 2018, 56 pages

La révision constitutionnelle de 2008 : un premier bilan
Hugues Hourdin, octobre 2018, 52 pages
Préface d’Édouard Balladur et de Jack Lang

Les Français face à la crise démocratique : Immigration, populisme, Trump, Europe…

AJC Europe et la Fondation pour l’innovation politique, septembre 2018, 72 pages

Les « Démocrates de Suède » : un vote anti-immigration
Johan Martinsson, septembre 2018, 64 pages

Les Suédois et l’immigration (2) : fin du consensus ?
Tino Sanandaji, septembre 2018, 56 pages

Les Suédois et l’immigration (1) : fin de l’homogénéité ?
Tino Sanandaji, septembre 2018, 56 pages

Éthiques de l’immigration

Jean-Philippe Vincent, juin 2018, 56 pages

fondapol

| l’innovation politique

Les addictions chez les jeunes (14-24 ans)

Fondation pour l’innovation politique, juin 2018, 56 pages
Enquête réalisée en partenariat avec la Fondation Gabriel Péri et le Fonds
Actions Addictions

Villes et voitures : pour une réconciliation
Jean Coldefy, juin 2018, 60 pages

France : combattre la pauvreté des enfants
Julien Damon, mai 2018, 48 pages

Que pèsent les syndicats ?

Dominique Andolfatto, avril 2018, 56 pages

L’élan de la francophonie : pour une ambition française (2)
Benjamin Boutin, mars 2018, 48 pages

L’élan de la francophonie : une communauté de langue et de destin (1)
Benjamin Boutin, mars 2018, 48 pages

L’Italie aux urnes

Sofia Ventura, février 2018, 44 pages

L’intelligence artificielle : l’expertise partout accessible à tous
Serge Soudoplatoff, février 2018, 60 pages

L’innovation à l’ère du bien commun

Benjamin Boscher, Xavier Pavie, février 2018, 64 pages

Libérer l’islam de l’islamisme

Mohamed Louizi, janvier 2018, 84 pages

Gouverner le religieux dans un état laïc

Thierry Rambaud, janvier 2018, 56 pages

Innovation politique 2017 (tome 2)

Fondation pour l’innovation politique, janvier 2018, 492 pages

Innovation politique 2017 (tome 1)

Fondation pour l’innovation politique, janvier 2018, 468 pages

Une « norme intelligente » au service de la réforme

Victor Fabre, Mathieu Kohmann, Mathieu Luinaud, décembre 2017, 44 pages
44

Autriche : virage à droite

Patrick Moreau, novembre 2017, 52 pages

Pour repenser le bac, réformons le lycée et l’apprentissage
Faÿçal Hafied, novembre 2017, 76 pages

Où va la démocratie ?

Sous la direction de Dominique Reynié, Plon, octobre 2017, 320 pages

Violence antisémite en Europe 2005-2015

Johannes Due Enstad, septembre 2017, 48 pages

Pour l’emploi : la subrogation du crédit d’impôt des services à la personne

Bruno Despujol, Olivier Peraldi et Dominique Reynié, septembre 2017, 52 pages

Marché du travail : pour la réforme !

Faÿçal Hafied, juillet 2017, 64 pages

Le fact-checking : une réponse à la crise de l’information et de la démocratie
Farid Gueham, juillet 2017, 68 pages

Notre-Dame- des-Landes : l’État, le droit et la démocratie empêchés
Bruno Hug de Larauze, mai 2017, 56 pages

France : les juifs vus par les musulmans. Entre stéréotypes et méconnaissances
Mehdi Ghouirgate, Iannis Roder et Dominique Schnapper, mai 2017, 44 pages

Dette publique : la mesurer, la réduire

Jean-Marc Daniel, avril 2017, 52 pages

Parfaire le paritarisme par l’indépendance financière
Julien Damon, avril 2017, 52 pages

Former, de plus en plus, de mieux en mieux. L’enjeu de la formation professionnelle
Olivier Faron, avril 2017, 48 pages

Les troubles du monde, l’islamisme et sa récupération populiste :
l’Europe démocratique menacée
Pierre-Adrien Hanania, AJC, Fondapol, mars 2017, 44 pages

Porno addiction : nouvel enjeu de société
David Reynié, mars 2017, 48 pages

Calais : miroir français de la crise migratoire européenne (2)

Jérôme Fourquet et Sylvain Manternach, mars 2017, 72 pages

Calais : miroir français de la crise migratoire européenne (1)

Jérôme Fourquet et Sylvain Manternach, mars 2017, 56 pages

L’actif épargne logement

Pierre-François Gouiffès, février 2017, 48 pages

Réformer : quel discours pour convaincre ?

Christophe de Voogd, février 2017, 52 pages

De l’assurance maladie à l’assurance santé
Patrick Negaret, février 2017, 48 pages

Hôpital : libérer l’innovation

Christophe Marques et Nicolas Bouzou, février 2017, 44 pages

Le Front national face à l’obstacle du second tour
Jérôme Jaffré, février 2017, 48 pages

45

La République des entrepreneurs

Vincent Lorphelin, janvier 2017, 52 pages

Des startups d’État à l’État plateforme

Pierre Pezziardi et Henri Verdier, janvier 2017, 52 pages

Vers la souveraineté numérique

Farid Gueham, janvier 2017, 44 pages

Repenser notre politique commerciale

Laurence Daziano, janvier 2017, 48 pages

Mesures de la pauvreté, mesures contre la pauvreté
Julien Damon, décembre 2016, 40 pages

L’ Autriche des populistes

Patrick Moreau, novembre 2016, 72 pages

L’Europe face aux défis du pétro-solaire

Albert Bressand, novembre 2016, 52 pages

Le Front national en campagnes. Les agriculteurs et le vote FN
Eddy Fougier et Jérôme Fourquet, octobre 2016, 52 pages

fondapol

| l’innovation politique

Innovation politique 2016

Fondation pour l’innovation politique, PUF, octobre 2016, 758 pages

Le nouveau monde de l’automobile (2) : les promesses de la mobilité électrique
Jean-Pierre Corniou, octobre 2016, 68 pages

Le nouveau monde de l’automobile (1) : l’impasse du moteur à explosion
Jean-Pierre Corniou, octobre 2016, 48 pages

L’opinion européenne en 2016

Dominique Reynié (dir.), Éditions Lignes de Repères, septembre 2016, 224 pages

L’individu contre l’étatisme. Actualité de la pensée libérale française (XXe siècle)
Jérôme Perrier, septembre 2016, 52 pages

L’individu contre l’étatisme. Actualité de la pensée libérale française (XIXe siècle)
Jérôme Perrier, septembre 2016, 52 pages

Refonder l’audiovisuel public.

Olivier Babeau, septembre 2016, 48 pages

La concurrence au défi du numérique

Charles-Antoine Schwerer, juillet 2016, 48 pages

Portrait des musulmans d’Europe : unité dans la diversité
Vincent Tournier, juin 2016, 68 pages

Portrait des musulmans de France : une communauté plurielle
Nadia Henni-Moulaï, juin 2016, 48 pages

La blockchain, ou la confiance distribuée

Yves Caseau et Serge Soudoplatoff, juin 2016, 48 pages

La gauche radicale : liens, lieux et luttes (2012-2017)
Sylvain Boulouque, mai 2016, 56 pages

Gouverner pour réformer : éléments de méthode

Erwan Le Noan et Matthieu Montjotin, mai 2016, 64 pages

46

Les zadistes (2) : la tentation de la violence
Eddy Fougier, avril 2016, 44 pages

Les zadistes (1) : un nouvel anticapitalisme
Eddy Fougier, avril 2016, 44 pages

Régionales (2) : les partis, contestés mais pas concurrencés

Jérôme Fourquet et Sylvain Manternach, mars 2016, 52 pages

Régionales (1) : vote FN et attentats

Jérôme Fourquet et Sylvain Manternach, mars 2016, 60 pages

Un droit pour l’innovation et la croissance

Sophie Vermeille, Mathieu Kohmann et Mathieu Luinaud, février 2016, 52 pages

Le lobbying : outil démocratique

Anthony Escurat, février 2016, 44 pages

Valeurs d’islam

Dominique Reynié (dir.), préface par le cheikh Khaled Bentounès, PUF,
janvier 2016, 432 pages

Chiites et sunnites : paix impossible ?

Mathieu Terrier, janvier 2016, 44 pages

Projet d’entreprise : renouveler le capitalisme
Daniel Hurstel, décembre 2015, 44 pages

Le mutualisme : répondre aux défis assurantiels

Arnaud Chneiweiss et Stéphane Tisserand, novembre 2015, 44 pages

L’opinion européenne en 2015

Dominique Reynié (dir.), Éditions Lignes de Repères, novembre 2015, 140 pages

La noopolitique : le pouvoir de la connaissance
Idriss J. Aberkane, novembre 2015, 52 pages

Innovation politique 2015

Fondation pour l’innovation politique, PUF, octobre 2015, 576 pages

Good COP21, Bad COP21 (2) : une réflexion à contre-courant
Albert Bressand, octobre 2015, 48 pages

Good COP21, Bad COP21 (1) : le Kant européen et le Machiavel chinois
Albert Bressand, octobre 2015, 48 pages

PME : nouveaux modes de financement

Mohamed Abdesslam et Benjamin Le Pendeven, octobre 2015, 44 pages

Vive l’automobilisme ! (2). Pourquoi il faut défendre la route

Mathieu Flonneau et Jean-Pierre Orfeuil, octobre 2015, 44 pages

Vive l’automobilisme ! (1). Les conditions d’une mobilité conviviale

Mathieu Flonneau et Jean-Pierre Orfeuil, octobre 2015, 40 pages

Crise de la conscience arabo-musulmane

Malik Bezouh, septembre 2015, 40 pages

Départementales de mars 2015 (3) : le second tour

Jérôme Fourquet et Sylvain Manternach, août 2015, 56 pages

Départementales de mars 2015 (2) : le premier tour

Jérôme Fourquet et Sylvain Manternach, août 2015, 56 pages
47

Départementales de mars 2015 (1) : le contexte

Jérôme Fourquet et Sylvain Manternach, août 2015, 44 pages

Enseignement supérieur : les limites de la « mastérisation »
Julien Gonzalez, juillet 2015, 44 pages

Politique économique : l’enjeu franco-allemand

Wolfgang Glomb et Henry d’Arcole, juin 2015, 36 pages

Les lois de la primaire. Celles d’hier, celles de demain.
François Bazin, juin 2015, 48 pages

Économie de la connaissance

Idriss J. Aberkane, mai 2015, 48 pages

Lutter contre les vols et cambriolages : une approche économique
Emmanuel Combe et Sébastien Daziano, mai 2015, 56 pages

Unir pour agir : un programme pour la croissance
Alain Madelin, mai 2015, 52 pages

Nouvelle entreprise et valeur humaine
Francis Mer, avril 2015, 32 pages

fondapol

| l’innovation politique

Les transports et le financement de la mobilité
Yves Crozet, avril 2015, 32 pages

Numérique et mobilité : impacts et synergies
Jean Coldefy, avril 2015, 36 pages

Islam et démocratie : face à la modernité

Mohamed Beddy Ebnou, mars 2015, 40 pages

Islam et démocratie : les fondements

Aḥmad Al-Raysuni, mars 2015, 40 pages

Les femmes et l’islam : une vision réformiste
Asma Lamrabet, mars 2015, 48 pages

Éducation et islam

Mustapha Cherif, mars 2015, 44 pages

Que nous disent les élections législatives partielles depuis 2012 ?
Dominique Reynié, février 2015, 4 pages

L’islam et les valeurs de la République
Saad Khiari, février 2015, 44 pages

Islam et contrat social

Philippe Moulinet, février 2015, 44 pages

Le soufisme : spiritualité et citoyenneté
Bariza Khiari, février 2015, 56 pages

L’humanisme et l’humanité en islam

Ahmed Bouyerdene, février 2015, 56 pages

Éradiquer l’hépatite C en France : quelles stratégies publiques ?

Nicolas Bouzou et Christophe Marques, janvier 2015, 40 pages

Coran, clés de lecture

Tareq Oubrou, janvier 2015, 44 pages

Le pluralisme religieux en islam, ou la conscience de l’altérité
Éric Geoffroy, janvier 2015, 40 pages
48

Mémoires à venir

Dominique Reynié, janvier 2015, enquête réalisée en partenariat avec la
Fondation pour la Mémoire de la Shoah, 156 pages

La classe moyenne américaine en voie d’effritement
Julien Damon, décembre 2014, 40 pages

Pour une complémentaire éducation : l’école des classes moyennes

Erwan Le Noan et Dominique Reynié, novembre 2014, 56 pages

L’antisémitisme dans l’opinion publique française. Nouveaux éclairages
Dominique Reynié, novembre 2014, 48 pages

La politique de concurrence : un atout pour notre industrie
Emmanuel Combe, novembre 2014, 48 pages

Européennes 2014 (2) : poussée du FN, recul de l’UMP et vote breton
Jérôme Fourquet, octobre 2014, 52 pages

Européennes 2014 (1) : la gauche en miettes
Jérôme Fourquet, octobre 2014, 40 pages

Innovation politique 2014

Fondation pour l’innovation politique, PUF, octobre 2014, 554 pages

Énergie-climat : pour une politique efficace

Albert Bressand, septembre 2014, 56 pages

L’urbanisation du monde. Une chance pour la France
Laurence Daziano, juillet 2014, 44 pages

Que peut-on demander à la politique monétaire ?
Pascal Salin, mai 2014, 48 pages

Le changement, c’est tout le temps ! 1514 - 2014

Suzanne Baverez et Jean Sénié, mai 2014, 48 pages

Trop d’émigrés ? Regards sur ceux qui partent de France
Julien Gonzalez, mai 2014, 48 pages

L’opinion européenne en 2014

Dominique Reynié (dir.), Éditions Lignes de Repères, avril 2014, 284 pages

Taxer mieux, gagner plus

Robin Rivaton, avril 2014, 52 pages

L’État innovant (2) : diversifier la haute administration

Kevin Brookes et Benjamin Le Pendeven, mars 2014, 44 pages

L’État innovant (1) : renforcer les think tanks

Kevin Brookes et Benjamin Le Pendeven, mars 2014, 52 pages

Pour un new deal fiscal

Gianmarco Monsellato, mars 2014, 8 pages

Faire cesser la mendicité avec enfants
Julien Damon, mars 2014, 44 pages

Le low cost, une révolution économique et démocratique
Emmanuel Combe, février 2014, 52 pages

Un accès équitable aux thérapies contre le cancer
Nicolas Bouzou, février 2014, 52 pages

Réformer le statut des enseignants
Luc Chatel, janvier 2014, 8 pages

49

Un outil de finance sociale : les social impact bonds
Yan de Kerorguen, décembre 2013, 36 pages

Pour la croissance, la débureaucratisation par la confiance

Pierre Pezziardi, Serge Soudoplatoff et Xavier Quérat-Hément,
novembre 2013, 48 pages

Les valeurs des Franciliens

Guénaëlle Gault, octobre 2013, 36 pages

Sortir d’une grève étudiante : le cas du Québec

Jean-Patrick Brady et Stéphane Paquin, octobre 2013, 40 pages

Un contrat de travail unique avec indemnités de départ intégrées
Charles Beigbeder, juillet 2013, 8 pages

L’opinion européenne en 2013

Dominique Reynié (dir.), Éditions Lignes de Repères, juillet 2013, 268 pages

La nouvelle vague des émergents : Bangladesh, Éthiopie, Nigeria, Indonésie,
Vietnam, Mexique
Laurence Daziano, juillet 2013, 40 pages

Transition énergétique européenne : bonnes intentions et mauvais calculs

fondapol

| l’innovation politique

Albert Bressand, juillet 2013, 44 pages

La démobilité : travailler, vivre autrement
Julien Damon, juin 2013, 44 pages

Le Kapital. Pour rebâtir l’industrie

Christian Saint-Étienne et Robin Rivaton, avril 2013, 40 pages

Code éthique de la vie politique et des responsables publics en France

Les Arvernes, Fondation pour l’innovation politique, avril 2013, 12 pages

Les classes moyennes dans les pays émergents
Julien Damon, avril 2013, 38 pages

Innovation politique 2013

Fondation pour l’innovation politique, PUF, janvier 2013, 652 pages

Relancer notre industrie par les robots (2) : les stratégies
Robin Rivaton, décembre 2012, 40 pages

Relancer notre industrie par les robots (1) : les enjeux
Robin Rivaton, décembre 2012, 52 pages

La compétitivité passe aussi par la fiscalité

Aldo Cardoso, Michel Didier, Bertrand Jacquillat, Dominique Reynié
et Grégoire Sentilhes, décembre 2012, 20 pages

Une autre politique monétaire pour résoudre la crise
Nicolas Goetzmann, décembre 2012, 40 pages

La nouvelle politique fiscale rend-elle l’ISF inconstitutionnel ?
Aldo Cardoso, novembre 2012, 12 pages

Fiscalité : pourquoi et comment un pays sans riches est un pays pauvre…
Bertrand Jacquillat, octobre 2012, 40 pages

Youth and Sustainable Development

Fondapol/Nomadéis/United Nations, juin 2012, 80 pages

La philanthropie. Des entrepreneurs de solidarité
Francis Charhon, mai / juin 2012, 44 pages
50

Les chiffres de la pauvreté : le sens de la mesure
Julien Damon, mai 2012, 40 pages

Libérer le financement de l’économie

Robin Rivaton, avril 2012, 40 pages

L’épargne au service du logement social
Julie Merle, avril 2012, 40 pages

L’opinion européenne en 2012

Dominique Reynié (dir.), Éditions Lignes de Repères, mars 2012, 210 pages

Valeurs partagées

Dominique Reynié (dir.), PUF, mars 2012, 362 pages

Les droites en Europe

Dominique Reynié (dir.), PUF, février 2012, 552 pages

Innovation politique 2012

Fondation pour l’innovation politique, PUF, janvier 2012, 648 pages

L’école de la liberté : initiative, autonomie et responsabilité
Charles Feuillerade, janvier 2012, 36 pages

Politique énergétique française (2) : les stratégies
Rémy Prud’homme, janvier 2012, 40 pages

Politique énergétique française (1) : les enjeux
Rémy Prud’homme, janvier 2012, 48 pages

Révolution des valeurs et mondialisation
Luc Ferry, janvier 2012, 36 pages

Quel avenir pour la social-démocratie en Europe ?
Sir Stuart Bell, décembre 2011, 36 pages

La régulation professionnelle : des règles non étatiques pour mieux responsabiliser
Jean-Pierre Teyssier, décembre 2011, 36 pages

L’hospitalité : une éthique du soin

Emmanuel Hirsch, décembre 2011, 32 pages

12 idées pour 2012

Fondation pour l’innovation politique, décembre 2011, 110 pages

Les classes moyennes et le logement

Julien Damon, décembre 2011, 40 pages

Réformer la santé : trois propositions

Nicolas Bouzou, novembre 2011, 32 pages

Le nouveau Parlement : la révision du 23 juillet 2008
Jean-Félix de Bujadoux, novembre 2011, 40 pages

La responsabilité

Alain-Gérard Slama, novembre 2011, 32 pages

Le vote des classes moyennes

Élisabeth Dupoirier, novembre 2011, 40 pages

La compétitivité par la qualité

Emmanuel Combe et Jean-Louis Mucchielli, octobre 2011, 32 pages

Les classes moyennes et le crédit

Nicolas Pécourt, octobre 2011, 32 pages
51

Portrait des classes moyennes

Laure Bonneval, Jérôme Fourquet et Fabienne Gomant, octobre 2011, 36 pages

Morale, éthique, déontologie

Michel Maffesoli, octobre 2011, 40 pages

Sortir du communisme, changer d’époque

Stéphane Courtois (dir.), PUF, octobre 2011, 672 pages

L’énergie nucléaire après Fukushima : incident mineur ou nouvelle donne ?
Malcolm Grimston, septembre 2011, 16 pages

La jeunesse du monde

Dominique Reynié (dir.), Éditions Lignes de Repères, septembre 2011, 132 pages

Pouvoir d’achat : une politique

Emmanuel Combe, septembre 2011, 52 pages

La liberté religieuse

Henri Madelin, septembre 2011, 36 pages

Réduire notre dette publique

Jean-Marc Daniel, septembre 2011, 40 pages

fondapol

| l’innovation politique

Écologie et libéralisme

Corine Pelluchon, août 2011, 40 pages

Valoriser les monuments historiques : de nouvelles stratégies

Wladimir Mitrofanoff et Christiane Schmuckle-Mollard, juillet 2011, 28 pages

Contester les technosciences : leurs raisons
Eddy Fougier, juillet 2011, 40 pages

Contester les technosciences : leurs réseaux
Sylvain Boulouque, juillet 2011, 36 pages

La fraternité

Paul Thibaud, juin 2011, 36 pages

La transformation numérique au service de la croissance
Jean-Pierre Corniou, juin 2011, 52 pages

L’engagement

Dominique Schnapper, juin 2011, 32 pages

Liberté, Égalité, Fraternité

André Glucksmann, mai 2011, 36 pages

Quelle industrie pour la défense française ?
Guillaume Lagane, mai 2011, 26 pages

La religion dans les affaires : la responsabilité sociale de l’entreprise

Aurélien Acquier, Jean-Pascal Gond et Jacques Igalens, mai 2011, 44 pages

La religion dans les affaires : la finance islamique
Lila Guermas-Sayegh, mai 2011, 36 pages

Où en est la droite ? L’Allemagne

Patrick Moreau, avril 2011, 56 pages

Où en est la droite ? La Slovaquie

Étienne Boisserie, avril 2011, 40 pages

52

Qui détient la dette publique ?

Guillaume Leroy, avril 2011, 36 pages

Le principe de précaution dans le monde

Nicolas de Sadeleer, mars 2011, 36 pages

Comprendre le Tea Party

Henri Hude, mars 2011, 40 pages

Où en est la droite ? Les Pays-Bas
Niek Pas, mars 2011, 36 pages

Productivité agricole et qualité des eaux
Gérard Morice, mars 2011, 44 pages

L’Eau : du volume à la valeur

Jean-Louis Chaussade, mars 2011, 32 pages

Eau : comment traiter les micropolluants ?

Philippe Hartemann, mars 2011, 38 pages

Eau : défis mondiaux, perspectives françaises
Gérard Payen, mars 2011, 62 pages

L’irrigation pour une agriculture durable

Jean-Paul Renoux, mars 2011, 42 pages

Gestion de l’eau : vers de nouveaux modèles
Antoine Frérot, mars 2011, 32 pages

Où en est la droite ? L’Autriche

Patrick Moreau, février 2011, 42 pages

La participation au service de l’emploi et du pouvoir d’achat

Jacques Perche et Antoine Pertinax, février 2011, 32 pages

Le tandem franco-allemand face à la crise de l’euro
Wolfgang Glomb, février 2011, 38 pages

2011, la jeunesse du monde

Dominique Reynié (dir.), janvier 2011, 88 pages

L’opinion européenne en 2011

Dominique Reynié (dir.), Édition Lignes de Repères, janvier 2011, 254 pages

Administration 2.0

Thierry Weibel, janvier 2011, 48 pages

Où en est la droite ? La Bulgarie

Antony Todorov, décembre 2010, 32 pages

Le retour du tirage au sort en politique

Gil Delannoi, décembre 2010, 38 pages

La compétence morale du peuple

Raymond Boudon, novembre 2010, 30 pages

L’Académie au pays du capital

Bernard Belloc et Pierre-François Mourier, PUF, novembre 2010, 222 pages

Pour une nouvelle politique agricole commune

Bernard Bachelier, novembre 2010, 30 pages

53

Sécurité alimentaire : un enjeu global

Bernard Bachelier, novembre 2010, 30 pages

Les vertus cachées du low cost aérien

Emmanuel Combe, novembre 2010, 40 pages

Innovation politique 2011

Fondation pour l’innovation politique, PUF, novembre 2010, 676 pages

Défense : surmonter l’impasse budgétaire

Guillaume Lagane, octobre 2010, 34 pages

Où en est la droite ? L’Espagne

Joan Marcet, octobre 2010, 34 pages

Les vertus de la concurrence

David Sraer, septembre 2010, 44 pages

Internet, politique et coproduction citoyenne
Robin Berjon, septembre 2010, 32 pages

Où en est la droite ? La Pologne

Dominika Tomaszewska-Mortimer, août 2010, 42 pages

fondapol

| l’innovation politique

Où en est la droite ? La Suède et le Danemark
Jacob Christensen, juillet 2010, 44 pages

Quel policier dans notre société ?

Mathieu Zagrodzki, juillet 2010, 28 pages

Où en est la droite ? L’Italie

Sofia Ventura, juillet 2010, 36 pages

Crise bancaire, dette publique : une vue allemande
Wolfgang Glomb, juillet 2010, 28 pages

Dette publique, inquiétude publique

Jérôme Fourquet, juin 2010, 32 pages

Une régulation bancaire pour une croissance durable
Nathalie Janson, juin 2010, 36 pages

Quatre propositions pour rénover notre modèle agricole
Pascal Perri, mai 2010, 32 pages

Régionales 2010 : que sont les électeurs devenus ?
Pascal Perrineau, mai 2010, 56 pages

L’opinion européenne en 2010

Dominique Reynié (dir.), Éditions Lignes de Repères, mai 2010, 245 pages

Pays-Bas : la tentation populiste

Christophe de Voogd, mai 2010, 43 pages

Quatre idées pour renforcer le pouvoir d’achat
Pascal Perri, avril 2010, 30 pages

Où en est la droite ? La Grande-Bretagne
David Hanley, avril 2010, 34 pages

Renforcer le rôle économique des régions
Nicolas Bouzou, mars 2010, 30 pages

Réduire la dette grâce à la Constitution

Jacques Delpla, février 2010, 54 pages
54

Stratégie pour une réduction de la dette publique française
Nicolas Bouzou, février 2010, 30 pages

Iran : une révolution civile ?

Nader Vahabi, novembre 2009, 19 pages

Où va la politique de l’église catholique ? D’une querelle du libéralisme à l’autre
Émile Perreau-Saussine, octobre 2009, 26 pages

Agir pour la croissance verte

Valéry Morron et Déborah Sanchez, octobre 2009, 11 pages

L’économie allemande à la veille des législatives de 2009

Nicolas Bouzou et Jérôme Duval-Hamel, septembre 2009, 10 pages

Élections européennes 2009 : analyse des résultats en Europe et en France
Corinne Deloy, Dominique Reynié et Pascal Perrineau, septembre 2009,
32 pages

Retour sur l’alliance soviéto-nazie, 70 ans après
Stéphane Courtois, juillet 2009, 16 pages

L’État administratif et le libéralisme. Une histoire française
Lucien Jaume, juin 2009, 12 pages

La politique européenne de développement :
une réponse à la crise de la mondialisation ?
Jean-Michel Debrat, juin 2009, 12 pages

La protestation contre la réforme du statut des enseignants-chercheurs :
défense du statut, illustration du statu quo.
Suivi d’une discussion entre l’auteur et Bruno Bensasson
David Bonneau, mai 2009, 20 pages

La lutte contre les discriminations liées à l’âge en matière d’emploi
Élise Muir (dir.), mai 2009, 64 pages

Quatre propositions pour que l’Europe ne tombe pas dans le protectionnisme
Nicolas Bouzou, mars 2009, 12 pages

Après le 29 janvier : la fonction publique contre la société civile ?
Une question de justice sociale et un problème démocratique
Dominique Reynié, mars 2009, 22 pages

La réforme de l’enseignement supérieur en Australie
Zoe McKenzie, mars 2009, 74 pages

Les réformes face au conflit social

Dominique Reynié, janvier 2009, 14 pages

L’opinion européenne en 2009

Dominique Reynié (dir.), Éditions Lignes de Repères, mars 2009, 237 pages

Travailler le dimanche : qu’en pensent ceux qui travaillent le dimanche ?
Sondage, analyse, éléments pour le débat
Dominique Reynié, janvier 2009, 18 pages

Stratégie européenne pour la croissance verte

Elvire Fabry et Damien Tresallet (dir.), novembre 2008, 124 pages

Défense, immigration, énergie : regards croisés franco-allemands
sur trois priorités de la présidence française de l’UE
Elvire Fabry, octobre 2008, 35 pages

Find our current events and publications on fondapol.org

55

THE FONDATION
POUR L’INNOVATION POLITIQUE
NEEDS YOUR SUPPORT
To reinforce its independence and carry out its mission, the Fondation
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BEFORE COVID-19
AIR TRANSPORTATION IN EUROPE:
AN ALREADY FRAGILE SECTOR
By Emmanuel COMBE and Didier BRÉCHEMIER
Although European airlines were hit hard by the Covid-19 crisis, not all are
in the same boat both in terms of their ability to withstand it and in terms of
access to public aid. Specifically, certain “flag-carrier” companies, such as Air
France-KLM or Lufthansa, in a critical financial situation, were saved thanks
to government support. On the other hand, a few large low-cost airlines, such
as Ryanair or Wizz Air have sufficient financial strength to enable them to
overcome the crisis. The situation of middle cost companies such as easy Jet
appears to be more uncertain. Our thesis is that the European market, in a
situation that was already fragile before the health crisis, is probably going to
experience a strong restructuring movement that will benefit low-cost actors
following the bankruptcy of small operators and the attrition of the large
incumbent airlines, which will be forced to reduce their wings, unless they
resolutely adopt a low-cost medium-haul model.
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