CImA

P10 — Test of Professional Competence

iIn Management Accounting
Thursday 24 May 2007

PRE-SEEN MATERIAL, PROVIDED IN ADVANCE FOR PREPARATION
AND STUDY FOR THE EXAMINATION TO BE HELD ON THURSDAY 24
MAY 2007.

INSTRUCTIONS FOR POTENTIAL CANDIDATES.

This booklet contains pre-seen case material for the May 2007 examination.
It will provide you with the contextual information that will help you prepare
yourself for the examination on Thursday 24 May.

The TOPCIMA Assessment Matrix, which your script will be marked against,
is available as a separate document on the website which you should
download.

You may not take this copy of the pre-seen into the examination hall. A
fresh copy will be provided to you in the examination hall.

Unseen material will be provided for the examination; this will comprise
further context and the examination question. You will be required to answer
ONE question which may contain more than one element.

The examination will last for three hours. You will be allowed 20 minutes
reading time before the examination begins during which you should read

the question paper and, if you wish, make annotations on the question paper.

However, you will not be allowed, under any circumstances, to begin to
write your answer or to use your calculator during the reading time.

Contents of this booklet: Page
Pre-seen material — Flyqual Airlines 2
Pre-seen Appendix A 11

© The Chartered Institute of Management Accountants 2007

P10 — Test of Professional Competence in Management Accounting

TURN OVER



Flyqual Airlines

Introduction

Flyqual Airlines (FQA) is a member of N, an aviation alliance which includes another seven
airlines based in different regions of the world. The purpose of the alliance is to extend a large
range of travel opportunities to passengers of each constituent airline and FQA is now able to
provide travel to over 500 destinations throughout the world by using alliance partners' routes.
The benefits include more choices of flights to suit the passengers' travel requirements, easier
transfers between member airlines and access to their passenger lounges, priority check-in at
airport terminals and enhancement of frequent flyer programmes. Greater frequency of flights is
provided by the various codeshare agreements which FQA has entered into with various
airlines which operate both within and outside the N alliance. A codeshare agreement is where
flights to a particular destination are operated by an airline which accepts passengers who have
purchased tickets from other airlines.

As its name implies, FQA prides itself on providing a first rate passenger service and enjoys a
strong reputation for quality service to passengers. As a consequence, FQA does not need to
apply a low pricing policy for airline travel in response to sensitivity of market demand and is
able to charge premium prices. Established just after the Second World War, FQA itself now
flies to over 100 destinations worldwide from its home base in Asia and employs over 20,000
people around the world as aircrew, cabin attendants, maintenance staff, airport check-in
operatives and ground staff.

Two large listed companies together hold the majority of the shares of FQA and the company is
listed on its home stock exchange. These two companies are not themselves engaged in the
airline industry although one of them does have subsidiaries whose business is in the export of
goods.

FQA holds a 45% shareholding in a smaller airline. This smaller airline is not a member of the N
alliance and engages mainly in short-haul scheduled and cargo flights around the Asia-Pacific
region. FQA does undertake some short-haul schedules in the Asia-Pacific region but its
principal business is in long-haul intercontinental flights to the USA and Europe.

Future demand for passenger air travel

Some airlines offer services at both the high quality and the basic "with no extras", so called
"low-priced" or "no frills" end of the market. FQA has chosen to offer services at the high quality
end of the market only.

The largest consumer markets over the next two decades are likely to be China and India. This
is expected to result in large growth in air travel to and from, and within these countries. This is
likely to be generated by increasing wealth within the economies of these two countries in
particular and continued inward investment from other parts of the world.

It is normal for increased air travel in emerging economies to begin with increases in domestic
demand followed by international demand as income levels rise and greater inward investment
takes place. Major centres of population and business tend to generate strong development of
air traffic. It is estimated that 80% of air traffic between Europe and Asia is carried between only
17 major cities.

It is estimated that by the mid 2020's three-quarters of the entire world fleet of very large aircraft

will be used on flights from the largest airports in the world and 60% of these airports are
situated in the Asia-Pacific region.
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Future demand for air cargo

Demand for international cargo services is also expected to increase in areas of high population
and industrial growth.

Demand for air cargo is influenced by the nature of the goods being transported, for example
the need to transport perishable foods quickly. However, high value goods which are demanded
in very quick time, such as high technology equipment have also grown and represent about
75% of the financial value of exports from Asia but only 40% of exports in terms of weight. This
has resulted in significant growth in demand for air cargo. For example, about 25% of high
technology equipment by value was transported by air from China to Europe in the mid 1990's.
A decade later, this had risen to 60%.

Aircraft replacement within the industry

Traditionally, replacement of aircraft has been a result of economic cycles and developments of
aircraft technology. Fuel prices have also had a major influence on aircraft replacement. Aircraft
retirements on a large scale began to take place in 2002 following a slow-down in global
demand. Many airlines replace passenger aircraft before the end of their economic life in order
to take advantage of new technology. Market conditions, legislation on noise and exhaust
emissions and strengthening competition have resulted in an increasing demand by airlines for
more fuel efficient and quieter aircraft. Some forecasts state that by the mid 2020's only about
15% of the fleet which currently exists will still be operated by airlines across the world.

FQA's fleet of aircraft

The aircraft which FQA operate are all manufactured by either F (based in the USA) or C
(based in Europe). The fleet of 170 aircraft is as follows:

Leased Owned Seating capacity

per aircraft
F 858 27 36 500
F 888 9 22 270
C 440 14 30 320
C 450 10 22 450

Of the 27 leased F 858 aircraft, seven are employed entirely for carrying cargo. The F 888 can
be converted to fly long-haul, although it is normally used on short-haul routes. For conversion
to long-haul, the F 888 would reduce the passenger capacity by 100 seats. The C 440 is used
exclusively on short-haul routes. There are a number of aircraft whose leases are due to expire
over the next two years.

Replacement of some of the fleet

A major dilemma faced by FQA, as well as other airlines, is which aircraft should it now procure
in order to replace the ageing aircraft in its fleet. FQA could acquire newer models of the same
type of aircraft which it currently has in service or obtain replacements from the next generation
of aircraft which are being developed. In considering this matter, the directors of FQA need to
take into account the way the airline industry is moving and the increasing trend for larger
aircraft carrying more passengers and having a greater range capability. F and C are the
leading manufacturers of passenger aircraft and are bitter rivals. Both F and C have produced
prototypes of the next generation of passenger aircraft. The F 898 has a smaller capacity in
terms of passengers carried than the C 491 but, in general terms, has greater flexibility. This is
due to the F 898 being capable of reaching more destinations than its C rival as it is smaller and
makes less demand on airports in terms of the infrastructure that is required to accommodate it.
On the other hand, the C 491 can carry 600 passengers which is double the number which the
F 898 can seat. Both aircraft have a similar range.
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The C 491 will operate on a "hub" system whereby the aircraft will land at a central location in
each country or region which then permits passengers to transfer to other flights to reach their
final destinations. However, the C 491 is a major double-decked aircraft which requires
considerable investment in airport infrastructure to operate. In addition to the requirement for
longer runways for take off and landing, the C 491 will not be able to use the existing airport
gates for embarkation and disembarkation from the aircraft because it is too far off the ground.
On the other hand, the F 898 may take off and land on the conventional length of runway which
will accommodate the current aircraft in FQA's fleet. As it is a single-decked aircraft it will also
be able to use the gates which are currently available in airports.

The Board of FQA must decide whether it should:

e investin the C 491 and be able to transport more passengers in a single flight but which
may result in a degree of inconvenience to passengers as they will need to transfer to
other flights for onward travel; or

e obtain the F 898 with the smaller passenger capacity, which has the same range as the
C 491, but is able to land at more destinations.

The directors of FQA must consider the economies of scale associated with the larger
passenger aircraft and the consequent loss of flexibility. In addition, with regard to the F 898,
FQA needs to take account of the increased costs of paying more in landing charges for
operating at a larger number of final destinations. This is a major item of cost bearing in mind
that some countries offer landing slots to airlines on a bid system. Some landing slots at major
airports in the world, which are located in popular destinations, are extremely expensive.

Other issues which need to be considered by FQA include:

e expected levels of passenger demand over the period of the life of whichever aircraft it
procures;

o the impact of competition over that period within the airline industry;

e the cost of manpower;

e re-training and operational costs such as fuel.

A further consideration is how other competitor airlines are likely to respond to the dilemma, as
they all face the same issue of replacement of their fleets at some time or another. If the trend
of the world's airlines favours one aircraft over the other, then FQA does not want to be
committed to obtaining the aircraft which are less favoured by other airlines. This may cause
spare parts to be less available and at a higher cost. However, FQA is itself an influencer given
its market position and other airlines are likely to take account of the decision made by the FQA
Board in making their own choices.

FQA Board members

Chairman:
Appointed Company Secretary in 1990, then a director in 1994 after relinquishing
Company Secretary role. Appointed Chief Executive in 1998 and Chairman in 2005.
Lawyer by profession and was a barrister specialising in aviation law until becoming
Company Secretary in 1990. Holds 3 million shares in FQA.

Chief Executive:
Joined group in 1975 and has been a director since 1995. Holds 5 million shares in FQA.

Chief Operating Officer:
Was a pilot until 1993 and has worked with FQA in operational matters since then. Was
sponsored by FQA to take a post graduate degree in Operational Management at an "lvy
League" University in the USA in 1993/4.
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Finance Director:
Joined the group in 1998 and is a qualified CIMA accountant. Previously she held posts
in the airline industry in Europe where she had good contacts in respect of obtaining
investment capital. While working for a European airline, she successfully established a
subsidiary low-priced airline but returned to her roots in the Far East for domestic
reasons.

Engineering Director:
Previously employed by the International Civil Aviation Organisation and joined the group
in 1992. He is an Aeronautical Engineer by profession. Holds 3 million shares in FQA.

Director of Sales and Marketing:
Held a variety of posts with FQA since 1988 and is a member of a recognised
professional body in marketing having been senior sales manager for a rival airline until
her appointment to FQA.

Director of HRM:
Appointed in 1996 from the board of a multi national conglomerate and is a member of a
recognised professional body in the field of personnel management.

Director of Corporate Development.
Joined FQA as a management trainee in 1982 and is responsible for corporate planning.
Holds 5 million shares in FQA. He has held a number of senior management roles in
FQA and worked his way up the organisation culminating in being appointed to the Board
in 2003.

Director of Service Delivery:
Has dual role as manager of Corporate Communication and also responsible for
Information management. Her academic background is that she holds a PhD in software
development and joined FQA in 1999.

Director of Quality Management.
Joined the group in 1984 and has no formal qualifications. Currently has responsibility for
quality assurance and catering contracts. Holds 2 million shares in FQA.

All executive directors of FQA have share options.

There are also 12 non-executive directors on the FQA Board.

New terminal

One area of which the Board is particularly proud is FQA's reputation for being one of the most
punctual and safest airlines in the world. This in turn has given rise to national pride and the
government has provided financial support in terms of grants and loans particularly in regard to
a new terminal development at the airport in the capital city in FQA's home country. This airport
is owned and operated by an airport authority which is independent of FQA.

In 2008, the airport in the capital city of FQA's home country plans to open a new passenger
terminal which would be dedicated for the use of the airline. This will permit rationalisation of
staff resources to take place, enabling FQA's ground passenger service staffing levels to be
reduced. However, no negotiations on the required staffing levels have yet been undertaken
with the trade unions (which are organisations established to negotiate pay agreements and
improvements in working conditions on behalf of their members). Airline staff, however, have
heard rumours of the likely rationalisation and this has resulted in enquiries to the Board being
made by the trade unions. There has been no official response by the Board to this, but it is
taking seriously the threat of strike action resulting from rationalisation. The threat of strike
action has been reported in daily newspapers. The newspapers have attributed their source of
information to the trade unions.
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Managerial Style of FQA

FQA always prides itself on having staff who are dedicated to providing a high quality service.
The Director of HRM regularly reviews FQA's human resource and remuneration policy taking
account of legislation, industry practice and market conditions. The Board has been under
increasing pressure to reduce costs. This has resulted in much more emphasis being placed by
the Board on individual and company performance than previously in determining human
resource and remuneration policy. This has caused considerable staff discomfort over the last
two years.

FQA faced difficult employee relations issues through the summer period of the last financial
year. It encountered demands for higher pay from ground staff, for improved working conditions
and reduced working hours from both air crew (pilots and flight engineers) and cabin staff.
These demands led to hard negotiations with the trade unions. All operational staff at FQA,
including flight crew and cabin staff, are members of trade unions.

These negotiations resulted in some improvements in pay for the baggage handlers and
reduced working hours for air crew and cabin staff. However, the demands made by the trade
unions were not met in full. The agreement made between FQA and the trade unions was on
condition that targets in productivity increases were achieved. This has resulted in some
voluntary redundancies being made in order to meet the productivity targets and a general
reduction in the cabin staff on the payroll. The strong tactics employed by the directors of FQA
have resulted in many cabin staff feeling that they have been mistreated by the company. They
also feel let down by their trade union representatives, which has led to poor morale among the
staff.

In addition, FQA has faced many difficulties with suppliers, particularly its outsourced catering
service at its home based airport in the capital city. The issue has been that the main catering
service supplier (CG) has complained that the hard bargaining stance by FQA management has
reduced its margin to such an extent that it is barely making any profit.

At the same time, the Director of Quality Management has made serious complaints regarding
the reduced level of quality in the catering service itself following an increasing level of
complaints from passengers over recent months. CG's management has responded by
threatening to withdraw the service altogether unless FQA agrees to re-negotiate the price for
the service which is supplied. In reply, FQA has stated that it will only renegotiate on price when
the quality of the service has shown improvement over a sustained period and has threatened
legal action for breach of contract if the service is withdrawn.

Pressure from shareholders

The Chairmen of the two largest shareholders of FQA have held discussions with FQA's
Chairman and Chief Executive in an attempt to find ways to increase shareholder value. They
have made it clear that they believe the running costs of the airline are too high and must be
reduced to enable the airline to become a leaner and fitter organisation. This, they argue, will
enable FQA to be better able to increase market share in the increasingly competitive airline
industry by being able to pass on cost reductions to passengers.

The Chairman and Chief Executive of FQA, advised by the Board, have replied to the two
Chairmen of the largest shareholders that any significant impact on lowering costs can only be
achieved by reducing the staffing levels which will in turn impact negatively on quality. They
also point out that there has been a wave of voluntary redundancies in order to satisfy the
increased pay levels and improved working conditions. The Chairman and Chief Executive have
warned that further reductions in the staffing levels in the existing operations will erode staff
morale even more and may be counter productive in terms of achieving greater market share.
At the same time as making this point, the Chairman has instructed the Director of HRM to give
serious thought to how further staff reductions could be achieved.
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Financial Results for the previous two years

Extracts from the financial results for the previous two financial years for FQA are presented at
Appendix A.

Competition data

The following information provides a short statistical comparison between FQA and two
competitors in the last financial year:

FQA Competitor 1 Competitor 2

Revenue (in $ million) 10,895 17,784 8,632
Profit attributable to

shareholders ($ million) 371 546 286
Share price at year end ($) 9.0 6.0 4.5
Shares in issue at year end (million) 520 1,100 600
Long-term liabilities ($ million) 4,220 6,400 3,330
Fleet size (number of aircraft) 170 290 165
Kilometres flown (million) 560 920 480
Aircraft departures (thousand) 152 250 130
Passenger load factor 80 75 73
(overall % of capacity used)

Passengers carried (million) 27 42 22
On time departures (within 15 minutes) % 93 76 75

Cost structures

The constant challenge faced by all airlines is the increasing cost of fuel. Airlines are able to
counter increased fuel charges in a number of ways. These include being able to make
surcharges to the customer on fuel cost increases and by seeking ways of increasing efficiency
in the fuel consumption of their fleets.

The following table shows the proportions of FQA's total costs which are accounted for by
particular expense types:

Expense type: % of total % of total
Operating Operating
Costs in the Costs in the
financial financial
year ended: year ended:
30 September 30 September
2006 2005
Staff and employment overheads 21 21
Fuel 30 29
Landing and parking 10 9
Other (including maintenance, engineering and 39 41
equipment)

FQA managed to reduce its exposure to increased fuel costs by using hedging techniques in
the year to 30 September 2006 which was a year when fuel prices increased significantly.
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New Aircraft

F 898

F expects to manufacture and sell over 1,800 of its F 898 aircraft by the mid-2020's in aiming to
accommodate a market demand which it estimates will be for about 3,500 aircraft of this type
and size. It expects the first delivery to a customer to be in 2008 with production and delivery at
full capacity two years after that. Currently it has 200 firm orders from all over the world, with
about one quarter of these from China. Its seating capacity varies depending on its
configuration and customer requirements but it is designed to have 300 seats. It will fly at
around 600 miles per hour, which is below the sound barrier.

The construction of the aircraft uses an advanced lightweight composite material and a greatly
reduced amount of aluminium compared with older style aircraft. This provides a more robust
airframe which is less prone to corrosion as well as significantly reducing the aircraft's weight.
This means that it is about 18 tonnes lighter in weight than its nearest competitor aircraft of
similar size and seating capacity.

F claims that its 898 aircraft is 20% more efficient in terms of fuel consumption and produces
20% fewer emissions than similar-sized existing aircraft. This is partly due to improved engine
technology. The company claims this will have a significant impact in reducing emissions of
carbon dioxide and nitrogen oxides thus keeping the air cleaner. In terms of noise pollution, F
has designed the aircraft to be quieter on take off and landing than those currently in service.
Therefore, F believes that its 898 aircraft will improve the lives of people living and working near
airports and of its passengers. It is expected to achieve a 35% reduction in maintenance costs
in comparison with similar sized aircraft.

With regard to customer facilities, F intends that the 898 aircraft will have a window size which
is 40% larger than other aircraft. In addition, it provides more comfortable levels of humidity in
the cabin, improved lighting, wider seats and aisles and larger luggage space above the
passengers. This all contributes to making the 898 a more environmentally friendly and
customer focused aircraft according to F. It is intended to fly between cities which are up to
16,000 km apart without passengers needing to make connecting flights. The F 898 provides
passengers with access to in flight web-mail and the facility to use mobile telephones in the air.

C 491

C has stated that its C 491 aircraft is the first in the world to have a full upper and lower deck for
passenger transport, with two aisles running in between the banks of seats. It has a range of
16,000 km which it can fly non-stop. C is implementing internationally accepted quality
standards and aims to put this into practice in every aspect of its organisation. New
technologies have been introduced enabling the C 491 aircraft to significantly reduce noise on
take off, landing and in the air.

Improved technology has enabled the C 491 aircraft to achieve lower fuel consumption per seat
making it more environmentally friendly than previous aircraft. The structure of the C 491
aircraft uses very hard wearing composite materials which are strongly resistant to fatigue. It
uses lighter but durable materials and thus reduces its overall weight.

With regard to customer health and safety, in addition to improvements in cabin air supply and
humidity, C has introduced a medical site on board the C 491 aircraft. The site is a seating
configuration which can be varied into a table for patients and has storage for medical
equipment such as a respirator, oxygen and electrocardiogram. The cabin crew will be trained
in the use of the equipment.

The seating configuration can be modified to suit customer requirements and doors on the main
deck and upper deck can be used simultaneously to allow embarkation and disembarkation of
passengers. With two loading belts, the aircraft can more speedily achieve transfer of luggage
onto and off the aircraft. The turnaround time taking account of refuelling, passenger
disembarkation, cleaning, re-stocking and embarkation of the next group of passengers takes
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about 100 minutes which is considerably less than the time taken on current aircraft in FQA's
fleet.

The C 491 will permit the ratio of cabin staff to passengers to be reduced on each aircraft
compared with the F 898.

Forecast comparative costs and revenues generated by each aircraft

The following information gives the forecast comparative costs and revenues for one aircraft
supplied by each manufacturer operating at FQA's normal capacity of 80% passenger load
factor. The normal operating life of an aircraft is in excess of 20 years but the Board of FQA has
decided to review the comparative information over a period of 10 years as technology is
developing at such a rapid pace. It can be assumed that there is no re-sale value of the aircraft
at the end of the 10 years. In producing this information, it has been assumed that either
aircraft, once selected, will be available to come into service on 1 January 2008.

All revenues and costs can be assumed to be stated at 1 January 2008 price levels:

Cash inflows Per aircraft Per aircraft
C 491 F 898
$ million $ million
Annual
Income from passengers 115 70
Income from cargo 35 18
Income from other revenue generating services 4 2

The following inflation allowances are made for each income heading and apply to both aircraft.
These apply from 1 January 2008:

. Income from passengers, and other services is expected to increase by an
average compound rate of 5% per year.

. Income from cargo is expected to increase by an average compound rate of 10%
per year.
Cash outflows: Per aircraft Per aircraft
C 491 F 898
$ million $ million
Annual
Staff costs 12 9
Landing and parking costs 22 12
Fuel costs 30 26
Maintenance costs 12 4
Contribution to airport developments 16 0
Other costs 4 3
Capital cost of each aircraft 250 150
Notes

a. Staff costs take full account of estimated employment taxes.

b. Revenue generated by FQA from carriage of cargo in the financial year ended 30
September 2006 represented about 5% of total revenue. Both the C491 and F898 have
much greater carrying space available enabling a higher share of revenue per aircraft to
be earned by carriage of cargo. The revenue earned by other activities besides that
from passengers and cargo in the financial year ended 30 September 2006 was 2-6%
of total revenue.
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P10

FQA will be required to make a contribution to the development of the airports around
the world servicing the C 491. This is a charge which will apply to each C 491 aircraft
using the airports in order to provide facilities for handling it.

Annual inflation allowances applying to both aircraft for each outflow heading are:

e Staff, maintenance and other costs are expected to increase by 3%.
e Landing and parking costs are expected to increase by 5%.

e Fuel costs are expected to increase by 15%.

e Contribution to airport developments is expected to increase by 4%.

Depreciation is charged on a straight line basis over 10 years. Taxation depreciation
allowances can be assumed to be calculated over a 10 year period also on a straight
line basis.

Corporate taxation in FQA's home country is at the rate of 25% per annum payable one
year in arrears and it is not envisaged that this rate will change over the working life of
each aircraft.

A finance lease with a rental cost of $45 million (gross) per annum for the C 491 and
$30 million (gross) per annum for the F 898 can be obtained. The lease payments will
be made annually over 10 years and can be assumed to start on 1 January 2008.
Alternatively, FQA has the opportunity to purchase the aircraft using a term loan over
10 years at the annual fixed rate of interest of 8% pre-tax.

The Finance Director considers a suitable risk adjusted money cost of capital rate to be
10% post tax.
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APPENDIX A: EXTRACTS FROM THE ACCOUNTS OF FQA

BALANCE SHEET
As at 30 September 2006 As at 30 September 2005
$m $m $m $m

Non-current assets (net) 8,408 7,918
Intangible assets 246 224
Total non-current assets 8,654 8,142
Current assets 2,669 2,469
Total assets 11,323 10,611
Equity and reserves 3,948 3,759
Long-term liabilities

Bank loans

(repayable 2008) 1,000 1,000

(repayable 2009) 1,000 1,000

(repayable 2012) 720 420

Other long-term liabilities

(including leases) 1,500 4,220 1,450 3,870
Current liabilities 3,155 2,982
Total equity and liabilities 11,323 10,611

Note: Paid in share capital represents 520 million shares at $0-50 each at 30 September 2006.

INCOME STATEMENT
Year ended Year ended
30 September 2006 30 September 2005
$m $m

Revenue 10,895 10,190
Total operating costs 10,135 9,745
Operating profit 760 445
Financing costs -265 -235
Tax expense -124 -53
Profit for the period 371 157
STATEMENT OF CHANGES IN EQUITY

Share Share Retained Total

capital premium  earnings

$m $m $m $m

Balance at 30 September 2005 260 1,714 1,785 3,759
Profit for the period 371 371
Dividends paid - -182 -182
Balance at 30 September 2006 260 1,714 1,974 3,948

Note: It can be assumed that the accounts for the year ended 30 September 2006 are final and

have been audited.

End of Pre-seen material
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