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ON THE 
News 

WING 
ON a recent flight to Chicago from Newark, Captain George 
W. Apitz, having a few spare moments, filled out a flight 
information form for his passengers, signed his name and gave 
it to the waiting Stewardess . .Presently she returned to the 
cockpit with a broad grin on her face, and handed him a note. 
It was from a boyhood friend, a man he hadn't seen for 
years - one of the passengers who didn't even know Apitz 
was in this flying game- much less actually the Captain of 
his flight. 

* SPRING is in the air- and AA is painting up the airplanes, 
getting ready to put on new schedules and extra sections. 
On March 15th flights 3 and G AM 30- " The Longhorn" 
will be resumed. Northbound the time will be changed to an 
early afternoon departure, and southbound the schedule will 
leave just before dinner making a convenient connection with 
the "lVIercury" westbound from Dallas. 

A COMPARATIVE study 
travel: 
Chicago- St. Louis. 
Chicago- Detroit .. 
New York-Boston. 
Chicago- Cincinnati. 
Chicago- New York. 
Los Angeles-

* of the running time and cost of a1r 
1929 

3:25 min. $30.00 
4 :30 min. $24.00 
2:50 min. $34.85 
3 hours $35.00 
7 :45 min. $88.00 

1938 
l :45 min. $13.95 
1 ::n min. $13.25 
1 :20 min. $13.90 
l:42min. $16.00 
4 :15 min. $44.95 

New York .. .. .. ... 31:05 min. $288.00 lu:25 min. $149.95 

* HERB vVHITMORE, station manager at Phoenix is studying 
languages. He's going to have a sign painted telling people 
to stay off the field during refueling- and he's going to say 
it in French, Japanese, Polish, Russian and Spanish. He was 
in a quandary the other day when a dapper little Japanese 
gentleman popped off the Southerner, rushed into the airport 
office, then came out and tried to board the plane. It's against 
company rules to go back on the field during refueling, but the 
Jap couldn't make head or tail out of Whitmore's very 
patient explanation. In strange garbled English he threatened 
to wire the Japanese Embassy, and for all Herb knew threat
ened Hari Kari. Just at the tensest moment in the scene, the 
Southerner's departure was announced - so the bigwig was 
escorted back to the ship, his face wreathed in smiles, thor
oughly convinced that he had won his point. Whitmore wiped 
his brow over the narrowly averted international complica
tion, went in and called up the public library to borrow some 
foreign dictionaries. 

* AMERICAN AmLINES has had to face another raid by Dan 
Cupid this year. By St. Valentine_'s Day the shower of arrows 
had fallen at random a ll over the system, and when the mas
sacre was ended six of our stewardesses had taken their final 
ride as employees. 

lVIartha McGrew, Glendale; Marion Horton, Chicago; 
Gladys Town, Chicago; Mildred Moore, Newark; Ruby Shaw 
Fort Worth; and Marguerite Renshaw, Glendale are the 
latest ex-stewardesses. 

New 10 Year Pioneers 
CAPTAIN R. J . RENTZ- Fort Worth, Captain C. F. Pedley
Dallas, Captain R. 0. Fortner- Fort Worth, J. H. Henke, 
lVIechanic- Chicago, E. C. Doherty, Asst. Engine Foreman
Chicago. 

New 5 Year Pioneers 
EDITH ACKERMANN, Telephone Operator- Chicago, George 
Antolchick, Mechanic- Boston, J. L. Ba4m, Mechanic
D etroit, Thomas L. Brandon, Radio Technician- Nashville, 
Captain Evan W. Chatfield- Chicago, Captain Edward W. 
Coats- Chicago, Captain Thomas J. Hatton, Link Trainer 
Instructor- Fort Worth, Ruth Paul Langham, Secretary to 
V. P. Treasurer, Margaret H. Larson, Secretary to V. P. 
Engineering, Frank Listina, Oil Reclaimer- Chicago, Cap
tain Henry T. Meyers- Dallas, Louise Parker, Sales- Dallas, 
Clara Schauer, Secretary to Supervisor of Sales, Le Roy 
Slaughter, General Storekeeper, Captain W. R. Swain
Cincinnati, Ruth Theleman, Payroll Department- Chicago, 
Charles F. vVatts, Maintenance Inspector- Newark. 

* WHEN Martha Jankum and Betty Spangler of Chicago both 
submitted the identical publicity suggestion to this office
that we have some of our flight personnel participate in the 
Spelling Bee of the Fox De Luxe Program over Radio Station 
WBBM- we fell for the idea, and secured the time- Sunday, 
January 23, 4 :30 p.m. The thinker-uppers went blithely on 
their way, showing up at the Studio with about 50 other AA 
employees at the exact hour and day, but we- we were look
ing for the five Stewardesses and five Pilots. We found them 
all about six times over, only to receive wires- "Sorry, can
celled Detroit- weather" - "Unable- held Newark, weather". 
vVe made telephone calls in the dark grey dawn, sent messen
gers into churches, to the garages- everywhere we imagined 
a loafing pilot could be- and finally - at 3:30 p.m. - nine of 
the stars appeared for the rehearsal- Captain "Hi" Sheridan, 
First Officer William Miller, Reserve Captain Fred R. Bailey, 
First Officer Robert E. Griffin, Stewardesses Ruth Delmore, 
Antoinette Gudaitis, Catherine V11ingfield, Frances Van 
Hyning and Genevieve Miller. 

Captain "Dinty" Moore was the holdout, and was finally 
located outside the studio door unable to break through the 
·crowd. He had been delayed by an automobile accident. At 
promptly 4 :30 p.m. the show went on. It was good- 400 
people in the audience cheered as lVIiss Gudaitis spelled 
down the crowd by knowing the answer to irascible. 

* FoRTY thousand times each month over 109 United States 
stations and 33 in Canada, Bulova vVatch Time comes over 
the air, and then several different announcements such as:-

Demand Bulova, the Watch adopted for its accuracy as 
official timepiece of American Airlines- coast to coast. 

Check these announcements over your local stations, and 
ask your friends if they hear them! 

VOLUME II Number 2 
GEOMETRIC DESIGNS made from Detroit's skyscrapers are 
featured on this month's cover. It's harder to stay on top 
than get there- an axiomatic fact - Sun Country talk, most 
of it from Captain Ingram's flight information forms. W. T. 
Pleasants of Cincinnati is largely responsible for the article 
on weather, and Gilbert Mears took the pictures. The 
achievements of Dick Ingalls and the men of maintenance 
have received national recognition- new schedules and the 
reasons- air show and radio promotion, and more of our 
Stewardesses are all included- and just for fun some more 
of Paul Hunt's cartoons. 



AMERICAN 

HORIZONS 
Vol. 2 MARCH, 1938 

* PUBLISHED 

No. 2 

AT 20 N. WACKER DRIVE, CHICAGO 

BY AMERICAN AIRLINES, INC. 

MARY B. SCRIBNER, E DITOH 

* 
AVIATION IS NOT UNSAFE BUT, LIKE THE SEA, IT IS TERRIBLY UNFORGIVING OF ANY CARELESSNESS OR NEGLECT 

THE RESPONSIBILITY OF LEADERSHIP 

IN 1937 American Airlines carried more passengers 
and flew more passenger miles than any other air 
line in the United States or in the world. We enjoy 

the most favorable position in the air transport indus
try. We are regarded by the general public as a leader. 
This was not always true. Most of us can remember when 
other companies were on top; when other air lines were 
acknowledged leaders, either because of greater popu
larity, more modern equipment, better routes, or other 
factors which determine leadership in this business. 

No one company has thus far been able to hold a 
position of leadership for long, and it is important that 
we recognize the responsibilities of our position and 
work harder than ever to maintain our lead and widen 
it. Our recent success is a challenge to our competitors. 
We can expect them to work harder than ever to regain 
what they have lost. ,ve cannot afford to be com
placent or to lose respect for other companies with 
which we are in competition. No one works harder 
than he who is in second or third position, struggling 
to regain the lead. The leader in any form of human 
activity is always pressed, and the air transportation 
industry is no exception. Someone recently said that 
one reason why American Airlines is the acknowledged 
leader is that every member of the organization is 

constantly selling the Company and its services. That 
must continue. Not only must we improve our service, 

· do better jobs in every department of the business, but 
we must also continue to sell our company to the 
traveling public. 

What American Airlines is today is due to the 
people who compose the Company. l'Vhatever success 
we have had can be attributed to the splendid efforts of 
the management and the rest of us who go to make up 
this great organization. By the same token it is we 
who must keep American Airlines on top. Compla
cency, self satisfaction, over-confidence or an inde
pendent attitude can quickly cause disaster. After all, 
in spite of our relative leadership, we have no reason 
to be self satisfied. How can any one of us be satisfied 
with our present load factors? How can we believe 
that we are doing a top-notch job when many of the 
seats we fly are empty? Let's not fool ourselves. We 
may be relatively successful but not truly so until we 
fill our ships and make money. In the final analysis 
whatever we are, or hope to be, depends upon us. 
Regardless of our competitors, regardless of anything 
else in the industry, we can make American Airlines 
what we want it to be. No one can defeat us but 
ourselves. 



RECOGNITION 

IN the banquet room of the Adolphus Hotel in Dallas, Texas, 
on the night of January 15th this year, aviation's great 
were gathered. The occasion was the eleventh annual 

dinner of the Airline Engineering and Maintenance Con
ference. Suddenly a sti llness settled over the smoke
filled hall, as S. Paul Johnston, editor of Aviation, arose 
to his feet to present his magazine's award- the most 
coveted prize among airline maintenance men- and then 
l\fr. Johnston turned to H. D. Ingalls, maintenance super
intendent of American Airlines- stating that l\fr. Ingalls had 
been selected for this signal honor on the basis of keeping 
more airplanes and more engines functioning than any other 
air transport organization in the world. 

Big, jovial "Dick" Ingalls was stunned - insisted on shar
ing his new honors with L. vV. Putney, Paul O'Neal, and 
Frank \Vare, three of his assistants, who were present at the 
dinner, and with every maintenance supervisor and mechanic 
of the line. 

One of the outstanding pioneers of aviation in this country, 
his selection for the Aviation award seems mighty logical to 
those of us who know the work of the maintenance depart
ment. Every day our 47 airplanes fly approximately 50,000 
miles over the 6692 miles of our routes, and 123 engines are 
either in those planes, in our overhaul shops, or are being 
held as spares in strategic spots all over the system- ready 
for the unending work of air transportation. 

The successful organization and carrying on of maintenance 
for the largest airline in the United States is no small task, 
yet Ingalls is used to big situations. Forty-five years ago in 
Wheatland, New York, Dick Ingalls was born. He attended 
Scottsville High School and Mechanics Institute at Rochester, 
New York. Just out of school he went to work with the Cun
ningham 1\ utomobile Company as a mechanic, then joined the 
Curtiss Airplane Motor Company in the summer of 1914. 
He assisted in the mechanical work for Rodman \Vanamaker' s 
Flying Boat "America" - and Professor Langley's original 

Hying machine which was sent up to Hammondsport from the 
Smithsonian Institute for flight tests. He participated in 
many important developments in the pioneer planes and 
engines of those days, then came the war, and he served the 
British Government in A. I. D. during 1916- 1917, and with 
our own government as an aeronautical engineer with the 
Bureau of Aircraft Production. 

In 1919 when the government inaugurated air mail service, 
Ingalls became supervisory mechanic for the entire service. 
Later he was in charge of the air mail field at Rock Springs, 
Wyoming, then made Superintendent of the Central Divi
sion at Cheyenne, one of the most difficult assignments in 
the entire government air mail service. ,,1hen the government 
turned over its operation of mail to National Air Transport 
in 1923, Ingalls was made successively airways engineer
station manager Cleveland division - and then superintendent 
of engine shops and general overhaul. 

This in 1929 was tops in his field, so quite naturally when 
N. Y. R. B . A. (New York, Rio, Buenos Aires, now part of 
Pan American) was looking for a man to do the same job for 
them in South America, they persuaded Dick Ingalls to do 
it- and for one year he was busy developing and setting up 
their maintenance service in South America. 

In 1930 he returned to this country and joined the Colonial 
Division of American Airways at Newark as maintenance 
supervisor. - During his two years' service at that station 
there were no accidents to personnel or passengers- a record 
that won him the position of Superintendent of Maintenance 
for the whole system. 

Dick Ingalls is not hard to locate, for he casts quite a shadow 
and looms up largely on American's horizon. \ '\1isely, steadily, 
endlessly, he goes about his job supervising the maintenance of 
American's equipment. He is largely responsible- though 
this he will deny- for winning the most coveted award in 
American aviation and for building and maintaining the en
viable safety record achieved by our company. 



WE CAN'T MAKE UP OUR MINDS 

NOT long ago a man walked up to one of our ticket agents 
-banged furiously on the counter and shouted: "This 
schedule has changed again- leaves 25 minutes earlier 

- vVhy don't you fellows make up your minds?" The agent 
was polite, put forth a lot of soothing talk, simply oozed good 
will, and though he succeeded in pacifying the irate passenger, 
he really didn't know the answers. He wrote in and said so, 
which indicates the possibility that a lot of other people in AA 
wonder why schedules change so frequently. 

There are as many reasons for changes in schedules as 
causes of variations in weather, but recently one of the great
est factors resulting in schedule changes has been eliminated
the substitution of one type of equipment for another- which 
resulted in a change in running time. For now we use Douglas 
equipment on every route, and DC-2's, DC-3's and Sleepers 
can all be operated on the same running time. There are still 
plenty of reasons left, however, to keep the schedule situation 
in a state of flux. 

New services must be added to take care of increased traffic. 
They also must be eliminated if they fail to pay. Post office 
orders or a change in connecting service on some other air 
line mean schedule changes. The elimination or addition of a 
stop due to airport conditions necessitates adjusting sched
ules, for approximately 25 minutes must be added for every 
stop- subtracted for each suspension. Nature plays a large 
part in determining the time that schedules are changed 
and the frequency of service. They are curtailed in winter, 
added in the spring. Daylight saving plays hob with 
schedules. 

But schedules are not arbitrarily changed because someone 
decides the time tables are worn and frayed and we'd better 
have some new ones. Here are some of the things under con
sideration whenever one schedule change is discussed: 

Is this proposed time best for local business? The local 
sales manager will be consulted- traffic figures studied. Does 
the new schedule offer the best train and plane connections? 
Does it permit sufficient time for connections from arriving 
planes and trains? This means that connecting services at 
originating, intermediate and terminating points must all be 
dovetailed into our new schedule, and this on every trip, for 
the business resulting from proper connecting services is too 
important to ever be overlooked or ignored. Does the new 
schedule allow sufficient time for encouragement of round trip 
business at terminal and intermediate points? If not, then 
adjustments must be made in other schedules. 

This much for traffic requirements, and when all these are 
met there are maintenance and operating factors to be con
sidered. Will there be sufficient time for complete mainte
nance·at base and at turn around points? Will this new sched
ule necessitate the moving of crew? Is this feasible, or will 
that disrupt other schedules? Will this change disrupt the 
turn around and airplane storage setup? Can these be ad
justed? Will the new schedule put too great a load on per
sonnel at any station? Under the new setup will we be getting 
the maximum use of our equipment~ 

If all these factors involved are successfully met, then the 
schedule is changed, though it may and often does mean the 
adjustment of many more schedules than the one originally 
under consideration. 

\Ve'd like to make up our minds; so would every trans
portation company in the world, but we have made them up 
on one score. We have studied traffic trends, the many rea
sons for schedule changes and the times when these changes 

most frequent ly need adjusting; therefore we have set up the 
tentative 1938 dates for schedule changes as follows: 

March 1.5- added service to St. Louis, Ft. Worth; mis
cellaneous adjustments. 

April 25 - added service; adjustment to summer runnmg 
times. 

June I - added service; miscellaneous adjustments. 
Aug. I - miscellaneous adjustments. 
Sept. 25 - adju~tment to winter running time; curtailment 

of service. 
Dec. ] - curtailment of service. 
We believe this printing schedule for timetables will tend 

to stabilize schedules-allow all of us to make suggestions in 
schedule changes to further improve our service to the travel~ 
ing public, especially the ones who wonder why we don't know 
our own minds. 

NINE YEAR CUSTOMER 

Mn. E. C. YouRELL, Merchandise Manager of the F. \Y. 
Robinson Company, Los Angeles, one of the largest depart
ment stores on the Pacific Coast, is a pioneer air traveler with 
American Airlines. He was on board our first trans-contin
ental trip out of Los Angeles in 1929, and ever since has made 
many trips each year to New York, Chicago, and other in
dustrial centers of the east. 

Mr. Yourell has observed at first hand the remarkable 
development of commercial aviation equipment and service 
on the transcontinental lines, from the old 1929 Fokkers with 
motors suspended from the wings in metal braces, to the mar
velous Skysleepers now in service between Los Angeles and 
New York v,ia AA. 

He says "There is no other factor which has contributed 
more to the up-building of the Southwest than the commercial 
airlines . And then quite in character as a Californian, Mr. 
Yourell adds: "Air transportation has eliminated the only dis
advantage Los Angeles had - It is no longer far away- from 
anywhere." 



Southwest 
TO THE SUN 

"/'\Lr, winter long - in fact all year long- the Southern 
.fi. Transcont!nenta_l has ~e,:n featured in ,~A'.~ song. an~ 

story. A little tired of Sun Country - sunsh111e · 
and all the superlatives that had been used, we went out to 
refresh our impressions. 

Chicago was raging mad at us for leaving-the snow was 
sweeping across the airport, and somewhere the sun was 
shining ; but it certainly had been shy for a month. It was 
54° in Fort \Vorth, but those Texans were hard to please: they 
were complaining about the cold. No room on the Mercury 
as usual, so when the Southerner came in next morning three 
passengers climbed aboard. All was still, and the stewardess 
ushered us into the Sky room - and brought us breakfast to 
keep us quiet. All the through passengers were asleep, missing 
the early morning view of Texas as we took off to the west. 
There is a lot of water in this country- but as we went west 
the lakes were farth er apart. Each one had cattle paths ra
diating off into the ranches. At 8:33 we were over Santo
flying at 8000 feet - the ground mmky with dust. As Captain 
Ingram said in hi s flight form to the passengers, we were ac
tually flying over three states- for the dust clown below was 
blown in from Kansas and Oklahoma. It may be blowing yet, 
but we didn 't wait to find out, for at 9 :05 we were over 
Abilene, and the air was as clear as a bell. 

Abilene was one of the wild wooly towns of the old \Yest, 
but now it's a modern city, with air conditioned hotels - the 
home of two colleges. Fifteen minutes later we received a 
report sent in over the north leg of the ·wink radio range. 
We were flying 185 miles an hour at 8000 feet - .5000 above the 
ground. Fifteen minutes later we crossed the Pecos River 
and flew over the country" \Vest of the Pecos " - where cattle 
wars, outlaws and Indians thrived in the last century. It 
looked peaceful enough that bright morning. It was possible 
to pick out the Carlsbad Caverns way off to the north. 

Some of the other passengers decided to wake up. The 
Stewardess was busy serving breakfast to the laziest in bed
to the others who came along and greeted us with friendly smiles. 

Cattle countr_y "west of the Pecos" 

Pickering 

The "Sou therner" Slc_ysleeper departing from Ft. Worth airport in the 
earl_y morning 

They consumed quantities of orange juice, coffee and toast and 
scrambled eggs-piping hot as we soared along over the old 
:Butterfield Trail- the first route from the Missouri to Cali
fornia. Hardy pioneers those men and women who traveled 
west then. \Ve all felt pretty lucky and luxurious as we flew 
along through Guadaloupe Pass - saw Ft. Bliss and the green 
banks of the Rio Grande and settled clown at El Paso at 10 :20 
a .m. The thermometer registered 72°, and the clucks were 
swimming around in the little pool in the airport gardens. 
\Ve persuaded "Mac" to send us a picture of the El Paso 
personnel- some of the really lucky people of the line. 

Up through "the Pass from the North" we headed due west 
across New Mexico- following the lVIexican Border for a 
hundred miles. Thirty minutes west of El Paso we flew over 
Columbus where the notorious bandit Pancho Villa staged a 
raid in 19lfl. The site of Pershing's camp may still be seen. 
Fifteen minutes later we crossed the continental divide and 
started " down hill " toward the Pacific. 

When the next Flight report came from the cockpit - a 
Harvard professor across the aisle remarked- " This is the 
way to learn the country. I've never had a more enlightening 
journey." This report was made over Rodeo, New Mexico
we were entering Arizona, flying 195 miles an hour at 8000 
feet and 4000 feet above the ground. We could see the 
world - way off to the south the great smelters at Douglas 
and a little farther west just over to the left we spotted the 

Polly Smith 



ghostlike mmmg town of Tombstone, basking in the sun. 
The passengers began to stir about, some of them got ready 
to deplane at Phoenix as we left the desert and came down 
across the green Salt River Valley- "The Valley of the Sun." 
Bales and bales of cotton were being trundled around for 
shipment. The citrus groves lined up like soldiers on parade, 
and way over to the north Old Camelback was kneeling in the 
sand. It was 68° in Phoenix as we landed. Everyone around 
the airport was dressed in cool linens or slacks, faces browned 
and healthy from the sun. Two pale-faced business men were 
greeted by their families and went off to waiting cars, followed 
by porters bearing outdoor paraphernalia. The Stewardess 
served luncheon out of Phoenix, and we sat down with a movie 
star, a writer, and a woman making her first trip by air. She 

Grignon 

kept exclaiming: "But it's only a dream- last night at nine 
I was in New York and this 110011"- "You arc just crossing 
the Colorado river into California," we interrupted, glancing 
out the window. The movie star was a little bored. He had 
lost track of his trips across the country by air, and no one 
paid much attention to him , as we all turned back to the 
ever changing scene outside. The long snake like line of 
the Colorado wound off to the south towards Yuma, and 
the patch of yellow sand could be seen- the spot where 
the desert resembles north Africa, where the "Sheik" and the 
"Garden of Allah" were filmed. Directly underneath the new 
aqueduct which is being built to carry water from Parker 
Dam on the Colorado to Los Angeles made a geometric pat
tern in the sand, and the Prehistoric Indian images-no one 
knows how old- glistened in the sun-sun- sun- every
where- . 

We were flying 205 miles an hour at 10,000 feet - and 10,000 
feet above the ground- over Indio. The Salton Sea spread 
out to the left- that strange expanse of water 267 feet below 
sea level formed when the Colorado changed its course several 
decades ago. Just below us was the airport at Palm Springs 
spreading its runways in the desert. "\,Ve were flying at almost 
12,000- 11,000 feet above the ground as we came through 
San Gorgonio Pass and all of Southern California spread out 
before our astonished eyes. To the north Bear Lake and 
Arrowhead could be plainly seen- over to the left was March 
Field, the biggest army aviation base on the west coast. 

Way over to the west the thin blue line of the Pacific with 
the hazy silhouette of Catalina faded into the horizon. We 
lowered down over Riverside- Pomona College- the oval of 
Santa Anita and far up on the right the observatory on Mt. 
Wilson. Then the Rose Bowl in Pasadena- the monument 
on Forest Lawn, with the tall buildings of Los Angeles Civic 
Center dominating the scene, and way over to the west the 
oil wells on Signal Hill formed a lacy screen against the sky. 
It was beautiful - the passengers fairly glowed. vVe all 
vowed eternal friendship as we landed gently at Glendale, 
sheepishly claimed our fur coats and stepped off with the 
thermometer at 82°. 

It's all true-what American has said about its Southern 
Transcontinental. We didn't even mind those Californians 
talking about the weather (it hadn't rained much then), for 
from Dallas and Ft. Worth to Glendale this winter-tired 
traveler from Chicago had been impressed. 

Left- Prehistor£c Indian images on the desert near the Colorado River 
and Blythe, Cabfornia 

Below- Unload'ill{/ at Glendale- Grand Central Air Terminal- with the therrnorneter at 82° 



WE STOLE THE 

Show! 
IT is officially recorded that 250,000 people came to visit the 

first International Air Show held in Chicago at the Stock
yards Amphitheatre from January 29th to February 6th. 

Three exhibits caught the public eye and drew the greatest 
crowds-" Cavalcade of Flight", a musical dramatization of 
the history of aviation; - a DST which was set up by F. J. 
II oyt and his crew as a joint exhibit by American, TWA, 
PAA and United- and the third hit of the Show- American 
Airlines ' Instrument Training School. It is estimated that 
approximately 50,000 people crowded around our exhibit 
during the show. 

A Link trainer was transferred to a key position in the huge 
arena, and there Captain William Lester and his three as
sistants: F-irst Officer William Miller and Link Trainer 
Instruttors D. K. Smith of Newarlc and T. J. Hatten of 
Fort Worth put on a "show" which emphasized AA 's efforts 
to assure safe air travel. Eight demonstrations of 30 minutes 
each were given daily, and total logged time for the Link 
Trainer " flights" was 48 hours and 30 minutes. The demon
stration consisted of a brief resume of what is meant by in
strument flying and how conditions in flight are simulated 
by means of the trainer. Explanations were given concerning 
the method of recording flight and its varying conditions. 
The fact was stressed that a pilot employs a very definite 
routine in making instrument approaches, and the demon
stration showed how this was accomplished. Whenever pos
sible discussions of alternate airports- two way radio- reserve 
fuel were brought into the lecture, and no wonder the public 
ate it up, for it was the finest program in the whole arena. 
Bill Lester and his assistants should go on the road ! 

In addition - through the efforts of Mark Nevils , Central 
Dfris1:on Publicity Director, and Earl Bouilly of the Chicago 
sales staff- American Airlines was featured in the displays 
of the following exhibitors: 

Socony Vacuum Company 
Arens Control Company 
Chicago Times 
Elastic Stop Nut Company 
Popular Aviation Magazine 
Sperry Gyroscope Company 
Standard Oil of Indiana 
,vright Aeronautical Corporation 
Department of Commerce Exhibit 

llut this is not all. 
Captain William l<easler's Kodachrome 16 mm. movie of 

our operations which was shown at the Theatre attracted 
much attention, as it was the only color film on the program. 

R. G. Roulston, borrowed from Chicago reservations and 
outfitted with a pilot's uniform was a member of the Link 
Trainer school staff-" plugged" American at specified in
t ervals on the public address system and sold six tickets and 
one scrip plan on the side. 

Robert Currie, Chief Meteorologist at Chicago, conscien
tiously prepared two different copies of our weather maps and 
the same number of forecasts each day for display in our 
exhibit. 

William Pleuger, Stewardesses Williams ancl Iloiness, and 
Jane Harper, Doris I-Ielcl, Ilelen Wessels of the general offices 
were on the job at the Registration Booth during the entire 
show. 

WOMEN 

GET THE AIR 

W E had suspected for some time that the so-called 
"boss" of the family was keeping the husband out of 
airplanes. We had discussed the matter with hus

bands who sadly admitted that their wives objected to their 
flying. The women were not winning, but they were a decided 
factor in keeping some men from flying. So- what to do? 
And then in the late hours of a very dark night into the minds 
of several men seated around a table- an idea was born. 
"Why not step right up and ask these women to go for an air
plane ride?" - "Talk doesn't do as much good as actual ex
perience" - " No one knows what flying is like unless they 
fly" - "Everyone is afraid of the things they don't under
stand" - and on and on into the night the discussion con
tinued, as the smoke grew thicker, the minds grew clearer. 

Later the details of the plan were put on paper-invitations 
to the wives of our cardholders were designed and sent out 
and afterward the idea was extended to include any wife of 
any man purchasing a ticket between any two points on our 
system. vVas it a good idea- was it worth the expense and 
trouble involved? Was it? The answer is unequivocally yes. 

Hundreds of letters have been received from husbands at 
our various offices throughout the country and forwarded to 
the general office. Sales managers have written in voluminous 

• reports ; reservations and ticket personnel have noted their 
reactions. Treasury records have been compiled, and studies 
made. Stewardess reports have been received; field observa
tions have been made; and finally the wives themselves have 
sent us their reactions, their suggestions and told us what 
they really think of air travel. 

The consensus of opinion is that this idea of inviting women 
to ride with their husbands was the greatest promotional 
program ever devised. Important business men all over the 
country have written in to congratulate us on this scheme. 

From a breakdown and cross section of 200 letters picked at 
random from all those so far received from husbands, we find 
the following reactions-

158 wives would accept-the invitation-some very nervous, 
but willing to try 

lei, were unmarried 
19 wives not air minded, hut they still hoped to sell them 

9 unable to make trip within time limit 

200 



Then there were the individual comments. J\!Iany men were 
relieved that we had brought the whole question out into the 
open. One man was so pleased that he bought tickets for the 
whole family to go along to celebrate his wife's first airplane 
ride- another, who was contemplating matrimony, said that 
this invitation simply cinched the whole thing- they married 
at once and flew off together on a honeymoon. And then the 
women began to pour out to the airports. Of course, there 
were complications and unusual situations. One woman was 
so nervous she refused to go at the last minute, but a fellow 
"wife-first rider" persuaded her to go, and when the trip was 
over she was absolutely sold. 

vVe found out several interesting facts about women in dif
ferent parts of the country. The Washington, Chicago and 
New York women are restless - ready and willing to go places. 
They jammed the airports every day in the week, but par
ticularly over the weekends, when the terminals were as 
crowded as World Series Week. 

From the Stewardess reports we gather that more than any
thing else, the food service interested the women. It simply 
delighted their housekeeping souls. One woman expressed 
regret that the dishes weren't washed aboard the plane so 
that she could help. Fortunately for our records and to check 
up on the results of this campaign of educating women, a great 
many of our guests wrote us their reactions. About 7.5 % of 
them were first riders, and nearly half of those were very 
nervous beforehand. About 5% of them preferred night fly
ing, which is usually the way only seasoned flyers feel. They 
missed the maps, and hoped we'd get some more soon. They 
almost invariably commented on our splendid stewardess 
service, and thoroughly enjoyed the meals. Several of them 
were disappointed because it was over too quickly. Most of 
them said they would spread the word around about the com
fort and ease of flying, and would no longer object to their 
husbands using air transportation. Then we hate to tell you 
- one woman said she was sorry, but she really didn't like it! 

In February more than 2800 women accepted this invita
tion- and many more eventually will accept before the dead
line. If the general reaction can be deduced from the records 
now available, we have at least made some headway against 
the sales resistance of women. 'Women have been shown ; and 
they are willing to say (the ones who became articulate) that 
they are thoroughly sold on travel by air! 

EL PASO PERSONNEL 
Standing Left to Right- William Rogers, Fabel Moore, Louis 
Fahrenkamp, N. H. Jackson, R. II. Clark, Milan Polich, 
M. X. Crouse, Hulon White, Paul Moore, Wilbur McClenang
han, Carl Gnauck. 
Seated Left to Right-Labonah Williams, Cecil Dean, Marshall 
J\!IcCrea, Nancy Courchesne. 

TRANSFERS AND PROMOTIONS 
Adams, J. G. - First Officer, Cleveland 

to First Officer, Newark 
Albert, Wilson Il. - Reservations Clerk, Glendale 

to Reservations Agent, Glendale 
Althaus, Paul M. - First Officer, Chicago 

to First Officer, Cincinnati 
Amiro, Louis J. - Sales Representative, Boston 

to Ticket Agent, Boston 
Barrow, David C.-First Officer, Chicago 

to First Officer, Cincinnati 
Buddemeyer, A. E. - Station Manager, Buffalo 

to Asst. Station Manager, Detroit 
Carpenter, George R. - Radiotelephone Operator, Chicago 

to Radiotelegraph Operator, Chicago 
Christiansen, John Alfred - Junior Radiotelegraph Operator, 

Cleveland 
to Radiotelegraph Operator, Cleveland 

Costello, Catherine- Stewardess, Nashville 
to Stewardess, Glendale 

Fitzpatrick, R. L. - Reservation Agent, Glendale 
to Sales Representative, Glendale 

Keating, Herbert- Apprentice, Maintenance, Chicago 
to Junior Mechanic, Maintenance, Chicago 

Kirchberg, Frank- Reservation Clerk, Chicago Airport 
to Ticket Agent, Palmer House, Chicago 

J\!Iarcusson, A. S. - Reservation Clerk, New York 
to Ticket Agent, New York 

Maxwell, J. A. - Station Manager, Ft. Worth 
to Asst. Flight Superintendent, Ft. Worth 

Mitcham, Nellie F. - Stewardess, Dallas 
to Stewardess, Glendale 

J\!Iullens, F. T. - Apprentice, J\!Iaintenance, Chicago 
to Junior Mechanic, Maintenance, Chicago 

Nye, C. D. - Radio Telephone Operator and Agent, Buffalo 
to Radio Telegraph Operator and Agent, Louisville 

Palmer, Harold F. - Asst. Station Manger, Detroit 
to Station Manager, Buffalo 

Prevo, Har.ry- Junior M echanic, l\1aintenance, Chicago 
to Mechanic, J\!Iaintenance, Chicago. 

Radcliff, Margaret- Stewardess, Memphis 
to Stewardess, Newark 

Schmidt, T. A. - Flight Superintendent, Newark 
to Flight Superintendent and Station Manager, Newark 

Shattuck, Vivian Ruth- Stewardess, Chicago 
to Stewardess, Ft. Worth 

Staller, M. T. - Station Manager, Newark 
to Asst. Flight Superintendent, Newark 

Stanfill, Anita E. - Stewardess, Memphis 
to Stewardess, Dallas 

Stewart, Everett Russel-Junior Radiotelegraph Operator, 
Albany 

to Radiotelegraph Operator, Albany 
Tierney, John- Station Manager, Chicago 

to Chief Passenger Agent, Chicago 
West, Cecil- Station Manager, Glendale 

to Assistant Station Manager, Glendale 
Williams, T. G. - Flight Superintendent, Chicago 

to Flight Superintendent and Station Manager Chicago 
Wright, Fred E. - Radiotelegraph Operator, Glendale 

to First Operator, Glendale 



Secretary's 

Manual 

CAN you imagine what would happen if all the secretaries 
in American Airlines were suddenly to walk out in a 
body? Business would stop- terminate- cease- until 

some more eyes, ears and hands of the show had been trained. 
Realizing the definite need for a manual to aid in such an 
emergency we present the following graphic suggestions. 

A secretary must have all the qualifications of a bricklayer 
in order to build a protective wall around her employer- this 
in addition to possessing the traits usually found in diplomats, 
prima donnas and movie stars. 

A secretary must sense her employer's state of health- be 
ready a t all times to administer aspirin or bicarbonate of soda 
as the occasion demands. 

A secretary should he married to her job-she should not 
make dates even for (i P.M. , because there is every reason to 
believe that at 7 :30 the irate "Gentleman Friend" will he 
ready to toss her off his list. 

If these suggestions help any aspirant to secure one of these 
coveted positions, we shall feel repaid for the months of study 
put into this manual. 

PUBLIC SPEAKING 
FowrY-srx M~;l\rn1ms of American Airlines personnel have 
made 51 separate public appearances since January 1st, with 
speaking engagements, radio talks, and special assignments 
exclusive of the International Air Show. On speaking en
gagements alone 0200 people have received the message of 
American Airlines. Below are the names of the personnel who 
have made this promotion possible. 

President C.R. Smith, Personnel Director Victor Vernon , 
District Sales Managers H. J. Lyall, Cincinnati, W. Nelson 
Bump, Boston, L. W. King, Chicago, A. G. Beggs, Los An
geles, Max Pollet, Buffalo; City Sales Manager E. H. Smith, 
Philadelphia; ·Assistant Western Sales Manager F. W. Burg, 
J,os Angeles; Station Manager Robert Collignon, Pittsburgh; 
Captains Dean Smith, Dan Beard, John G. Deater, W. 
H. Proctor, R. C. Maguire, Walter Hughen ; Stewardes,es 
Esther Nelson, Genevieve Miller, Marjorie Gilroy, Hazel 
Brooks, Elvira Laine, :Marion Rennels, Catherine Costello, 
Alice Corbin , Margaret Horton, Marie Wanda, Elizabeth 
Kissinger, Catherine Wingfield, Mary Lee Todd , Ann 
Margaret Becker, Lillian Robichaud, Olive Thompson, Cath
erine Robbins, Mary Belle Burgess, Mabel Harmon, Helen 
Vaubel , Gladys Bishop; Mary B. Scribner ; Ben Anderson, 
Operations, Newark; John A. Smith, Reservations, Boston; 
Richard Wright, Sales, N.Y.; Gordon Mainland, Sales, Cin
cinnati ; Theo. Brewster and ,villiam Harris, Sales, lloston; 
F. G. lVIalbeuf and W. L. McMillen, Sales, Chicago. 

This educational type of publicity is far reaching in effect 
and can do much to interest large numbers of people in 
flying and flying American. 



Stewardesses 
1. MARY BELLE BURGESS-

AM Ql - QQ Base: Cleveland 
Q, GLADYS L. CHILDRESS-

AM Q3 Base: Dallas 
3. MARY ALYCE CORRIN-

AM 30 Base: Chicago 
4. MINA MARTHA H UBER-

AM Q3- 4 Base: Ft . Worth 
:j. ELIZABETH G. KISSINGER-

AM 7 Base: Chicago 
a. w· ALFRIEDA McAssEY-

AM 7 Base: Chicago 
7. CECILE R. McDouGAL-

AM 18 Base: Newark 
8. RonERTA McLAUGHLIN-

AM Q3- QQ Base:• Nashville 3 13 

9. GENEVIEVE MILLER-

AM 7 Base: Chicago 
JO. NELLE MITCHAM-

AM 4 Base: Glendale 
11. PATRICIA MuLLALl,Y-

AM 23- 4 Base: Ft. Worth 
IQ, SUZANNE NALVANKO -

AM Q5 Base: Chicago 
13. ESTHER NELSON-

AM 7 Base: Chicago 

""""' 14. AGNES NoHAVA 

AM Q5 Base: Chicago ~ 
15. RUTH PARKS-

AM Q3- 4 Base: Ft. Worth 
\ Hi. OLIVE PEARSON-

AM Q3 Base: Memphis 14 ~ 

15 

6 



Precision 
NOT GUESSWORK! 

IT. was Mark Twain who once remarked "People talk more 
and do less about the weather than any other thing in 
the world." But if Mr. Clemens were alive today he might 

revise this statement. For weather is sti ll a good topic of 
conversation, but much is being done about it. 

While you are having breakfast this morning, highly trained 
observers at more than 300 United States Department of 
Agriculture weather stations located in key positions all over 
continental United States, Canada, Alaska, Hawaii, the 
Canal Zone and vVest Indies, are peering at barometers and 
thermometers, observing wind vanes and precipitation in
struments, figuring dew points, studying cei ling limits am! 
cloud formations. 

Simultaneously at 26 airports across and up and down the 
country 26 trained pilots hop into Army, Navy or commercial 
planes step on the starters and take off on long s;:iiral "me
teorological hops" for trips to the high heavens. Up- up-
16,000 feet, these men guide their planes, while a meteoro
graph inside the cockpit equipped with three recording ele
ments indicates temperature, humidity and altitude encount
ered during the flight. 

At even more weather stations, 60 to be exact- as man.,· 
men, apparently in their right minds, begin to inflate small 
ye llow balloons with sufficient Hydrogen to cause a predicable 
rise in a given amount of time (approximately 600 feet per 
minute). These little balloons are then released, and their 
progress through the sky recorded with the aid of a theodo
lite, which resembles a surveyor's instrument, whereby the 
angle of ascent is measured and the direction and velocity of 
the wind computed as well as the height of the "ceiling". 

Naturally, if the balloon passes into the clouds within a 
few minutes, ceiling limits are low- but often the little ball's 
course through the skies can be followed for 30 to 45 minutes 
- this when it's CA VU. These balloon ascensions are repeated 
four times in each 24 hours, or oftener if unusual weather 
conditions require more frequent reports on winds. 

, ¥ho cares so much about weather and what becomes of 
all this information? Every aircraft operator is yitally in 
terested in weather- and all of this information is gathered 
together to aid in forecasting the flight of airplanes. All of 
the findings from each isolated weather station- from ships 
at sea; from the pilots who ci rcled the airports at 16,000 feet 
and the theodolite readings from each of these 60 ballons are 
sent out by the Bureau of Commerce Airways Division, on a 
battery of teletype machines to key positions or concentration 
points in various parts of the country. This sequence of in-

JV. A. Goodyear Clears a Fh:ght 
.Mears 

l\'Jears 
U. S. )Veatherman Releasing a Balloon 

formation is released every hour with supplementary data 
added, and it is this carefully assembled mass of weather 
information that American Airlines' meterologists have at 
hand when they sit down to prepare a weather map. Bob 
Currie, chief meteorologist at Chicago, sharpens his pencil, 
studies the information at hand , starts charting the weather, 
knows what conditions are from Sitka to Boston - from San 
Diego to Panama. He studies mass movements of air, "cold 
fronts " , wind velocities, temperatures and dew points, and 
he begins to draw strange lines across a map of the United 
States, noting particularly the flight area controlled by 
Chicago. Four times in each 24 hours he or one of his as
sistants completes a weather map, and simultaneously at 
four other points on our system in each flight control area
at Newark, Nashville, Fort Worth and Glendale AA meteor
ologists are similarly engaged. Nearby in the operations 
office another man is working- the flight superintendent, who 
after studying these weather maps, clears each flight - and 
controls each flight from the moment it takes off until the 
schedule is completed or control is passed over to another 
flight superintendent in an adjacent flight area. 

Just guesswork, did you say? Not much, for the pilots 
constantly send back reports of weather conditions actually 
encountered in flight and checked against the weather fore
casts which they received prior to flight departure. For the 
past five years the accuracy of this data, prepared by our 
meteorologists, has varied between 9G.2% and 99.1 %-which 
is something for any p rognosticator to shoot al. 

There is no longer any guesswork about weather. If con
ditions warrant flying, the planes are in the air; if not, they 
are held "for weather". Passengers don't mind these 
delays- much- especially if they realize the whys and where
fores. As Mark Twain said, they may talk about it, but they 
will realize that at last a lot of people are really doing some
thing about the weather. 


