LeGusrdia Fleld

July 26, 1948

To: ALl Divectors of American Alrlines

In complisnce with your reguest Mmmmumama
copy of the statement reed to you et the July Zlst meeting, I as

enclosing such ststement herewith.
W



GENERAL

Obviously, &ll the problems facing amy industry, particularly one as
new as the airline industry, can be only broauly doue in's haulf-hour aiscussion;
many important phases of the probleuw can only be toucied upon.

~ Because many of the problems confronting American Overseas airiines, Inc.
are peculiar tc international operation, this discussion will be limited to the
Uniteu States uumestic airline inuustry. ;

HISTORY

The air transport industry reully begun in 1926 with the first contract for the
carriage of air mail by the Unitea States Post Office Depertuent. Tacre were a
nuaber of sporudic atteuwpts to carry passengers on scihedule, but the first pussen-
gers carried on scnedule at night were curried by Colonial Air Transport between
Boston and New York on April 15, 1927. Colonial Air Trausport wus one oi' the
predecessors of American Airlines.

Followinz the Lindbergh fligut to Europe in 1927, small airlines blossomed
all over the United States for the carriage of passengers or in the hope of obtain-
ing mail contracts. In 1932, st tue end of the noover sauwinistration, tuere were
twenty-nine companies flying approximutely 100,000 plane-miles per vay, carrying
either wail, passengers or both.

Table #1 suows tue number of airlines, the daily milesge flown, tae number
of passengers and passenger wiles carried, the gross receipts, and tue net profit
or loss for the industry for the years 1928 througi 1947, v the extent tuat such
information is available. The high spots on this table show thut the number of
carriers (other than feeder lines) declined frow 31 in 1938 to 16 in 1947, while
the average uaily mileage flown increased steaaily except during the wer-restricted
years. The number of passengers carried grew steadily except Ior & plateau in tae
depression years of 1931-1932-1933 enu tuc air wmsil cancellation in tne yeur of
1934 and except for tne current levelling off of 1946 und 1947. It also snows a
steady growtu in the number of passenger-miles flown even during tue uepression
snd even during the war except for the plateau of 1946 and 1947. Net profits or
losses prior to 1934 are not available and unuoubtedly constitute substantial losses
so that in general the industry sustained losses frow 1928 tirougu 1938, wade
reasonuble profits pre-war, substantial profits during the war and substantial
losses since that time. :

In 1934 the Federal Administration cancelled all dowestic airline air mail
contracts, put thew up for rebidding. One conditioun of vuch bidding requirea that
sll sirline officers wao ncd perticipateda in a so-called "spoils® conference called
by tue Postmaster General of the previous aduinistration atteuwpting to provice a
systematic patturn of routes, sciiedules ana counections, be eliwinated frou tiaeir
respective companies. This depriveu tue inaustry &t one blow of auch of its
leadership. It also hwd theeffect of discouraging -ther leaders then in the
business and furtherwore of discouraging uggressive lecaders who wanted to get
into the business. The effects of tinis boay blow were felt for uwany years and

may still remain.
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In 1938 the present Civil seronsutics Let wus pussed, taking the
planning of routes and the i.suance of franchises away frow the Postaaster
Generel and placing it in tue hunus of tue newly created Civil seromsutics
Board. In 1940, by executive order of the President, the organization of
the agency was modified in certuin ways. Except for these wodifications,
the Act has been in effect for the last ten years.

Table #2 snows the nuiber of compunies, the totul reported net assets,
tue reported net assets of American Airlines, the average mail pay per ton-
mile for the industry and for Americun Airlines, for tae years 1939 turough

1947.

The high spots on this tuble are the steady growti of tue net worth
of tiie industry end of American Airlincs until the 1947 losses. Please note
also the severe extent of tue wail payment cuts both for tane inaustry ana for
American Airlines in 1942 with American Airlines being cut generally in auvance
of the inaustry «s a guinea piy because of its substantial other earuin; power.

Promptly following the creation oi the Civil Aeronuutics Act, 1939, 1940
and 1941 became halcyon aays, for wuich tne Civil heronuutics Board tekes full
credite The CiB is entitled to a reasonable awount of the credit: they trod
lightly and issued no substantial new route mileages, preferring to give the
existing companies uncer the "Grauafatuer® rights, un opportunity to becoue self-
suificient. Another contributing favorable ifactor was the great iuprovewent in
airports, by conteuporary standards, because of the exuberance of cities to et
on the air map and the tremendous financial aid oi relief projects in tue miudle
and late thirties. Not the least of tue contributing favorable causes was the
acquisition of tne LC-3 airplenes pioneered by American Airlines and the Douglus
Company, the first potentially self-sufiicient passenyger plane. During this
period Americun Airlines rose to first place in nuwbers of paubenbers, passener
wiles, gross business and net earnings.

This period was followed by the war period. Duxin5 the war wpproximately
50 per cent of all airplanes ana a siwilar percentuge of trained persomnel were
seized by the Governuent. What reuwsined was put on a sewi-militery basis serving
priority truffic and performing many other tusks such as contruct flight operation
at home and overseas, training of military personnel anu wmodificwtion and naintenance
of wilitary-tyoe airplanes. Durin, this periou'all'airlines ran practically full,
giving tuew a highly favorable distortion of earnings, augwenteu further by absorp-
tion of a large percentage of their overhead into their wilitary coniracts ud reutie-
tion of depreciation as airplanes went off tiie books plus stabilized costs aue to
wartime wage control. These highly distorted wartime earnings led the Civil aero-

nautics Board to:
1. Prematurely «nd unsounuly cut air muil rates, and

2. Create wuch new route wilesge, often doubling,
trigling, cnu even yuadru .ding route mileage of
existing carrierse.

In fairness to the Civil Aeronmuutics Board, tueir own entuusiasm was
frequently encouraged by the sworu testimony of airline officials anxious to
enlarge their respective airline systems. The Civil Aeronautics Board developea
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the philosophy that size alons would make a carrier economically self-
sufficient without regard to the logic of the extensions they were giving

to suwell airlines to make thew into a truusportation system. At that time
all the swall carriers were preaching that large doctrine and soume of the
large carriers too. The net result is that many relatively sound smell air-
lines were expanded into unecoromic and illogical spiderwebs whici are caught
in their own nets today.

During this period of expansion of routes frow 1943 through 1946 imericun
Airlines fared very badly in getting added route mileage. However, many il-
logicel und unprowising routes meny airlines asked for anu received are liabili-
ties, und although Americen did better qualitatively than yuentitatively, the
diversion of our traffic to others and the swell amount of mileage we added
left us in & relatively poorer position.

Table #3 shows the expansion of each of the airlines in existence at the
time of the fqunding-of the Civil ieronmutics Board ana still in existence and
the percentage of expansion of route wileage grunted to thew througn December 31,
1947. You will recall that American Airlines received very littl: consideration
until the additions to our route in 1947. The high spots of this table are the
tremendous percentage growth of wmeny of tihe smaller certificuted airlines sucn
as Continental (CAL) with 367.6% and the fact tuat the average carrier increused
from 100 to 200% and that American Airlines (minus the kexico City route) and
TWA (winus its world-wide extensions waich are not included in the aomestic
picture) received the least route uileuge exteusions.

At the completion of the war in August, 1945 tue entausiasu of everyone
for air transportation was high. Literally willions of GI'S who had never flown
before had been carrica on coumercial or wilitury transport service during the
war and were "sold" and had told their relatives about it. liany thousands of
civilians on war priorities or otuerwise wio he& never flown before flew on the
domestic airlines for personal or business emergencies during the war. Thus
encoursaged, many airlines made heavy coumituwents for much new eyuipment. New
airline applications sprung up overright for botu trunk and feeder lines until
tuere were over 1,000 sucih applicetions backlogged in the CAB. :

~ Every GI and his brotuer who head learned to fly ana who could buy & war
surplus transport for five cents on the dollar got some financiel interest to
back him and went into the non-scheduled air taxicub business "until he could
get a certificate".

The inevitable happened. The¢ airports ana airways bogged down. The pre- :
war traffic contvol systew provea totally inadequate. Passenger terwinal facilities
were horrible. Standsrd oi airline service recovered but slowly frou wartine

deficiencies. The traveling public was abused.

ileny accidents occurred with tue uushroomed non-certificatea carriers,
but wost of the traveliny public did not know the uifference, &nc as the trans-
portation burdens on other types of -erriers diminished the air passengers got
discouraged and went back to the trains and buses. The cuwulative effect of all
this seemed to coincide with the seasonal arop in &ir travel in the fall of 1946.
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The result was“further aggravated because the airlines were just then reaci-
ing their first postwar pesk in seat capacity. The scheduleu zirlines began
losing money almost without exception snd the thousands of GI's with their
five~cent airplanes quit paying their bills, could get no more creait, and
nost of thei went out of existence.

Since thut time the scheduled trunk carriers uave all been snowing red
ink figures or very much reduced black ink figures aud a nuuber of lines
were saved frouw baukruptcy in 1947 only by trewmenaous increases in welil payuents
(with twe Treasury paying dearly for CAB errors in over-certification and cutting
mail pay rates). The extenit to which some trunk carriers are now being subsiuized
can be obtained frou Table #4 wiich shows for tue first yuarter, 1948, toe mail
payments, ton-miles of mail curried, and cost to the Govermmeut per ton-wile of
meil for such carriers. The iwportant factors to note are tue discrepency
between American Airlines! rate of $0.456 per ton-uile (on which Auerican hes
filed for a higher rate) comparea with §12.43 paid to Northeast flying auong
other routes identicul wileaye betwsen Boston ena New York. nign puyments are
also shown to Colomial, Contimentel and others.

These mail paywents are actual costs for sctuel wail currisa and are
screened, if not hidden, by tue wording of the oruers of the Cab in payin,, ior
nphantom? weights, a practice wncreby the Bowrd orders tue Post Office to pay
the carrier for & winimus of perhaps 300 pounds of wsil per plane wile, when
actuslly the poundage may be <5 pounds.

In tue meantiue, the CAB continuea its heavy prograu of route certifications
particularly to feeder airlines during 1947 anu the total awount of routes granted
through Decewber 31, 1947 is snown in Table 45, whica also suows an estimated
fiscal 1949-1950 payuent at present rates to sucu feeder airlines on plene mile~
ages which it reasonably estimated they uay fly auring that period. :

The ridiculousness of this situation can be shown wien the feeder airlines
averaged 50 cents per plane-mile in mail pay in the first quarter of 1948 compared
‘with 5.7 cents per plune-mile which American Airlines received during the saue
period, in some cases over identical routes.

In the last quarter of 1947, 25 per cent of the total payuents for carry-
ing domestic air meil went to feeder airlines carrying 0.58 per cent of the total
ton-miles of air meil. The rewainin, 75 per cent went to tue trunk lines for
carrying 99.42 per cent of the ton-miles of douwestic air wail. On & ton-mile
basis, payuents to tue feeder carriers ranged frou $17.25 to $79.90 for that
period.

Before leaving tue liistory, mention should be wade of tue non-scleduled
carriers who have surviveu so far anu are still atteupting to get certificated.
These, primarily, are the frei ht carri.rs wuo were given exewption by the CAB
periitting thew to operate on schedule without a certificate. There are only a
handful of them left, but ome in particular, is still leading American Airlines
in the ton-miles of airfreight carried, ana another one, wiuile far below American's
position, is substantially alieed of uany of tue otuer scueuulea air carriers.
Admittedly, the schedulea &ir carriers were slow to wevelop airfreisut aiter tue
end of the war. They mey have had goou reasoms in that tuey had plenty of otier
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troubles concerning delays in delivery of new eyuipment wnu tue necessity
of teking cure of tueir bread anu butter business of passengers, but tue
non-sclieduled carriers did do =n outstanding job in the development of low-
cost airfreight, and two or three of thew are dsfinite threats for tue
obtaining of certificates.

Coupled with this threat is &lso the threet of tue freignt forwarders.
wiio consolidute many swall suipments into larger suipuents and act as business
getting wid business distributin, sgeéncies for the non-scheduled carriers.

fThe non-gchéduled carriers have had one aistinct adventaye in their
favor, hamely, that they nuve had no re serve tie wusny couusuni
which tite scheduled carrisrs do serve. They have, therefore, beeu uable
co trate i forts on i . the oream off tue uneuvy 8hippin, ceunters
and bthe Long-haul shipment-, whereas tue ssheduled curriers haa to provide
universal servide to all points served.

<

A1l tae secueduled transcontinental wirlines, incluuing Americun, are
sufferin, from the compstition of irregular operstors wiio are carrying & con-
siderable volums of passengers tocay from coast-to-coust &t §99. These are
typical fly-by-night operations emnd, &ltuough sowe of thei nave been stopped
by the Civil Aeromautics Board, they continue to crop up ugain like weeds. Ye
have engagea in gathering evidence to presSent to tae Civil ieronsutics Board
tc eliminate this illegsl operatione

PRESENT. SITUA

In 3947 eixteen scheduled trunk line carriers reportec & net loss of
$20,606,257, and while rising costs probably maue the single biggest contribu-
tion to this situation, an almoct equally important factor lies in tihe unsconomic
mltiplication of routes by tie CAB. In 1939 Americun Airlines had comwpetition
for approximately 20 per cent of its passenger traffic. Today it h-s competition
for over 7Q per cent of its traffic. ioreover, much of the couwpstition wilci
existed in 1939 hap been increaseds )

In 1939 American Airlines hud tihe only direct route between lusaington
and Chieago. Today, this ie shared with United, TWA, Capital indirsctly
with Nortawest Airlinss. In 1939 American had toae only through route between
Detroit and New York. Today, tanls is snared with Nortuwest, United mnd Cupitel.
In 1939 there were only three airlines in Detroit oif wiich american was one.
Today, there are eight. In 1939 American was tie only carrier from Boston to
the South and West. Today, tue Boston service to the Souti and Vest is sheared
with United, TWA, Northeust and fastern. There ure five dowestic airlines in
Boston campered with three railroad$e ;

In essessing tue present situstion of the industry, Table 46 snows the
total inter-cities rail, bus anu air pussenger-uiles by years frou 1922 through
1947. This teble #lso shows the nuuwber of passenger-mileg carried in first-
class accommodation, whici: ie comsidered to be air aua Pullian only &nc &
percentage of total ceumon carrier travel to iirst class travel end tue pussenger—
miles flown by the air indust*y, pussenyer-miles flown by Awericun, ana the
percentages of the air industry over the years flown by American, Eastern, THA
and United.
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The higu spots in tois teble are tone fact tuat total inter-city
pessenger miles vuary from 1922 tarough 1940 f'rom 18.4 billions in 1932 to
33.8 billions in 1926 and generally speaking were between 25 and 30 billions.
During the war tbat figure rose to over 100 billions but is now rapidly
declining and in 1947 was.back down to 67 billions. Firut-class passenger-
wiles were generally 10 to 11 billions for tue 1920's, 5 to 9 billions in
the 30's, rising again during the war and now sliding downhill agein —— 18.4
billions in 1947. The first-class travel (Pullian ena air) maintains an
. almost comstant but slowly declining ratio at 25 to 30 percent of the total

per year. The airline passenger-miles and particularly American Airlines
passenger-miles have both steadily increased, but with a leveling off and
relatively small increase frowm 1946 to 1947. The ratio of the big four
carriers shows an increasing trend for Americen Airlines over the entire
period but & decreasing trend for the past ten years, during which last ten
years Eastern hus remainea practicully constant with TWA, UAL definitely
decreasing. In other words, the CiB was diverting treffic percentage-wise
from the big carriers to the lititle ones. ;

-+ If we assume that the vownward trend in over-all.travel continues and
resuses its peacetime proportions, wiici on the growth trenu line woula be
50 billion passenger-miles per year, of wiiich rail nd air wight be 40 billion,
and tiat first-class travel gets back to its pre~depression peacetiume average of
33 per cent, then air and Pullman will be fighting for some 13 billion passenger-
wiles of tr.vel, snu air can probably hope to reach some 8 to 10 billions oif this
total, compared with exactly 6 billion in 1946 anu also in’ 1947. 1n other worus,

we_are competing for a bigger piece of a diminishing pie

These figures are sowewhat aiscouraging, but they point up the fact that
we must find the way to earn money with the present business at hana. There is
one optimistic factor which it is difficult to properly evalucte. Each new
foru of transportation uistorically hus introduced or developea new travel
markets. Certainly air trensportation Lus dome that in the past and will
continue to do just that in the future. Therefore, it may be tuet the total
inter-cities travel, particularly that portion by wir, will increase as a
result of development. Without attempting to evuluute tnis inauced development
of travel, the total passenger travel by air on existing barometers, costs and
tariff levels, wmay level off at about 10 to 11 billions of passenger-miles or
$600,000,000 a year, of which imerican may hope to receive, perhaps, $150,000,000.

Looking more in detail at the industry, the following coiments are offerad
regarding the total cirline picture for the future and witih sowe reference. to j
.certuin specific problems.

There is currently being mude at the Harvaru School of Business Aaministra-
tion & study, "The Effect of Competition on the Airline Industry." Tois study
has been in preparation wnd process for nearly & year ena sioula be coupleted
in another six months. Wuhile the result of this stuuy, naturally, caunot be
forecast, it is believed that it may sihow that the CAB uas uneconowicelly
extended competition ana tuat tiie traveling public anu tue Uniteu States
Trewsury are actually suffering today frow too wucn competition in the airline
busincss.
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The straightening out of this situwtion will teke a far-seeing
attitude on the part of the CAL and will probuably involve casualties and
wergers for sows airlines todey hiave negative surpluses as suown in Table #7.
Hote particularly tae negative surpluses of TWA, Capital; Chicago & Soutiern,
Hortheust and United aAirlines. It will srobably involve far less granting of
new routes and far more requirement taat cowpsanies snall intercusnge equipment
to provide through service between comnectin, carriers.

American Airlines is fortunate in having a well-integrated system and
if the management sells its products successfully wna controls its costs
effectively, should be able to resume its earnin, leadership. American is
also fortunute in that it hus ite full financisl reyuiresents under cover and
is therefore not faced touay with the problew facing every other airline (with
this possible exception of Eastern).

American's greatest vulnerability lies in bein, tiae bi gest and, over
a historical period, the most successful. This tenas to breed jealousy on the
part of every other organization in thie inuustry even though Auerican's leader-
siiip is acknowledged in many ways. DBecause it is the biggest, most of the
problems of growing complexity huve to be facea by American first. Specific
examples of this wre air traffic control in 1936 in Newark, reservutions in
1937 or 1938, DC-3 overhaul procedures in 1939, and so it goes. The perfect
exauple of Aumerican'!s adudtted leadersuip in organization ana men is exeuw lified
in che fact thet durin, the war American contributed far wore oificers ana top
officials, particularly operating oificials, to tie wer effort tien aic sny
other airlins unu in soms cases wany otlier airlines put to.etuer.

Nevertheless, in route application cases or competitive matters, including
sales effort, everybody else looks with jealousy upon American ane this frequently
consolidates the field against American. The perfect exampls ot the current
jealousy against Aumerican lies in the act that american will, in 1948, have
practically all of its postwar eyuipment selected, bought, paia for anu earning.
No other airline can suy this. Some airlines will have their long-haul equipwent
replacement prograu complete sucu as United and uastern. Anotiier airline,
Nortuwest, will have its postwar short-haul egg;gg t in service, but no long-haul
equipment. Only American has both, and meny of thne airlines will not have either
long-haul or short~haul eguipment or tie wmoney necessary to yprocure it or, based
upon present industry earning conditions, a chance to raise tne money in the
markete No wonder they are jealous.

American'!s second greatest vulnerability in tie next two or three years
lies in new routes which may be granted suci as the Pan American domestic tureat,
and tine certification of the so-called freight carriers, trafiic coalitions

against American, ‘and in & potential busineus recession diminishing the total
of air travel. :

American Airlines will wituin e next twelve wonths have the following
advantages und uisadvantages. The advantages are tue trenu toward a standardized
flzet und a long-range plawning approach toward stabilized scuedules with a
rising experience level in personnel and siuoula within tue next year get over
tue mecuanical expense huup incident to new eyuipment. All of tnese points
siould bring down the break-even load factor frou & 1946 nign of 82%¢ to un
anticipated 1949 level below 60% (June of 1948 was 58%, but tuc winter montus
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run higher) wiich compares [avorably with the 1940 annuul bresk-even load
factor of 56% with the substantially higuer wail pay in existence at tust
time.

Otuer improvewents siioula comz from better asirway facilities wiich
will permit us to complete a aigher percentuge of cchedules, proviuing a more
reliable service wiiich shoulu temd to increase our puascenger and freight
volune. ilany wirport facilities are alsc currently being iwproved which
shonld give us better operating louds at certain points. ‘

On tne otiner hand, American Airlines is faced with the following
unfavorable factors: Continuuation of tue transportation excise tax mekes
our passenger fares seeu tonut wucih bhigner to the customer, rising lubor and
material costs show no signs of stopping, lebor uncertainty nas tended to
increase in our industry and the reduced passenger-miles of the industry as
a whole this year inuicates resistence to fare increases. Ve are also faced
with a generally rising level of airport charges anoa increased regulutions
wiich tend to make our operation more expensive and probably most important
of all tue biggest tuxation threat we face is the additional airport gasoline
taxes on whicu you . entlemen can helpe.

It will be tue ambition of American Airlines kanageuwent to sell all
tiie business possible and to control costs to the best of its ability.



I
No. of

dear Carrjers
1928 3
1929 34
1930 38
1931 35
1932 29
1933 21
1934 22
1935 23
1936 21
1937 17
1938 18
1939 17
1940 16
1941 17
2942 16
1943 16
1944 16
1945 20
1946 16
1947 16

 DOMESTIC AIR TRANSPORT OPERATIONE, INDUSTRY

II

Averasge Daily Passengers
¥ileage Flom

28

61

88
117
125
134
112
152
175
181
191
226

298
364
302
28,
389
273
834
862

TABLE #1

1928-1947 1
III Iv
No., of
Passenger Miles
Carried(l) Flown (2)
0t 1 ‘s
48
160
375 84,015
470 106,442
414 127,039
493 173,492
462 187,859
663 279,376
911 388,242
959 407,296
1,177 476,402
1,717 677,673
2,728 1,041,174
3 ,769 1 ,369’ 584
3,349 1,398’042
3,352 1,606,119
7,671 3,362,456
11,890 5,903,111
12,353 6,069,175

v

Gross

Receipts(3)
Qv

§ 24,090
25,020
25,290
15,620

" 27,230
34,330
36,430

42y 845

55,948
76,864
97,311
108,148
122,886
160,747
214,743
311,500
356,093

VI

Net Profit

or Loss
]

$ "'3’744
~1,279
-1,673
2,764
2,783
3,633
14,743
13,216
18,781
17,041
‘6’020
"'20’606

(1) Passengers carried from years 1928 to 1934 include revenue end non-revenue, the re-

mainder ere revenue passengers only. All figurés 1928-1942 are dupliceted.

(2) ¢came as Note (1).

(3) Source of years 1931-1947, ATA 7th edition of "Little Known Facts®; from 1938 on,
racords of CAB. :

Note: Years 1946 snd 1947 include trunk line operators omly.

Sources:

Cols. I, II, III and IV through 1942 ®Progress of Civil Aviation in the United

States,® CAA end CAB.

Col. V through 1947, ATA ®Little Known Facts,® Tth edition; 1938 to date, CAB

records.

Col. VI, CAB records, years 1943-1947; 1939-42, ATA beslance sheet dats; yesrs
1935 through 1939, table prepared by the Pennsylvenia Reilroad.



1939-1947
3 2 2 " g 5
Net Wowrth Net Worth Avg. Mail Pay Avg. Mail Pey
No. of (Industry) (4A4) Per Ton-Mile Per Ton-lile

Year Carriers (31,000's) {1,000's) {Incustry) (As)

1939 17 $ 32,236 § 4,541 §2.15 §1.86
L 51,107 11,370 1.99 1.73
1941 17 61,714 15,308 1.73 1.45
1942 16 77,391 18,085 1.1 72
1943 16 99,171 20,203 67 .60
1944 16 129,281 23,168 .63 .60
1945 20 146,460 26,143 .52 45
1946 16 180,906 65,009 +60 o45
1947 16 178,872 59,147 7 45

TABLE #2

COMPARISON OF NET WORTH ANL AIR KALL PAYMENTS PER TON-MILE

AIR TRANSPOET INDUSTRY ANLI AMERICAN AIRLINES

Source: Col. 1 - CAB; Col 2, years 1939 end 1940, ATA ®"Comperative Com-
bined Balance Sheets,® years 1941 through 1947, CAB ¥Comparative
Statement of Balance Sheet Data”; Col. 3, AL annuel reports.



TABLE #3

PER CENT INCREASE IN ROUTE MILS CERTIFICATED, 1938-1947
ALL DOMESTIC AIRLINES

Grandfather 1947 % Change
Carrier liileage Milesge v
Aa (1) - . 6633 - 9005 35.8
BNF 2368 3445 4545
c&S - 920 2876 2lz.6
CAL 324 1i30 2488
CAL 624 2918 307.6
DAL 209% - 3745 243.3
EAL 4831 : 7763 60.7
INL R kL 1814 60.2
MCA . 2333 , 3415 206.8
NAL 897 2632 193.4.
NEA 648 . 2043 2153
NWA 2320 - 4941 113.0
PCA i 1762 4710 167.3
WA 5269 TLhd, 35.6
UAL 4919 8293 68,6

WAL 1236 3103 151.1

Source: ﬁashington office.
(1) Does not include FAM 26.

Notes 1947 mileages are less in some cases than in 1946
because of certain route consolidations.



TABLE #4

AIR MAIL PAYMENTS PER TON MILE - TRUNK LINE CARRIERS
FIRST QUAKTER, 1948

Carrier

American
Braniff
Capital
C.&8
Colonial
Continental
Lelta
Fastern
Inlend

‘MCA
Netionsl
Northesast
Northwest
Tw,

United
Western
Feeders (8)

Mail

Ton-lliles

1,441,164
223,066
192,467

98,523
19,260
39,429
244,351
1,012,587

26,584

51,652
12,950
526,681
2,559,257
1,821,104
98,307
47,752

Mail Pey
$& 657,149

133,833
V24, T84
195,319
176,808
338,325
146,816
687,393%%
143,896
235,993

955 324

161,069
- 376,532
1,575,094
1,147,529
167,269

#*American has filed for & higher rate.

##Estimeted.

Kate Per
Ton-Mile

& O.456%
0.574
7T
1.98
9.18
8.58
0.601
0.679%#
541
3.85

12.43
0.714
0.614
0.630
1.70



1“‘»3";1&1-1 .
s':.rr-!-d uﬁ ”?1"

AL

3 t

ABLS 2

Wii o T 4 "

\_'*gf : ﬂﬁ-ﬂ'fml‘ﬂ.t
Sl ::ls.%




sgqaodes TenUUR V¥ ‘LY6T MU} LEGT sawel ‘squsweqsis

T9EaRNES TY “0¢6T MIYY OCAT S439f €4 Ton {SpIcoer g¥) ‘YYD #f°S °N UT UOTIETAY THT jO mmmpwoum.
#=0ChT ‘AT *TOD fosz) oTqSowo] UIdTIOWY U UT Y¥ JO JTRysg U0 paeog oy} 03 JOTIY ‘1IT ‘I °1I °Ton teouanes

*pajeoTTdnp 818 mq:wwma saand1y 1TV °4fuo
gortu~-19sd snusAsl 812 JJPUTBWAL SY) ‘eNUsA8I~UOU DU INUSALI IPNTIUT 7€6T 03 26T sawel woaj seyfw~a8sd (2)
*91Jjeay aefuessad ouryrare sepniour (1)

GYET GYE1 . WYL Ltz 8€7°1 690°%9 £ Lz oo7¢8t 007¢L9 LT6T
T°fT 9°21 9°€1 2°72 80€°T - €06°¢ 0°62 00846 000°68 %61
TLT L*YT  €°%l- B tE 108 ZoE'¢ 0°92 00€ ‘o¢ ; 009°91T - §r6T
I"6T &°VT 9'IT L'52 2L ogz'z 7oz 00062 000%6TT Y761
A 7 Ao R T4 4 009°1 9°€2 00£ ‘92 009°T1T EY6T
L°0Z YT 9°GT 8°8¢ 2oy 86€°T 9°LZ - oogfét 006°69 276t
g8°6T e°71 ¥°6T 6°62 607 OLE‘T 92 009°0T 00L 6E 76T
£°12 6°7T 2°6T 6°62 Z1€ T70°t 0°LZ 00£°‘R 006°0¢F oY6T
6°T2 L°7T 2°%T 9°0¢ LoZ 8L9 o8 00z‘s 006°82 - 6E6T
g°Z2 26T 6°YT 9°62 71 LY €°82 008°%4 009°¢L2Z QE6T
6°€Z 7°91 1°7T Z°0¢ €21 Lo7 9°LZ 00$°8 0c0* 1€ LE6T
£°12 L6 LTI 6742 10T 88¢ 0°g2 0084 008°L2 9€6T
2°1E 0°22 VA et 69 6L2 9°62 009 ‘9 00zt2z GE6T
£°6€ 6°91 19 881 9 62 00¢£°g 00112 YE6T
reet - 2€ LT £°82 00£°%6 DOQamM CEET

2° LT 22 12T 8°82 00€°5 0748t Z€6T

9° 11 21 90T L°TE 00Z°L :0ha4e TELT

9°871 9T 78 g£ove 007%4 00£°L2 06T

T°4E 006 1T 000° 1€ 6261

£°9E 00€°TT . 001'tE 8261

8°¢€¢ 000°TT 006°2¢ o BEBT

g°2z¢ 006°0T 008°€¢ 96T

8°1¢ 00LS0T 009°¢cE Gz6T

8°1€ 009°0T 00€¢cE KA

9°0¢ OQQMOH aocHQm MNMW

G° 1€ 000°0T 008°1¢ 4y

VD T 9EL 94 VY TSUSTITEN) [SUSTITIN) 1930 Jo {SUGTLILIN) {SUSTTLLN) EEYY

_  SSTTR~a3sg (%) umorg 98®w1) 35T (1)seTTN-a8sd geTIN-2ded
A UROT SeuTTITY seTTn-a934 % 898T) 35T Zpy=-sng
S8TTN~I3sd SUTTITY JO % wgo TIoWy SUTTITY ~TTeY 1830%
IA A AX TIX II ;3

TV0 ‘Yul IVE ‘VY X9 NMOTI STTIN-HIONASSYL ANITHIV DIISHWOT 40 IMNHD HMdd ANV
STTTA-HIHONTSIVS ALIDYATINT IHTMMVD NOWNOD SS¥I0 JIST ANV TYIOL J0 NOSIUVAACD

9# ATAYL



TABLE #7

SURPLUS - U. S. DOMESTIC AIRLINES
15T QUARTER OF 1948

~.Larrier

Americen
Braniff
Capital
C&¢S
Colonial
Continental
Delta
Fastern
Inlend
Mid-Continend
Nationsl
Northeast
Northwest
TWA

United
Western

Surplus

§ 9,073,850
2,896,268
-2,489,987
1,899,041
1,520,763
1,357,085
3,419,022
22,094,581
79,791
1,088,870
b1, 442
”4899370
2,283,961
-12,053,839
“‘338 )832
3,241,186

Sources American Avietion Daily.



