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American Export Airlines, Inc., is authorized to engage in foreign
air transportation of persons, property, and mail, for a period
of' 7 years from the effective date of the certificate issued
herein, between the co-terminal points Chicago, Ill,, Detroit,
Mich,, Washington, D, C.,, Philadelphia, Pa,, New York, N, Y,,
and Boston, Mass,, intermediate points in the following route
areas: Newfoundland; Labrador; Greenland; Iceland; Shannon
Airport, Eire, or other airport serving the Shannon Estuary;
United Kingdom, including Northern Ireland; Netherlands; Denmark;
Norway; Sweden; Finland; Estonia; Latvia; Lithuania; that portion
of Germany which lies north of the 50th parallel; and Poland; and
the intermediate point Leningrad, U,S.S.R.,, and the terminal point
Moscow, U,S.S.R,

The amended certificate of public¢ convenience and necessity issued
to Pan American Airways, Inc., in Docket No, 713 is further
amended (a) so that Part I will authorize Pan American Air-
ways, Inc., to engage in foreign air transportation of
persons, property, and mail to Chicago, I1ll,, Detroit, Mich,,
Washington, D, C,, Philadelphia, Pa,, New York, N, Y,, and
Boston, Mass,, as co~terminals in the United States (author-
ization to all co-terminals other than New York, N, Y,, to
expire 7 years from the effective date thereof, as amended);
to serve Barcelona, Spain, as an intermediate point between
the terminal point Marseille, France, and the intermediate
point Lisbon, Portugal, for a period of 7 years after the

1/ This proceeding also includes Dockets Nos, 238, 996, 1005,
1172, 1376, 1493, 1505, 1506, 1517, 1538, 1598, 1599, and 1600,



effective date of the amended certificate; (b) so that
Part II of the amended certificate will authorize Pan
American Airways, Inc., to engage in foreign air transporta-
tion of persons, property, and mail between the terminal
point London, England; intermediate points within the fol-:
lowing route areas: Belgium; that portion of Germany which
lies south of the 50th parallel; Czechoslovakia; Austria;
Hungary; Yugoslavia; Rumania; Bulgaria; Turkey; Lebanon;
Iraq; Iran; and Afghanistan; and the intermediate and
terminal points within that portion of India which lies
north of the 20th parallel; Part II of such certificate to
cease to be effective 7 years from the effective date
thereof.

Transcontinental & ‘estern Air, Inc., is authorized to engage
in foreign air transportation of persons, property, and
mail for a period of 7 years from the effective date of the
certificate issued herein between the (1) co-terminal points
Chicago, Ill., Detroit, Mich., Washington, D. C., Philadelphia,
Pa., New York, N. Y., and Boston, Mass.; intermediate points
in the following route areas; Newfoundland; Eire; France, exX-
cept larseille, Switzerland; Italy; Greece; Egypt; Palestine;
Trans-Jordan; Iraq; Saudi Arabia; Yemen; and Oman; and inter-
mediate and terminal points within Ceylon and that gortion of
India which lies south of the 20th parallel; and (2) between
the same U. S. co-terminal points and intermediate points
within the following route areas: Newfoundlandj; Portugal,
and (a) beyond Portugal, the intermediate points within
Spain, except Barcelona, and Italy; and (b) beyond Portugal,
the intermediate points within the following route areas:
Algeria; Tunisia; Libya; and Egypt. : -

Applications of Northeasthirliﬁes, Inc., Docket No. 855; Am?rican
Airlines, Inc., Docket No, 996;“Pennsylvania-antral'Airllnes
Corporation, Dockets Nos. 1005 and 1599; U. S. Midnight.sun
Air Line, Inc.,, Docket No., 1376; Trans-Oceamic ‘Air Lines,

Inc.., Docket No, 1493; Moore-McCormack Lines, Inc., Docket
No. 1517; National Airlines,: Inc., Docket No. 1538; U. Ne
Airships, Inc., Docket No. 1600; and of American Export Alr-
. lines, Inc., Dockets Nos. 238 and 1172, excépt as herein
granted; of Pan American Airways, Inc., Dockets Nos. 1505
#rd 1506, except as herein granted, .and of Transcontinental



& Western Air, Inc., Docket No. 1508, except as herein granted,
are denied,
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OPINION

BY THE BOARD:

This proceeding involves establishment of the post-war air service
pattern for United States air carriers across the North Atlantic between
the United States and Zurope, extending through the Middle East to India,
Applications considered in this proceeding were filed by Northeast Air-
lines, Inc. (Northeast), American Export Airlines, Inc, (Export), American
Airlines, Inc. (Amerlcan), Pennsylvania-Central Airlines Corporation (PCA),

ranscontinental & Western Air, Inc, (TWA), U. S, Midnight Sun Air Line,
Inc, (Midnight Sun), Trans-Oceanic Air Lines, Inc, (Trans-Oceanic), Pan
American Airways, Inc, (Pan American), Moore-McCormack Lines, Inc, (Moore-
mack), National Airlines, Inc, (National), and U, N, Airships, Inc, A
complete description of the applications is set forth in appendix No, 1,
Leave to intervene was granted to United Air Lines, Inc., Eastern Air
Lines, Inc¢,, United States Lines Co., Department of Justice, Port of New
York Authority, city of Philadelphia, Commonwealth of Massachusetts,
Boston Port Authority, city of Boston, Baltimore Aviation Commission,
Miami Port Authority, the city of Norfolk, and the Maritime Commission.

Copies of the applications, tegether with amendments thereto, were
transmitted to the President of the United States in accordance with the
requiremen*. of section 801 of the Civil Aeronautics Act, After due
notice to the public and all interested parties, a public hearing in
accordance with the provisions of the Act was held before Examiners
Thomas L, Wrenn and Ferdinand D, Moran, During the course of the hearing,
U, N, Airships, Inc,, stated that it would not present evidence in sup-
port of ite application and requested permission to withdraw without
prejudice to its position in future proceedings, The report of the
examiners was duly filed and served upon all parties, Exceptions and
briefs in support thereof have been filed and oral argument has been heard
by the Board.. ; :

The applications in this proceeding were filed pursuant to section 401
of the Act, which provides. that the Board shall issue a certificate of
public convenlenge and necessity av thorlvlnp the whole or any part of

the transportation covered by the application if it finds that the appll-
cant is fit, willing, and able to perform such transportation properly and
to conform to the provisions of the Act and to the rules, regulations, and
requirements of the Board promulgated thersunder, and that such transporta-
tion is required by the public convenience and necessity, Section 801
provides that the issuance or amendment of certificates authorizing air
carriers to engage in overseas or foreign air transportation shall be sub-
ject to the approval of the President and that the decisions of the Board
shall be submitted to the President before publication thercof,
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GENERAL CONSIDERATIONS

This proceeding is of unusual importance, It is the first proceeding
involving applications for intercontinental routes since the outbreak of
the present world war. Many things have happened in the field of aviation
during the war to establish a marked contrast between the pre-war period
and the period which is to follow. Technologically, the aeronautics art
has besen greatly stimulated, and its advance has been almost unbelievably
rapid. The aircraft manufacturing industry has expanded froma relatively
small stature to a leading position among American industries. Our Air
Transport Command and Naval Air Transport Service have been operating to
all of the theatres of war in every sector of the globe. In addition to
the fact that these services have been very largely staffed by executives
of the international and domestic airlines, certain of our commercial air-
lines have engaged in transnortation operations over the ocean to distant
parts of the world under contract for the armed services, The great reduc—
tion in the time required to'deliver mail, critical ﬂaterials, and personnel
tc and from distant lands has caused a reorlent tion in the think'ng of
the entire world, Air transportation has been accepted by millions of
people who were previously unaware of its significance or its utility,

This fact unquestionably has accelerated the general use of this new form
of transportation by many years,

The extent to which this development will proceed in terms of business
volume cannot be estimated with accuracy. We may confidently look forward
to the sound development of a sharply expanded foreign air transportation
system though precise predictions as to the future volume of traffic cannot
be made, We have no intention of encowraging a waste of public money or
private investments. On the other hand, we do not believe that we should
take an ultraconservative or overcautious course in dealing with the future
of this industry. ™’e believe that our country and the world as a whole will
benefit immensely by the widespread, rapid growth of international air
transportation. Our action in this proceeding is motivated by that basic
expectation and is not dwarfed by concern over minor questions which cannot
now be resolved.

The pattern of United States air transportation across the North Atlantic
involved in the present proceeding must, in accordance with the Civil
Aeronautics Act, be one best adapted to the present and future needs of the
foreign and domPSth commerce of the United States, of the Postal Service,
and of the national defense. This pattern must not be limited by the
prospects of the immediate future but must reflect the long-range future
for air service. "’hile it is true that additional service can be authorized
in the future, we believe that we should now proceed as vigorously and as
promptly as possible in the development of this comparatively new means of
trade and travel,



Pan American, the only United States air carrier with a permanent
certificate to conduct international air transportation service across
the North Atlantic, emphasizes the point that the unsettled state of
world affairs makes it impracticable to reach a sound conclusion re-
specting an international air route pattern in the North Atlantic area.
In support of this contention it has referred to the absence of agree-
ments with respect to landing rights and the possibility evinced in the
course of the Chicago conference that air transportation rights in
foreign countries may be subject to various conditions. Although this
consideration is of some importance in fixing the term of the certificates,
we are of the opinion that it should not prevent us from deciding now upon
the air route pattern. While it is true that many international arrange-
ments must still be concluded, it has not been our policy to delay pro-
ceedings with respect to our own air carrier authorizations until landing
rights and other necessary aeronautical privileges are firmly in hand.
To do this might unnecessarily delay the inauguration of service. By
completing our proceedings and transmitting our decision to the President
for his approval as required by the Act we resolve the domestic problems
and make it possible for the President to grant his approval whenever
such action will be consistent with our course of dealings in foreign
affairs. In fact, it mey not be possible in all cases to conduct the
necessary international negotiations until a determination has been made
as to our proposed air service pattern and until other matters relating
thereto have been settled. Of course, it is recognized that United
States air carriers cannot operate into or through foreign countries with-
out their permission, obtained through intergovermmental agreements or
other appropriate arrangements.

Tt becomes important in the present case to define the issues which
are before us for decision. In avoiding confusion as to vwhat those issues
are it will not be inappropriate to point out at the outset that they do
not include the question whether as a matter of policy United States inter-
national air transportation shall be rendered by a single company or by a
"chosen instrument". That policy question was settled by Congress in the
Civil Aeronautics Act of 1938 when, as we pointed out in our decision of
July 12, 1940, in the American Fxport Airlines case 2/ Congress provided
that this Board in its dscisions in new route cases, bcth domestic and
international, should consider as being in the public interest and in
accordance with the public convenience and necessity "competition to the
extent necessary to assure the sound development of an air transportation
system properly adapted tc the needs of the foreign and domestic commerce
of the United States, of the Postal Service, and of the national defense."
Trat is the national policy which we are called upon in our decisions to
administer and any arguments or contentions directed to the validity of
such poliecy are properly addressed to the Congress and not to this Board.

2/ American Export Air., Trans-Atlantic Service, 2 C.A,B. 16 (1940).




Two questions are properly before-us in the present case, The first
is whether more than one United States air carrier should be authorized to
operate across the North Atlantic into the areas involved in the various
applications before us, Assuming that the first question is answered in
the affirmative, the sccond question is whether domestic air carriers
shall be conside rud as air carriers qualified by the standards of the Civil
Acronautics Act to render such proposed international services as may be
authorized here,

The need for more than one air carrier, - The first issue to which we
direct our attention involves the application of the iaw to the facts of
reccord in this proceeding, DMoré specifically stated, the question is
whether the development of a sound air transportation system properly
adapted to the national nseds as outlined in the Civil Aeronautics Act
requires that more than one air carricr Shall be certificated for the pro-
posed ‘services across the North Atlantie, In our decision in the American
Export case, supra, the same question was presented to us and we reached an
affirmative answer and issued a certificate to Aport authorizing service
to Lisborn, Portugal, on a temporary basis, The application originally
filed by Export contemplated a considerably more extended service, but the
passage of the Neutrality Act and the subséquent war developments prevented
such authorization, Later, after the United States had become involved in
the present war, an additional temporary certificate was granted to this
carrier to operate to Foynes, Eire,

Pan American- in the present case contends that we should at this time
reexamine the conclusions which we reached in the original Export case as to
the economic advisability of authorizing more than one United States air car-
rier to conduct air services across the North Atlantic, This we shall do on
the basis of the record now before us, Pan American asserts that foreign
competition, which at the time of the hearing in that case was only an in-
choate threat, has now become a certainty and can be expectsd to increase in
volume with the cessation of hostilities abroad,

Ag an indication of the scope of potential foreign operations to be ex-
pected, Pan American introduced an exhibit showing the post-war trans-
atlantic service which it assumss may be operated by various countries in
Europe and by Canada. In addition, reference was made to the fact that
since the close of the hearing herein reciprocal executive agreements had
been concluded by several countries which may result in the establishment
of additional transatlantic scrvices, Attention is also directed by Pan
American to the Chicago International Air Transport Agreement, which may
facilitate inauguration of international services between Europe and the
United Statés,

Pan Amcrican contends that if our international air transportation is
to be developed to its maximum potential, adherence to a policy of low cost
mass transportation using extremely large, high-speed aircraft will be
required,
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It asserts that such a policy is possible only if United States operations
are concentrated in one company.

Pan American submitted a plan for future transatlantic operations based
upon a theory of mass transportation at low rates. The rates which it pro-
poses for the transatlantic operations average 4 cents per mile, using
large, fast equipment. Pan American's plans envisage the use of two types
of planes, which it designated as types 9 and 10, accommodating a minimum
of 79 passengers and 119 passengers, respectively. Pan American argues that
aircraft of this capacity cannot be utilized if the available traffic is
to be divided among several United States carriers and that its goal of a
low cost service cannot be achieved unless it is the sole United States car-
rier,

Pan American's arguments, carefully analyzed, add up to the contention
that there will not be sufficient traffic across the Lorth Atlantic to
justify the operation of more than one United States air carrier. The
economic arguments which have been advanced by Pan American against the
establishment of additional United States ailr carriers across the North
Atlantic must receive very careful consideration., As heretofore pointed
out, a prognostication of thé_volume of air traffic which may be anticinated
for the post-war period cennot be measured with mathematical accuracy. Ve
believe, however, that the future will show a very substantial increase in
the volume of trade and traffic betwecn this country and European points.
In addition, such arguments must be weighed in the light of other factors
bearing upon the establishment and maintenance of a system of international
air transportation service by United States air carriers which will best
meet the national public interest.

While we are here limited in our consideration to a question of the
establishment of routes across the North Atlantic we cannot ignore the world-
wide implications of our decision., The North Atlantic trade route is admit-
tedly one of the best international traffic routes. In view of the fact
that Pan American (including for this purpose Pan American-Grace Airways,
which is 50 percent owned by Pan American) is the only air carrier holding
permanent certificates authorizing international air transportation (except
to Canada) and is presently authorized to conduct its operations into all
major parts of the world, a decision here that only one air carrier is re-
quired across the North Atlantic would in effect constitute a finding that
only one United States air carrier shoulc be authorized to engags in inter-
national air service. The basic guestion would therefore appear to be
whether the national policy of regulated competition in air commerce shall
be abandoned for a policy of monopoly in the international field.

A reduction in travel costs to the American public which Pan American
advances as an objective under its plan, of course, is earnestly desired
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by the Board. In our opinion, however, the objective can be reached most
surely through regulated competition between United States international
air carricers rather than by relying upon a world-wide monopoly. The
stimulus imparted to encrgetic management under a sound competitive system
would ensurc the establishment of a fare level for international service
which would result in maximum development of the traffic povential.

We recognize it as probable that substantial reductions in scat mile
operating costs can be made by using aircraft of grecater capacity than
are now available, The precise extent of such savings and the cxtent
to which they will continue to accrue as aircroft become indefinitely
larger are Questions upon vhich there appear to be marked differences of
opinione Very large aircraft, of course, bear a certain handicap in that
they require a sacrifice in flexibility of operation and in frequency of
schedules. As the unit size of the aircraft used incrcases, a tendency
to reduction of average load factor may ultimately be expeccteds If the
economic benefit of the use of aircraft of extremely large size should
prove to be as great as predicted by Pan American's witnesses, and if it
should prove practicable to reduce rates to as low a level as Pan American
proposed, the total volume of patronage of transatlantic service may be
expected to increase to far above the general level of traffic estimates
based on more conservative expectations of future cost reduction. The use
of aircraft of very large pay load capacity is therefore likely only in
conjunction irith a very large traffic, since the conditions that would
justify such aircraft would also assure the large patronage.

We recognize that competition from foreign air carrier scrvices will
develop on important routes. Such foreign competition, however, is not
an adequate reason for abandening the present statutory policy of this
Government. The greatest gain from compctition whether actual or potential
is the stimuius to devise and experiment with new operating techniques and
new equipment, to develop new means of acquiring and promoting business,
including the rendcering of better service to the customer and to the country,
and to afford the Govermment comparative yardsticks by which the performance
of United States operators can be measured. No matter how many foreign
competitors may be in the field their research and development will not be
fully available to our industrye. The technical advancement of aircraft that
may be stimulated by competition, together with progressive and competitive
engineering and research associated therewith, vill contribute to the peace-
time advancement and maintenance of the aircraft manufacturing industry.

We find no reason in the record to depart from the basic conclusions
stated by us in the American E:xport decision, supra. The public interest
as defined by the statute requires the operation of more than one United
States international air carrier. To restrict international air trans-—
portation to one carrier would place upon one small managerial group
responsibility for handling matters having tremencdous national importance.




=10 -

The vast extent of our future international air transportation opcrations
and their economic and political significance is of great importance. To
conclude that the public convenience and neecessity require only one company
in internaticnal air transportation would rcsult in placing that capany
in a positicn of power which might enable it to interfcre with public
pelicies unacceptable tc the managaicnt.

As in the domestic system, regulation might result in there being only
one carrier in a particular traffic area, but to carry regulation to such
an oaxtreme as to place only onc carricr in the entirc European area would
result in depriving the United States of the opportunity of attaining the
naximun development of its forcign air transportation system. No effective
substitute for healthy competition as a stimulus to progress and efficicncy
can be found in nonopoly, The stimulus tc an imasinative managencnt that
results from the compectitive efforts of business rivals to sccure patronage
and trade cannot be matched as a mctivating force for the public wclfare
cven by the private profit incentivce, for the latter might be satisfied
with moderate traffic at high rates while public welfare would require
mass transportation at lower fares and charges. The improvcements which
flow from a cenpetitive service cannot be decreed by administrative fiat, 2/
The prescnce of norc than onc United States coupany in the European arca
should provide a breader and morc intensive developmant of equipment,
facilities, and secrvices than would be achieved by one ccmpany.

It is our conclusion therefore that United Statecs participation in inter-
national air servicc in the European arca shculd not be restricted to one
company. 4in this respect we reaffirm the principle laid dom in the
Merican Export case, supra.

International opcrations by domestic carriers. - Except for the cxten-
sion of some domestic airlines into Canada and lMexico, therc has been
hcretofore a scparaticn boetween the sphere of operations of international
air carricrs and donecstic air carricrs. This separation devcloped partly
as a recsult of governmental pelicy and partly becausc international over-
ocean travel had historically terminated at ~ur shore lines. In the _present
case the Beard is celled upen to determine whether this pattern will be
fellowed or whether donestic air carricrs will be pormitted to cngage in
international servicc.

The usc of flying boats resulted in teminating transoceanic flishts
at convenient ports of cntry providing landing facilitics for such air-
craft, Technical advances in air transportation with thc incrcasec in
speed and develomnent of long-range eircraft have rcduced the opcrating
disadvantages which resulted in terminating over-occan flishts at shore

3/ Colcnial Air, ct al., Atlantic Scaboard Op., Dockct No. 445,
dccided Februvary 19, 1944.
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lines. Air transportation transcends the natural barriers of mountains
and oceans which have been a limiting factor in surface transportaticn.
Since under the Act we are directed tc recognize and preserve the in-

herent advantages of air transportation, no artificial barriers should

be erected at our borders.

The granting of certificates to qualified domestic air carrierg would
permit this country to capitelize on the experience of the domestic air-
lines not only in carrying on their domestic operations but also in their
contract operations for the Army Air Transport Command and the Naval Air
Transport Service throughout the world. The new international operations
would profit further by the utilization of experienced headquarters staffs,
and trained operations crews, skilled workers, and shops for the mainte-
nance and repair of aircraft.

In expanding our international air transport network, it is, of course,
desirable to attain maximum development of that system. We believe there-
fore that full advantage should be taken of the existing facilities of
our domestic air carriers to permit promotion and development of inter~
national air traffic at all points served by their systems.

Pan American contends that the international service should retain a
separate identity from domestic service. It points out that the several
domestic carriers seeking certificates in the instant case are authorized
to operate in the major traffic centers of the United States. It asserts
that if these carriers are permitted to extend their operations across the
North Atlantic to Europe, Pan American will be at a serious disadvantage
in competing for traffic. It also argues that if domestic air carriers
are permitted to engage in international air traffic the competitive
balance amcng the major transcontinental carriers will be seriously
affected, unless all of them are permitted to extend their operations
abroad.

The ability of a domestic carrier tc provide single-carrier service
between domestic roints served on its system and foreign points to which
it may be certificated offers a forceful sales argument. The fact that
the domestic air carriers would he in 2 rosition to develop traffic at
its source would give them a considerable advantage in competing with
a carrier restricted to ports of entry at our shore lines. Domestic air
carriers authorized to engage in internaticnal air traffic undoubtedly
would have some advantage over Pan American in this respect if Fan American
were restricted to the shore lines. This advantage, however, has been mini-
mized by our authcrization of that carrier to conduct its international
operations to major traffic centers in the United States. These¢ authoriza-
tions, coupled witn the widespread character of Pan American's operations,
and the fact that it is firmly rooted in international trade in various
parts of the world, should enable it to compete effectively with the
domestic carriers for a fair share of the available transatlantic traffic,
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We recognize that o domestic air carrier authorized to engage

in internestional air transportotion might heve some competitive ad-
vantage in the transportetion of internctional traffic over some
other domestic carrier not holding such authorizoation. However,

the evidence of record indicates that the volume of international
traffic moving over domestic lines would be relatively small a2s com-
pared with the total volume carried. In addition, while it is possi-
~ble that operation of an international rcute weuld provide 2 certain
prestige hoving some advertising or publicity value, we do not be-
lieve thet this foctor would have any important bearing upon the
movement of traffic over domestic routes. UWe arc unchle to find,
therefore, thot operation of ~n intcrpaticnal service by one or

rore of the domestic cir ccrriers would have any serious effect upon
the operction of the domestic transportaticn system.

a
i

Teighing the foregoing considerations in the light of the entire
record of this proceeding it is our conclusion that the public con-
venience end nécessity would hest be served by permitting @ domestic
air carrier to engoge in international 2ir transportation if that
service is found required by the tests of public convenience and
necessity prescribed by the #ct.

NORTH ATLLNTIC ROUTE PaTTERN

Although many transport planes each doy cross the North satlantic
in the prosecution of the war effort, permanent routes authorized
for commercial operations cre limited to those of Pan «mcrican
between New York and London end hetween New York and Lisbon, with
extensions to London ond farseillc which are subject to certain

-~

frequency limitations.  Export holds temporery certificates

authorizing service bcetwecn New York and Lisbon and between New
York and Yoynes.

Realizing the desirability of arriving at early conclusions
with respecet to internationel ~ir routcs the Beard conductcd a -
study of the problem ond on Junc 14, 1944, ennounced the intcr-
naticnal air route pgttern which it hed tentatively concluded



would be desirable for post-war operation by United States air
carriers.4/ These tentative conclusions were available in the
hearing in this case and much of the data considered in reaching
them were incorporated in the present record. Further considera-
tion in the light of facts adduced in the course of the hezring

led us to modify the tentative route pattern in certain
respects. These conclusions heve been reached after consideration
of historical traffic data, estimetes of the future for internstional
air commerce, and other pert1nen+ considerations contemplated by the
Civil Aeronautics Act. DNone of the parties to the present proceeding
disruted the need for a substantial expansion in the pre-wer.pattern.

Significance of historical datz., - The historical record of over-—
seas surface trensportation affords wvalueble background for estimating
future requirements., However, it has serious limitations. The histori-
cal overscas transportetion pattern was necessarily oriented to deep
water seaports and connecting sea lanes, 2 fact which resulted in the
cstablishment of most of the world's p”lnC]pcl international traffic
centers ot coastel points. While these traffic centers will continue
to exert grect influence on the future intercontinental pettern of
both surface and air transportation, the development of 1nturntt10nal

air transportation cen be expected to establish new traffic centers

)

é/thQe routcs insofapas they relste to the present procceding
were &s fcllou‘.

I. YVew York - & poin in Newfoundland or Labrador - a point in
Eire - London - Amsterdam 4 Berlin - Pregue - Vienna - Budapest -
Bucherest - Istanbul - Caifpo

II. VMew York — 2 poing in Newfoundland or Labrador - a point in
Eire - Peris - a poinf in S“ tzerland - Rome - fAthens - Cairo - Bosra -
Karachi - Cclcutta

ITI. VYew York - points in Newfoundland or Labrador, Greecnland
and Icelend - OUsle - Stockholm - Helsinki - Leningrad - Moscow -
Teheran - Basra

TVis Mew York - Bermuda - Agzores - Lishon :
(2) Lishon — Madrid - Marseille - Rome
(b) Lisbon - slgiers ~ Tunis - Tripoldi -
Crniro
(c) Lisbon — London
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in nonmaritime arcas on both sides of the Atlantic with consequent
major departurcs from the historical travel flow pattern.

Overseas air transportation intrcduces a time advantage not
reflected in the historical record of overscas steamship transporta—
tion. By surface carrier the transatlantic round-trip journey in-
volves minimum travel time of about 2 wecks. Historically, the
majority of travelers devoted several months to Such a trip, par-
ticularly where longer than average distances of travel were involved.
Air transportetion rcquires a much smaller portion of total trip time
to actual movement from place to place than does surface transporta-
tion. By air 2 round trip to Europe covering & week's time would
permit approximately three-fourths of the total elapsed time to he
devoted to the purposes of the journey. It seems rcasonable to assume
thet the historical surface travel figures reflect few transatlentic
round trips involving less than a month, and that most of those trips
represented cases of urgent necessity. The time advantage in air
transportetion should provide a powerful inducement to increcase
travel volume,

Transatlentic surfrce travel has been subject to extremely un-
favorable scasonal fluctuations and to marked directional unbalance.
The traditional travel flow pattern during the spring menths shows
2 great surge of passcngers from the United States to Europe, cocunter—
balanced by only a thin trickle of reciprocal travel, The.reverse
of this situstion occurs in the latg summer and early fall., Total
travel during December, January, and February averages only approxi-
mately one-half of the travel during July, August, and September.
The weight of expert testimony, with which we agree, assumes that
future transatlantic eir transportztion will not be handicapped by
such extreme sez2sonal and directicnal variations. The principal
factor relied upon tc reduce these fluctuations is the development
of very substantizl short-term business travel and winter recrea-
tional and cultural travel., . ot

Distribution of merket potential. - Important considerations
in selecticn of traffic centers to be served, both in the United
States and in transatlantic areas, are the relatlve significance
of these centers ae traffic sources and as traffic terminals or
interchenge arcase The following teble, condensed from appendix
No. 2, comparecs the relative historical importance of such United .
States areas =nd & selected number of the principal Eurcpecn
areass : 3
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Percentage distribution of travelers outbound
from United States to European-Mediterranean areas in 1938

— et e e e e e e e e e b e im v e ey e e e ew W ww epe e e ewn e e wem Sem e e e

; Passenger departures
i : : By area of
Area of residence and : By area of : origination-
originatior—destination |  residence _: _destination
Percent . Percent 1/
United States areas (aggregate)— f 78,57 - 50,00
New England — . .45 z 6,01
Middle Atlantic =———————————e—— : 39.22 : 24e96
South Atlantic : Re24, : 1e3
North Central : 18,63 g 11.86
South Central : 1.83 : 1,16
Northwe stern ¢ 1.30 , 0,82
Southwestern : 5.90 : 3476
Transetlantic arcas (aggregate)— é 21,43 £ 50,00
British Isles : 9.98 : 14e34,
Belgium —— . 0.28 : 1.95
Netherlands : C.77 : 2462
Scandinavian countries —————r % 1.69 p 3.88
Germany : 459 : 6.90
France - f 152 : 6.32
Switzerland A ? Qs 4l £ 2,78
Ttaly — : 0.57 : 2e08
A1Yl other (18 countries) 3 1.62 : 7459
Total PR " 550 et Boby00

1/ Trensatlantic area percentages are in proportion to the
relative number of visits made by United States resident
travelers to the several countries,

As previously indicated, the full development of transatlantic
air transportation will effect a substantial change in the distri-—
bution pattern of transatlantic travel flow, This should tend to
increase the relative inportance of interior areas as market sources
and travel terminazls both in the United States and in Europe.

There seems no reason to conclude, however, that development..of
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air transportation will affect the relative importance of the total
United States mariket as compared with the total transatlantic market.
United States residents contributed 78,57 percent of all travel out-
bound from the United States to European-Mediterranean areas in 1938
as against contributions by foreign residents of 21.43 percent. The
United States contribution to aggregate outbound and inbound travel
during this year was 80 percent as contrasted to a 20-percent recip-
rocal contribution. The contribution of United States residents to
total transatlantic travel has averaged approximately 83 percent
during the 20 years from 1919 to 1938 inclusive. 2/ In combination
with the inherent historical and cultural interest which the older
countries have for United States residents the relatively great
total and per capita wealth of the United States should serve to
continue this relationship into the indefinite future,

The New England, Middle Atlantic, and North Centrel areas of the
United Stetes as the greatest source of traffic are not only in the
best position to sustain service but should be served by the trans—
atlantic United States routes, The British Isles represent an
historical reciprocal market approximately equal only to the New
England area market; and both of these markets are substantially
smaller than either the Middle Atlantic or the North Central markets,

Approximately 85 percent of the United States resident overse:s
travelers reside in the New England, Middle Atlantic, and North
Central areas of the countrye Multiple coverage of these areas by
the several United States flag transatlantic routes designated here
and the extension of these routes, each to a separate group of over—
seas destinations in a manner to cover all important transatlantic
areas, will furnish direct, through United States route transporte—
tion for nearly all United States resident travelers.

The record does not show that the volume and nature of market
potentials represented by the great majority of foreign traffic
centers here involved warrant dlrect service by more than a single
United States flag route. The more important of these centers are
included in a relatively small geographical area normally connected
by extensive surface and air transport facilities., Furthecr, trans—
atlantic carriers of foreign nationality may be expected to share
the traffic between these coenters and the United States,

Travel purposes. -~ A most lmportant influence upon the anticipated
development of transatlantic air transportation concerns the adapt-
ebility of air transportation to the purposes of travel.  According
to cstimates based on surveys conducted by the Passport Division of

5/ Appendix No. 3.



the Department of State, 47 percent of total overseas travel by
United States citizens during the 4-year period from 1935 to 1938,
inclusive, was for the purpose of recreation, and approximately 35
percent for family affairs and personal business. Other purposes
of travel, representing 1€ percent of the travelers, were reported
in the following percentages:

Percent

Educetional ~—————v —————— - 4.9
Commercial business ————=———== 4.0
Professional business ——————— 2.2
Employment - il
Missionary 1.5
Official business ————e———= —— 1.1
Uoﬁlth SR s DR

i ntific = —— 0.7

iscellaneous —=—=——-- {(Less than 0.05 percent)

It seems reasoneble to anticipate that the speed, frequency, regu-
larity, 2nd year-around comfort of air service will encourage sub-
stential growth in nearly all of:the foregoing categorics of over-
seas travel. These advanteges will alsc tend to equalize the marked
seasonal variations and directional unbalance which have characterized
historical trensatlentic surface travel.

It is the nonrecreational travel categories, however, which are
most generally regorded as offering the greatest promise for cxpan-
sion. Purpose-of-travel surveys conducted by domestic carriers
prior to the war indicate that nonrecreational air travel ranges
from 75 to 85 percent of total travel. The ultimate effect of the
development of transatlantic overseas air transportation upon non-
recreational travel categories can only be conjectured. However,
it seems probhable that growth in these categories will be great
compared to the growth of recreational trcvel, and that this
travel will be well balanced both seasonally and directionally.

It will be possible to accomplish journeys by oir bhetween principal
traffic ccn+e”% of the United States end Europe in 24 hours or less
.with a high degree of comfort and safety at any time which may suit
the convenience of the traveler. Even travel between the eastern

and western extremitics of the service pattern here designated will
ultimately require less time by air than is required by rail travel
from Chicago, Ill., to the West Coast.

s
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It is 51gn ificant that 35 percent of transatlantic travel by United
States residents was for i urposes of family affairs and personal busi-

1935 to 1938, inclusive, During this period
p”SS“OTtS igs sd to na ur< ized United States citizens constituted
36 percent of passports issued to all United States residents. There
appears also to be a close relationship between the distribution by
nationality of Tnlu<a States residents of foreign and mixed parentage
and the distribution by nationality of foreign visitors to t nis
country. This circumstance and the identification of family affairs
and personhal business as purposes of travel by foreign-born citizens
of the United States leads to the conlusion that air transportation
ay be expected to increase travel between the United States and
ior eign areas reclated by ties of family and nationality

U)

ness during the 4 ycars

f‘/'

‘r«

Passenger and mail traffic. - Surface travel eastbound from the
United States to the European-Mediterranecan arcas in 1938 comprised
approximatecly 258,000 passengers of all classes, of which approximately
63,000 occupied first and cabin-class Qcccmmodatlons. During the same
period outbound first-class mail totaled approximately 2,517,000 pounds.
Reciprocal inbound movement of passcngers approximately equaled the out-
bound movement, and inbound mail is estimated to have been approximately
80 pcrcent of the outbound mails. In terms of aggregate daily traffic
movement in both dircctions this rcprescented an average of approximate—
ly 1,400 passcngers, of which 350 were first and cabin-class passcngers,
and 14,000 pounds of mail. Transatlantic passenger volume during 1038
was 20 percent below the lb-year average from 1923 to 1938, inclusive
Mail volume was approximately 11 percent below the lé-year average
for this period.

Applicants' cstimates of aggregate airmail traffic outbound from
the United States to European-Mediterranean arcas, received in the
record in this proceceding, range from approximately 2,000,000 pounds
to approximatcly 2,700,000 pounds per year. Estimates of total east—
bound and westbound air travel ranged from 194,000 to 550,000 passengers
annually. Future periods of time indicated for the realization of these
estimates range from the third or fourth post-war year to the. tenth
. post-war year. In instances vhere the estimated traffic was distributed
scasonally and dircctionally, distributions werc made upon assumptions
of favorable scasonal and dircctional characteristics.t/

Express and freight. — Data covering the historical movement of
transatlantic cargo are wholly inadequate as a basis for projecting
future transatls

o

ntic air cargo volume. Historically, only a few

- e & 1

é/ For reference purposcs see appendix No. 4 which shows the
historical scasonal and directional indexes and the results of apply-
ing these indexces to an assumed annual flow of 100,000 transatlantic
travelers in each direction.
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hundred tons of seaborne freight moved annually over the North Atlantic
at rates which fall within the probable future range of air trans-
port rates. This circumstance cannot be regarded as indicative of
future transatlantic commercial air cargo service possibilities,
Transatlantic air cargo service, even on a 'when space is available"
basis, would involve only a fraction of the transport time by the

most expedited surface handling, The offering of such service to

the international shipper should develop a large volume of premium
rate cargo.

Estimates of probable express, freight, and other cargo volume
by applicant carriers ranged from 5 to 15 percent of their estimated
total payloads. One applicant indicated the belief that approximately
half of this business would be on a deferred, or 'when space is avail--
able", basis. Transatlantic air transportation, involving, as it does,
transit distances ranging from 3,500 to 10,000 miles, would appear to
offer exceptional opportunity for development of the deferred-acceptance
type of business. The carriers shculd find it financially adventageous
to handle this traffic at much lower rates than their regular express
rates in order to secure income from capacity which might otherwise
remain unused. A degree of directional traffic unbalance, of course,
is inevitable., It is typical of all scheduled transportation that
loads vary from schedule to schedule and from day to day. :

We share the conclusion, implicit in the estimates of applicant
carriers, that passenger traffic in general will constitute the
principal source of commercial revenue for the transatlantic air
carriers during the first post-war decade. Estimates of the carriers
with respect to the proportion of cargo to total loads appear to have
been largely influenced by historical experience on the domestic and
Latin American trunk lines.

Revenues and costs. — Revenue and cost estimates introduced in
the record bv the several applicants represent a variety of statistical
approaches and assumptions, Some related assumed traffic volumes to
costs predicated on the use of existing types of aircraft and from
this base constructed rates of charge per traffic unit., Others rely
heavily upon the low peyload cost forecast for certain large capacity
transport nircraft, which they indicate will become available after
the war, to establish rates of charge per traffic unit relatively much
lower than could be predicated on existing types of equipment. These
low rates in combinntion with background traffic data are used to
forecast substantially heavier traffic volume than could be reasonably
predicated on the use of smaller equipment involving relatively higher
costs per traffic unit,
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The types of aircraft used as a basis for the several revenue and
cost estimates vary widely in gross tonnage, flight radius, operating
cost characteristics, and passenger capacity. Estimates of passenger
capecity range from rated daytime capacities of 40 to 50 persons for
currently operated aircraft types to well over 10C persons for types
in process of development. In general, plane-mile revenue 2nd cost
estimates vary upward in proportion to the size of aircraft selected
and ton-mile traffic revenues and costs vary in an inverse ratio to
plane-mile costs and revenues.

Estimates of plane-mile revenues range from approximately $1.20
per mile to approximately $3.25 per mile. Corresponding plane-mile
cost estimates range from approximately $1.20 to approximately $2.65.
Traffic ton-mile revenue estimates range inversely to plane revenues
and costs from approximately 68 cents per ton mile for the smaller
planes to 38 cents per ton mile for the larger planes. BEach of the
epplicants contends that the service which it proposes can be con-
ducted without Government subsidy, and in general the total csti-
mated revenues include mail revenue estimates on the basis of the
carriage of varying amounts of United Stotes majl at a rote of
0.5 mill per pound milc,

It is not possible at this time to foresece the final effect
which the currently changing and momentous world events will have
upon the volume and distribution of air traffic between the United
States and transatlantic areas., Further, new route traffic pre-
dictions are from their nature necessarily subject to errors even
when mede upon & steble, economic and political background and with
ample analogous experience upon which'to drawe Therefore, while
we give thoughtful consideration to all estimates of record we
cannot place great reliance unon detailed station-to-station fore-
casts of future traffic to be exchanged between the United States
and transatlantic areas, identificc as to specific periods of
timec either by year or by a number of years which have clapsed
after the close of the war. Much less can we accept, without
strong res: rvations, estimates of revenues and costs predicated
uron such forecasts since they are subject to their own added

1 2 % . ,
speculative hazards.
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Conclusion. as te rcutes., — As we have heretefore noted, the record
showrs that it is not possible at this tinc to predict the veolume of
traffic- to Furopes the rclative impertance of the traffic genorating
arcas of Buropc; the precise pattcrn of opcrating rights through tho
countrics of Europ s 1mo?uu1nv the duration and cxtent of such rights;
or the whole coursc of intcrnaticnal relations which nay affcct the
futurc of international air transportation in this part of the world,
These considerations demand that the plan of opcratiens by United States
carricrs should beo subjcect to review and to changes which may be dictated
by the shifting of the nany clements involved., This conclusicn requircs
in turn that the certificates issued in this proceeding should not be of
a fixed and inflexible nature but should be of such character as to por-
nit necessary rcevisions .and at the sanme time provide a framework which
will allow a proper develemment of American international air transporta-—
tion to Eurcpe. These censiderations and the data of rccord lcad us to
the conclusicn that the certificates should be limited to a period of
7 years from *buzr effoctive date. This peried of time should allow for
the needed developricnt without 071w1nft1ng the desired flexibility.

Although nost of the applicants in this procecding have recqucsted
permancnt certificates, the time limitabion which we have concluded as
desirable in ohn certificates to be issued herein is authorized by the
provisions of the Civil Acrcnautics Act. ¥We have previocusly indicated
the application c” the Act to the issuance of certificates of public
convenicnee and nceessity in cases involving intematical air trans-—
portation wherce considerations of national intercst require that the
issuance of such ccrtificate be limited to a terminablc pericd of time. 77/

On that point we have declared:

"In view of the cnormous importance of air transportation
in future:intcrnational relations, whatcever general rccon-
sideration of basic internaticnal aviation policy which this
Government may be called upon to undertake in the immediate
post—wrar poricd should not be hampered by a decision of the Board
granting an wnlinited authorization in this procceding. This is
especially desirable in view of the fact that all other certifi-
cates invelving foreign air transportation issucd by the Beard
crergency have been granted on a terninable basis
jrcf t¢ reconsidcration in the pest-war period. T

e’
rcefere a cortificate of convenicnce and nccessity in
1"to a pcriod of 3 years from the cffective date of

7/ Pan Am. Airways ot al., Now Crlcons-Guatemala, 4 C.A.B, 161
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The considerations which led to the issuance of a tomporary certificate to
Pan American in that case are amplified manyfold in the present procesding
and they are clearly distinguishable from the considerations applicable
to those domestic casscs in which we have indicated a different application
of the Act.'g/ The demands of public interest for the issuance of certifi-
cates in foreign® dir tr nsportation limited in terms of their duration are
so impelling that they cannot be ignored, In scction 401 of the Act Congress
recognized the problems inhercnt in the certification of routes for inter-
national air transportation by permitting & wide flexibility in the desig-
nation of such routes, Further, international certificates unlike domestic
cortifi*ntaa are subjcct to the approval of the President under section 801
fi.the Act and can only bz operated after obtaining landing rights in foreign
countLLcu which are frequently of limited duration, Equal flexibility is
required in the formulation of certificates to be issued for transportation
to areas subject to rapid and ever-changing political and economic conditions
during periods when such changes are particularly accentuated, A 7-year
limitation such as we have here determined to be desirable is clearly a
reasonable condition of the certificate required by the public interest,

Our decision herein does not involve any problem of due procsss in so
far as the hearing accorded the applicants in the instant case is concerned,
The facts submittcd by all applicants were subject to cross-examination,
briefs were submitted, and oral argument was held, As the evidence sub—
mitted to support the whole (a permanent certificate) would clearly be
applicable to support a part (a temporary certificate), the full hsaring
accorded for the whole would appear to be equally sufficient for any of
its parts., This is particularly true in the instant case due to the fact
that the evidence offered and arguments advanced in support of the permanent
certificate are equally appllcablu in support of a temporary certificate,
Indeed, little ¢ffort was made to introduce evidence relating to potential
traffic, costs, foreign competition, technical progress, utC,, for any period
other t'a thu ona immediately follow1ng the present war, No new issues
upon which proof might be submitted are involved, and no new evidence is
required; our d,blu*on is merely one reflecting the weight to be given the
evidence  in support of tie lsngtb of time for which the certificats should
be authorized

T%u fOllulC~n and economic uncertainties of the future also make

fficult the designation of particular points to be served in

X & perations, The considerations which led us to conclude

that authorizations for now service in this case be limited to a term of

years apply with equal force to the points to be served, In view of the

r@pl ily changing conditions in Europe it is almeost certain that changes in
oints and types of service will be necessary after the operations are

evelope

sed new of

8/ Continental A,L,.ct al,, Texas Air Service, 4 C,A.B., 215 (1943);
Eastern a,L,, Autogiro Service, 2 C.n.,B, 54, 61 (1940),
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In the issuance of certificates to engage in foreign air transportation
the Board is not required in all cases to designate specific points without
the United States to be served. The Act recognizes and contemplates the
need in particular cases of an authorization to serve areas constituting
a general route rather than designated points composing a specific route,
Under section 401(f) of the Act, we must specify the terminal and inter—
mediate points to be served without the United States in foreign air
transportation only insofar as we '"shall deem practicable, and otherwise
shall designate only the general route or routes to be followed." 9 /

The record in the present proceedings shows this to be a proper instance
for the exercise of the statutory discretion conferred upon us. The

need for flexibility in the face of rapidly changing conditions is best

. accormodated within a service pattern defined by areas along general routes
in the foreign air transportation here involved, instead of the usual point-
to-point pattermn for domestic carriers. No exclusive rights are granted
any carrier by the area concept., Ve have also indicated the initial ser-
vice plan designating the specific points to be served by the holders of
such certificates, It is contemplated that changes in such service plan
may be initiated within the area assigned to a particular carrier upon
compliance with the provisions of the applicable economic rcgulation.

Developments subsequent to our decision in the American Export ~ase.
supra, have required a reappraisal of the future potentialitics of air
transportation. The wartime developments in transoccanic air trans-
portation, demonstrating its feasibility as a safe, rcliablc, and rapid
mode of transportation, have resulted in a substantial upward rcvision
of the traffic estimates which were decemed liberal when presented in the
original case. Increases in world trade, the necd for frequent inter-
course between the countries of Europe and this country, and the business
travel which will be involved in the rehabilitation of war-torn areas will
bring a tremcndous growth in the volume of travel and trade between this
country and the countries of Europe. Ve are further of the opinion that
closer relationships with the pcople of Soviet Russia will open up hereto-
fore undevecloped trade and travel markets and will in time result in a
substential flow of trade and travel between that nation and the United
States. '

Jl/ The pertinent part of this scction reads as follows: "A certifi-
cate issucd under this section to engazc in foreign air transportation
shall, insofar as the operation is to take place without the United States,
designate the terminal and intermediate points only insofar as the
Authority shall deem practicable, and otherwise shall designate only the
general route or routes to be followed," 5



Un the basis of a consideration of all of the facts of record includ-
ing historical data relating to flow of traffic across the North Atlantic,
future prospects for development of commerce and trade in this arsa, and
other pertinent statutory considerations we find that the public con-
venience and necessity require the establishment of service by separate
United States air carriers, These general routes which are shown on
the map which accompanies this opinion are fully described in terms of
three distinct areas as follows: (For purposes of areaidentification the
political boundaries as of January 1, 1937 are used;)

Northern route
composing the following area:

Newfoundland

Labrador

-Greenland -

Iceland

Shannon Airport or other airport
_serving the Shannon estuary.

United Kingdom, including

3 northern Irelana

Netherlands

Denmark

Norway

Sweden.

Finland

Estonia

Latvia

Lithuania

that portlon of Germany which
lies north of the 50th parallel

Poland
intermediate point Leninerad and the
terminal point Moscow in the Union
of Socialist Soviet Republics,

Central route,
composing the following area:

Belgium

‘that portion of Germany which lies south
of the 50th parallel

Czechoslovakia

Austria :

Hungary "
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Yagoslavia
Rumania
Bulgaria
Turkey
Lebanon
Irag

ran
Afghanistan

and intermediate and terminal
points within that portion of
India which lies north of the
20th parallel

Southern route
composing the following area:

Newfoundland
Eire

France, except Marseille
Switzerland
Italy

Greece

Egypt
Palestine
Trans-Jordan
Irag

Saudi Arabia
Yemen

Oman

and intermediate and terminal points within
Ceylon and that portion of India which
lies south of the 20th parallel

Portugal
and (a) beyond Portugal, intermediate
points within the following areas:

Spain, except Barcelona
Italy

and (b) beyond Portugal, intermediate points
within the following areas:

Algeria
Tunisia
Libya
Lgypt,
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Our conclusions that three general routes are required in the pub-
lic interest take account of the traffic potentialities and distances
involved in the area to be served; the probability of foreign compe-
tition and the existence of routes of Pan American to London and
Lisbon, two of the principal gateways into the European area. The
record clearly shows that foreign competition can be expected in many
of the Buropean areas which will be the source of international traf-
hiNEle s If the traffic potentialities were to be divided into more
than three areas,such areas would not offer the present opportunity
for sound growth and development which we believe to be essential.

On the other hand, the three general routes described offer that
degree of comnetition which we believe necessary to assure the sound
development of United States air transportation in that part of the
world considered here.

The pattermn set forth above would limit directly duplicating United
States air carrier competition to the major gateway points of London
and Lisbon, and would, in our opinion, form a sound basis for the
establishment and meintenance of service by separate United States
carriers, The record supports the finding that the entire route
pattern vith the exception of certain segments should develop commer—
cial trafiic of sufficient volume and character to support its opera-
tion fully and economically., This objective, of course, would not be
reached in the immediate post—rar period but can be expected only
after a development of the traffic potential. The points which will
be initially designatced for rendering service within the general route
areas above described shall be as follows and as indicated on the map
referred to hereinbefore:

Northern route

Between the co-terminal points Chicago, I1l., Detroit, lMich.,
Washington, D. C., Philadelphia, Pa., New York, N. Y., and Boston,
Mass.; a point in Newfoundland; a point in Labrador; a point in
Greenland; a point in Iceland; Foymes, Eire; Glasgow, Scotland;
London, Fngland; Amsterdam, Holland; Copenhagen, Denmark; Stavanger,-
Norwray; Stockholm, Sweden; Berlin, Germany; Warsaw, Poland; Helsinki,
Finland; Leningrad, U.S.S.R.; and the terminal point Moscow, U.S.S5.R.

Central route

Between the co-terminal “points Chicago, Ill., Detroit, Mich.,
Washington, D. C,, Philadelphia, Pa,, New York, N. Y,, and Boston,
Masse; a point in Newfoundland; the intermediate points Foynes,
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Zire; London, England; Brussels, Belgium; Prague, Czechoslovakia;
Vienna, Austria; and (a) beyond Vienna, the intermediate points
Budapest, Hungary; Bucharest, Rumania; Istanbul, Turkey; Ankara,
Turkey; Tehran, Iran; Karachi, India; and the terminal point
Calcutta, India; and (b) beyond Vienna, the intermediate points
Belgrade, Yugoslaviaj; Istanbul, Turkey; Ankara, Turkey; Beirut,
Lebanon; Baghdad, Iraq; Kerachi, India; and the terminal point
Calcutta, India,

Southern route

(1) Between the co-terminal points Chicago, Ill., Detroit, Mich.,
Washington, D, C,, Philadelphia, Pa,; New York, N, Y.; and
Boston, Mass,; a point in Newfoundliand; the intermediate
points Foynes, Hire; Paris, France; Berne, Switzerland; Rome,
Italy; Athens, Greece; Cairo, Egypt; Jerusalem, Palestine,
Basra, Iraq; Dhahran, Saudi Arabia; and the terminal point
Bombay, India,

(2) Between the co-terminal points Chicago, Ill., Detroit, Mich.,;
Washington, D, C,; Philadelphia, Pa,; New York, N, Y,; and
Boston, Mass,; a point in Newfoundland; the intermediate point
Lisbon, Portugal; and (a) beyond Lisbon, the intermediate point
ladrid, Spain; and the terminal point Rome, Italy; and (b)
beyond Lisbon, the intermediate points Algiers, Algeria; Tunis,
Tunisiaj Tripoli, Libya; Bengasi, Libya; and the terminal point
Cairo, Egypt.

As hereinbefore pointed out, changes in pattern within the framework of
the described routes would be effected by compliance with the provisions
of the Board's applicable sconomic regulation,

The extension of international operations from important traffic
centers in this country represents a desirable objective in our
international air transportation picture, Facts of record bearing
upon movement of overseas traffic leads us to conclude that Chicago,
Detroit, Boston, New York, Philadelphia, and Washington should be
desienated as co-terminal points for international services. 1In
auttiorizing service to these cities we recognize the fact that the
traflTic potentialities are as yet unproved and that the demands
for service to some cf these points may not prove sufficient to
warrant their continuous use as terminals for transatlantic flights,
Accordingly, in the event that service to one or more of these
cities in the internstional operation proves unfeasible economi-
cally or from an operational standpoint, the carrier may, under
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appropriate regulation of the Board, be relieved from the require-
ment of providing such service upon an appronriate showing to us
that the public interest would not be adversely affected,

Pan American requested the desisnation of Montreal, Canada, as
an intermediate point in lieu of its presently certificated base
at Shediac, New Brunswick. Clearly each of the international
carriers should be authorized to make fuel stops at points in
Canada and passengers on flights at such points should be afforded
stopover privileges in accordance with the existing agreement
between this country and Canada., The certificates authorized
herein will include appropriate authority. 'Te are unable to find,
however, that there is anv need for designated points in Canada
as traffic stops in the international service of United States
carriers, and there is no provision for such stops in the present
inter governmental »greements.

Other cities in' the East, including Baltimore, }Md., MNorfolk,
Va., and Miami, Fla,, urged that they be designated as terminal
points for flights across the North iAtlantic. Traffic originat-
ing at Baltimore could be conveniently served through the nearby
""ashington terminal or through Philadelphia, The record fails to
substantiate that a volume of international traffic comparable to
that developed at the points we have designated as co-terminals
would be developad at either ifiami or Ncrfolk for transportation
across the North Atlantic or that any operational advantage would
be derived from the inclusion of either point, ;

public convenience and
altimore, Norfolk, or
rvic

he
B
e

Under the circumstances we find that t
necessity do not require the designation of
Miami as terminal points for transatlantic s

]

Designation of carriers. — In the sclection of the carriers tc
perform the three services which we have found to be required by
public¢ convenience =and necessity we are confronted with a problem
of comparative public interest. /s heretofore pointed out, Pan
smerican presently holds certificates of public convenience and neces-—
sity authorizing operations between the United States and Lisbon
and between the United States and London. Both of these points
are important gateways in the international services which the
Board has found required by the public convenience and necessity
for United States air carrier operation, Until the entry of Export
into the internationsl field Pan /merican was the only United States
air carrier engaged in this type of operation on a large scale. Its
history dates back to 1927 when its first international air service
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was inaugurated between Key ‘lest, Fla., and Havana, Cuba, Since
that time it has extended its service to all major areas in the
world and its achievements in the field of international air
transportation have been noteworthy. In extending United States
air carrier operations into Hurope and Asia it is in the public
interest to utilize the experience and organization of the United
States pioneer in this field, Clearly, therefore, Pan American
should be selected as one of the United States air carriers whose
operations are to be extended to new traffic centers in the present
proceeding, '

The two remaining carriers to be selected will be operating
over the most important international trade route in the world
in competition to some extent with Pan American but more directly
with foreign flag carrisrs, It is therefore essential that the
additional United States air carriers selected be strong in organi-
zation, experience, financial position, and executive ability., If
re select carriers whose strength and ability to operate on an
economically sound basis are established, there will be greater
assurance that the objectives of the Act will be realized. The
carriers authorized to operate in this area should have established
sales organizations for the development of traffic since any new
and untried management weould be at a serious disadvantage in com-
peting with established operators.

In reaching this decision we are called upon to select the car-
riers best qualified among the applicants in this case, Such
applicants include three corporations which have not as yet engaged
in air transportation; ore which has been conducting international
air service under temporary authorization frcm the Board; three
domestic air carriers whose operations are confined to the castern
section of the United Staies; and two transcontinental domestic

carriers.

As previously pointed out, Export holds a temporary certificate
authorizing operations between Neiwr York and Lisbon., DBecause of
certain limitations Export has never conducted service over that
route, It has, however, conducted commercial service toc Foynes and
has engaged in extensive international operations under contract with
the Navy,

Five of the applicants are domestic air carriers conducting
operations within the continental limits of the United States, €ne
of them operates to lMexico and two of them operate to Canada under
certificates issued by the Board, Under Northeast's certificates,
service is authorized in the New Fngland area extending from New
York to Moncton, N, B., and ilontreal. American, the largest of
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the domestic air carriers, operates the so-called southern trans-
continental route, serving cities throughout the country with a
total metropolitan population of approximately 43,000,000, Its
operations extend to Toronto, Canada, and to Monterrey and Mexico
City under a temporary certificate, PCA's operations are conducted
in the eastern part of the United States and provide service te
New York and ‘lashington and to a number of major industrial cities.
TVWIA operates a transcontinental air service under certificates
authorizing it to serve cities with a total metropelitan population
of about 32,300,000, Nationalls operations are conducted between
New Orleans, La., and Jacksonville, Fla., between liiami and Key West,
and between Miami and New York via cities along the Atlantic cozst.

There are three applicants in this proceeding vwhich do not hold
certificates authorizing air transportation and are not presently
engaged in such transportation. IMooremack is a United States flag
steamship carrier which before the irar conducted steamship service
wnder the trade names of The American Scantic Line, thc Pacific
Republics Line, and The American Republics Line. The operations
of The American Scantic Line wrere conducted bectwgen the North
Atlantic ports and Scandineavian and Baltic ports. Mooremack's
routes were operated with the benefit of an operating differential
subsidy covered by an agreement with the United States Maritime
Comission. Since the eutbreak of the war Mooremack's vesscls have
been chartered by the Government either on a bareboat or time charter
basis, the company acting as gencral agent for the War Shipping Admin-
istration in such operations,

Likewrise, Midnight Sun and Trans-Oceanic have not cngaged in air
transport operations. Neither has an operating organization, both
having been organized for the purpose of secking a certificate
authorizing the scrvice herein sought. Midnight Sun is a New
Jerscy orgenizition founded by Thor Solberg. He has had long exper—
ience in aviation and was the first person to meke a flight from the
United States to Norway. ts vice president and chief engincer 2lso
has had extensivc expericnce in aviation both here and aobroad.  Mr,
Solberg is at present engeged in tho operation of an nirport and fly—
ing school in the State of Nevr Jerscy.  The initial investment of
$5,000,000, which Midnight Sun contcmplates would be rcquired for its
proposed operation, would be obtained through advances by Mr, Solberg
and his associatecs without public participation.

Trans—-Oceanic is a Delawarc corporation whosc officers and stock—
holders arc for the most part personncl cngaged in ferry flight
opcrations for the Royal  Air Force Transport Command., Trans—Oceonic
contemplates that 2,000,000 of a 6,000,000 rcquired capital would
be obtained through the issuance of stock to mombers of its organiza—
tion with the remainder to be raiscd through cquipment trust notes.
Its koy personncl have conducted or participatcd in numerous overseas
flights and there cen be no doubt as to the individuwal ability of its
members to engage in the actual conduct of flights over the North Atlantic.
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It is the contention of Trans-Oceanic and Midnight Sun that existing
carriers, particularly transontinental operators, should not-be permitted
to engage in interngtional air opsrations because of the adverse effect
which such operations would have upon the competitive balance existing
between the transcontinental carriers, These .applicants contend that
authorization of an independent opsrator Lo engage in transatlantic opera-
tions would best develop the national air transportation system by placing
such an operator in a position to offer impartial connecting service to
the domestic air carriers, Wnile these contentions have some merit,
other considerations of national interest outweigh them,

Neither Midnight Sun nor Trans-Oceanic has an operating organiza-
tion or managemnent experienced in the operation of air transportation
on a large scale, Thesc companies would not be in a position to
operate in the competitive North Atlantic trade route without consider-
able delay in obtaining and treining operating and traffic organizations,
and it is important that there be an early inauguration of international
air service to and from additional points in Europe, Clearly, neither
of these applicants would be in =2 position to provide such a service,
We conclude that liidnight Sun and Trans-Oceanic would not be in as good
a position to conduct international air transportation services of the
size and scops necessary to. compete effectively and to maintain a
strong position in the North Atlantic area as would other applicants
in this case,

As herctofore set out, Mooremack is a steamship company authorized
to conduct steamship operations to the countries which it now proposes
to serve by air, It contends that as an American steamship company
new operating under the program of the Maritime Commission it should
be permitted to engage in air transportation in crder to further the
development of tne Merchant Marine, It asserts that air service
over the route it now serves by steamship will make heavy inroads
into its passenger service and that its growth and revenues will be
impeded and seriously impaired unless it is permitted to inaugurate
air service as an integral part of its transportation service over
its route, It further contends that foreign shipping companies will
be granted rights to participate in air transportation which will
give them a competitive advantage unless United States flag shipping
companies are given the same privilege,

Mooremack has been primarily engaged in cargo service across the
North Atlantic, Its exhibits show that its vessels used in the
transatlantic trade are freighters having limited passenger capaci-
ties ranging from 4 to 12 passengers, For the period 1936 to 1939
it carried an average of about 2,000 passengers per year, In view
of these facts its argument with respect to the damage that it will
suffer by diversion to air transportation loses much of its force,
While the evidence indicates that looremack has an excellent record



RS

of service in its field, it cannot be termed the best qualified applicant
to meet the prerequisites herctofore set forth as necessary for a Unite
States air carrier in transatlantic operation, Considerable attention
was devoted to the applicability of secction 408 of the Act to the appli-
cation of Mooremack, v 1s not necessary to go into that question in
view of the conclusions heretofore reached with respect to the additional
United States air carriers which should be cocrtificated, Although
lMooremack has access to financial resources necessary for its proposed
air service and is presently a going steamship transportation organization
engaged in North Atlantic trade, it is without operating experience in
the field of air transportation and its dcvelopment of an organization

to conduct the proposed scrvice is dependent upen cbtaining capable
administrative, executive, and operating personnel experienced in air
transportation services,

The applications of Northeast, PCA, and National are based primarily
on the theory that as carriers whose operations are limited to the
ecastern section of the United States, they will be able in a fair and
equitable manner to collect outbcund traffic from, and deliver incoming
traffic to, the domestic systems connecting with international opera-
tion and thercby preserve the present domestic competitive balance and
furnish the best service to the public, HNach of these companies has an
excellent operating record in the domestic field-and each has conducted
extensive operations within the continental United States for the armed
forces under contract, In addition, Northeast has conducted trans-
atlantic operations across the North Atlantic for the army and, of
courss, has obtained considerable ‘experience in over-ocean flights during
the course of this operation,

As a resul he developments of the past few ysars over-ocean
flights, once considered an undertaking of great magnitude, have now
become largely routine, We have no doubt as to the ability of Northsast,
PCA, or National to conduct operations across the North Atlantic trade
route; but public interest here has a rclative implication and calls for
a comparative appraisement, We recognize also the point advanced by these
‘companies with respect to the maintenance of balanced competition in our
domestic air transportation system, We believe, however, that there are
considerations of national interest in the establishment of a sound
system of international air service which outwesigh this consideration,
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By reason of their present facilitics both American and TWA are in
a better position economically to develop international traffic than
are Northeast, PCA, or National, ©Similarly, none of the latter
companies maintains technical staffs comparable to those of the trans-
continental carriers which are nececssary to the proper development of
international service, hercfore, we conclude that operation by
Northeast, PCA, or National would not serve the public interest as well
as would that of Amcrican, Export, or IWA,
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The applicatims of American and Export for certificates in this pro-
ceeding must be considered in the light of the fact that American is
seeking approval of a contract under which it would acquire a controlling
interest in Export. Thus, the Board i1s afforded a choice of alternatives
in fixing a pattern for transatlantic service insofar as these two com-
panies are concerned. It could authorize either of these companies to
conduct the proposed service as independent entities or it could grant a
certificate to Ex tport and at the same time approve the control of that
company by American.

Afmerican is the largest of the domestic air carriers and has an excel-
lent record for operating efficiency in its air transportation service.
Uith the outbreak of the war American along with other domestic air car—
riers extendecd war contract operations to numerous foreign points
furtherance of the war effort. In this operation it has acquired important
experience and has developed a vell-trained opcrating organization capable
of ccnductlng transatlantic service. American enjoys a strong financial
position., Its operations in the cotinmtal United States are presently
conducted cn a profitable basis so that it does not require governmental
subsidy. As of December 31, 1944, American's net worth was $25,918,000,

Export was incorporated in April 1937 as thec subsidiary of /merican Ex-
port Lines, Inc., a steamship coampany, for the purpose of engaging in air
transportation across the North Atlantic, 4is of kay 9, 1939 it filed an
application for a certificate of public convenience and necessity author-
izing such service, and in our opinion of July 12, 1940, lQ/ we found that
the public convenience and necessity required the proposod service and
issued a temporary certificate to Export to opcrate betwecen the United
States and Lisbon. In this opinion it was made quite clear that our de-
cision to grant Export only a temporary auvthorization to Lisbon was governed
by limitations arising out of wartime emergency conditions which prevented
operations of a more extended nature. Subsequently, Export was issucd a
temporary certificate authorizing operations betwecen the United States and
Foynes because of wartime requircments. 11/ Export performed considerable
experimental and developmental work before and after receiving its certifi-
cate. No commercial service has been conducted over Export's Lisbon route.
However, since 1942 scrvice has becn operated between the United States and
Foynes and, in addition, Export has provided, and is still providing, serv-
ice between this country and European points under a contract with the
armed services, This carrier has made cxtensive investments in the trans-—
atlantic scrvice, aggregating $1,500,000 as of the date of the hearing., It
has developed qnd tralned an exten51vo organization of about 1,700 purqons,

10/ imerican Export Air., Trans-Atlontic Scrvice, supra.

EE/ American Export Lir., Temporary New York-Foyries Ser., 3 C.i.B.
294 (1941).



e T

and the record shows that in the caurse of its commercial and war contract
operations through July 1944 it carried 9,900 passengers; about 1,500,000
pounds of United States mail; 64,000 pounds of foreign mail, and 2,500,000
pounds of air cargo.

Although Export has no legally enforceable claim to a permanent certifi-
cate to operate across the North Atlantic we believe that the company has
a strong claim to consideration in the present proceeding. Aside from the
other considerations of public interest we bclieve thot this company's
investment, experimental and developmental work, and trained organization
would entitle it to serious consideration in a proceeding in which we are
required to consider as being in the public intercst the maintcnance of
sound economic conditions and promotion and development of civil aeronautics.,
In this connection it may be noted that the temporary certificate issued to
Export diffecrs from other temporary authorizatims in that its tcmporary
nature rcprescnts a war-imposed limitation whereas the objective of the
other tcmporary certificates was the establishment of a service to meet a
wartime necd,

The grant of authority to strong domestic air carriers to engage in intcr-
national air service would be in furtherance of the public interest. The
plan presented by Amcrican and Export would permit the utilization of the
combined strength of thesc two companies, making use of the opcrating organi-
zation and expcrience and traffic gencrating facilities of American in this
country and the expericnce and organization gained by Export through its
affiliation with fmerican Export Lines, Inc., in its international scrvice.
On such a basis one strong organization would bc cstablished and capable
of providing the highest standards in international air scrvice. For these
reasons we conclude that Export should be issucd a certificate authorizing it
to engage in air transportation scrvice between the United States and European
points and that simerican should be authorized to acquire control of this com-
pany. In an opinion issued concurrently herewrith we are approving that
company's application for such acquisition of control., 12/

T7A, onc of this country's transcatinental air carriers, has an oxcellent
record for operating efficiency in its scrvices. Its routes scrve many major
metropolitan cities of the United Statcs. Like Amcrican it would be in a
strong position to promote and develop international traffic at generating
centers. The campany is in 2 good financial position. As of Decumber 31,
1944, its net worth was approximately $16,571,00C. In addition to its domestic
operations T has engaged in extensive international operations under spccial
contracts with the armed scrvices. During thc course of thesc opcrations it
has dovcloped and trained o large staff whose expericnce and knovledge would
be of value in commcrcial transatlantic service. TUA has shovm exceptional

35? Dockot Nos. 1345 and 1346. American Air., Control-of JAmerican Export
.lttiro
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initiative in the development of new types of aircraft and operating pro-
cedures and has been a pioneer in the domestic operation of long-range
4-engine airplancs, In comncction with its proposed international service
this carricr has cntered upon an extensive program of study and planning
and has cnergeticelly sought to lay a sounc foundation for the operation

of a successful international service. e find on the basis of the fore-
going considcrations and all the facts of rccord that TWi is well qualificd
to conduct scrvice in the North itlantic and should therefore be granted a
certificate 'in thissprocecding.

e believe that any one of the threc carricrs sclected above could
provide satisfactorily the service found recuired in the public interest
over any one of the three roubes. There is no clear-cut basis upon which to
‘allocate the three -arcas and our decision must thercfore represent an excr-
cise; of judgment based upon such facts as are of record. Pan American, as
the country's intcrnaticnal pioneer air carrier,is the only carrier prescntly
authorized to scrve London under a pcrmancnt certificate for scrvice to that
point. = 4An cxtension of its system to Calcutta, we believe, would represent
a logical cxtension and would constitute a rccognition of its achicvements
in the ficld of international air trcnsportation. 7le find, thercfore, that
Pan imerican - should be cuthorized to conduct opcrations on the cenbral roube.
Pan Amcrican, of course, would continue to perform the scrvice to Lisbon
“for 'which it is cortificated., Onc segment of that roube cxtends to Marseille
and in view of thc importance of Barcelona we find that Pan fmerican should
be authorized to scrve that city cn its routc to Marscille, Its certifi-
cate will thereforc be amended to provide for such scrvice on a temporary
basis, similar to that upon which we arc authorizing other routes in this
procecding. ' :

‘Tlhile Export filed an application for, and presented cvidence in support
of, an extensive scrvice, its proposals must be considcred in the light of
the fact that with Amcrican's acquisition of control its operations and
policies will be determined by the latter company. American's application
specifically proposcs scrvice to Londen and Paris and during the coursc of
the procecding it indicated quitc clearly that its primery interest is in
providing ‘scrvice betrecn the United States, the British Isles, and the
populous centers of northern Europe. TA, on thc other hand, presented a
case of much wider scope., In addition to proposing scrvice through the
channel ports and liiddle Europe, its application and evidence in support
thereof contemplated opcrations to points where traffic heretofore has becn
more limited. In support of its application it contunds that as thc prescnt
conflict unfolds there will be commercial realignments resulting in the
devclopment of a substential volume of traffic to areas not herctofore
served, TWA secks the right to share in the development of such traffic.
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After full consideration of the forcgoing facts and in the light of
the entire rccord we are of thec opinion that the public interest would
best be scrved by authorizing Export to opcratc the general northern
route and TWA to operate the gecneral southcrn route,

Some question was raisd on brief and in thc course of oral argumcnt as
to the extent to which the certificates issued in this proceeding may vary
from the routcs speccifically designated in the applications,

- s F

In Docket No, 1172, filed with the Board November 15, 1943, Export
applied for (1) a route betwecn the United States and Karachi, India,
via points now on Board Route II, (2) betwecn the United Statcs and Foynes,
and (3) betwcen Athens and Scvastopol. In Docket No, 238, amendment No, 1,
filed on August 12, 1944, the applicant sought to have its tcmporary
certificate to Lisbon made permancnt, and requested new routes similar to
those in Dockct No, 1172, with an extension beyond Karachi to Singapore.

In addition to the designated points the carricr in both applications
requested authority to operate within the gencral area involved as fol-
lows: :

"Between any terminal points and via aeny intermediate points within
the same gencral area so proposed to be scrved, which the Board may
find to be required by the public convenience and nccessity; or, if the
Board shall decm the designation of terminal and intermediate points
without the United States to be impracticable, over such general route
or routes in this areca as the Board may find to be required by the
public convenience and necessity."

It is clcar from the record in this procccding that the requests of
Export, as sct forth in Dockets Nos,., 238 and 1172, properly may be found
to constitute an application within the mcaning of the iAct for authoriza-
tion to scrve lMoscow via London-Berlin-/arsaw and via Scandinavia providing
the Board should so determine. Both Docket No. 238 and Docket No, 1172
include a specific application for scrvice to London and Eire, To the
extent that therce may be points beyond London on the routes to Moscow which
are not specifically named in the applications, it would appcar that. these
points are included in the request of Export for a route or rcutes "in the
general area so proposed to be scrved." Such an interpretation is supported
both by reference to the rccord with respect to thc origin and use of the
phrase "within thc general area" in this procecding, and to the nature of
the application itself.

The record shows that the phrase "within the general arca", as applied
to ‘the present proceeding, encompasscs the whole of the European arca covered
by the Board's press releasc of June 14, 1944, and that the parties were on
notice of this interpretation. That relecase sct forth a tamtative inter-
national air route pattern and announced that applications for international
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air transportation services would be brought to hearing; and that the pro-
ceedings thus contemplated would involve considerations of the utmost
concern to the national interest.

In the instant proceeding, for example, we are faced with the responsi-
bility and opportunity of selecting air routes and carriers to serve the
most important foreign trade area in the world, In discharging our responsi-
bility to the public interest we should be as free as possible to decide
the case on “he basis of broad considerations of national policy and without
being restricted by the condition that particular applicants may have applied
only for those roubtes and points which to them seemed the more lucrative and
desirable. Accordingly, in our press release, it was stated that the Board
believes that the consideration of the need for new services should be sub-
ject to a minimum of restrictims and that applicants may therefore wish
to amend or to include in any new applications a general provision which would
permit an application to be considered as one applying for any new route which
the Board may find to be required by the public convenience and necessity
within the general arca the applicant desires to serve,

The Chief Examiner's letter of June 22, 1944, to all applicants for
certificates to engage in international alr transportation stated that such
applications wrould be qenarated into five general areas for prehearing con-—
ferences of vhich one wes the North Atlantic area, The letter also suggested

. that applicants include in their applications "a proviso that the applicant
will serve any point within the general area coveired by its application to
which the Board finds service required by the public convenience and neces-
sity." Of necessity this referred to the five arcas outlined in the letter.
A prehearing conference report covering the "North Atlantic Areca" was served
on August 10, 1944, This proceeding encompassed Board Routes I, II, IIT,
and IV in the June 14, 1944, release, and all applications proposing service
to and from the United States, via the North Atlantic ocean; points in
Europe; the Mediterranean coast of Africa; and Asia. The Board's order No,
3150, dated September 20, 1944, consolidating the applications heard in this
proceeding spocified one "Vorth Atlantic Area" for service between the
United States and Europe and Asia.

Export!s application requesting authorization to serve any points "within
the same gencral area proposed to be scrved" was intended to enlarge the
scope of its request, and to include points other than those specifically
enumerated. Otheriwise, this language has no purpose or meaning. The scope
of this enlarged request was not restricted to a narrow band following the
rout ¢ of listed points. Refecrence was made only to one¢ "general area"., If
this is related solely to the particular route spelled out by the carrier,
the arca would stretch from the United “tates to London and Singapore, a
distance nalf way around the world, but would nct reach out to include
Stavanger or lioscow within the European arca traversed by such route. The
legal definition of the words "gcneral area" refutes such a restrictive inter—
pretation. . The word "area" standing alonec means an extent of space. 13/

13/ Black's Law Dictionary (3rd ed.), 136.
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The word "general" means "universal or unbounded; as opposed to limited,
Comprechending the whole; as distinguished from anything applying to or
designed for a portion only." lé/ Then this definition is applied to the
interpretation of the phrase M"within the general area" as used in the
present proceeding, it is clear that the phrase encompasses the whole of
the area between the United States and Europe via the North Atlantic
covered by the Board's press release of June 14, 1944.

Thus, it is clear that the phrase "within the general area" encompassed
the whole of Europe and Asia for consideration in the proceedings, and that
it was not limited to a restricted area immcdiately adjacent to the specific
routes set forth in the application in which the phrasc was included,

The examiners recommended that Export be certificated for service over
Board Routes I and III as defined in the June 14, 1944, release. This
recommendation gave all partics concerned an opportunity to present argu-
ment against the ccrtification of Export, and to take such other procedural
steps as they may have decmed neccssary to protect their positions. We
have considered such arguments as have been presented for and against the
certification of Export, and for the reasons we have previously set forth,
conc lude that the route should be served by Export.

In Dockzt No, 1506, Pan American filed application with the Board on
July 31, 1944, for an amendment of its cxisting certificate of public com-
venicnce and necessity so as to request, among other things, the inclusion
of Madrid, Spain, as an infermediate point betwecn Lisbon, Portugal, and
Marseille, France, and for an amendment of its New York-London route to
authorize service to Paris, France, and to extend the route beyond London,
England, end/or Paris, France: (1) to Berlin, Germany, and Moscow, U.S.S5.R.}
and (2) to Geneva, Switzerland; Rome, Italy; Athcns, Ureece; Cairo, Egypt;,
Basra, Iraq; Karachi, Indin; and Calcutta, India,

By amendment, to this latter applicatim, filed with the Board on
September 29, 1944, Pan American requested scrvice to the following addi-
tional points:

"IV. The designation of the additional international gateways
of Chicago, Illincis, and Beltimore, Maryland, as co-tcrminal points
in the United States, and of Detroit, Michigan, and Boston, Massa-
chusetts, as intermediate points, and the substitution.of the land-
plane airport at Montreal, Canada, as an intermediate point on the
Chicago scrvice for thc scaplane airport at Shediac, Canada, as an
intermediate point on the New York service, but without the right te
carry traffic originating at one point and destined to another point
in the continental United States or traffic eriginating in the con-
tinental United States and destined to Montreal or originating in
Montreal and desiined to the continental United States."

14/ Id. 840.
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The application in Docket No. 1506 contained a general provision which
read as follows: ;

"This application is made pursuant to the Board's
release of June 14, 1944, and the letter of the Chief
Examiner dated June 22, 1944. In pursuance of the
suggestion made in saild release, there is. incorporated
herein a general provision which will -permit this appli-
cation to be considcred as an application for any new
route or any amendment or extension of an existing route
or for any additional point or points within the general
area covered by this application which the Board may find
to be required by the public convenience and necessity."

It is clear from the record in this proceeding that the request of
“Pan American, as set forth in Docket No. 1506, may properly be found
to constitute an application within the meaning of the Act for an
authorization to provide service beyond London to India by general
areas in Central Europc and for the other amendments specified in
this opinion,

Pan American requested an amendment of its existing certificate
in part by the addition of a route from London to Calcutta either via
the points specified in its application or by other points Mwithin the
general area', This fact is emphasized by the testimony of its princi-
pal witness. In response to a question of Pan American's counsel as to
the points chosen in its route pattern, the manager of that carrier's
Atlantic Division stoted that they had "picked places in Europe set dowm
in our exhibit as our stopse. It does not mean if the Board considers
otherwise for recasons known to them, we would be unable or umilling to
comply vith their decision.™ 15/ The route proposed herein for Pan
American embraces countries adjacent to the pattern set up by the carrier
in its exhibits. In Europe it falls between the speciiic points re-
quested beyond London to Moscow and the specific points requested beyond
London to Calcutta, and clearly lies within the "general area" of Central
Europe covered by the route pattern set up in the applicatiorl.l§{ In the

15/ Counsel made this intent clear beyond doubt with the following
question and answer (Tre. 1202): "Q. Specking generally, is it correct
to say the discussion of the difference between Pan American's study
and the routes laid out by the Board is not to be taken as quallrylag
in any way the provision inserted in Pan American's application which
expresses its willingness to serve any route designated by the Board
in the gencral area covered by the application that the Board may find
required by public convenience and necessity: A, No, thﬁt ftTtemont is
not qualified." :

16/ Counsel et p. 31 of Pan American's brief on exceptions to “the
report of the examiners filed with the Board February 28, 1945, suggested
the inclusion of Brussels on a route to be served by that carricr,
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Viddle Fast it embraccs Karachi and Calcutta, both of which were requested,
and Iraq, in which a point wes requested. Between Europe and India the
routn lies slightly rortk of and adjacent to the Cairo-Calcutta pattern
uscd in Pan American's exhibitse.

On the New York-lkarseille route, the inclusion of Barcelonz in place
of ladrid (the point specified in tne appllcatlon) would bhe fully covered
by the statement of the witness that Pan fmerican intended the points
named to he subject to change by the Dboard.

The scope of Pan American's application is further indicated by the
fact that it specifically applied for authorizetion to serve all areas
of Europe through all the major gateways, and argued that it should
the sole United States air carrier. ThlS position, interpreted in th
light of the provision in the appliceation that its requests be considercd
for any route "within the general area" covered by the applica 2tion, and
the declarations of its “1tness__/ must be taken to mean that Pan Ameri-
can sought and is willing to serve any route to Europe ond Asia via the
North Atlantic that the Boaro deems required by the public convenience
and necessity.

Finally, as we have set forth more fully in connection with Export's
application, the ‘record shows that the phrase ™within the general area',

applied to the present proceedings, encompasses the whole of the area
between Europe and Asia via the North Atlantic as covered by the Roerd's
press release of June 14, 1944, and that the parties were on notice
thereof.,

In Docket No. 1060, TWA filed application with thc Poard on Septem-
ber 20, U943, &% ‘mﬂndbd October 29, 1943, and June 10, 1944, for a
route to snd from the United S afks via "(a) The two S( s of co=tcrminal
points (i) Weshington, D. C., WNew York, N.Y., and Boston, Mass., and
(11) Cbicage; T1l4, Detroit Michi, and boston; (b) Int€rm0d1?te points
in Newfoundlend, Lobrador, Grecnland and Iceland (including, but not
1- i o*vood Northwest River, Jullqnehaeb Godthaab, and
Rovkjavik); \c) 1m+ rmediate points in the trﬁfflc-producwrg areas in
The British Isles described in Exhibit B-L; (d) intermediate points in
the traffic—procducing areas in Cantral.huropg described in Exhibit B-2;
(e) intérme W?to points in the traffic—producing arez in. the. Near East
described in V’_vﬁt ‘B-3; (f) intermedia c”points in..the traffic—-producing
‘ares in-the Middle EBrst described in Exhibit B-4: (g) intermediate points
in the tr"ff1c~pv0ﬂnang'area in Northeast India described in Exhibit
L BEs = ‘ s e e

T/ Triolo02, ‘ e | g
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On August 10, 1944, the application was further auended by =2ddition
of the following porneraph:

"The applicant will serve any point within the general
areca covered by this application to which the Civil Acronautics
Board finds service required by the public convenience and
necessity and recgucsts that this application be -considered as
one applyipg for any new route which the Board may find tc be
required by the public convenience and nec€ssity within the
general arca the Applicant desires to serve."

The portion of the applicetion relating to service in the North Atlantic
area was severed from Docket No. 1060 by Board Order No, 3150, dated
September 20, 1944, and wes essigned Docket No. 1592,

As we heve set forth more fully in connection with Export's applica-
tion, the legal definition of the phrase "within the general area" and
the record show that the phrase, as applied to the present proceedings,
encompasses the whole of the furopean erea covered by the Poard's press
releese of June 14, 1944, and thet the parties werc on notice thereof.

In 2Adition, the nature of TWA's application and the testimony of
its witnesses support such 2n interpretation of its request.l2/ Unlike
the other applications for service to furope, that of TWA embraced
routes involving tralfic—-gencrating areas. The areas so spocifically
erumerated in the 2pplication included 211 of the points of the pro-
posed service except Foynes, Lisbon, Madrid, Rome, Karachi, Bombay,
and the North Lfrican points in Algeria, TUnisia, ond Libya. The
traffic—-gencerating area of "Centrol Europe" set forth in Exhibit B-2
of TWA's espplication included such widely separated cities as Brussels,
Hamburg, Berlin, Budapest, Bucharest, Athens, Bari, and Lyon. As in the
case of Export, it is clear that TWA's amendment No. 3 requesting author-
izeticn to serve any point "within the general area" covered by the appli-
cation was intended to enlarge the scope of its request to include a
"general area ndjacent to the Wtraffic-generating areas". The points
involved in the proposed operation are all in the gencral area immediately
adjacent to the "Central Europe" area named in the application. Since
TWa named such large traffic-generating areas as "United Kingdon",
"Central Eurepc", "Near East", "Middle Bast", etc., it is reasonable to

a

3
cenclude thet

centrel Europe arca large enough to extend from Hamburg
. to Brussels to Athens, and from Lyoh to Berlin, would include Lisbon,
Vedrid, Rome, and the North ifrican cities between Lisbon and Cairo in
the general arca adjacent thereto. It is elso reason~»le to conclude
that the "Rritish Isles" area would include Foynes, -and that the "North-
ecst Indin" area would include Karachi and Bombay.

18/ Tr. pp. 767, 768, 769, 770.
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The president of TWA, on cross-examination, stated that “we applied
for areas 2nd I believe we filed with the BO”rc a statement thet we of
course would operate such routes as they granted and in such fashion =
they granted, “__/ Counsel for TWA, when requested at the hearing to
clarify the scope of the applicetion, stated that the carrier in its ap-
plication had "followed the languave suggested by the Chief Examiner",
and wished "tc rcly upon as broad an interpretation as the Chief Ex‘mlner
meant."20/ Following counsel's statement the president of T7i was asked
on cross—cxamination whether TWA had indicated in any way = willingness
to serve Poute IV if certificated. His answer wes that the position of

A with respect to Houte IV was the same as with respect to Route III.
He had already indicated that T"A could be considered an applicant for,
and willing to serve, Route III.

It is cleor therefore that the pcrtles to the proceeding were put on
notice that, unless a certificate were issued in such form or subject to
such conditions =s to be unacceptable to TWi, that carrier was an appli-
cant for and would accept a certificate for foute IV, None of the parties
was refused opportunity at the hearing to examine witnesses and to intro-
duce evidence on this issue; nor were they denied an opportunity to ob-
tain further clarification of TWA's position. 4 full and fair hearing
was given, and operation of the proposed service by TWa was an issue
of which the parties had ample notice.

The evidence of record shows that Pan #merican, Export, imerican,
and TWA are citizens of the United States within thc meaning of tha t
term as defined in secticn (1)(13) of the het, and we so find. On
the basis of the evidence of record and the successful operation of
Pan smerican, Export, 4merican,and TWA we further find that these
carriers ere fit, willing, and able properly to perform the trans-
portation covercd by their applications, insofar as we have granted
them; that they conform to the provisions of the act, a2nd to the
rules, regulations, and requirements of the Eoard thereunder.

Bzsed upon the foregoing considerations and all the evidence of
record we find:

1. That thc puhlic convenience and nccessity require that Amcricen

xport Airline s, Inc., be suthorized to engage in foreign air trans-
rt9+ion of p\;scns ﬁroporty and mail, for a period of 7 years from

the effectjve fﬂ+e f the certificate 1s<ued herein, between the co-
rmina 20, 4114y Detroit, Micha., “ashlngton, s Gy
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Philadelphia, Pa., New York, N.Y,, and Boston, lass.; intermediate points
within the following route areas: Newfoundland; Labrador; Greenland;
‘Icelend; Shannon ~irport, Eire, or other airport serving the Shannon
Estuary; United Kingdom, including Northern Ireland; Netherlands; Den-
mark; Norway; Sweden; Finland; Estonia; Latvia; Lithuania; that porticn
of Germany which lies north of the 50th parallel; and Pcland; and the
intermediate point Leningred, U.,5.S.R.; and the tcrminel point Moscow,
U.S.5.R.; and that smerican Export #irlines, Inc., is a citizen of the
United Stetes within the meaning of the Civil seroneutics sct, as
amended; and is fit, willing, and able properly to perform the foreign
air transportation herein authorized; and to conform to the provisions
of the i4ct, and to the ruvles, regulations, and requircments of the
Board thereunder; and

2. That the public convenience and necessity rcquire thot the
amended certificste of public convenience and necessity issucd to Pan
imerican iirweys, Inc., in Docket No. 713, be further amended (a) so
that Part I will authorize Fan smerican sirways, Inc.,” to engage in
foreign air trensportotion of persons, property, and mail to Chicago,
I11., Detroit, Mich., ¥ashington, D. C., Philadelphia, Pn., New York,
N. Y., 2nd Bostcn, Yass., as co-terminals in the United Stztes (author-
izetion to all co-terrineals, other than New York, N. Y., to cxpire
7 years from the effective date of the certificate, as amended); to
include Barcelona, Spain, as an intermediate point between the terminal
point Marseille, France, and the intermediate point Lisbon, Portugal.
(authorization to serve Barcelonz to expire 7 years after the cffecctive
date of the amended cortificate); and (b) so that Part II of such
amended certificate will ~uthorize Fan #merican 4irways, Inc., to cngage
in fereign air tronsportation of persons, property, and mail between
the terminal point London, England; the intermediate points within the
following countrics: Belgium; that portion of Germeny which lies south
of the 50th perallel; Czechoslovakiaj; lLustria; Hungary; Yugeslavia;
Rumania; Bulgsria; Turkey; Lebanon; Ireq; Iran; and ~fghanistan; and
intérmediate and terminal points within the porticn of India which lics
nerth of the 20th parellel; and thet Part II of such certificate shall
cease to be effective 7 years from the effective date thcreof; and that
Pan american idirways, Inc., is a citizen of the United States within
the meaning of the Civil Lcronautics /ct, as amended; and is fit,
willing, and 2ble preperly te prrform the foreign air transportetion
hercin authorized, and tc conform to the provisions of thc act, and
to the rmics, regulations, and requirements of the Beard thereunder;
and

3. That Trenscontinental # estern iir, Inc., be autherized to
cngage in foreign 2ir transportation of persons, property, and mail
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for a period of 7 years from the effective date of the certificate
issued herein between (1) the co-terminal points Chicago, I1l.,
Detroit, ifich., ‘fashington, D. C., Philadelphia, Pa., New York, N, Y.,
and Boston, lass.; intermediate points in the following route areas:
Newfoundland; Lire; France, except larseille; Switzerland; Italy;
Greece; Egypt, Falestine; Trans-Jordan; Iraq; Saudi Arabia; Yemen;
and Omen; and the intermediate and terminal points within Ceylon,

and that portion of India which lies south of the 20th parallel; and
(2) between the same United States co-terminal points; intermediate
points within the following route areas: Newfoundland; Portugal;

and (a) beyond Portugal, intermediate points within Spain, except
Barcelona; and Italy; and (b) beyond Portugal, intermediate points
within the following route areas: Algeria; Tunisia; Libya; and
Egypt; and that Transcontinental & Western Air, Inc., is a citizen

of the United States within the meaning of the Civil Acronautics Act,
as amended; and is fit, willing, and able properly to perform the
foreign air transportation authorized herein, and to conform to the
provisions of the act, the rules, regulations, and requirements of the
Board thereunder; and ;

4e That the applications of Northeast Airlines, Inc,., Docket
No., 855; fmerican Lirlines, Inc., Docket No. 996; Pennsylvania-Central
4irlines Corporation, Docket Nos. 1005 and 1599; U. S. lfidnight Sun
Air Line, Inc., Docket No, 1376; Trans-Oceanic Lir Lines, Inc.,
Docket No. 1493; Moore-McCormack Lines, Inc., Docket No. 1517; National
Lirlines, Inc., Docket No. 1538; U. N, Lirships, Inc., Docket No, 1600;
and of imerican Export .irlines, Inc., Docket Nos. 238 and 1172, except
as herein granted; of Pan imerican [dirways, Inc., Docket Nos. 1505
and 1506, except as herein granted; and of Transcontinental & Western
Lir, Inc., Docket No., 1598, except as herein granted, should be denied,

Ln appropriate order will be entered.
Pogue, Chairman, larner, Ryan and Lee, Members of the Board, concurred

in the above opinion., Branch, lMember, concurred and dissented and filed
the attached separate opinion.,
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BRANCH, MEMBER, CONCURRING AND DISSENT'ING:

I am dissenting from the action of the majority extending the
so-called Southern route, which TWA is being authorized to operate,
beyond Cairo, Egypt, to Bombay, India,

In all other respects I am in full agreement with the majority,

Not only in my opinion do the facts of record fail to support
the public convenience and necessity of a Cairo-Bombay route segment,
but as a matter of policy I believe the extension of the so-called
Central route, which Pan American is being authorized to operate,
into Calcutta, India, will adequately serve all the nesds of United
States air transportation into the India area at this time,

After the elapse’ of the seven-year development period we have
provided for or at any time priocr thereto, if the traffic to India
appears to justify an extension from Cairec to Bombay such segment
could then be appropriately added to the Southern route operated by
TWA, Otherwise, we would today be adding to an international route
system which will require diligent managerial e¢ffort on the part of
TWA to remain free from governmental subsidy, a route segment which may
require substantial subsidy itself and thus become a financial burden
on TWA's entire international route system,

It may be mentioned that Bombay as a terminal point was not in the
record in this case, This is not mentioned to imply anylimitation
upon the Board's power to authorize- the extension from Cairo to Bombay
in this proceeding but to reflect the applicants' appraisal of Bombay's
potential as a traffic center and to explain the paucity of data which
would support the public convenience and necessity for a Cairo-Bombay
segment, In considering traffic potential for the segment we are com-
pelled, therefore,to look at historic travel and traffic estimates to
the whole of India,

The historical flow of:traffic between the United States and India
has never been extensive, In 1938 the seaborne traffic from both the
cast and west coasts of the United States to India amounted to only 156
passengers, or an average of less than one-half passenger per day, The
thinness of this historic traffic from the whole of the United States
must be appraised in the light of the fact that we are in this proceed-
ing considering service to India only through Atlantic Coast and certain
interior United States gateway points., In a subsequent proceceding we
will have before us service to India from Pacific coast and other
United States gateway points,

The record contains traffic estimates by both TWA and American
Export to the India area, TWA estimated annual traffic between the
.United States and India at 6,074 passengers, but the estimate is not
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broken down among individual traffic points in India, American Export
estimated total traffic to India at 2,370 passengers per year, 1,843
of whom would travel to Calcutta and 527 to Karachi, These estimates
are obviously speculative and nebulous, and depend upon assumptions
concerning the commercial and industrial growth of this area and its
community of interest with the United States, But even if reliance
could be placed upon thesec estimates, they add little if anything to
support service to Bombay via Cairo,

In addition to estimates of traffic between United States and
India, TWA also estimated it would carry inter-country traffic between
the various European and Asiatic countries, It should be noted, how-
ever, that considerablc uncertainty exists today concerning the extent
to which United States air carriers will bs permitted to transport such
traffic, This is, of course, a matter upon which the nations must
reach agreement but uncertainty concerning the final outcome cautions
against using estimates of such traffic to support and justify the pub-
lic convenience and necessity of a route segment othsrwise unjustified,

While no estimates were made by any of the applicants in this pro-
cecding regarding the cost of operation over the Cairo-Bombay scguent,
an approximation of such cost can be gained from TWA's own cstimate of
operating cost between Cairo and Calcutta, Assuming the use of a 30
passenger 4-engine Boeing Stratoliner, TWA estimated total operating
cost on this segment to be $2.16 per revenue mile, and assuming the use
of 36-passenger 4-cngine Lockheed Constellations, total opcerating cost
was estimated by TWA at $1.61 per revenue mile, The distance between
Cairo and Bombay is 2,863 miles, Using Stratoliners the estimated cost
per trip one way, thercfore, would be $6,184 or $12,368 round trip,
Using Censtellations the estimated cost per trip would be reduced to
$4,609 one way, or $9,218 round trip.

Considering these costs in connection with the light trarfic
potential over the Cairo-Bombay route it can.be readily seen that
considerable financial support would have to be rendered by the Gnvern-
ment in order to operate it successfully.

A further consideration which in my cpinion argues strongly against
extending the so-called Southern route beyond Cairo to Bombay is that
this weak traffic segment would tend to burden and weaken that segment
of the Southern route from Lisbon through Algiers, Tunis, Tripoli, and
Bengasi to Cairo, which itself is a marginal route seegment from a traffic
point of view, Although the evidence of record appears to justify
authorization of the Lisbon-Cairc segment at this time, no sound reason
appcars why it should be extended from Cairo to Bombay,

Since in my judgment the so-called Central route to Calcutta will
be adequate to meet the present necds of United States air transporta-
tion to India, and since the Cairo-Bombay ssgment appears to hold such
poor traffic prospects, with the definite possibility that it might
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result in weakening the remainder of the international system which
TWA is being ~uthorized to operate, I must dissent from the decision of
the majority of the Board to extend the Southern route from Cairo to
Bombay .

/s/ HARLLEE BRANCH
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Descriptioﬁ of routes proposed

This proceeding includes Docket No. 855, the application of Northeast
Airlines, Inc., for authority to operate between (a) the co-terminal
points of Boston, Mass., New York, N.Y., Newark, N.J., Philadelphia, Pa.,
Baltimore, Md., and Washington, D. C., in the Unlted States and the co-
terminals, London, Engiand, and Paris, France; (b) U. S, co-terminals
and Moscow, U.S5.5.R., via Azores, London, Paris, and beyond London,
Amsterdam, Netherlands, Copenhagen, Demnmark, Stockholm, Sweden, Leningrad,
U.5.5.R.; (c) U. S. co-terminals and London, via Newfoundland and Glasgow,
Scotland; (d) Boston and London, via Newfoundland; Reykjavik, Iceland;
the Faeroes; and Glasgow; (e) U. S. co-terminals, Reykjavik, the Faeroes,
and Oslo, Norway, and beyond Oslo to Copenhagen and Prague, Czechoslovakia,
and to Stockholm, Leningrad, and Moscow; (f) U. S. co-terminals and Basra,
Iraq, via Newfoand;‘nd, urevnland; Iceland; Oslo; Stockholm; Helsinki,
Finland; Leningrad; Moscow, and Teheran, Iran; (g) U. S. co-terminals and
the terminal point in Eire which the Board may designate; (h) any additional
intermediate points which the Board may designate. All routes sought were
requested on the basis of either a permanent or temporary certificate.

Dockets Nos. 238 and 1172, the applications of American Export Air-
lines, Inc., for (1) the alteration, amendment, or modification of the
temporary certificate of public convenience and necessity issued to
American Export Airlines authorizing zir transportation of persous,
property, and mail between New York and Lisbon, Portugal, so as to make
such.certificate a permanent certificate of puollc convenience and necessity;
and (2) for authority to operate between the U. S. co-terminals New York,
Washington, Chicago, Ill., and Boston, and the terminal point of Foynes,
Eire, and between the U. S. co-terminal points and Foynes via the inter-c
-mediate point Hamilton, Bermuda; and beyond the terminal point Foynes to
the terminal point London and the terminal point Singapore, British Malaya,
via the intermediate points Paris; Zurich, Switzerland; Rome, Italy; Athens,
Greece; Cairo, Egypt; Basra; Karachi, India; Calcutta, India; Rangoon,
Burma; Bangkok, Thai; and Panang, British Malaya; and between the inter-
mediate point Athens, and the terminal point Sevastopol, U.5.5.R., via
Istanbul, Turkey, and Bucharest, Rumania,

.
D
.
J

‘Docket No. 996, the application of American Airlines, Inc,, for
authority to operate from New York via Boston and from Chicago via Detroit,
Mich., and Boston to London and Paris via regular service points located
in Newfoundland and Labrador, and a point in Fire; and beyond London ard
Paris, such additional points as were named by the Board in identifying
its tentative routes Nos. 1 and 2, and as the Board shall determine to be
required by the public convenience and necessity.
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Dockets Nos. 1005 and 1599, the applications of Pennsylvania-Central

Airlines Corporation for authority to operate (1) between such cities on
the eastern seaboard of the United States as may be designated by the
Board as points of origin and entry and such ports of entry in Great
Rritain as may be designated via seadromes; (2) (a) temporary or perma-—
nent certificate between the co-terminals Washington and New York and the
terminal point Teheran viz a point in Newfoundland, a point in Greenland,
a point in Iceland, Oslo, Stockholm, Helsinki, Leningrad, and Moscow,

(b) between the co-terminals Washington and New York and the .terminal
point Cairo via Newfoundland, a point in Eire; London; Rerlin, Germany; ,
Prague; Vierna, Austria; and Istanbul; (c) between the co-terminals
Washington and New York and the terminal point Calcutta, via a point

in Newfoundland or Labrador, a point in Eire; Paris; a point in Switzer-
‘land; Rome, Athens; Cairo; Pesre; and Karachi.

Docket No. 1598, the application of Transcontinental & iestern Air,
Inc., for authority to operate from two sets of co-terminal points,
Washington, Mew York, and Boston, and Chicago, Detroit, and PBoston,
via (2) intermediate points in Newfoundland, Labrador, Greecnland, and’
Iceland (including but not limited to Botwood, Newfoundland; Northwest
River, Lahrador; Julianchaab and Godthaab, Greenland; and Reykjavik);

(b) intermediate points in traffic producing areas in the British Isles;
(c) intermediate points in the traffic producing areas in Central Europe;
(A) intermediate points in the traffic producing oreas in the Middle
East; (e) intermediate points in the traffic producing areas in the Near
East; (f) intermediate points in the traffic producing areas in North-
cast India (this application was filed on a2 round-the-world route
btetween the two sets of co-terminal points in the United States, but

was severed by the Bozrd at Calcutta for the purpose of this proceeding.
The U. . to Calcutta portion is involved in this proceeding; the.
Calcutta to the U. S. via Pacific arees will be considered in another

proceeding).

Docket No. 1376, the application of U. S. Midnight Sun Air Line, Inc.,

uthori to cperate (a2} between New York and Noscow; etwee
for authority t at } bet ! k and boscow; (b) between
New York and Moscow via Montrecel, Carada; Fort Chimo ancd Frobisher Bay,
Labrador;. Stromsfjord, Greenland; Reykjavik; Trondheim, Norway; Oslo;
Stockholm; Helsinkis and Leningrad: (c) betwsen New York and lioscow

2 3 - 2

via Bermuda; Azores; Madrid, Spain; Amsterdam; Cslo; Stockholm;
Helsinki; and Leningrad.,

Docket No. 1493, the application of Trans-Oceanic Air Lines, Inc., for
authority to operate between (1) New York and/or Washington and Loscow
via Hamilton; Azores; Lisbon; Madrid; Rome; Salonika, Grecece; Istanbul;
Sevastopol; Kharkov, and Orel, U.S.S,R.; (2) Charleston, S.C., and/or
Norfolk, Va., to Moscow, via Hemilton; Azores; Lisbon; Paris; Berlin;
and Warsaw, Poland; (3) New York-Washington to New Delhi, India, via
Hamilton; Azores; Lisbon; Madrid; Rome; Ankara, Turkey; and Teheran,
with an alternate route from Ankara to Baghdad, Irag; and Karachi to
New Delhi; (4) Lisbon to London with alternate stop at Paris; (5) New
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York-Tashington to Newfoundland; Lehrador; Dublin, Eire; and Prestwick,
Scotland; (6) New York-Washington to London via Montreal; Goose Bay,
Labrador; Julianehaab; Reyk javik; Dublin; and Prestwick; (7) Chicago
to London via Goose Bay and Prestwick, alternate Goose Bay to Azores.

Docket No. 1505, the application of Pan American Airways, Inc., for
authority to opercte between New York and Moscow via Goose Bay or other
point in Labrador (with the right to utilize Botwood or other point in
Newfoundland 2s an alternate), a point in Iceland, Oslo, Stockholm,
and Leningrad.

Docket No. 1506, the application of Pan American for I, amendment
of its presently certificated route No. 1 between New York and England,
France, Eire, and Portugal as follows: (a) when the route is operated
by land aircraft to authorize service to the Azores via any adequate
lond airport; (b) to autherize the inclusion of Botwood or other point
in Newfoundland as an alternate intermediate point; (c) to include Paris
as a point to be served; (d) to include Medrid as an intermedizate point
between Lichon and Marseilles, France; (3) to extend the route beyond
Marseilles to Rome; II. amendment of its presently certificated route
No. 2 between New York and England, France, Bire, and Portugal, 2s fol-
lows: (a) when the route is operated by land eircraft to authorize an
intermediate stop at a suitable point in northeast Canada; {b) to author-
ize an intermediate stop at Goose Bay or other point in Labrador as an
alternate point to Botwood; (c) to authorize service to Paris; (d) to
extend the route beyond London and/or Paris (1) to Berlin and lkoscow,
(2) to Geneva, Switzerland; Rome; Athens; Cairo; Basra; Karachi; and
Calcutta where connection is proposed to be made with an extension of
one or more of Pan imerican's certificates for cperation in the Pacific
ares; IIT, the designetion of Chicago and Bzltimore as co-terminal points
in the United States and of Detroit and Boston as internediate points,
and the substitution of the landplane airport at liontreal as an inter-
medizte point on the Chicago service for the seaplane airport at Shediac,
Carada, as an intermediate point on the New York service, but without
the right to carry traffic originating at one point and destined to another
point in the continentazl United States or traffic originating in the con-
tinental United States destined to Montreal or originating in lontreal and
destined to the continentel United Stotes.

Docket Ne. 1517, the application of Xoore-McCormack Lines, Inc., for
authority to operate between (2) the terminal points New York and Basra,
via Botwood; Frederikstadt, Greenland; Reyk=javiak; Oslo; Stockholm;
Helsinki; Leningrad; lioscow; and Teheran; (b) New York and Basra, via
Hemilton, Horta, Paris, Amsterdam, Hamburg, Germany, Copenhagen,
Stockholm, Helsirki, Leninsrad, Moscow, and Teheran, with the right
to use Foynes and Botwood as 2lternetes for Horta and Hamilton on
westbound flights over this route.
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Docizet No., 1538, the application of National Airlines, Inc., for
authority to operate from the terminal points-New York or Washington
or Charleston or Jacksonville, Fla,, or Miami, Fla., via Bermuda, to
the intermediate point Azores; and (a) beyond Azores to the terminal
point Cairo via Lisbon, Madrid, Marseilles, Rome, and Athens; (b)
beyond Azores to Casablanca, Morocco; (e) beyond Casablanca to Lisbon;
. (d) beyond Casablanca to the intermediate point Tunis, 4lgeria, via

Oran and Algiers, /flgeria; (e) beyond Tunis to the intermediate point
Rome; (f) beyond the intermediate point Tunis to the terminal point
Cairo via Tripoli, Bengasi, and Tobruk, Libya; :(g) between the inter—
mediate point Casablanca and the intermediate point Lisbon,

Docket No. 1600, the application of U. N. Airships, Inec., for
authority to operate hetween ashington and Moscow,
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UNITED STATES RESIDENT AND ALIEN VISITOR DEPARTURES FRON UNITED STATES
IN 1938 ALLOCATED TO PRINCIPAL TRANS~ATLANTIC DESTINATIONS

U.S. residents

Alien visitors

Total travelers

Percent " Percent
of total of total
Destination Number travelers Number travelers Number Percent
(1) (2) (3) (4) (5) (6) (7)
Austria 7,134 286 284 0.12 7,4183/ 2,98
Belgium 9,018 3,62 691 0.28 9,709 3,90
Bul.garia 118 0405 46 Q02 164 0.07
Czechoslovakia 4,020 1660 468 0.19 Ly 488 1.80
Demmark 5,200 2009 872 0:35 6,072 Relidy
Estonia 127 0,08 35 0,01 222 0,09
Finland 1,175 0a47 313 0.13 1,488 0,60
France 27,123 il 1% 2, 3,784 1.52 31,507 12,64
Germany 22,970 S80S TR B 4e59 34,410 13,80
Greece 23 0455 188 0,08 Y. 580 0.63
lungary 4,020 1.61 283 0s12 4,303 1.73
Italy (incl, Albania) 16,663 6.08 1,411 B3 18,074 7625
Latvia 187 0.08 39 0,01 226 0.09
Lithuania 393 0.16 49 0,02 LR 0.18
Netherlands 11,155 4a /8 1,920 0.77 13,075 5425
Norway 4,617 1.85 1,634 0.65 6,251 2450
Poland 2,264 0,91 556 0e<2 2,820 1:13
Portugal 1,577 0663 87 0.03 1,664 0,66
Rumania 687 0,28 231 0,08 918 0e36
Spain 55435 2417 600 0.24 6,0152/ 2,41
Sweden 5,308 2413 1,701 0.68 7,009 2.81
Switzerland 12,822 Seld 1,023 0e41 13,845 5455
Turkey 509 0620 69 0.03 578 0623
UeSeSeRe 687 0,28 2903 00,11 980 0639
Yugoslavia L 37 0655 141 0,06 1,542 0.61
British Isles
Eire 6,774 212 818 0.33 7,592 3.05
England and Wales 30,373 12,18 23,008 9.7 5 I oA 2145
Scotland 9,418 3.78 975/  0.39 10,393 4417
Near East
Eeypt 1,017 0041 g1 0.03 1,098 0udd
Palestine 1,175 047 214, 0.09 1,389 0.56
Syria 509 0,20 62 0.03 571 0eR3
Total 195,863 78,57 53,406 21.43 249,269 100,00

g/ Totels are adjusted to compensate for the unduly low passenger travel re-
sulting from (1) political disturbances in Austria and (R) civil war in

Spain,

b/ "Alien visitors" total was not available for Scotland,
above is an estimate approximately comparable with the proportion of
-alien visitors departing for Eire,

The total shown



Note:

Appendix No. 2

~UGe T

Allocations of United States resident departures for 193¢ are
derived by means of the ratios of total visits to Luropean countries
by United States citizen travelers during 1938. The overall ratio
indicates that the average resident traveler historically visits
about three countries during bhis European trip. Data covering
visits by United States residents were compiled from cuestionnaire
in Table 8, Oversea Travel and Travel Fxpenditures
cates,
c

returns reported .
in the Palance of International Payments of the Uniftes 3
1019--1938, published by the Bureau of Yoreign and lomesti

Commerce.

Source: Exhibit PC-5,



Appendix No. 3

TOTAL PASSENGER TRAFFIC INTTRCHANGED BETWEEN
UNITED STATES AND EUROPE -~ NEDITERRANEAN AREAS
(20~year period 1919-19382)

Citizen and

alien residents Alien visitors Total
Index Percent Index Percent Index Percent
Year (1938=100.0) of total (1938=100,0) of totel (1938=100.0) of total
1c19 39.6 16 657 0.7 4544 23
. 1920 78.6 sl 76.9 0.9 78,2 4.0
1921 90,3 29 543 0.8 74 .9 37
1922 80,2 34 5840 0.7 82.3 Ll
1023 £26.1 ety . 674 0a8 s §2.0 L
192/ 100.0 3.9 68.7 0.8 93.1 47
1925 116.3 4w b 62 .4 0.7 10444, 5.3
1926 T2542 540 742 0.8 113,90 5
1027 3R 3 B 70.6 0.¢ 12343 62
1028 146.9 5.8 78.8 0.9 131.8 647
1929 154.9 Sral gl 0.9 13855 7.0
1930 X5/443 Bk 81.6 0.9 138.2 70
1031 4295 Le8 66.9 0.8 109.9 5.6
1932 167 .8 A 5148 OB Q54 Al
1933 8505 el 5645 0.6 79.1 4.0
1934 8343 Bl 69 .0 Oxl/ 80.1 Ll
1935 4.2 e 7%.5 0.9. 86.3 Linils
1936 LG Zee® Q.1 Tel 100.9 5wl
1937 119.3 Soall 1097 -« 12 137 42 5.9
1038 100.0 4e0 T00%0 Figl. ¥00.0 5el
Total B3%3 16.7 100.0

Source: Exhibit PC-5,



ESTIVATED SEASCNAL VOLUME OF DAILY TRAFFIC BETWEEN UNITED STATES

Appendix No. 4

AND EUROPE

___Seasonal indexes

Average

Number of travelers daily
based on annual flow
of 100,000 in each direction

Source:

Exhibit PC-5

Month Cutbound Inbound
January 2 LS TN 51,2
February 61,8 4t eQ 5247
I‘lé’rch ’74.9 /¢Q.5 61.2
April 1302 35 9044
June 207 .7 75.0 136.3
July 192,9 924 138.8
August 107.0 189,.1 1512
September 6l.6 250.3 163.2
‘October 61l.3 153.6 11140
‘November 5549 6863 62.6
Tecember 553 V2wl 59.8
‘High 2077 25043 163.2
LOW /5.1 /;.]..?. 51 .2
Range 162.6 © 209,1 112.0
Average devia-

tion L6s1 4849 37.0

Qutbound Inbound Average
172 313 140
169 123 144
205 136 168
302 201 248
435 246 333
569 205 373
528 253 380
203 518 414
169 686 4477
168 43 304
153 ey 172
12/ 198 164
569 686 447
124 113 140
445 573 307
126 134 101



