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DEVELOPMENT OF IMPEOVED-TYPE AIECEAFT 

TUESDAY, JXnLY 25,  1950 

HOUSE OF REPRESENTATIVES, 
SUBCOMMITTEE OF THE COMMITTEE ON 

INTERSTATE AND FOREION COMMERCE, 
Washington, D. G. 

The subcommittee met at 10 a. m. in the committee room of the 
House Committee on Interstate and Foreign Commerce, Hon. Lindley 
Beckworth (chairman of the subcommittee) presiding. 

Mr. BECKWORTH. The committee will come to order. 
The purpose of the meeting this morning is to consider H. R. 8536, 

a bill introduced May 17,19.50, by the chairman of our committee, Mr. 
Grosser, who is present.   We are always glad to have him at our 
subcommittee meetings. 

(The bill is as follows:) 
[H. R. 8536, 81 St Cong., 2d sess.] 

A  BILL  To  promote  the  dnvelopmeiit  of   Improved  commercial   transport  aircraft  by 
providing for the operation, testing, and modification thereof 

Be it enacted 6/y the fienate and HOIIKP of Rcpresrntativcn of the United States 
of America in Congress assemhied, Tlmt it is hereby declared to be the policy of 
Congress to promote, in tlie interest of safety, the national air transportation 
system and the national defense, the development of improved commercial trans- 
port aircraft, particularly turbine-powered aircraft, aircraft esi)ecialy adapted 
to the economical transportation of carfro. and aircraft suitable for feeder-line 
oiieration, by providing for temporary Government assistance in the testing and 
minor experimental modification of such aircraft, and in the oiwration of avail- 
able turblne-pf)werpd aircraft in simulated transport service to secure data to aid 
in the development and manufacture of turbine-powered transport aircraft, and 
to aid in the adaptation of civil airways, civil niriKirts. and air-safety regulations 
applicable to civil aircraft to the operation of such aircraft. 

SEC. 2. (a) The Secretary of Oonunerce (hereinafter referred to as the Secre- 
tary) is authorized to carry out the purposes of this Act by— 

(1) prei)aring broad operating and general utility characteristics and 
specifications for t.vpes of commercial transport aircraft which he finds are 
required in the public Interest, and which represent substantial advances 
over existing equipment; 

(2) providing for the operation, by contract or otherwise, of available 
aircraft with turbine-Jet or turbine-prop power tinits tinder conditions simu- 
lating, to the extent practicable, the conditions under whicli scheduled air 
transport aircraft operate; 

(."?)  providing, by contract or otherwise, for the testing of such aircraft 
which, in his opinion, best meet the operating and utility characteristics 
and specifications established by him in accordance with this section; and 

(4)  providing for such minor exijerimental modlcations of such aircraft 
during the testing period which he believes necessary to carry out the testing 
program in the interests of safety or economy of operation, 

(b) In carrying out his functions under this section, the Secretary shall con- 
sult, from time to time, with Interested Government agencies, including the 
Department of Defense, the Civil Aeronautics Board, and the National Advisory 
Committee for Aeronautics, and with representatives of the aircraft and aircraft- 
engine manufacturing Industries, and of the air transport industry. 

1 



2 DEVELOPMENT  OF IMPROVED-TYPE  AIRCRAFT 

SEC. 3. (a) The Secretary is authorized, subject to the civil-service laws and 
the Classification Act of 1949, as amended, but without regard to any provision 
of law limiting the number of personnel which may be employed by the Civil 
Aeronautics Administration, to employ and fix the compensation of such per- 
sonnel as may be deemed necessary to assist the Secretary in carrying out his 
functions under this Act: Provided, That to the extent practicable consistent 
with other duties and assignments, the personnel and facilities of existing Gov- 
ernment agencies shall be used to carry out the responsibilities stated in this Act. 

(b) The Secretary, in carrying out the provisions of section 2 of this Act, 
may enter into contracts or other arrangements, or modifications thereof, with 
or without legal consideration, performance or other bonds, or competitive bid- 
ding, and, in carrying out such contracts, arrangements or modifications thereof, 
may malfe advance, progress, and other payments without regard to the provi- 
sions of section 3648 of the Revised Statutes. 

SEC. 4. As used in this Act— 
(a) The term "aircraft" shall include engines, airframes, propellers, instru- 

ments, accessories, and equipment for such aircraft. 
(b) Tile term "testing" means the operation of an aircraft incident to the pro- 

curement of a type certificate for such aircraft, and the operation of an aircraft, 
whether type certificated or not, in actual or simulated transport service for tlie 
purpose of determining the operating and utility characteristics of such aircraft. 

(c) The term "minor experimental modifications" means any adjustment or 
change necessary and incident to carrying out the testing program in the Interest 
of safety or economy of operation but does not include any major factory 
modification. 

SEC. 5. Tlie Secretary shall submit annually to the Congress a report on the 
progress made in the accomplishment of the purposes of this Act, and the 
amounts of the exi)enditures made or obligated pursuant thereto. 

SBO. 6. There is hereby authorized to be appropriated to the Department of 
Commerce not to exceed )?12,500,000 to carry out the purposes of tliis Act. When 
so provided in the appropriation Act concerned, such appropriations may remain 
aval'able until expended. 

SEC. 7. This Act shall become effective upon enactment, and shall expire five 
years thereafter. 

Mr. BFXTKWORTII. Without objection the Chair will include at this 
point in the record certain communications wliicli have been received 
from a number of the agencies; they concern this legislation. 

(The documents are as follows:) 
COMMERCE DEPARTMENT, 

Washington, July 10,1950. 
Hon. ROBERT CBOSSEB, 

Chairman, Committre on Interstate and Foreign Commerce, 
House of Representatives, Washington, D. C. 

DEAR MR. CHAIRMAN : In accordance with your request of June 6, 1950, the 
Department of Commerce has reviewed the bill, H. R. 8536, to promote the 
development of improved commercial transport aircraft by providing for the 
operation, testing, and modification thereof, and transmits herewith Its com- 
ments thereon. 

The Bureau of the Budget has advised that this legislation Is in accord with 
the program of tlie President. 

Sincerely yours, 
THOMAS W. S. DAVIS, 

Acting Secretary of Commerce. 

REPORT OF THE DEPARTMENT OF COMMFJICE ON H. R. 8536, To PROMOTE THE 
DEVBI,OPMENT OF IMPROVED COMMEROIAI. TRANSPORT AIRCRAFT BY 1'BOVIDINO 
FOR THE OPERATION, TESTING, AND MODIFICATION THEREOF 

For the past few years there has been n keen awareness in aviation circles 
that some form of Federal assistance to aircraft manufacturers is necessary if 
the Nation Is to retain its leadership in aircraft design. This view was expressed 
by both the President's Air Policy Commission and the Congressional Aviation 
Policy Board. This need is strikingly lilustrated by the fact that none of the 
aircraft manufacturers who liave developed the newer commercial transport 
aircraft have recovered their Investment.   Recently, both the Air Coordinating 
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Committee and the Civil Aeronautics Board, in tlieir reports for the calendar 
year 1949, expressed concern over the lack of new prototype development. The 
Administrator of Civil Aeronautics, in his statement on February 27, 1950, 
before the Committee on Interstate and Foreign Commerce of the House of 
Representatives, expressed similar views. We believe H. K. 8536 would provide 
the stimulation necessary to bring about this development without directly In- 
volving the Federal Government in the actual development of such aircraft. 

H. R. 8536 would authorize the Secretary of Commerce to bear certain costs 
incident to tlie development of improved commercial transport aircraft, par- 
ticularly turbine-powered aircraft and aircraft suitable for feeder-line opera- 
tion. The costs would be limited to those arising out of testing in connection 
witli type certification, flight operations simulating scheduled air transportation 
and undertaking minor modifications found to be uecessary during such test 
periods and operation. 

Legislation providing for the development of prototype transport aircraft 
under Government sponsorship was introduced In the Eightieth Congres-s and has 
been introduced In the Eighty-first Congress. These bills provide, in substantial 
effect, for tlie payment by the United States Government of tlie costs incident to 
the development of new prototype aircraft. H. R. 8536 differs from previous pro- 
posals in that it would result in less financial participation by the Government in 
developing the aircraft and in the maximum degree of private initiative and 
competition among the aircraft manufacturers. The aircraft manufacturers 
would bear the cost of developing the prototype during the drafting-board stage 
and during the actual initial production as well as the cost of .subsequent major 
factory modifications. The Federal Government, through the Department of 
Commerce, would bear the costs of putting the prototype through the various 
tests to establish data relative to the costs of operation. It would also bear 
the costs of minor moUitications found to be necessary during the course of the 
tests. Finally, when the aircraft is ready for type certification, it would bear the 
costs necessary to determine whether the aircraft meets the airworthiness stand- 
ards established in the civil air regulations which would include thorough testing 
under actual operating conditions. The manufacturer will Iteiir a substantial part 
of the cost burden as well as the problems of introducing the aircraft en the 
market and promoting its use. 

On the basis of informal advice, we have reason to believe that the industry 
would in fact develop the types of aircraft covered liy the legislation if the 
Federal Government would bear the expenses of the activities descriljed in the 
bill and outlined above. In our Judgment the undertaking of these activities by 
the Government under authority of the bill would Ije a substantial assistance to 
the manufacturer. We also l)elieve that by participating in the testing of the 
aircraft during the various stages of development, the Civil Aeronautics Admin- 
istration will be in a better pcsition to make the determinations it must make 
Jn issuing type certificates, will know what changes In air-navigation aids and 
civil airports will be necessary to accommodate the new type aircraft, and will be 
in an excellent position to advise the Civil Aeronautics Board regarding necessary 
changes in air traffic rules and other civil air regulations. 

There are two other provisions of this bill which I believe warrant your con- 
sideration. Fir.st, the bill provides for the development and testing of feeder 
aircraft. We believe there is an urgent need for such a development. Pro- 
viding adequate air transportation service between relatively small areas of 
population and points which are served by the major air carriers is one of the 
largest remaining areas of new development in the entire air transimrtation 
industry. The Civil Aeronautics Board is currently fostering a program of feeder 
development through the use of single-engine aircraft under day contact condi- 
tions. If this business develops, larger and better equipped aircraft will be 
needed. The feeder-type aircraft contemplated in our proposed program would be 
of the type suitable for all-weather operations and capable of carrying approx- 
imately 20 persons. Following the last war several manufacturers initiated the 
design and development of feeder-type aircraft. However, these projects were 
dropped after considerable expenditure because of the expense of prosecuting the 
development work to conclusion. I feel that the Initiation of a program leading 
to the development of feeder-type airplanes at this time will be of material benefit 
to the general public and to the aviation industry. 

Secondly, you will note that the proposed legislation, If enacted, would author- 
ize appropriations thereunder to remain available for expenditure or obligation 
until such time as the appropriation is expended. The unpredictability of 
the completion of the testing and modification program, which this legislation 
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would authorize, makes it extremely difficult to formulate an accurate estimate 
as to the time which will be required for final development of prototype air- 
craft. It is further complicated by the fact that no accurate estimate can be 
given at this time as to when manufacturers will be able to complete the initial 
construction of aircraft which may be tested. However, while appropriations 
for the purposes of this legislation should remain available until expended for 
the reasons stated, nevertheless such action should not be considered as estab- 
lishing a permanent program. This i.s, in fuel, a temiiorary program designed for 
the puriMse of affording immediate relief to aircraft manufacturers so that 
they may develop advanced transport-type aircraft. As previou.sly explained, 
manufacturers are reluctant and in some cases financially unable to obligate 
themselves for all the costs incident to the development of modern aircraft. I be- 
lieve that this program, although temporary, will afford United States manu- 
facturers the opportunity to retain their leadership in this field which other- 
wise might become irrevocably lost. 

In summary, we believe that enactment of this proposal would promote the 
development of commercial transport aircraft with a minimum expenditure 
by the Government and under conditions which would result in maximum free- 
dom for the aircraft manufacturers. 

This proposal has the approval of the membership of the Air Coordinating 
Committee. The Bureau of the Budget has advised that this legislation would 
be in accord with the program of the President. 

CIVIL AERONAUTICS BOARD, 
Wa*hington, June 28, 1930. 

Hon. RonraiT CROSSER, 
Chairmun, Committee on InterKtate and Foreign Commerce, 

House of Representatives, Washington, D. G. 
MY DEAR CONGRESSMAN CBOSSER : This is in reply to your request for a report 

on H. R. 8530, a bill to promote the development of improved commercial trans- 
l)ort aircraft liy providing for the operation, testing, and modification thereof. 

The Board favors the enactment of this legislation. 
We have long advocated a program of Federal assistance for the development 

of improved transport aircraft. This matter has also been under study by the 
Air Coordinating Committee for a considerable period of time, and that Com- 
mittee has recently taken a position in favor of the enactment of legislation 
substantially similar to that embodied in H. R. 8,^36. The program envisaged 
by this legislation, in which the Board fully concurs, is premised on the belief 
that the two most advantageous and appropriate aspects of new aircraft develop- 
ment for Government financial assistance are: (1) the testing of new prototype 
aircraft and (2) the coiuhict of exi>eriments sinuilating actual commercial 
operating conditions to permit adaptation of ground facilities and air safety 
regulatif)ns to the use of the new designs. This approach has the merit of 
leaving to private industry a maximum degree of initiative and competition in 
matters of production and design. H. R. 8.^6 in our opinion is appropriately 
drafted to meet these objectives. 

The Bureau of the Budget has advised that the enactment of legislation as 
recommended herein would be In accordance with the program of the I'resldent. 

Sincerely yours, 
JOSEPH J. O'CONNEI.L, Jr., Chairman. 

THE DEPCTT SECRETARY OP DEFENSE, 
Washington, D. C, June 6, 1950. 

Hon. BORERT GROSSER, 
Chairman, Committee on Interstate a.nd Foreign Commerce, 

House of Representatives. 
MY DEAR MR. CHAIRMAN : This is in reference to your request dated May 18, 

1950, for the comments of the Department of Defen.se concerning H. R. 8."):?6, a 
bill to promote the development of improved commercial transport aircraft by 
providing for the operation, testing, and modification thereof. 

This bill, during the drafting stage, was considered by the Air Coordinating 
Committee.   The proposed legislation provides for a limited and temiwrary pro- 
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gram of operation and service testing of commercial transport aircraft. The 
Department of Defense is not given any obligations or responsibilities under the 
bill and it is, therefore, outside the purview of our operations and jurisdiction. 

The Department of Defense does not find anything in H. R. 8536 which Inter- 
feres with military operations or plans and has, through its representation In the 
Air Coordinating Committee, endorsed this measure. 

The views stated herein should not be construed as altering prior comments 
of the Department of Defense in objection to legislative proposals designed to 
provide, through Federal financing, for the development of prototype aircraft 
Intended for industrial or iiersonal use and adaptable for military service. 

It is our understanding tliat the Bureau of the Budget has approved H. R. 
8536 as being in accord with the program of the President. 

With kindest personal regards, I am, 
Sincerely yours, 

STEPHEN EARLT. 

NATIONAI ADVISORY COMMITTEE FOR AERONAUTICS, 
Wanhiiiijton, D. C, June 8, 1950.' 

Hon. ROBERT CROSSER, M. C, 
Ohairman, Committee on Interstate and Foreign Commerce, 

House of Representatives, United States Congress, 
Washijigton, D. C. 

DEAR MR. CROSSEU: I have your letter of May IS, 19.50, requesting comment on 
the bill, H. R. Sa:{6, to promote the development of improved commercial transport 
airciaft by providing for the operation, testing, and modification thereof. This 
matter was considereci by the National Advisory Committee for Aeronautics at 
its meeting at L'lngley Field, Va., on .June 2, 1950, at which meeting the com- 
mittee by re.solution endorsed the principles set forth in H. R. 8536 because it 
appears to offer a stimulus for the aircraft industry to pHx-eed with required 
protot.\pe developments while maintaining the private initiative of the industry, 
and bi>ca<i.se it offers a means for cotiducting much needed research at an 
hweleratPd pace. 

The Bureau of tlie Budget advises that this reply is in accordance with the 
program of the President. 

Sincerely yours, 
J. C. HuNBAKEB, Ohairman. 

TREASURY DEPARTMENT, 
Washington, June 27, 1950. 

Hon. RoBEitT CHOSSER, 
Chitiniian. Cnmniiltce on Interstate and Foreign Commerce, 

ITousr of lirpresentatires, Washington, D. C. 
Mv DEAR MR. ("irAiuMA.s : I<'nrlher reference is nmde to your letter of May 18, 

1050. requesting tlie views of the Treasury Department on H. U. 8536, to promote 
the dfve opment of improved commercial transport aircraft by providing for the 
operarioii, testing, and modification thereof. 

The l>iil would authorize temporary Government assistance for the purpose of 
promoting, in the iiitere.st of safety, the national air tran.sportation sy.stem and 
the imtional defense, the development of improved transport aircraft, par- 
ticularly turbine-powered aircraft, aircraft espwiaily adapted to the economical 
transportation of cargo, arid aircraft suitable for feeder-Hue operation. Admin- 
istration of the provisions of the bill would be vested in the Administrator of 
Civil Aeronautics. 

Tills 1 roiiosed legislation is the result of extensive study by an ad hoc com- 
mittee on the development of prototype transport aircraft apiwinted by the Air 
(•oiudiiiatiiig (^anniittee. It rei>resents the recommendations of member depart- 
ments and agencies of the Air Coordinating Committee. 

The Treasury Deiiartnient has no objection to the enactment of H. R. 8536. 
The Department has been advised by the Bureau of the Budget that there is 

ni" obje<'tion to the submission of tliis report to your committee. 
Very truly yours, 

E. H. FoLEY, Jr., 
Acting Secretary of the Treasury. 
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• UNITED STATES CIVIL SERVICE COMMISSION, 
Waihingion, D. C, June 8,1950. 

Bon. ROBEBT CROSSER, 
Cliaimmn, Committee on Jnterglate and Foreign Commerce, 

Souse of Representatives, Room 1334, House Office Building, 
Washington, D. O. 

DEAR MR. GROSSER: Further reference is made to your letter of May 18, 1950, 
requesting a report of tlie Commission's comments on H. R. 8536, a bill to pro- 
mote the development of improved commercial transjwrt aircraft by providing 
for the operation, testing, and modification thereof. 

H. R. 8536 declares it "to bo the policy of Congress to promote, in the interest 
of safety, the national air transportation system and the national defense, the 
development of improved commercial transport aircraft, particularly turbine- 
powered aircraft, aircraft especially adapted to the economical transportation 
of cargo, and aircraft suitable for feeder-line operation, by providing for tempo- 
rary Government assistance in the testing and minor experimental modification 
of such aircraft, and in the operation of available turbine-powered aircraft in 
simulated tran-sport service to .se<'ure data to aid in the development and manu- 
facture of turbine-powered transport aircraft, and to aid in the adaptation of 
civil airways, civil airports, and air-safety regulations applicable to civil aircraft 
to the operation of such aircraft." 

To aid in the carrying out of his responsibilities under tlie bill, the Secretary 
of Commerce is authorized in section 3 (a) to employ all necessary personnel 
"subject to the civil-.service laws and the Classification Act of 1949, as amended, 
but without regard to any provision of law limiting the number of personnel 
which may be employed by the Civil Aeronautics Administration,    *    •    •." 

The Commission lias no olijectiou to the enactment of II. R. 8536 into law inso- 
far as any matter within its scope of activity is concerned. 

The Commission, in accordance with established procedure, has been informed 
by the Bureau of the Budget that there would be no objection to the presenta- 
tion of the proiMJseii rep<irt to your committee, as enactment will be In accord with 
the program of the President. 

By direction of the Commission : 
Sincerely yours, 

HARRY B. MITCHELL, Chairman. 

Mr. BECKWORTH. The first witness we shall have is Hon. D. W. 
Rentzel, Administrator of the Civil Aeronautics Administration. 

STATEMENT OF DELOS W. RENTZEL, ADMINISTRATOR OF 
CIVIL AERONAUTICS ADMINISTRATION 

Mr. RENTZEX,. Mr. Chairman, I have a prepared statement which 
I would like to read first, if I may, which gives a resume of the situa- 
tion surrounding this bill. 

I am ver}- liappy to have the opportunity to appear before this com- 
mittee to expre-ss my views with respect to H. R. 8086. 

Ever since World War II it has been apparent that some form of 
Government participation in the development of transport aircraft 
is necessary. The cost of developing the modern transport aircraft 
has increased rapidly since prewar days and aircraft manufacturers 
have not been able to recover, through sales, their costs in connection 
with the development of the aircraft. In 1948 the President's Air 
Policy Commission and the Congressional Aviation Policy Board 
botli found a need existed for participation on the part of the Govern- 
ment in the development of prototype transport aircraft. Wliile 
United States manufacturers have found it too costly to proceed, 
British and Canadian manufacturers have made great strides in the 
development of new-type transport aircraft—largely because their 
developmental work has been partly financed by their respective Gov- 
ernments. At the present time both the British and the Canadians 
have turbine-powered transport aircraft in operation on a test basis. 
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However, at this time, no United States manufacturer has developed 
such an aircraft. 

Ever since World War I the United States has held leadership in the 
field of international air transportation. That leadership is now 
being challenged directly by the development of fast, foreign trans- 
port aircraft and unless steps are taken to assist our manufacturers 
in the development of these advanced-design transports, our preemi- 
nence in the field of international aviation will be lost as speed is the 
most important single advantage of air transportation. Today 
piston-powered aircraft of United States manufacture leads the world 
in use by international air carriers. It is, therefore, a matter of na- 
tional concern that this leadership not be lost to foreign manufacturers 
who are subsidized by their governments. 

Up to the present time either the manufacturer of a new aircraft 
or the airline which purchases it, or both, have had to conduct extensive 
tests under conditions as nearly identical to scheduled operations as 
possible in order to determine any mechanical or operational deficien- 
cies in advance of the aircraft's use in scheduled service. Tliese tests 
have sometimes not fully revealed mechanical and design deficiencies 
in the aircraft and this has resulted in the loss of many millions of 
dollars to the airlines and to the industry as well as a great inconven- 
ience to the traveling public. The testing and minor modification of 
new aircraft which would be done under this proposed program would, 
to a great extent, eliminate such costs and would provide the airlines 
with as safe, economical and dependable an aircraft as it is possible 
to provide. 

There have been a number of means suggested whereby the Gov- 
ernment could participate with private industry in the development 
of transport prototypes. Generally speaking, these types of assist- 
ance have fallen into two general categories: (1) a subsidy from the 
Federal Government which would virtually insure the manufacturer 
against loss in the development of an aircraft and, for all practical 
purposes, place the Government in the manufacturing business; and 
(2) a lesser form of assistance in the testing and minor modification 
of the prototype aircraft following its development and construction 
by the manufacturer along substantially his own lines of endeavor. 

Recognizing the two general categories of assistance which could 
be rendered, this Administration, through the Air Coordinating Com- 
mittee, reviewed the situation and concluded that the form of assist- 
ance most appropriate to our private enterprise system was that which 
would place the Government as little as possible in the position of 
interfering with individual initiative in the development of the air- 
craft, but, nevertheless, provide the manufacturer with substantial 
help in the testing and experimental modification of the aircraft after 
construction. H. R. 8536 represents the solution considered most 
nearly adequate and desirable by the Air Coordinating Committee. 
Under this legislation the CAA will not dictate to the manufacturers 
what they should build but will provide broad operating and utility 
specifications for the types of aircraft that we feel the air transporta- 
tion industry needs. It will be up to the manufacturer to meet those 
broad specifications in whatever manner he sees fit. 

There have been certain statements in the press which have indi- 
cated that the type of assistance provided for in H. R. 8536 would 
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not result in tlie development of new transport aircraft because it 
would not be adequate incentive to the manufacturer; it would not 
transfer to the Government enough of the development cost. Al- 
though these statements have been made, I think I can assure you 
that most manufacturers will avail themselves of any help offered, 
^^'^e have, in fact, received assurances from aircraft manufacturei-s 
that they would be willing to design and construct transport aircraft 
with the testing assistance which this bill would give. 

If we go beyond the testing and minor modification which is pro- 
vided for in H. R. 8536 we would find ourselves in the position of 
spending tremendous sums of the taxpayers' money, probably find our- 
selves dictating not only the types of aircraft but the details of their 
construction, and would have to establish a large administrative or- 
ganization in order that the program be properly supervised. Under 
the present plan only a few additional employees would need to be 
added to the Administration in order to carry out the testing program. 

Actually, most of the testing would be done under contract with 
I)rivate persons under our general supervision. Inasmuch as this 
egislation would expire in 5 years, it will give everyone concerned, 

particularly Congress, ample opportunity to see if this limited assist- 
ance is going to be adequate or if some larger or smaller measure of 
participation by the Federal Government is necessary. 

Other phases of the matter which I have not yet discussed are 
equally as important. The development of new, fast, transport aircraft 
is creating a problem in connection with the design, development, 
and particularly the operation, of the Federal airways system. Pres- 
ent aircraft in transport use have comparatively small variations in 
speeds and fuel capacities and, therefore, lend themselves more readily 
to our present system of air traffic control. 

The interjection of the new, fast, transport aircraft with relatively 
low fuel reserves will create problems that we are not yet fully 
acquainted with Consequently, the testing of such aircraft under 

' H. R. 8536 will provide the Administration with a means of evaluat- 
ing our air traffic control system as applied to jet aircraft and pro- 
viding for any necessary changes to meet resulting special needs. 

The CAA is also vitally concerned with safety problems incident to 
the certification and operational characteristics of these new aircraft. 
This legislation would give us an opportunity to work with the manu- 
facturers and the airlines prior to general use of the aircraft in 
scheduled air-carrier service. In this manner we would obtain in- 
valuable information on maintenance and operating problems relating 
directly to the aircraft as well as be able more readilj' to cushion the 
impact their use will have on our present airways system. 

It is entirely possible that certain military aircraft could be con- 
verted into aircraft suitable for scheduled transport use. If such is 
possible, these aircraft would be tested under this program. It is also 
possible that foreign-made aircraft could be tested by us in order to 
provide operational information on our Federal airways system and 
information for American manufacturers in the development of 
prototype transport aircraft of United States manufacture. 

In view of the urgency of developing safe and economical prototype 
transport aircraft in the United States, I strongly recommend that 
3'our committee report H. R. 8536 favorably.   The present bill has 
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been cleared by the Bureau of the Budget on behalf of the President 
as have these remarks. 

Mr. Chairman, before I conclude if I may I would like to take 5 
minutes of the committee's time to give you a resume of the situation 
vrhich has existed prior to this time, and, if possible, to shed some 
light on the sequence of events which has led to this present state of 
affairs of prototype transport aircraft. 

Mr. BECKWORTH. You may proceed. 
Mr. RENTZEL. Prior to World War II, Mr. Chairman, it was en- 

tirely possible for the aircraft manufacturer to build and produce on 
the gamble of selling a transport aircraft. 

The DC-2, the DC-3, and all predecessors, and the DC-4, were 
financed entirely by the manufacturers of commercial aircraft. Those 
airplanes were very important. 

I might add that the last, the DC-4, was financed by cooperation 
between the scheduled air carriers at that time and the manufacturer, 
Douglas Aircraft, on a joint development cost basis. 

I do not think we have to repeat for the record that the DC-3 and 
the DC^ were the backbone of our air transport aircraft rsed I)y the 
military during World War II. The history has been well written. 
I am sure that the military will completely concur when we say that 
without these two aircraft we would not have had a transport world- 
wide military service. 

During World War II two new aircraft were financed by military 
participation with the manufacturer, by actual military contract. 
One of these was the Constellation, which had been started prior to 
the war. Another was the DC-0. Those two are the present back- 
bone transport aircraft of our present fleet. 

The availability of these aircraft immediatelv after the war gave 
the United States unchallenged leadei-shij) in aircraft, and with the 
DC-4, the Constellation, and the DC-O, they are the backbone of 
our world fleet of airci'aft. 

Subsequent to World Wai- II the British, who had not been in 
any large-scale transport production during the Avar, went into an 
advanced stage of development on jet-powered aircraft, either turbine 
or turbine-propeller combinations. 

At the present time, as I have mentioned, the British do have a 
world leadership in jet-powered aircraft for the reason that they 
have subsidized and underwritten the cost of transport development 
in order to achieve world leadership. 

The Canadians also have a turbine-powered aircraft which I believe 
is good enough for us to certificate for use in this country. 

We are losing the world leadership in transport types of aircraft. 
I might say further that the military requirements are being met 

for transport aircraft from current modifications or development of 
militay types of cargo transpoi-t. The C-!)7 Boeing is a development 
from the B-2!> bomber. The C-12."), tlie Chase aircraft, is a develop- 
ment from a glider type of aircraft powered with conventional piston 
engines. Other types of aircraft are modifications of DC-6's or 
Constellations for cargo purposes. 

The military, for reasons of budget, have not invested in any sub- 
stantial development program for cargo types of aircraft. I believe 
they have counted rather heavily on the availability of commercial 
aircraft for their supplemental airlift purposes. 
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As was brought out in the Senate hearing, the military lift is 
deficient. We know that. Development at this time will not elimi- 
nate that deficiency insofar as the present emergency is concerned. 
Obviously, the only thing that can be done now is to procure existing 
types of cargo and transport aircraft for military purposes. 

I might add further that this bill provides for another field which 
has been, I believe, neglected. That is the question of suitable air- 
craft for feeder types of airlines, short-range airplanes. At the 
moment we have no satisfactory feeder-type airline airplane. That 
it a deficiency which I feel, for the good of our transport system, must 
be rectified. 

Now, it has been argued that the Govenmient should get into the 
question of development of aircraft extensively and sliould make 
available the supplemental lift necessary by building, owning, and 
making available aircraft to all commerce on a lease basis. There is 
certainly some merit to such a suggestion. 

I do feel, however, that as much as we can we should keep the Gov- 
ernment out of the private industry's business. We should assist 
where assistance will be effective, and we should limit our participa- 
tion financewise to the minimum that will accomplish that objective. 

T feel it is urgent. I feel that while we are not able to meet the 
existing emergency by this bill I do feel that the future emergencies 
might well be met for supplemental airlift, particularly in the cargo 
field. 

I would like to emphasize that it would be the purpose of the 
Department of Conunerce, around which this bill is written, to make 
every possible effort and to give every possible priority to the de- 
velopment of an adequate cargo airplane. It is in this field that the 
military and civil have the greatest common interest. It is in this field 
that we have the greatest common need for supplemental airlift. 

Mr. BECKWORTH. Are there any questions? 
Mr. Rentzel, what do you feel a bill like this, or a piece of legis- 

lation like this, would cost the first year, the second year, and the 
third year?    What are your estimates? 

Mr. RENTZEL. As an off-hand estimate, Mr. Chairman, I feel that 
the first year would be one of the smaller years, for obvious reasons, 
organizational purposes. I estimate we would be able to spend effec- 
tively approximately 2i/^ million dollars the first year. 

The second year would be one of the most productive, in which 
we would be able to conduct some simulated tests with jet-type air- 
craft, both tui'bine and propeller jet aircraft, in order to ascertain 
some of the safety problems we are going to be getting into in tliis 
type of airplane. 

We are inevitably going to be faced with an entirely different set 
of operating principles with this type of power, traffic control, icing 
conditions, turbulence problems, safety, and certification, which will 
be matters of vital concern. AVe would hope that this bill would give 
us a really worth-while opportunity to learn these problems and solve 
them before the aircraft get into use. 

After that I would estimate we can spend on the order of approxi- 
mately $;3,000,000 per year. It may be that we may reach a status 
in conjunction with the over-all international situation which might 
modify that program. 
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It would be our effort to expedite it and to expend the money as 
early as possible if we can get the results. I would estimate a large 
part of it could be spent effectively in the first 3 years of the bill. 

Mr. BECKWORTH. IMease give us a concise statement as to just how 
the proposition would work out with company X when company X 
envisioned a plane that it felt it would like tested. 

Mr. KENTZEL. Our approach on this, Mr. Chairman, would be 
twofold. One is the experimental testing of existing jet types of 
aircraft, to be conducted by contract with existing carriers, both ir- 
regular and regular carriers, to the extent possible. 

In the case of a manufacturer who has produced a new aircraft which 
he would like to have tested in this program, it would be our under- 
taking to contract with either the Military Air Transport Service or 
the existing carriers to operate this aircraft on a semischeduled basis 
for an accelerated service test of approximately 1,250 hours. That 
aircraft would be accepted from the manufacturer. We would revise 
our certification pi'ocedure accordingly in order to give it an experi- 
mental license without going under the normal certification process 
prior to its manufacture, by taking this prototype aircraft and putting 
enough hours on it to fly the bugs out of it rather than to estimate wiiat 
the deficiencies of that particular aircraft would be before it was built, 
as we have had to do in the past. 

After this fligiit test of approximately 1,250 hours in cooperation 
with a carrier or a group of carriers and in coopei'ation, of course, with 
the manufacturer, we would attempt, through our Type Certification 
Board, to determine what deficiencies had been discovered, and those 
that had not been corrected by the provision of minor modifications 
as outlined in this bill we would insure, as a part of our type certifica- 
tion procedure, were corrected in the production model. 

I hope that describes the process. 
It would not be our attempt in the Administration to set up a group 

of operating people to do this job.    Our effort would be to set up a 
fmeral supervisory program and to contract with existing carriers, 

emphasize the contracts would be with both scheduled and irregidar 
carriers to operate some of these aircraft in order to fly the bugs out 
of them. 

A lot of things would be learned by that process. One of our big 
hidden costs today is the training cost when the air carriers of any 
classification put into operation a new type of transport. Those 
costs are always found in the overhead in the first 2 years of service. 
Usually a year goes by before we have the maintenance know-how and 
the pilot-operating technique and the general operating knowledge 
that it takes to operate satisfactorily a new type of transport. During 
that time the costs are abnormally high. During that time the service 
of the airplane is low because of delays and mechanical deficiencies, 
and for safety purposes the airplanes are sometimes grounded during 
the first year of service. 

We would hope to eliminate those things with this service testing 
bill by simply flying the deficiencies out of tlie airplane and at the same 
time getting the know-how on the maintenance, accessories, engines, 
propellers, and so on, that would have to go with any type of trans- 
port before it is actually produced. 

Mr. BECKWORTII. DO you iiave any fiojures personally on what the 
cost is to test, we shall say, a plane such as the DC^ from the time 
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it actually is delivered by the company thought to be in a condition 
to fly passengers ? 

Mr. RENTZFX. It is a little difficult to get an actual percentage 
figure, but if I might take a second here I can describe the process. 

Tlie manufactuier at the present time does put an accelerated service 
test on the airplane. He obviously test flies the airplane. There is 
every effort to build in every safety device possible in order to make 
it a safe airplane, but inevitably during the first year of service addi- 
tional deficiencies are found which are impossible to find without 
actual operating use. 

During that period of time the manufacturer is responsible for 
the modification of any of those deficiencies which occur. In the 
process of modifying a fleet of aircraft which is already in being, 
rather than a fleet of aircraft which are to be built, the cost is ab- 
normally high, for the grounding oi the airplane or returning it to 
the factiory for the modifications necessary in the over-all structure 
in order to accommodate a new accessory or a new modification. Those 
Ihin^ we hope would be eliminated. 

It is, therefore, our estimate tliat the saving to the manufacturer 
may be on the order of 25 or 30 percent of the actual final cost of the 
production-type airplane. That does not represent that kind of 
money out of pocket to the Government, but it does represent a sav- 
ing of postcon.struction cost whicli we think can be applied to the 
over-all cost of tlie airplane very logically. 

Mr. BECKWOHTII. I know this question could probably be better di- 
rected to the military, but where does tliis bill, in your opinion, con- 
tribute to the national defense? You may have touched on this 
briefly before. 

Mr. RENTZEL. I think it is a known fact, Mr. ChairmaUj that the 
existing transport aircraft wliich are available today and which might 
be available in any emergency would be of vital importance to the 
military, both from the point of view of availability for direct use 
by the military and from the point of view of the commerce required 
to operate the country on a national defense or national emergency 
basis. 

So, I think the history of the last war is the best answer to your 
concern. First, it is the availability of the aircraft from wliat you 
might call a stockpile. Secondly, there is the availability of testing 
aircraft which can be produced rapidly to meet the military require- 
ments and whicii can be modified to meet the military i'equirement§ 
as the case may be. 

Mr. BECKWORTH. Do you think this bill would have any bearing, 
or would help this country to get more speedy jet transports of a large 
type? 

Mr. RENTZFX., It definitely would get us jet transports of a large 
type. More importantly, I hope that it would also be possible to get 
some good cargo-operating planes which would be both capable of 
operating economically at a low cost per ton mile, which is a major 
deficiency of our cargo business today, because we do not have such 
an aircraft, and at the same time be usable by the military. 

I should explain that in some instances the military are interested 
only in sijecialized types of transports. With respect to the types of 
traiLsport which are needed for the hauling of tactical equipment or 
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armor, obviously a specialized transport is needed. However, for 
troop carrier purposes and for general transport of commodities such 
as supplies, accessories, parts, and so forth, to the fighting fronts, 
any of the existing airplanes today, particularly the four-en^ne air- 
planes, would be of great value to the military. Therefore, it would 
be our hope to give priority to the cargo type of airplane under this 
bill, and get aircraft which would be of value to the military and 
simultaneously be able to operate as a part of the Nation's connnerc* 
on an economical basis. 

Mr. BECKWORTII. We have heard quite a bit about the great need at 
this time for large cargo planes. To what e.xtent has the CAA in the 
months or years gone by liad anything to do with the development of 
sonie of these larger planes which we have heard about ^ For ex- 
ample, there are some that will cari-y 150 people, I believe one will 
carry 700 people, so it is contended. Has the CAA had anything to do 
with those, or has that been altogether the military^ 

Mr. KENTZEL. We have had a very small part in that, Mr. Chairman. 
Tlie military, usually with military funds, has developed such trans- 

ports of such types of aiicraft as you speak of. That has been done. 
Of course, the CAA has never had any money to do this type of work. 
Our part in the program has largely been limited to cooperation with 
the military on specifications, on testing, and on modification of the 
existing transixjrt commercial aircraft for military purposes. 

In answer to your question directly, the answer is a very small part. 
The military have done most of the work themselves. 

The great majority of the existing transport aircraft used by the 
Military Air Transport are modifications, however, of commercial 
types. The C-n4 is a direct nKxlification of the l)C-4 which was a 
commercial airplane, and the availability of which again, plus the 
DC-3, was a very saving factor in the last war, as history will indi- 
cate.    We hope that such aircraft will again be available. 

Mr. BECKWORTII. However, there have been types of planes that 
might be considered out of the ordinary. I do not know to what ex- 
tent the Constitution would meet that de,scription. but I do under- 
stand that the Martin Co. has built some very huge planes. Of 
course, we have had information about that proposed huge plane of 
Howard Hughes. I do not recall whether that actually flew or not. 
I think there was considerable thought that it would fly at the time. 
It may be they are working on it yet. 

How far in the development of what might be tenned an extra-large 
cargo plane do you feel that the CAA should go at this time? 

Mr. RENTZEL. Well, under this program. Mr. Chairman, we would be 
in a position to test any aircraft that was built. It would certainly be 
our objective to get as many large types of transport aircraft for use 
by the military as we could possibly, you might say, promote, because 
we are not actually imderwriting them. 

The military would have to do the procurement, of course, as would 
be needed. 

At the present time the military are in the process of considering 
pome additional transport procurement. However, they will have 
to do it from existing types of aiicraft because no new ones have 
tfeen developed except under their auspices. 

73910—.")0 2 
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Mr. BECKWORTH. In reading the report of the Deputy Defense 
Secretary, Mr. Early—which incidentally endorses this bill—this 
paragraph is found: 

The views stated herein should not be construed as altering prior comments 
of the Department of Defense in objection to legislative proposals designed to 
provide, through Federal financing, for the development of prototype aircraft 
Intended for industrial or personal use and adaptable for military service. 

Will you have any comment on whether or not this bill would be at 
variance with that? 

Mr. RENTZEL. NO, sir. I do not think it would be at all. I think 
it would be in keeping with that. This bill does not provide, however, 
for the testing of industrial or personal aircraft. There is a separate 
bill before this committee which would provide for that type of air- 
craft. 

This bill is designed for transport aircraft only. 
Mr. BECKWORTH. I just wanted to get your views on that. 
Mr. RENTZEL. Yes, sir. 
Mr. BECKWORTH. Are there any other questions ? 
Mr. HAIA. Mr. Rentzel, membei-s of this committee were in England 

last year and saw the Comet. 
Mr. RENTZEL. Yes, sir. 
Mr. HALL. Could you give me an estimate of how far behind 

England we are in the development of such a jet-propelled trans- 
port plane ? 

Mr. RENTZEL. Mr. Hall, my best estimate would be 2 or 3 years. 
Mr. HALL. In other words, it will be 1953 before we are able to put 

a transport plane such as the Comet in the air? 
Mr. RENTZEL. At the stage tliat they have it now, which is the 

etage not of being in use but in operational test. 
Mr. HALL. While we were over there tliey spoke to us about the 

possibility of licensing the manufacture of such a plane in the United 
States.   Has anything developetl along that line? 

Mr. RENTZEL. Nothing conclusive. I know there have been discus- 
sions about it, Mr. Hall. I also know that that same consideration 
has been given to the Canadian Avro-102. 

Mr. HALL. That includes the engine, of course? 
Mr. RENTZEL. Yes. 
Mr. HALL. What would happen to our transport system if within 

the next year or so tlie Canadians or the Britisli put these planes in 
operation ? 

Mr. RENTZEL. Well, definitely we would go into a second-rate posi- 
tion in so far as competition with them is concerned. Certainly from 
the point of view of speed and the point of view of service to the 
public we are going to be behind if our airlines are not able to use that 
type of aircraft. 

Mr. HALL. This is not said in the spirit of criticism, but why have 
we not done something before this in order to attempt, at least, to 
bring us up on a par with England and Canada in the development 
of jet-propelled transports? 

Mr. REXTZEL. There are several reasons. Mr. Hall. One reason is 
tliat the Eightieth Congress did not pass the prototype bill recom- 
mended by the Congressional Aviation Policy Board at the last min- 
ute, for reasons which I think are well known. 
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One of the principal reasons is that the industry—I speak of that 
considering the Government agencies involved as well—has been un- 
able to get together on a program of which they could agree. I think 
the iK)int of view has changed several times in the past 3 years. 

As a result of that, this is the first bill on wliich we have had some 
general agreement. There is still opposition. There are still people 
who have other ideas. I think there always will be that in an industry 
of this type. 

The fact is, simply, that this is the first bill on which we have had 
AAC approval and on which the President has passed on his approval 
and on which the industry is in general agreement. 

Mr. HALL. Of course, all the foreign airlines now use our airplanes? 
Mr. RENTZEL. Yes, sir. 
Mr. HALL. Was it in the minds of the private operators and the 

private transport companies over here that they could make just as 
good a deal with the British and fly the British jet-propelled planes? 

Mr. RENTZEL. I do not think that has entered into it. Perhaps it 
has recently, Mr. Hall, but I do not believe it has in the past 2 or 3 
years unless it has happened very recently. 

I am reasonably sure that the probability is that they will buy some 
of these airplanes and they will use them. The competition will per- 
haps force others to do the same. 

Of course, that leaves us in a difficult position with our United 
States manufacturer. It does not help our defense effort to not have 
the manufacturing capacity available which we had at the beginning 
of the last war from commercial types of air transport manufacturers. 
It does not help our United States position either prestigewise or po- 
tentialwise, as I see it. 

Mr. HALL. You say that this bill would cost 21^ million dollars to 
3 million dollars a year, and would level off at about 3 million dollars 
a year? 

Mr. RENTZEL. I felt perhaps the second year might reach as much 
as $5,000,000. 

Mr. HALL. It would level off at $3,000,000? 
Mr. RENTZEL. Yes, sir. 
Mr. HALL. What percentage of the over-all cost of developing an 

experimental plane is that? I ask that for the reason that at the 
beginning of your statement you say the cost of production of an ex- 
perimental plane has been the biggest bar to our getting such work 
done. What percentage of tliat cost would this item be which you 
cover in this bill? 

Mr. RENTZEL. I estimated it, Mr. Hall, at 25 to 30 percent of the 
manufactured cost. You would not do mucli toward the actual ex- 
perimental development, whicli would still be the responsibility of 
the manufacturer, but the service testing and the other benefits, we 
think, which could be derived from the actual testing and modifica- 
tion action of the bill, might amount to as much as 25 or 30 percent 
of the manufactured cost which, after all, is tlie cost that the manu- 
facturer is primarily interested in. 

Mr. HALL. I have another question. Reading Mr. Early's letter it 
is indicated to me—maybe I am wrong—that he feels the military 
should develop its own planes; is that a fair assumption? 
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Mr. RENTZEL. Well, he feels, I am sure, that they should develop 
their own planes that they need for their own special purposes. I am 
equally sure that he will expect to be able to use the entire United 
States transport Heet if need be. The availability of those aircraft, if 
our experience in World War II is any indication, will be a very im- 
portant part of the Air Transport Service of the military. 

I also know that they do contemplate the use of such aircraft as 
needed.   They are using them in the present emergency. 

Mr. HALL. I asked that question as a basis for this question, and 
maybe you can answer it: Is the Comet, or the English jet-propelled 
plane the result of a combination of efforts on the part of a private 
industry and civil transport and the military? Are they all working 
on that together to bring out a plane, or is it the work of just one 
group? 

Mr. RENTZEL. NO, sir; I think they are working together on it. 
They operate quite differently, because of the situation of the industry 
in England. All the.se planes were built on a completely subsidized 
basis by the process of the Ministry of Supply ordering two of each 
type and underwriting the total cost, with a tentative order for addi- 
tional aircraft for use by the subsidized airlines in the event the air- 
plane turned out to be as satisfactory as the engineering plans indi- 
cated. 

Mr. HALL. Well, do you think that brought about efficiency, to have 
all working toward the same end over there, and do you think we 
will be just as efficient over here if we have the civil working in one 
direction for civilian transport planes, and the military working in the 
other direction for their particular purposes? 

Mr. RENTZEL. I do not think we are working at cross purposse at 
all. I might just personally mention that the committee that devel- 
oi)ed most of the background of it, one of which was General Kuter 
in command of Military Transport, and one of the members of the 
Air Coordinating Committee, the NACA being the fourth member, 
said it is just a different need, tlie need for particular tactical types 
of transport aircraft is one thing for which the military feel that 
they should be the sole developers and procurers. The supi)leinental 
need for air lift that comes from the availability of transport aircraft 
is the second one that they are endorsing without wanting to par- 
ticipate financially. They feel, in other words, that is of definite 
natioiuil interest, and there are airplanes which could be used by the 
military, and at the same time they want to differentiate between that 
and the tactical type of transport which they feel they should under- 
tiike to build. 

Mr. HALL. Are they participating with their know-how? 
Mr. RENTZEL. Oh, yes; absolutely. They would participate, too, in 

the ser\-ice testing of various types of aircraft and would benefit from 
the information or data derived. 

I might go further and say that the airpoi'ts, the design of airports, 
which would be affected by service testing of jet-propelled and turbo- 
propelled aircraft Mould be of inestimable value to the military and 
would, of course, make our system more adaptable to the military 
needs in time of war, our traffic control, our meteorological service, 
our airways system, and the design and implementation of our 
airports. 
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Mr. HALL. Mr. Dolliver suggested this wliile we were over there 
they said that there were several bugs in the Comet No. 1, the high 
fuel consumption for long trips, and the high speed at which they 
have to land, and also, of course, the pressurized-cabin flying at 
30,000 or 40,000 feet. Can you tell us whether or not any of those 
bugs have cleared out? 

Sir. RENTZEL. They have made substantial progress in the past year. 
The Chief of our Aircraft Engineering Division was over there in 
June, and he flew the Comet personally. They have made very sub- 
stantial progress toward eliminating pressurization. 

The problem of fuel consumption is common to all jet-powered 
aircraft, but they have made some progress there. His reaction to 
the airplane was good. There are still some things to be learned, 
of course, that willcome from operating and service testing, but they 
are doing more or less at the moment what we want to do under this 
bill: they are service testing those airplanes and will fly them for 
2 or 3 years before putting in service that aircraft and the later air- 
craft that are now i7i the process of production. 

Mr. HALL. Thank you very much.    That is all. 
Mr. BECKWORTII. Mr. Dolliver, do you have any questions? 
Mr. DoLLrvTiR. No. 
Mr. BECKWORTH. Mr. Wolverton. 
Mr. WOLVERTOX. Mr. Rentzel, in your statement you have informed 

us that tlie British and the Canadians are far in advance of us in this 
matter. To what extent are their .studies and the results of their 
studies available to us? 

Mr. RENTZEL. I cannot answer that specifically, Mr. Wolverton. 
They have indicated that they would be glad to consider a license 
arrangement. Thev have not indicated that to me but they have to 
some others, and if that were true, I would assume that they would 
license the manufacturers of both the engines and the aircraft. Quite 
a bit of the information that they are obtaining in regard to traffic 
control is available to us, and they have offered directly to cooperate 
with us in that study because we are both concerned about that aspect 
of it. 

Mr. WOLVERTOX. Well, aside from the possible willingness to license 
inventions to us, to what extent are we able to know the details of 
their studies as a basis for our study, regardless of the question of 
licensing? 

Mr. REXTZEL. Well, we are able to know a great many of the prob- 
lems and the broader answers that they are getting from the service- 
testing of these airplanes, l)ecause we have kept closely informed 
about them. I have had an engineer over there, or, the Civil Aeronau- 
tics Administration has had. for a year during which time the Comet 
was iK'ing brought from the design and experimental stage up to the 
development stage, and we have been kept very well informed in that 
respect. 

As to the actual design, I do not think that there is any particular 
mystery about it. I am quite sure that our manufacturers are capable 
of building an airplane equally as good if there is sufficient incentive 
for them to go ahead with it. In other words, I believe that from that 
point of view we are not too far behind, but the short time for the 
experimental work and development of aircraft and the production 
of aircraft is what is putting us behind mostly. 
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Mr. WoLVERTON. Would their studies, their progress, and their de- 
signs be available to our private manufacturers in this country? 

Mr. KENTZEL. I would have to say probably not, Mr. Wolverton^ 
unless we were able to work out some arrangement for which we would 
pay for or contribute toward their engineering development expense. 

Mr. WoLVERTox. Well, speaking frankly, what I have in mind is 
this: For years now we have been financing Great Britain to a very 
great extent. We have, in addition, taken upon ourselves responsi- 
bilities that I think we have a right to expect that Great Britain would 
share with us in other parts of the world, all of which is a great expense 
to the taxpayere of America. I would like to know why we caimot 
have the benefit of something that they are doing by way of return 
for all that we are doing for them. 

I do not put that to you expecting an answer, because I realize that 
you are not on the level of officialdom to probably make a statement 
m that respect, but I certainly am definitely of the opinion that we 
have done so much for Britain that I think any door should be open 
to us that would be helpful in these lines of our endeavor. 

We opened to Fuchs, representing the British, our secrets in our 
atomic development, and you see what became of that. 

If we can open our secrets with respect to atomic development and 
research to the British, it seems to me a small thing in return for us 
to get some of their information which would enable us to start off 
where they are at the present time. 

The second thing is this: You spoke of one of these planes over here 
as being rather expensive, and that it would take a great deal of the 
taxpayers' money. I wonder how Britain does it, if they are in the 
financial condition that they are in which requires our help? How 
did they get the money to go ahead and make these developments 
when you indicate that it would be too great an expense for us to do it? 

Mr. RENTZEL. IMay I answer the last question ? 
Mr. WoLVERTOx. Yes; I think you should, because you referred to 

it in your statement. 
Mr. RENTZEL. Yes, sir. I do not know the answer. I am sure that 

they will tell you that they get most of the money with which to de- 
velop these airplanes from their own economy. 

I know that their ambition is one that they do not try to conceal, 
is to gain preeminence in the field of civil aviation as they have his- 
torically done in shipping. 

My only point was not that we could not find the money to do this, 
biit it was our hope, and when I say our, I mean the Air Coordinating 
Committee, and I believe that of the President, that we would not have 
to spend these tremendous sums in order to get the same results. 

Our feeling was that with tlie cooperation of a private enterprise 
system we could develop equally good aircraft without the same ex- 
penditures and the same whole underwriting by the Government with 
all of the consequent Government regulation that would go with it, 
that we could get, in other words, the same results witli an easier 
pull. Perhaps we are being optimistic. We have reason to believe 
that is right. Historically heretofore, without any help from the 
Government, the aircraft manufacturing business has been able to 
develop the finest aircraft in the world. We are just reaching the 
point here where some assistance is needed.   The question is what 
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degree of assistance is needed.   It was our hope that this short step 
would get the same resiiUs as, perhaps, tlieir whole step. 

Mr. WoLVEBTON. But, it seems from what you have said that we 
are about 3 years behind Great Britain. 

Mr. RENTZEL. Yes, sir. 
Mr. WoLVERTON. If that statement means what it seems to, it seems 

to me that the thing we ought to do is find some quick method of get- 
ting up to date, and I do not know of any quicker method, if the Brit- 
ish are so far ahead of us, than for them to make available to us what 
they know on this subject as a result of their studies and experience. 
While you are limited in what you can express, there is no limitation 
upon me, and I do not hesitate to say that in view of all of the help 
we are continually giving the British, that we ought to have the right 
to get something in return for it, and I feel that this is one of the op- 
portunities that we have to get something that probably would be 
helpful to us. I am so strongly of that opinion that I think instead 
of this give-away policy that we have followed all of the time, it is 
time to begin to think a bit about getting something in return for it. 

Mr. RKNTZEL. May I say, Mr. Wolverton, that we have not been 
refused the infonnation; we have not asked for it. 

Mr. WOLVERTON. Well, we are 3 years behind them. 
Mr. RENTZEL. Yes, sir. 
Mr. WOLVERTON. If that has been available to us, then I cannot 

understand why we are 3 years behind them. Now, if it has not been 
available to us, then I can understand why we might be 3 yeare behind, 
but the point I am making is this, if we are 3 yeare behind in air de- 
velopment, the quickest way to gain that 3 years' time is for them to 
make available to us what they already know that places them in 
that advantageous position. 

I was very nnich impressed with a cartoon that I saw in the Times- 
Herald yesterday. It showed Uncle Sam throwing money out all over 
the world, and yet behind tliat was the thought that we have the most 
serious crop failure in history due to the fact that our allies are not 
giving us any help in the difliculties that we now face in Korea. I 
realize that maybe I am getting beyond the jurisdiction of this com- 
mittee, but, at least, I hope that I can provoke some thought along 
that line. 

At the present time in our own country has any development of a 
prototype been made, or is any effort at development of a prototype 
being made by our private companies ? 

Mr. REKTZEL. Yes, sir. They have not actually de\ eloped a proto- 
type to be brought into the field, but they have done a substantial 
amount of engineering through modifications of militai-j- designs for 
commercial transport planes; but, as to the development of entirely 
new designs to meet some of these new categories of equipment, no. 
I would say also in the cargo field that there has been some substantial 
progress, although nothing has evolved in the way of an actual air- 
plane. 

Mr. WOLVERTON. Is it your opinion that the reason we are 3 years 
behind the British in development is because of an unwillingness upon 
our part to expend the simis of money that are necessary ? 

Mr. RENTZEL. I believe that is a large part of it, Mr. Wolverton. I 
think the kind of money that we are talking about in some of our 
newer developments runs into $30,000,000 or $40,000,000 for develop- 
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ment cost. I feel that there are two things that have botliered the 
mamifacturers. One of them is tl>e ability to program, which I might 
add was the fourth item of this ad hoc Air Coordinating Committee's 
consideration, and which I have not discussed here. 

The other thing was the cost of development versus the ability to 
recover that cost of development by actual purchases made later. 
That has been a disturbing factor; and, as you remember, the situation 
in the aircraft-manufacturing industry in 1948—in 1947 particularly, 
and the early part of 1948—was very serious, and a matter to which 
the Congi-essional Aviation Policy Board gave considerable attention. 
Since that time, of course, military orders have revived a substantial 
part of the industry. The commercial aspects or transport features 
have not been a matter of high priority, we tliink, because of the 
precedence of military orders. I think the situation has somewhat 
changed from 3 years ago, but the cost of development is one of the 
major factoi-s. I believe it is a matter of record that the development 
costs of postwar aircraft have not been met by actual sales. In other 
words, there has been a loss on practically all actual postwar aircraft 
that have been developed in the transport category. 

Mr. WoLVERTON. What policy did the British pursue with reference 
to carrying the expense of these developments, as comjjaied with our 
own?   Was it a Government-financed method in Britain? 

Mr. RENTZEL. Yes, sir; it is, and, as I mentioned, the process in 
England is for the Ministry of Supply to contract with manufacturers 
to develop and produce usually two of a prototype of a particular type 
of airplane which sliows some possibilities, and that is totally at the 
cost of the Government, as I underetand it. 

Mr. Woii\TaiTON. That would nearly approach, then, the fii-st possi- 
bility that you mention in your statement—would it not—where you 
said: 

Genprally speaking, those types of assistance have fallen into two general 
categories: (1) a subsidy from the Federal Government which would virtually 
Insure the manufacturer against loss in the development of an aircraft and, for 
all practical purposes, place the Government in the manufacturing business. 

I assume that tlieir policy more nearly approaches that ? 
Mr. RENTZEL. Yas. sir. 
Mr. WoLVERTON. There still comes into my mind the thought that 

you expressed that the second plan, which is included in tbis bill, 
H. R. 8536, is preferable on account of the fact that it would not be as 
heavy a burden upon our taxpayers as. the other plan would entail. 

For instance, you said in j'our statement: 
If we go beyond the testing and minor modification which Is provided for in 

H. R. 8."i30, we would find ourselves in the position of spending tremendous sums 
of the taxpayers' money. 

Now, what I cannot understand is, if the British in their straitened 
financial circumstances are able to carry that exj)ense, and benefit to 
the extent of being 3 years ahead of us, why tliis Government, that is 
in a much better financial position than Great Britain, is not in a posi- 
tion to do it. 

Mr. RENTZEL. Well, Mr. Wolverton, we are. I am sure we could 
spend the money. It was simply our hope that we would not have 
to spend tiie money and could get the same results witliout trying 
to modify our existing relations between Government and iudu.stry. 
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Mr. WoLVERTON. Well, following that through, it would seem to 
me that when we give the financial assistance to Britain that enables 
them to utilize their funds tx) make this development tliat carries them 
so far ahead of us; that the least we could expect would be to get 
something in return from them when they have made the develop- 
ments that place them so far ahead of us. So, I come right back to 
my original thought: that I think this Government is extremely lax 
in the way it hands out its money and does not get something substan- 
tial in return. This is a very simple matter. It is not complicated 
by a lot of considerations that would apply to some other situations. 
It is difficult for me to see why somebody in our Government is not 
up on their toes to get something back for the United States for the 
money that we are spending in one way and another throughout the 
world, especially in Great Britain. 

It is true, as you have said, that the Joint Air Policy Committee, 
in which we both participated some years ago, whicli t think did a 
splendid job, has made recommendations. It is regrettable that the 
lapse of time that has gone b}' without the recommendations being 
carried out, has put us in the position where we are 3 years beliind. 
This is tlirough failure upon our part to enact legislation that might 
have, if it had been earlier enacted, put us in a more advantageous 
position. 

You spoke of some differences existing which had not been resolved 
until the present and, tlierefore, this bill comes in on May 17, 1950, 
nearly 21/, years after the original report of the joint committee was 
made What are those differences and where do they exist? Is it 
between the militaiy and the civil? Just what is the situation that 
delays us in this matter? Is it a question of policy as to how we 
should proceed with the financial side, whether it would be plan No. 1 
or plan No. 2 tliat you speak of? Just what is the background of the 
conditions that existed, which I am inclined to believe have not been 
entirely cleared up yet? 

Mr. RENTZEU I am sure you are right in respect of everybody 
agreeing on this bill, Mr Wolverton. I do not think everybody does, 
but it is the majority view that this is the proper approach. 

Going back to the time of the Congressional Aviation Policy Board, 
I believe the principal difference tliat existed at that time was the 
method, and I think it still is the metjiod and how prototype develop- 
ment of transport aircraft should be developed, because the problem 
has been the lack of an agreement as to what the extent of the pro- 
gram should be. I might admit very frankly that we, in the Govern- 
ment, have onlj' agreed as to what the approach sliould be as of this 
year. 

As far as recent considerations are concerned, the industry—that 
is, the airlines and the manufacturei-s, and I speak of all classes of 
both-—have been in disagreement as to the extent of the necessity for 
(lovernment aid and Government suyiport and regulation. I feel 
that, in large measure, they have agreed on this approach as a limited 
approach to the problem which should produce results. One thing 
I can say is it is a lack of agreement between the Government and 
the industry and within the industry and within the Government as to 
exactly which approach should be made. At the time of the Con- 
gressional Aviation Policy Board's report there was substantial 
enthusiasm for a prototype bill which would actually underwrite the 
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cost of such development, and bills were introduced by Members of 
both Houses of Congress to provide such assistance. In addition 
to that, those bills were reintroduced in this Congress, the Eighty- 
first Congress, in the last session. None of those bills have been 
acted upon for reasons of lack of agreement amongst the people 
•concerned, I am sure, until this time. So, we are now in the position, 
we hope, of having reached some measure of agreement amongst 
those concerned as to what can best accomplish this job. 

Mr. WoL\T.RTON. Here is a situation that I do not quite understand. 
In Mr. Stephen Early's letter of June 6, 1950, addressed to the chair- 
man of this committee, he states: 

The Department of Defense does not find anything in H. R. 8030 wliicb In- 
terferes with military operations or plans and has, through its representation 
in the Air Coordinating Committee, endorsed this measure. 
Then in the next paragraph he says: 

The views stated herein should not be construed as altering prior comments 
•of the Department of Defense in objection to legislative proposals designed to 
provide, through Federal financing, for the development of prototype aircraft 
intended for industrial or personal use and adaptable for military service. 

Now, it seems to me that is a qualification of his statement that 
the Department of Defense is not opposed to anything in H. R. 8336. 
Maybe my uncertainty as to the meaning of it is due to tiie fact that 
I am not familiar with what the prior comments of the Department 

•of Defense, the objections, and so forth, actually were. 
Mr. RENTZEL. Well, I believe I can explain part of it, Mr. Wol- 

Terton. There is another bill before this committee which has to do 
with the development of a personal or industrial type of aircraft 
which might be used by the military; that is, as separate and distinct 
from transport aircraft which this bill contemplates. I do not know 
that the Department of Defense had objected to that particular bill, 
tut that is a separate bill, and I think their point in raising the issue 
in this letter was so that the committee would not be confused between 
their endorsement of this bill and their objections to the other bill. 
That is the way I would interpret that paragraph. 

Mr. WoLVERTON. That might explain this apparent qualification. 
Mr. Chairman, there are many more questions which I should like 

to ask, but I undei*stand arrangements have been made to show a pic- 
ture which, I understand, is highly important. So, I will withhold 
any further questions until some other time, so that we may have the 
picture of British planes. 

Mr. BECKWOKTH. If you will suspend, Mr. Rentzel, we will permit 
Mr. Ramspeck to be the next witness. 

Mr. RENTZEL. All right, sir. 

STATEMENT OF HON. ROBERT RAMSPECK, EXECTJTIVE VICE PRES- 
IDENT OF THE AIR TRANSPORT ASSOCIATION OF AMERICA 

Mr. RAMSPECK. Shall I proceed, Mr. Chairman? 
Mr. BECKWORTH. Yes, sir; you may proceed, Mr. Ramspeck. 
Mr. RAMSPECK. Mr. Chairman, my name is Robert Ramspeck. I 

am executive vice president of the Air Transport Association of 
America, which includes as its members most of the certificated air- 
lines of the United States.   We appreciate the opportunity to testify 
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before the committee upon this important bill dealing with prototype- 
airci'aft development. 

It is unnecessary for us to review the long history of this proposed 
legislation, for that has been completely outlined in previous congres- 
sional hearings. It is sufficient to say that the fundamental problem 
with which this bill is designed to deal has not changed since the 
investigations by the Congressional Air Policy Board and the Presi- 
dent's Air Policy Commission. Almost exactly 2 years ago prototype 
legislation was under active consideration by the Congress. At that 
time I emphasized the great national interest in having a commercial 
fleet of the most modern and efficient transport aircraft, and the equal 
importance of having those aircraft built by United States manufac- 
turers. I pointed out that within a relatively short time the commer- 
cial fleet would consist largely of the most modern transport aircraft 
available, but warned that we could not then rest on our laurels. By 
reason of the length of time involved in developing news transports, 
any new airplane put on the line should be obsolete as compared with 
those on the drafting board. It was clear at that time that we had no 
plans for replacements; that we had made no progress with jet trans- 
ports, with advanced cargo aircraft, or with feeder-line transports. 
It was also clear that unless something was done these designs would 
not be started; because the manufacturing industry and the air-trans- 
port industry were imable to prepare and execute them. The air- 
transport industi*y was not at that time, and is not now, sufficiently 
strong financially to undertake to pay the millions of dollars it would 
cost to make progress on these new designs; and the manufacturing 
industry, having lost millions of dollars in the past in developing new 
commercial transports, was not prepared to gamble 20 or 30 more 
millions in advancing the development of United States transports 
beyond the stage they had then reached. 

To make this situation more acute, the British and Canadians then 
had well-developed plans for jet transports, and obviously intended to 
make the United States yield its first place in transport development 
by specializing on jets. 

Since I test ified oef ore, the situation has changed in only one respect. 
There have been great and important developments in the design and 
construction of jet transports, but with substantial Government aid 
the British and Canadian manufacturers have been the ones respon- 
sible for these developments. 

The Canadians have a jet transport—the C-102—which is now fly- 
ing. This airplane has a gross weight of 65,000 pounds and is capable 
of carrying from 40 to 60 passengers at a cruising speed of 465 miles 
an hour. Six British manufacturers have developed, and have now 
in operation, six different jet and turboprop transport airplanes. 
The Whitworth-Apollo—a turboprop—operates at a gross weight of 
about 45,000 pounds and is capable of carrying 24 to 40 passengers 
at 275 miles an hour. The Bristol-Brabazon—a turboprop—operates 
at 290,000 pounds. It is designed to carry 100 passengers at 330 miles 
an hour. The de Haviland-Comet—a jet airplane—operates at a gross 
weight of 105,000 pounds and is designed to carry from 36 to 48 
passengers at 490 miles an hour. The Page-Hermes V—a turboprop^ 
operates at a gross weight of 90,000 pounds and is designed to carry 
from 40 to 70 passengers at 350 miles an hour. The Saunders—Roe 
SR-45—a turboprop—operates at 190,000 pounds gross weight and is 
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designed to carry 105 passengers at 380 miles an hour. The Short 
Viscount operates at a gross weight of 50.000 pounds and is designed 
to carry from 40 to 53 passengers at 338 miles an hour. 

In addition to these jet and turboprop airplanes the Percival- 
Prince—a small twin-engine airplane—^has been designed as a bid 
for the business of the short-haul operator or feeder line. It operates 
at a gross weight of 10.G50 pounds and is designed to carry from 8 to 
12 passengers at a speed of 212 miles an hour. 

The United States cannot even come close to matching these develop- 
ments. The major United States manufacturers have plans for con- 
verting certain existing types to turboprop power plants but as far 
as we Know, there are not even any plans for a jet transport of the 
type of the C-102 or the de Haviland Comet. 

Through the courtesy of the Shell Oil Co., and with the permission 
of this committee, we will now present a movie which shows many 
of the British aircraft actually in operation. I think that you gentle- 
men will find this movie to be an interesting and graphic demonstra- 
tion of British accomplishments in this field and. if your reaction is 
anything like mine, you will experience a disquieting feeling that the 
United States may be losing its predominance in the design and pro- 
duction of transport aircraft. 

I would like to have the film shown at this point, Mr. Chairman. 
Mr. BECKWOKTH. Will you want to make some comments as the film 

is shown ? 
Mr. RAMSFECK. NO, sir; I want to conclude after it is finished. 
Mr. BECKWORTFI. Very well. 
(At this point a film showing various tyjies of British aircraft in 

flight was shown, after which the following occurred:) 
Mr. BECKWORTH. Mr. Ramspeck, the committee is certainly in- 

debted to you for making it possible for us to see that very excellent 
film. 

Mr. RAMSPECK. Thank you, Mr. Chairman. Sometime^s a visual 
demonstration is better than all the words we can say. You actually 
saw how transport planes operate. 

The movie we have just seen dramatizes the two bad alternatives 
with which the airlines of the United States will be faced before many 
years jiass. Those ai'e the air[)lanes witii which the Ignited States 
operators will have to compete. Unless corresponding developments 
are made by United States manufacturers, the United States-flag 
airlines will have to buy those airjjlanes or lose out in competition 
with the airlines which operate them. Almost without exception the 
United States airlines have operated equipment built by I'nited States 
manufacturers, and it is obviously in tlieir interest to continue to do 
so. However, if superior airjilanes are liuilt rbi-oad, it will be es.sen- 
'ial for our airlines to buy them, not only in the interest of their own 
economic sun'ival but also to maintain tlie air transport system which 
the Congress has found tf> be necessary in our national interest, even 
though the airlines may be put to some inconvenience in doing busi- 
ness with foreign manufacturers. 

However, it is clearly contrary to tlie interests of the United States 
to have its commercial air fleet built by foreign manufacturers, for 
the United States could never rely on the unrestricted use of that 
fleet during time of war, nor could it rely upon the greatly expanded 
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production of transport aircraft which was found essential during 
the last war. 

Consequently, it seems clear that action must be taken by the United 
States to break this log jam in the development of improved air trans- 
ports.    The only real issue is what should be done. 

Two years ago the House passed legislation which would have 
autliorized a program costing in tiie neighborhood of $30,000,000 
for the design, development, and production of prototype aircraft. 
Since that time tlie Government has studied this question extensively, 
and has now proposed II. K. 8.^)36, which approaches the general 
problem of prototype development in a somewhat different way. 
Provision is made for Government financial aid in the testing of 
existing jet aircraft in scheduled airline service, and the testing of 
new prototypes of needed transport aircraft, including passenger, 
cargo, and feeder airplanes. We favor this bill. We hope that this 
committee will report it to the House and that it will pass during 
the present session, for the need for j^rogress along this line is urgent. 

The bill authorizes and provides funds for the service testing of 
an existing jet airplane in schedided transport service. From those 
tests it is hoped that data can be secured as to the operating char- 
acteristics of a jet airplane, the operating and maintenance problems 
that will arise out of its use, and the method of handling this type 
of airplane in the heavy air traffic which now prevails. All this 
information should be collected in order to provide a sound basis on 
which to design a jet transport. Through its provision for testing 
and minor modification, the bill should also give needed impetus to 
the development of turoo-prop aircraft, which is just now starting 
in the United States, and should help to close the gap which now 
exists between the United States and British manufacturers as far 
as this type of aircraft is concerned. 

A start might be made on tlie development of a mcu-e economical 
cargo aircmft, aWut which there has been so much talk and so little 
action. There is no doubt that the airlines are now attempting to 
develop cargo transportation with obsolete aircraft—aircraft which 
are not tailored to fit the transportation of cargo alone but are 
intended to l)e all-purpose aircraft. While the airlines have made 
good progress in developing the cargo business, they have undoubtedly 
been hampered by the inability to get costs of transporting cargo down 
to a point where rates can be made attractive to volume shippere. 
The major opportunity for reducing the costs of transporting cargo 
rests in the development of a more economical airplane to handle this 
part of the business. 

The enactment of tliis bill may also help in the development of the 
much-needed feeder-type airplane. The Civil Aeronautics Board has 
authorized service by feeder lines to a large number of smaller commu- 
nities in the country, and these operators have made strenuous efforts 
to give a needed public service at reasonable cost, but thej' have l)een 
hampered constantly by the lack of an airplane designed specifically 
for tnis purpose. The airplane used for the most jiart in this service 
has been the DC-3, which has Iwen made obsolete, even for this type 
of short-haul service, bv advancements in design. 

In 1949 about 161,000,000 miles were flown by DC-3 aircraft. Thus, 
if an airplane could be developed that could reduce operating costs by 
even 1 cent per mile, $1,610,000 would be saved.    A large part of this 
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would be a direct saving to the Government, for the mail pay of the 
feeder lines is based iii>on their actual operating costs, and thus any 
cost reductions M-ould be passed on directly to the Federal Govern- 
ment. The available evidence indicates that a newly designed air- 
plane could be operated at a direct operating cost of 11 cents per flight- 
mile less than that applicable to the DC-3. Thus, nearly $18,000,000 
a year would be saved if such an airplane could actually be produced 
and put into service. 

In all candor, we cannot be enthusiastic about the effect of this bill 
in inspiring manufacturers to design entirely new transports, whether 
they be jets, more efficient cargo aircraft, or new feeder-line aircraft. 
The program is a very limited one, and would help the manufacturer 
only to the extent of testing his prototype after it had been developed 
at his expense. Thus, the bill probably does not provide a complete 
solution to the prototype problem. Nevertheless, in view of the con- 
crete accomplishments which can be made under this bill and the long 
delay which is likely to result if this matter is to be restudied by the 
Government, we urge the committee to report the bill, in order that 
some progress can he made immediately. 

Mr. EoGERS. Thank you, Mr. Ramspeck. Have you any questions, 
Mr. Wolverton ? 

Mr. WoL^TEKTON. I Iiave no questions, Mr. Chairman. I want to say, 
however, that this statement in the closing paragraph of Mr. Ram- 
speck's statement, I think, is a fair estimate of the possibilities of this 
bill or the lack of possibilities. It may be necessary, however, for us to 
do something to get it started. The sooner we get it started in my opin- 
ion the better it will be for all concerned. 

Mr. RAMSPECK. That is our feeling, Mr. Wolverton. It is a step in 
the right direction. It will be helpful. It is not a complete solution, 
but it is apparently the only thing we hope to get at this session. 

Mr. ROGERS. I would like to say that we always like to hear from 
Mr. Ramspeck.   His judgment is generally pretty sound. 

Mr. RAMSPECK. Thank you very much, Mr. Chairman. 
Mr. RooERS. The next witness is Mr. Harold A. Jones. 

STATEMENT OP HAROLD A. JONES, MEMBER, CIVIL AERONAUTICS 
BOARD 

Mr. JONES. Mr. Chairman and members of the committee, my name 
is Harold A. Jones. I am a member of the Civil Aeronautics Board. 
If the committee pleases, I would like to read a short statement, which 
is the position of the Board. 

The Board welcomes this opportunity to present to your committee 
its views on II. R. 8536, a bill to promote the development of improved 
commercial transport aircraft. 

The Board has wholeheartedly favored the enactment of this kind 
of legislation because it considered that Government financial assist- 
ance in reducing the risks of loss from development costs is vitally 
necessary to keep the United States aviation industry in the vanguard 
of commercial aviation equipment development. H. R. 8536 has been 
introduced as a result of the cooperative efforts both of the Congress 
and of the agencies of the Government having an interest in aviation 
matters, working together in the Air Coordinating Committee and 
consulting with menibers of the aviation industry.   It is a companion 
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bill to S. 3504, which was recently reported favorably by the Senate 
Interstate and Foreign Commerce Committee. 

This bill is in accord with the program of the President. It has the 
approval of the members of the Air Coordinating Committee and ap- 
peal's to be acceptable to most of the aviation industry. The Board 
wishe-s to go on record in these hearings as favoring its early enact- 
ment. 

In our opinion, there are a number of considerations which should 
commend this bill to your favorable consideration. It has the ad- 
vantage of offering sufficient stinmlatiou to aircraft development to 
give promise of beneficial results, without saddling the Government 
with too great a part of the financial risk involved. Under its provi- 
sions, Government financial particijiation would be limited to expendi- 
tures for testing the aircraft developed, for making certain minor 
experimental modifications of such aircraft in the testing period, and 
for conducting simulated scheduled air transport operations with 
available turbine-powered aircraft. 

Thus, this bill would cost the Government far less than other bills 
dealing witli the same subject presently before your committee and 
would preserve the maximum degree of private initiative and competi- 
tion among aircraft manufacturers, without directly involving the 
Government in the actual development of new commercial transport- 
aircraft designs. 

This bill appears particularly desirable as a measure designed to 
contribute to air safety. Although the Boai'd has long had requii'e- 
ments for a service-testing period for new designs of aircraft prior 
to their introduction into passenger-carrying service, the high cost 
of service testing, both in terms of marketing delays for the manu- 
facturers and under utilization of the new equipment by the airlines, 
has tended to cause reluctance to impose as long a service-testing period 
as would insure maximum safety. 

The bill also meets another serious safety problem currently faced 
by the Board; namely, the problem of obtaining practical operating 
data with respect to turbine-powered aircraft to determine now best 
to adapt aviation facilities and the civil air regulations to insure 
their safe introduction into use on the airways and at airports. The 
importance of moving ahead rapidly on the development of this type 
of aircraft is, of course, fully appreciated by members of this com- 
mittee. 

The bill specifically contemplates the development of aircraft for 
feeder-line operation. As you know, the Board feels that the lack of 
aircraft adapted to feeder service is one of the areas in which much 
remains to be done in aircraft development. The availability of air- 
craft specially designed for this type of feeder operation, which will 
have cost characteristics superior to those of existing aircraft, is 
highly important. The availability of such aircraft should tend to 
reduce the amount of Government assistance which local service 
operators require during their period of initial operation. 

Rapid development of improved types of cargo transports—the 
third class of aircraft mentioned in the bill—is also highly important 
from the standpoint of the commercial air transport system and, of 
course, also from the standpoint both of general considerations of 
national defense and the current emergency.   Reduced costs of air 
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freight would do much toward building up a sizable fleet of air trans- 
ports suitable for national-defense purjjoses. And, increasingly, air 
freight is speeding up the tempo of commerce. 

For these reasons, the Board welcomes legislation in the form of 
H. R. 8536 and hopes that it will receive favorable consideration by 
your committee. I again wish to thank j'ou for affording nie this 
occasion to express the views of the Civil Aeronautics Board on this 
proposed legislation. 

Mr. ROGERS. Thank you, Mr. Jones. We are glad to have your 
viewpoint. 

Mr. WoLVERTON. Mr. Chairman, I would like to make this observa- 
tion : I am in full accord with the view of the Civil Aeronautics Board 
that it is considered necessary that, there should be Government 
financial assistance in reducing the risks of loss from development 
costs, but I cannot agree with the statement that this bill has the 
advantage of offering sufficient stimulation to aircraft development 
to give promise to beneficial results. I think you woidd have to have 
a very optimistic frame of mind to come to the conclusion that this 
bill is going to accomplish Avhat, in my opinion, should be accom- 
plished. I do not think it goes far enough to do the job that has to 
be done. I cannot see that it is offering sufficient stimulation to air- 
craft development to give promise of worth-while results. 

Mr. JONES. I agree with vou, Mr. Wolverton. The question is, how 
to to get that sufficient stimulation without too much Government 
interference. 

Mr. WOLVERTON. We do not have to worry, in my opinion, about 
Government interference. It is the results that we want. If we get 
them by Government interference, then, let us have Government 
interference. Whatever is necessary to be done should be done. We 
are told we are 3 years behind Great Biitain now. We are in a far 
better position financially, weak as we are. to do as good or a better 
job than Britain is doing.   That is my opinion. 

Mr. JONES. May I have the privilege of making a remark, Mr. 
Wolverton? 

Mr. WOLVERTON. Yes. 
Mr. JONES. The first so-called Brewster-Hinshaw bill, which pro- 

vided a direct subsidy of $30,000,000 for the building of a prototype 
aircraft, and which did not pass either House of Congress, and which 
was reintroduced in this last session, was unfortunate. 

Mr. BECKWORTH..Mr. Jones, at that point may I ask this: Is that 
the bill wliich was referred to the Armed Services Committee? 

Mr. JONES. That was the so-called prototype bill, Mr. Beckworth. 
Mr. BECKWORTH. It was referred, was it not, to the Armed Services 

Committee rather than this committee? 
Mr. JONES. Yes; I think it was, sir. 
Mr. BECKWORTH. That is my understanding. 
Mr. JONES. That is right. In that bill it was thought that it would 

be approved. The various agencies which went to make uj) the com- 
mittee were organized for a so-called dry run. We found out that 
every agency had its own idea of a prototyi^e aircraft, and that we 
were going to go through the same experience that Great Britain 
had had when she tried to develop these first aircraft. She organized 
a board composed of the British Air Force and the Air Ministiy and 
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SO forth, and the first attempts to build a prototype aircraft were 
pi-etty bad. 

We could not resolve how we could keep the agencies of government 
from trying to design this aircraft and how we could leave it up to 
the indivimial manufacturers to go ahead and design an aircraft 
which would really meet the requirements of commercial aviation. It 
was sort of a Rube Goldberg aiiiilane that came out of this so-called 
ad hoc pi'ototype evaluation board. 

This, we think, will avoid it. It would be much better to have a 
bill like this than to spend $30,000,000 and turn out a Rube Goldberg 
airplane and then trv to get some airplane manufacturer to build it. 

The British did exactly- that. They spent $100,000,000, and the 
first aircraft they developed were monstrosities. They would not fly. 
They were no good, and the money went down the drain. Mr. Wol- 
verton, that was probably our money. 

Mr. WoLVEKTON. It seems to me that if the Civil Aeronautics 
Board were on speaking terms with the State Department maybe we 
could have it recognized in our policy that we should get something 
back in return for what we are supporting in Great Britain. 

Mr. JONES. I agree with you wholeheartedly there. 
Mr. BECKWORTH. Mr. Jones, we thank you very much. 
Mr. JONES. Thank you, sir. 
Mr. BECKWORTH. The committee is compelled to adjourn at this 

time subject to the call of the Chair. 
It is my understanding that Admiral Ramsey is here and would like 

to testify.    When Avill you be back. Admiral Ramsey? 
Admiral RAMSEY. I expect to be back Thursday. 
Mr. BECKWORTIT. I am sure we will not be able to meet before 

Thursday. We are very anxious to have your statement, I assure 
vou, but at this time, with the time situation like it is, we would 
rather foi-ego hearing you in order that we might hear you at a time 
•when we could ask you any questions we might desire to ask. 

The committee will adjouiii subject to the call of the Chair. 
(Thereupon, at 12:17 p. m., Tuesday, July 25, 1950, the subcom- 

jnittee adjourned to meet at the call of the Chair.) 

7:!!ilo-r,o- 
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MONDAY, AUGUST 7,  1950 

HOUSE OF REPRESENTATIVES, 
SUBCOMMITTEE OF THE COMMITTEE ON 

INTERSTATE AND FOREIGN COMMERCE, 
Washington, D. C. 

The subcommittee met, pursuant to call, in room 1334, New House 
Office Building, Hon. Lindley Beckworth, chairman of the subcom- 
mittee, presiding. 

Mr. BECKWORTH. The committee will come to order. 
The first witness we shall hear this morning is Admiral D. C. Ram- 

sey, president of the Aircraft Industries Association of America, Inc. 
Admiral Ramsey. 

STATEMENT OF ADMIRAL DeWITT C. RAMSEY, PRESIDENT, AIR- 
CRAFT INDUSTRIES ASSOCIATION OF AMERICA, INC., WASHING- 
TON, D. C. 

Admiral RAMSEY. May I proceed, Mr. Chairman ? 
Mr. BECKWORTH. Yes, sir. 
Admiral RAMSEY. I am DeWitt C. Ramsey, president of the Air- 

craft Industries Association of America. 
I appreciate the opportunity of appearing before your committee 

to present the views of the aircraft manufacturing industry on the 
prototype problem. 

The Korean crisis coming as it did just a few months after the 
Berlin airlift provides a convincing demonstration of the critical 
importance of transport aircraft to our national security. Almost 
the first step taken by our military authorities after the North Koreans 
crossed the thirty-eighth parallel was to begin hasty mobilization 
of all available military transport planes. In addition to the hasty 
movement of these aircraft the airlines also have been called upon 
for substantial numbers of their four-engine craft. 

In its report published in March 1948, the Congressional Aviation 
Policy Board stated: 

The cost of design nnd prototype development of modern air transport tyi)e3 
Is so high that neither the ninnufacturer nor the air carriers can today alTord to 
Invest the sums involved. Transport-tyi)e aircraft of materially better operating 
and utilization characteristics tlian any transport now being built are needefl 
In order to provide the low operating cost and high performance that will malie 
pcissible commercial employment for large numbers of such aircraft. 

From my point of view the British leadership in turbine-powered 
airliners is a definite factor spurring consideration of the prototype 
problem at this time. 

31 
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Having just returned from a tour of the British aircraft industry 
as a guest of the RAF and the USAF, I am convinced both that tlie 
margm of leadership is substantial and that it constitutes a challenge 
to our aviation. 

The reasons why the British won that leadership in turbine-powered 
transport aircraft are clear.    Briefly, they were because: 

1. The British Government began a comprehensive plan of trans- 
port development in 1942 in the middle of the war; 

2. The British Government was willing to risk a vast amount of 
money, estimated at $300,000,000 or more, on this transport program 
and frankly informed Parliament that "financial considerations were 
necessarily subsidiary"; and 

3. The program was constantly revised as the years went by, and 
when their piston-engine transports did not prove too successful 
increased emphasis was given turbine-proiJelled craft. 

During this same period American transport manufacturers devoted 
their design and producing eenrgies to the production of piston-engine 
transports. These transports, the Boeing Stratocruiser, the Douglas 
DC-6, the Lockheed Constellation, the Consolidatcd-Vultee Convair- 
liner, the Martin 2-0-2, today are the world's best transports and fly 
by far the largest proportion of the world's express passenger busi- 
ness. No foreign manufacturer has offered successful competition to 
these types, which are being steadily improved, and sales of which 
are continuing to the world>i airlines for delivery in 1951 and 1952. 

Despite the success of our postwar transports in the world mai-ket, 
these transports were sold at serious losses to their produceis. These 
losses, coupled with the fact that neither the Government nor any of 
the airlines came forward with orders, explains why oui- manufac- 
turers have been reluctant to undertake so costly and highly specula- 
tive a venture as the jet-propelled prototype. 

During this same period American manufacturers designed and 
built a wide variety of jet-propelled militaiy aircraft. Our compa- 
nies have produced more single- and multi-jet types and more research 
aircraft than has the industry of any other nation, to the best of our 
knowledge. 

During the hearings conducted by the Finletter commission and the 
congressional board our manufacturers franklv conceded their doubts 
as to their ability to finance the development of turbine-powered air- 
craft. At that time they stated that the British would probably 
capture leadership in this field unless a program of substantial assist- 
ance was provided by our Government. 

Both the Finletter commission and the congressional board recom- 
mended the provision of such Government assistance in 1948. How- 
ever, many of the manufacturers after careful study of the provisions 
of the various bills became fearful that they did not lend themselves 
to simplicity and economy in the general administration of contracts. 

But last Deceml>er, following the flight of the British Comet and 
the Canadian Jetliner, our manufacturers became convinced that a 
Government-sponsored progiani was necessai"y. 

At a meeting at Santa Barbara the board of governors of the Air- 
craft Industries Association, consisting of the chief executives of the 
leading manufacturers, ariived at a common position on this question, 
and 1 quote theiefrom: 
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Aircraft manufacturers would prefer to continue to deal directly with the 
airline operators in the purchase of both prototype and production aircraft. 
However, in view of the cost of developing turbine-powered airliners and cargo 
aircraft, estimated at many millions of dollars, this does not seem to be practical 
at present for these types. 

Accordingly, the industry recommends that the Government embark upon a 
program of purchasing prototypes of advanced type aircraft. We feel that such 
a program should be administered by an existing Government agency. 

Tliere are other steps that will help hasten the date when American turbine- 
powered high-speed airliners will be operating on our airwa.vs. For one thing, 
the Government can assist with the substantial costs associated with the eertlfl- 
cation and testing proce.ss. 

Government authorities also can arrange for experimental operations within 
this country of turbine-powered military aircraft converted for cargo and mail. 
From this, mucli can be learned about the technical and operational difficulties 
encountered when commercial aircraft fly at speeds of 500 miles an hour and 
more. 

It is apparent that American manufacturers feel it essential that 
the Government through an established procurement agency embark 
on a comprehensive program of purchasing transport prototypes. 
Unlass such a program is adopted there is no assurance that this in- 
dustry or our country can lueet the challenge of the De Haviland Comet 
or the Avro Jetliner. 

On the other hand, the Bureau of the Budget and the Defense Estab- 
lishment have not been able to agree upon a program calling for the 
complete design and development of prototypes. Instead, you have 
before you in bill H. R. 853C, sponsored bv the Air Coordinating Com- 
mittee, a measure which would provide Crovernment assistance in the 
matter of fliglit testing and certification costs, and also authorize 
experimental flying of turbine-powered military aircraft on dummy 
routes. 

The members of the Aircraft Industries Association lieartily endorse 
this bill. AVe feel that it will be of great assistance in hastening the 
conversion of piston-engine transport aircraft into airplanes with tur- 
bine propellers. Such conversions will enable the further improve- 
ment of our postwar transports permitting substantial increases in 
speeds and load-carrying performances. 

H. R. S!^'M> will also, by luiancing the operation of jet-powered craft 
on dummy routes, jjrovide our designers with badly needed informa- 
tion about many jet operating problems. This information will enable 
us to prodtice far better jet airliners if and when we receive an order 
or orders for such ci-aft. 

We should not hold any extravagant hopes for the accomplishments 
of H. R. Si>'M'\ as it is only a partial solution to the challenge of the 
British. This challenge can l>e met fully only by a comprehensive 
prototype procurement program. 

However, the amount of assistance provided in this legislation 
should facilitate the eventual conversion of our airliners to turbine- 
propeller craft and should guarantee continued American supremacy 
in the air-transport field until pure jets go into actual service. 

One other requisite to continued American leadership in the trans- 
port field I believe deserves emphasis. Our Federal airways adjacent 
to metropolitan centers are already nearing tlie ])oint of traffic satura- 
tion. We cannot further increase the number of airplanes and step up 
the speeds of those now in service unless a fully modern system of 
air-traffic control has been developed and put into service. 
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Tlie program aOTeed to by the airlines, the Anned Services, the 
CAA and the CAB, and now known as the common system of air 
navigation oi- the KTCA all-weather flying plan, is vital to our na- 
tional defense and imperative to the further growth and prosperity 
of our air-transport system. 

Mr. Cliairman, that concludes my ]:)repared statement. 
Mr. WoLVERTON. Admiral Ramsey, I am startled and disturbed by 

many of the statements contained in your testimony. All the way 
through your statement you have emphasized the fact that the British 
are far ahead of us. I am at a loss, and I say it sincerely, to understand 
on what theoi-y our Government is continually advancing large sums 
of money to the Britisli to assist them in their financial condition, 
and yet \ve do not seem to have money enough to do for ourselves what 
evidently our financial help to Great Britain enables them to do. 

Is the development in Great Britain in the matter of jet-propelled 
aircraft available for use by our manufacturers^ 

Admiral RAMSEY. Some general data probably are available. On 
the occasion of the recent visit to England and to the British aircraft 
industry, some of our pereomiel, representing companies that build 
transports in this country, were given access to the De Haviland 
Comet; went all over it in detail; examined it, and appraised the 
manufacturing tecluiiques that were put into it. 

That information was given to our industry without any restraint 
on the part of the British. 

Of course, after you develop a product, a prototype of that char- 
acter, there is a long period of testing that has to follow. The 
testing, by test flights, experimental flights, between the De Haviland 
Airport in England and the Near East, Egypt, and India, have been 
going on to determine the reliability of the product under service 
conditions. 

It is my estimate of the situation that the British would probably 
not be willing to disclose all of the operational information that 
they had derived from such tests, and I think that the reasons for 
that are quite obvious. 

As industry is highly competitive, I do not think that they would 
pass on the information they get in that regard to tlie other com- 
panies in England who are also interested in the jet type propelled 
prototypes. I think that is the explanation of the aittude on the part 
of the manufacturers. 

But I would like to say in the same breath that I do not think 
there is any great mystery about the development of jet transport 
prototype aircraft, and I feel sure that our manufacturers, with their 
very fine staffs and their experience in the jet field in developing 
the military types, are perfectly competent to cope with this prob- 
lem when the need for coping with it and the means for coping 
with it are made available to them. 

Mr. WoLVERTON. I agree with the statement that you have just 
made. But that does not satisfy me from the standpoint that this 
highly expensive development which has taken place in England 
woul^ undoubtedly not have been possible except for the aid that 
we have extended to the British economy by the large loans or gifts 
or whatever they may be termed that we have made. 

Now, your statement emphasizes the fact that our manufacturers 
are not in a position, without Government help, to carry on the same 
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type of work or development. '^Vhat remains unanswered, in my 
mind, is how it is possible for the British manufacturers, with the 
assistance that comes from tliis Government and with the necessity 
existing of obtaining help from us, can carry it on and we cannot. 

It would seem to me that, considering the assistance that has been 
given by this country to Great Britain, we or our manufacturers 
should be able to start off now with the results of the developments 
that have been made in Great Britain and not have to curtail our 
efforts because of the expense and limit it to mere testing. 

I just cannot understand that, and I would like somebody to explain 
to me just that simple question. 

The British are, as you say, competing with us for commercial 
air traffic. According to the testimony of Mr. Rentzel a few days 
ago, they are 3 years ahead of us in jet-propelled operations. 

As you state in j'our testimony, it is critically important to us that 
we look at it from the standpoint of conunercial air traffic or from 
the standpoint of national security, and yet we do not get the benefit 
of what has been- done in Great Britain. 

Who can give me the answer to that ? 
Admiral RAMSEY. Mr. Wolveiton, I think the answer to that ques- 

tion would have to come from someone on the Government level. The 
aircraft industry certainly has no control over the policy of assistance 
to the British in the military defense assistance program or in any 
other measure of that kind. 

But I would like to say that on the occasion of our visit to the various 
aircraft establishments in the immediate vicinity of London we got a 
very fine reception and a generally fine spirit of cooperation. 

But we can understand, as I said before, why a company in a highly 
competitive status, vis-a-vis, the British companies and our own, would 
be, I feel, reluctant to disclose certain optional information which 
they had developed at their own expense and effort. 

That is all I can say in comment on your general statement. 
Mr. WoLVERTON. The members of this committee that had the op- 

portunity last year of visiting England I think will concur in the 
statement you have made as to your treatment in that they received 
similarly friendly treatment. 

But, after all, they didn't bring back any blueprints; they didn't 
bring back anything that would enable our manufacturers to start in 
and manufacture.    The nice treatment we received is just a little 
Erobably of the appreciation which, in my opinion, should be shown 

y a nation that has been so dependent upon us in recent years. If 
they weren't nice to us when we were over there, then it would be one 
more cause of complaint. 

I direct your attention to the report that was published in March 
of 1948 by the Congressional Aviation Policy Board, to which your 
statement refers. I was a member of the Congressional Aviation 
Policy Board and, therefore, participated in this report. 

I can say, however, that at the time I did so, I thought that we would 
take a more advanced stand with reference to prototype development 
than we did. I call attention to that portion of our report to which 
you have referred, which states: 

The cost of design and prototyi)e development of modern nir transport types 
Is .so hleh that neither the manufacturer nor the air carriers can afford to Invest 
the sums Involved. 
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Empliasis was laid upon tlie high cost wliich precludes our manu- 
facturers and our carriers from carrying on this development. That 
makes it all the more difficult, to my mind, to understand, then, how 
the manufacturei-s or the air carriers, or the Government of Great 
Britain, can cari-y on a development that is so high in cost. 

I just cannot understand how this situation can arise under the cir- 
cumstances that exist by reason of the financial aid that we are con- 
tinually giving to Britain and all the other countries of Euroi^e, and 
yet we cannot do it for ourselves, nor are we permitted to obtain full 
value of the investment that happens in these other countries so that 
it could be used in the development of our own aircraft, both commer- 
cial and civil. 

I hope that before these hearings conclude that we will be able to 
have somebody before us in a position of responsibility in the Govern- 
ment who can give some e.xplanation of what I consider to be this 
unfortunate position. 

In your statement you say: 
• • * I am convinced both that the margin of leadership is nnbstantial and 

that it constitutes a t-hulleuge to our avlatiou. 

That is a very strong statement. I do not disagree with it. I think 
you were justified in making the statement that you did. 

It is statements like that and the statements elsewhere in your testi- 
mony that ought to awaken America to a more active interest in this 
subject. 

Mr. O'HARA. Will the gentleman yield for one suggestion? 
Mr. WoLVERTON. Yes. 
Mr. O'HARA. Could you add the word "realistic" ? 
Mr. WoLVERTox. Anything that will make my statement stronger, 

I will agree to. 
Now, Admiral, you go on to say in your testimony: 
The reasons why the British won that leadership in turbine-powered transiwrt 

aircraft are clear.   Uriefly, tliey are because: 
"1. The liritish Government began a comprehensive plan of transport develop- 

ment in 1942 it) the middle of the war; 
"2. The Hritish tiovernmeiit was willing to risk a vast amount of money esti- 

mated at $.300,000,000 or more on this transport program and frankly informed 
Parliament that 'flnancial considerations were necessarily subsidiary"; and 

"3. The program was constantly revised as the years went by and when their 
piston-engine transports did not prove too successful, increased emphasis was 
given turbine-propelled craft. 

I just cannot finil language sufficiently strong enough to express my 
opinion of an American policy that, because of expenses, is unwilling 
to support oiu' manufacturers, our airlines, and our military in con- 
ducting a study such as this because of the cost and yet the British 
Government in its precarious financial condition informed Parliament 
that "financial considerations were necessarily sul)sidiary." 

Now, there is much more in your testimony, and I consider it very 
valuable testimony, very true testimony, and very realistic testimony 
that you have given here this morning, testimony which I hope will 
stir up to some kind of action our Government-policy makers to the 
end that a country is so largely dependent upon us for our financial 
assi.st)ince will at least do their jjart by giving to us the fullest pos- 
sible access to and utilization of their development in this important 
field. 
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Just recently we are told that Great Britain has taken the position 
tliat, yes, we will improve onr niilitar^y status to the extent of $9,000,- 
000.000 if the TTnited States will pive lialf of it. 

What I ain contending); for is that we as a nation fiet something in 
return for all the assistance that Ave are friving to them, assistance 
which undouhtedly has contributed eitlier directly or indirectly to 
the development of their jpt-pro])elled aircraft to the extent that we 
are informed they are 3 yeai-s aliead of us. 

Now, there is much more I would like to say, Mr. Chairman, but 
T do not want to take np any more time. I hope I have made my point 
clear as to how I feel about what should be done by our own Govern- 
ment in this important matter. 

It is my regret that the bill before us does not go further than it 
does, evidently because of financial costs. 

Mr. BECKWOUTH. Admiral Ramsey, I notice you refer to the Fin- 
letter report on page 3, and that you say this: 

Both the Finletter Commission and the Congressional Board reconiraended the 
provi.ssion of such Government assistance in ]!M8. However, many of the manu- 
facturers after careful study of the provisions of the various bills became fear- 
ful that the.v did not lend themselves to simplicity and economy in the general 
administration of contracts. 

Of course, the Finletter Commission reported in 1948, did it not? 
Admiral RAMSEY. Yes. 
Mr. BECKWORTH. I recall that the committee was out in California, 

that is, the Civil Aviation Committee, our committee, either in 1943 
or 1944. I have not forgotten the statement of Mr. Gross, who is 
president of the Lockheed Co., in which he jwinted out in referring 
to the development of the Constellation and the Constitution, parts of 
which we saw at that time, that such development is very costly. He 
mentioned that it might be so costly in the future that the average 
individual company could not undertake such development. 

I was impressed with what he said so much that I came back to 
Washington and drafted a bill that provides this—and I am going to 
read it to you because it is very brief. 

Incidentally, T am reading from H. R. 141, which was introduced 
on January 3, 1949, but is the same bill that has been in several Con- 
gresses. The bill provides for Federal participation in the financing 
of certain aeronautical developments.   The following is in the bill: 

Br it rnacted hi/ Ihr. firnnte and TTouse of Reprctcntntircs of the United. ^States 
of Aineri<^a in Congress assenihlcd. That whenever the Seeretai-y of V^'ar, the 
Secretary of the Navy, and the Administrator of Civil Aeronautics shall Jointly 
dPterinine that it is in the national interest to extend financial assistance for 
the purpose of aidini; any individuiil or company in the carrying on of experi- 
mental work in connection with the development of new types of aircraft or the 
improvement of exMsting types of aircraft or in connection with other develop- 
ments in the science and art of flight, grants may be made for such purixises from 
the appropriations made pursuant to this act. 

There is hereby authorized to be appropriated not to exceed fifty million 
dollars i)er annum for the purposes of carrying out the provisions of this act. 

Mr. Ward, will you give this act to Admiral Ramsej'? 
Now, as I understood your statement, it indicates that for our 

country to stay ahead in aviation, it is rather definite that it is going 
to take some financial aid from the Government, quite a bit of aid. 

Like Mr. Wolverton, I am quite astounded and very regretful that 
we seem to be behind in some respects at this time. 
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Now, the idea expi-essed in the bill, I think, is a very simple one. 
It does not have to take the form of that bill, by any means, to be 
recognized as an idea. 

Can you exi^lain why there seemed to be so little interest in that 
kind of idea in the years gone by on the part of the industry? 

Admiral RAMSEY. The industry, of course, as we pointed out, had 
developed. very successful piston-type transiwrts, and the market 
for those aircraft still exists, and, as has been stated, deliveries are 
scheduled on into 1952. 

Now, granted that the British are ahead in this particular type of 
development, there may be speculation in people's minds, inour own 
aircraft manufacturing industry, and also in the Air Transport Asso- 
ciation, as to just how these vehicles are going to prove out. 

I agree that although we know something about them, something 
about their operational characteristics, some other things must be 
found out before they are a proved success. 

In the first place, they have to be. assimilated safely by our airways. 
They cannot stack over airports the way the conventional airplane 
does without running out of fuel. 

Then we do not know how the passenger, let us say, is going to react 
to turbulence when that is experienced at a speed of 500 miles an hour. 

There are a great many things that I think we can learn, and profit- 
ably, through the passage and the approval of the bill to which I have 
addressed myself this morning. I do not think it is the complete 
answer, but 1 certainly think and strongly feel that it is a step in the 
right direction as a partial remedy for the existing situation. 

Mr. BECKWORTH. I am reading from a letter that the Secretary of 
Commerce wrote to Mr. Crosser, chairman of this committee, dated 
August 4, 1949, discussing the very bill I have referred to, as well as 
H. R. 448. 

Here is what this letter from the Secretary of Commerce states: 
Tliis bill in some respects Is similar to H. R. 448 of the Eighty-first Congress 

In that it would authorize the development of new types of transport aircraft, 
but would appear to be much brooder than that bill because it would apply to 
the entire field of aviation research and development. 

In our comments in H. R. 448 we stated that the financial condition of the 
aircraft manufacturing industry has Improved recently, largely as a result of 
the Increased tempo of the military procurement program, and that we felt that 
many of the objectives of the proposed prototype program, are being realized 
as the combined re.sult of the military procurement program, existing federally 
sponsored research programs, and the initiative of private enterprise. 

Now, is it your opinion that the industry had improved to such an 
extent along about the time of August 1949 that they were in a posi- 
tion to develop the prototype ? 

Admiral RAMSEY. I will not say that they were in a position to 
develop a prototype, that is, for any individual company to undertake 
it on its own witnout Government sponsorship and assistance. 

But I do subscribe to the thought that the general health of the 
aircraft industry had improved. It had improved to a point where 
the companies in the commercial aircraft market began to see day- 
light and pull out of the red from the losses they had sustained in 
developing their piston-engines transports like the DC-6 and the Con- 
stellation and the 2-0-2 and the Convair and the Stratocruiser. 
.   All of those companies lost money. 
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Mr. BECKWORTII. What I have difficulty in understanding at this 
time is this: There have been a good many bills introduced for the 
purpose of aiding the aircraft industry and the divisions of our Gov- 
ernment in developing these planes that would keep us out in front. 
In checking some of the reports I find statements such as this sentence 
which I am going to read: 

For reasons similar to those given in our report on H. R. 448, we are opposed 
to tlie enactment of H. R. 141 at this time. 

That was in August 1949. I am just wondering along this line: 
If tlie aircraft industries and the divisions of our Government inter- 
ested in aviation had urged speedy action, I am wondering whether 
or not there would not have been a good chance that they would have 
gotten it on some of these very bills. 

Now, you undertsand the simple idea expressed there, do you not ? 
Admiral RAMSEY. Yes, I do. 
Mr. BECKWORTH. DO you suppose that $50,000,000 would have 

helped ? 
Admiral RAMSEY. Well, I think it would have helped. But I think 

that the manner in which any activity of that nature, any project of 
that nature, is organized and administered is a matter manifestly of 
deep concern to the contractor. 

Mr. BECKWORTH. Yes. 
Do you think that in that connection too much time was spent in 

working out that organization, or do you think we have done it as 
speedily as we could? 

Admiral RAMSEY. That is a little difficult to answer. But I come 
back to the point, which I tried to emphasize in my statement, that 
the industry would be willing to go along, I feel sure, with a develop- 
ment, an expansion of the provisions of the current bill which we 
are addressing ourselves to this morning, if the administration of 
the contract was in the hands of an established Government agency. 

I think you will recall that in most of tlie earlier bills that 1 have 
seen there was set up a new procurement agency of the Government 
with a great deal of overhead, as we visualize it, committees and 
advisory groups, and so forth, which would complicate the manu- 
facturers' problem in the execution of their contracts. 

Mr. BECKWORTH. May I add right there that there would not have 
been any new agencies set up in the bill that I have referred to there. 

Admiral RAMSEY. NO, I do not see any reference to any agency. 
Mr. BECKWORTH. It would have been the Secretaiy of War, Secre- 

tary of the Navy, and the civil authorities who would have done the 
job. 

You do not mean that in regard to this bill, do you ? 
Admiral RAMSEY. NO, sir. 
Mr. B'ECKwoRfi'H. I am not so sure that it was the only one that was 

simply written and simply drawn. I am not at all sure that that is 
the only one. 

Mr. WOLVEKTON. Maybe that was the difficulty. 
Admiral RAMSEY. The Secretary of the Air Force is one individual 

whose organization has had long experience in dealing with the 
industry, and they have the mechanics tor negotiating and inspecting 
and handling the normal conduct of business between the procurement 
agency and the industry throughout the life of the contract. 
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Mr. BECKWORTH. YOU have this sentence in your statement: 
This challenge can be met fully only by a comprehensive prototype procurement 

program. 
Of course, that term "comprehensive" is embracive, naturally. 
Do you tliink this is the kind of a time when we can afford to do 

any joo, aviationwise, less than fully comprehensive? 
Admiral R.\M.SEY. Yes; I do. I do because of the proj^ress that has 

been made on thi.s particular bill in the Senate. It bus been endorsed 
by the CAA, tlie CAB, the Air Transport Association, and I believe 
that the NACA will subscribe to it: It seems to me tliat it is a rea- 
sonable prelude to an expanded philosophy about this whole proto- 
type develoj>ment question. 

I would hate to see the effort that has been given to this bill, to get 
it through and to get it started, to get something uiuler way, go oy 
the board in favor of .something that you would have to start all over 
again from scratch. 

Mr. BECKWORTH. I take it, then, that jou are of the opinion that 
this is the most that can be done in a practical way at this time^ 

Admiral RAMSET. That is the way it appears to me, sir. 
Mr. BECKWORTH. And you feel that that is the position in the main 

of those whom yon speak for? 
Admiral R.VMSEV. I believe so; yes, sir. 
Mr. BECKWORTH. In order that the committee may understand ex- 

actly for whom you speak, will j'ou briefly describe your organization! 
How many members are there in your organization? 

Admiral RAMSEY. Practically all of the leading airframe. engine, 
proj>eller, and accessory parts manufacturers for aviation in the coun- 
try. 

The only important member of the aircraft manufacturing indus- 
try that I may mention who is not a member of our organization 13 
(jrumman Aircraft. Their contracts are almost solely with the United 
States Navy. 

But all of the transport manufacturers, Lockheed, Boeing, Con- 
solidated, Martin, and others, are members of our organization. 

Mr. BECKWORTH. Was there much division among the membei"s of 
the industry in the 4 or .5 years past as to the amount of help the Gov- 
ernment was giving in the 4 or 5 years past? Was there reasonable 
unanimity to the effect that everything was going along all right? 
Was there great agitation in your organization for more Govermnent 
help than was being received? 

Admiral RAMSEY. NO. I think I may speak for the industry when 
I say that we want less and less Government help, but it is only in this 
paiticular situation where we run into a unique problem. 

Mr. BECKWORTH. I am speaking about the particular situation that 
Tve are directing this testimony toward, and that is what I mean with 
reference to the question I asked over the 4 or 5 years past because 
that is what we are talking about—this need for Government aid to 
help us develop planes that will keep this country out in front in 
aviation. 

Admiral RAMSEY. Of course, there was not the emphasis on the jet- 
ty])e airplane a few years ago that there is today now that they are 
in being and operating and have apparently proved themselves suc- 
cessful up to this stage of development. 
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Naturally over a period of 4 or 5 years you would find disagree- 
ments on general policy matters of that nature among the various 
membere of our organization. 

But, in general, may I say, Mr. Chairman, that the industry de- 
plores any necessity for looking to the Federal Government for 
financial assistance. This position which I have outlined in my state- 
ment to you this morning is taken by the aircraft industry with 
reluctance. 

But it has been imposed more or less by the pattern of British 
operations. 

Mr. O'HARA. Mr. Chairman? 
Mr. BECKWORTH. Go ahead. 
Mr. WoLVERTON. Will vou yield for just a moment? 
Mr. O'HARA. Yes. 
Mr. WoLVKRTON. Mr. Chairman, I am in full accord with wliat 

the witness has stated in reply to your questions to the effect that 
at the present time it would seem inadvisable to seek a larger pro- 
gram than that which is before us in this bill. 

I take it that the attitude of the industry in favor of this bill is not 
because it does not think that we should go further, but rather that 
they are so happy that there is .some progi-ess being made that they 
do not wish to lose the opportunity that is presented by tliis bill now 
before the House. 

As I undei-stand it, it has already passed the Senate. I am per- 
sonally willing, as a member of tliis committee, to vote this bill out 
at any time that seems advisable to you and the other members of the 
committee. 

But I sincerely hope that it will not end our interest in this matter, 
and that we will pix)ceed to close the gap which now exists of 3 years, 
as we are informed. I will favor any legislation that will be helpful 
in that respect. 

Mr. BF,CKWORTH. Admiral, in that connection, how soon do you 
suppose we might get tliat comprehensive plan in here, the one tliat 
will really do this job, which I expect to favor in addition to this 
bill. 

Admiral RAMSEY. It no doubt will involve coordinated estimates 
and the attention of the aircraft industry, the ATA, the CAA, the 
CAB, the NACA, and all of those other agencies that have studied 
and are making statements on this present bill. That takes a little 
while. 

Mr. BECKWORTH. It occurs to me that in a precarious j^eriod, with 
aviation as important as we all know it to be, we should not work 
slower than the very fastest we can. 

Admiral ILVMSEY. AS you know, Mr. Chairman, the industry has 
suddenly had an extremoly heavy additional workload imposed upon 
us, and it is impoitant, I feel, today, for our industry leaders to devote 
primaiy attention to getting this new military program under way 
at the highest possible speed. 

Mr. BECKWORTH. Mr. O'Hara. 
Mr. O'HARA. Admiral, the first development of the jets was really 

by the Germans, was it not ? 
Admiral RAMSEY. I am not prepared to say. 
Jlr. O'HARA. I mean of the engines as well as of the aircraft 
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Admiral RAMSEY. I am not prepared to testify as to that, sir, but I 
will say that one of the earliest jet engine experiments and develop- 
ments was in Great Britain. 

As yon may know, our Pratt and Wliitney people have the rights ac- 
corded them by the Rolls-Royce people to manufacture their new 
engine which they have greatly improved. 

Mr. O'HARA. That is, we are paying royalties presumably to the 
British on the Rolls-Royce engine and on the further development of 
the jet engine in this country; is that the situation ? 

Admiral RAMSEY. That is a company relationship, an intercom- 
pany relationshi]) between United Aircraft and Rolls-Royce. 

Mr. O'HARA. Tlie Germans during the war produced, I think, the 
first jet aircraft for combat purposes j is not that true? 

Admiral RAMSEY. That may be, sir.   I will have to check on that. 
Mr. O'H.ARA. Admiral, can you tell me in what manner the British 

Government proceeded on this $300,000,000 program? "Was that by 
the Government itself, or was it handled by British industry as an in- 
dustry ? 

Admiral RAMSEY. It was handled through what they term over there 
the British Ministry of Supply, an organization which I imagine gets 
policy guidance from the Air Ministry and works very closely with 
the industry. I do not know, but I would imagine that the concept of 
the program originated within the Ministry of Supply. 

The over-all plan, I imaginCj was approved by the Air Ministry and, 
in turn, approved by His Majesty's government. That is the way I 
think it came into being. 

Mr. 0'HAR,\. Well, how was it handled ? Operational-wise, did the 
Government turn it over to the industry ? 

In other words, who handled it? 
Admiral RAMSEY. The Ministry of Supply would look over the pro- 

duction facilities of the various concerns that had the potential to 
develop these various types of aircraft and then, through competi- 
tion, design competition, and bids, and other regular authorized proce- 
dure, would allocate to a given company a specific contract. 

Then they would give another contract to another company for one 
of the various types that have been developed during this particular 
program. 

Mr. O'HARA. And the British Government paid these aircraft manu- 
facturers for developing and producing that plane; is that it? 

Admiral RAMSEY. That program, as we understand it, was a com- 
pletely subsidized program. 

Mr. O'HARA. Did the Government gain any rights itself in the de- 
velopment of the aircraft itself ? Did they control the matter of selling 
it, distributing it, profits, or patent rights? 

What did happen? 
Admiral RAMSEY. I think that they control that, and they also 

work very closely with their Government-owned airlines. So they can 
buy from the producers what they use in their subsidized British Over- 
seas Airways. 

Mr. O'HARA. AVould you recommend that we go into the socialized 
system ? 

Admiral RAMSEY. No; I do not, sir. 
Mv. O'HARA. HOW are we going to keep away from it? 
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Admiral RAMSEY. We want a modest start and modest help; but 
•we certainly—and I am sure I speak for the industry—do not want to 
get mixed up in any situation of that nature. 

Mr. O'HAR^V. Tne committee, when they were over there last fall, 
had the opportunity of seeing the British Comet. That was developed 
by what company ? 

Admiral RAMSEY. De Haviland. 
Mr. O'HARA. Who developed the Canadian jet? 
Admiral RAMSEY. The Avro. 
Mr. O'HARA. The Avro? 
Admiral RAMSEY. Yes. 
Mr. O'HARA. IS that a Canadian company, the Avro? 
Admiral RAMSEY. Yes, sir. 
Mr. O'HARA. Has that been a successful operation? 
Admii*al RAMSEY. It is in a sense, in the same status that the Comet 

is although it has not undergone as manv tests as the Comet to the 
best of my knowledge. I saw it in New York a few months ago when 
it had flown down from Montreal to Idlewild in less than an hour. 
It is a very smart, clean-looking airplane. 

Mr. O'HARA. What is the passenger capacity of the Avro? 
Admiral RAMSEY. I imagine it is somewhere in the neighborhood 

of 36 to 40 passengers. 
Mr. O'HARA. Aoout the passenger capacity of the Convair and the 

2-0-2, is it not? 
Admiral RAMSEY. Yes. 
Mr. O'HARA. What is the speed of the Avro? Does that compare 

with the Comet ?   That is, about 500 miles per hour ? 
Admiral RAMSEY. It is less, in the category of 450 miles per hour. 
Mr. O'HARA. Admiral, I would like to know why the aircraft indus- 

tries of this country have proceeded as they have. Now, we have had a 
lot of military development in jets, have we not, both in fighter type 
^nd bomber type jets ( We saw a lot of tliem when we were in Cali- 
fornia out in Muroc. I think tliat was in 1947, as I recall it. The 
cost of those developments has been borne by the Government, is that 
not true, in the development of these types of aircraft which are for 
the Militaiy? Is that not usually the testing ground for a similar 
development in the civilian aircraft? I mean, you get your experi- 
ment in at least the large type of plane, the bomber type jet operations, 
you get the operation experience in that you do in the transport, do 
you not ? 

Admiral RAMSEY. It is not quite the same situation. Now an excep- 
tion was the Constitution to which our cliairman referred. I placed 
a contract for the Constitution with the Lockheed Co. when I was 
Chief of the Aeronautics Bureau. I did that because I thought if 
they could get it finished in time it would have a place in the war as a 
militrtry type transport and cargo vehicle, but nonnally I certainly 
do not think that the Air Force or the Navy want to underwrite com- 
mercial airplane development. They look to the industry to either 

•do that on their own or to get the assistance of the Air Transport 
Association companies as they did in the case of the DC-6 and develop 
those other airplanes on their own as a market arises for them. How- 
ever, I do not think that the Air Force wants to invest their funds, 
•certainly have not in the past, that were earmarked for military pur- 
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poses ill commercial airplane development. They will finance bombei-s 
and fighters and other types of military aircraft on an experimental 
contract basis. 

Mr. O'HARA. Well, of coiu-se, it does not seem to me that there is 
too much. I do not disagree with your statement, entirely, but it does 
not seem to me that there is too much difference when you get into the 
problem of air transport that the Air Forces have—speaking now 
beyond the realm of fighters and bombers—that you get in, for ex- 
ample, tlie B-2i), the develoj^ment. Now, Boeing the Htratocruiser, 
is based upon tliat B-29 wing and fusclace and the engines, is it not? 

Admiral RAMSEV. Yes; it was a development from the B-29. 
Mr. O'HARA. That was what came out of the development of the 

B-29 by Boeing, is not that true? 
Admiral RAMSEY. Yes; that is right. 
Mr. O'HARA. Why would the same not be true in the development 

of your bomber-type transport, bomber-type craft, with the develop- 
ment of passenger-type aircraft, either for civilian or for military 
purposes?    Why would the two not be related? 

Admiral RAMSEV. Well, perhaps they are related in a sense, but 
it is a question as to the degree to which our military authorities feel 
the cai'go- and tnmsport-type vehicles are hooked u]i witli the military 
program. Now I know that a great many people iiold very hard to 
the jjliilosophy that you express, as I interpret it, that anything that 
flies and has useful capacity and range is of value in the over-all 
military logistics effort. 

Afr. O'H.MJA. It certainly was true in the last war. 
Admiral RAMSEY. It certainly was true in the case of the C^7 and 

the DC-3. They needed many thousands of them to get ahead with 
tlie war. 

Mr. BECKWORTH. Will the gentleman j'ield? 
Mr. O'HARA. Yes. 
Mr. BECKWORTH. With reference to the development of the jet, do 

you feel that if the Air Corps has done and does what might be termed 
genuinely outstanding developmental work in regard to the jet engine 
that that would have a most helpful effect in regsird to civil jet 
aviation and the jet engine? 

Admiral RAMSEY. I think that the potential of our engine com- 
panies is such that we couhl look forward with composure to the 
development of reliable jet engines for our transport-type aircraft. 
Now you have fine c()my)aiiies in Pratt & Whitney, Curtjss, General 
Electric, Allison, and Westinghouse. All of those people are up in 
the forefront in my opinion in jet-engine development. So I foresee 
no great problem of giving jjower to these products as s(K)n as they 
complete the construction stage, and another point that I merely men- 
tioned at the end of my statement was that we have to be ready to 
assimilate them, too, and advance the RTCA program so our airways 
will be able to absorb this kind of traffic when they are ready to take 
the air. 

Mr. BECKWORTH. Thank you. 
Mr. O'HARA. Admiral, in the development of the 70-group Air 

Force, I was one of those who enthusiastically supported that. While 
it was i)rimarily the ])roblem of national defense, it certainly was a 
lift to the aircraft industries who were at low ebb in a practical sense 
at the time.    Has that had anj' impetus on the aircraft industries or 
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lias that program been so curtailed that it has not been fully put into 
effects I am sjieakiii.tr now in the aircTuft industry, that was the 70- 
group Air Force bill tliat was jjiissed in the Eightieth Congress. 

Admiral RAMSKY. Tlie aircraft iiulusti-y has not taken any position 
on the merits or demerits of programs of any size, either for the Air 
Force or for luival aviation. All the aircraft industry has done is to 
point out the historical record of positions taken by authoritative com- 
mittees and individuals on the needs for the Air Force and naval 
aviation. 

In other words, Mr. Finletter's 70-gi'oup program. 
I think that the industry felt that the 1948 act you mentioned was 

splendid but that procurement since then has lieen inadequate in the 
light of the situation. I have not seen the complete breakdown on 
this latest procurement jirogram. but I know how much money is 
involved, and if it is api)roved by the Congi-ess, I think that the 
aircraft industry will be faced with a problem of building up to those 
levels apiiroximately. 

Mr. O'HARA. That would be purely the military? 
Admiral RAMSF.Y. Yes; in the militarj'field. 
Mr. O'HAHA. Well, then, what do you think. Admiral, it will take 

to bring about the development of a jet transport ? In other words, 
are we in a situation where you come before us this morning and say 
we have nothing developed, nothing on the drawing boards, nothing 
on the mock-up stage where we as the industry that manufactures do 
not have anything to produce? Are we <roing to cope with what the 
British or Canadians have done, or what is the jiicture^ 

Admiral RAMSEY. I have not had an opportunity to take a sounding 
of the aircraft industry since this Korean situation develo])od. and 
some of their thinking may be changed with repird to initiative in this 
particular matter, but all I can say is that the industry has, I am sure, 
not changed its position with respect to the bill that is Ijefore us. 

I can voice the sentiments of the industry when I say that they 
wholeheartedly, as other Government agencies have, support that 
bill. I think tliat it will help us very much. I mean that it will 
accelerate, for instance, the translation of aircraft from the piston 
engine type into the turbine and propeller type. We have one such 
enterprise going on in the Allison division of General Motors with 
the Convair liner. 

Another thing, in my opinion, that would tremendously help would 
be to get bombers and fly them over these routes in good weather 
and in bad, and find out how tlie personnel react to bumps, let us say, 
at oOO miles an hour and find out something about the terminal 
problems and control problems without jeopardizing commercial 
passengei-s. I think it should be done by perhaps the CAA and 
farmed out to the airlines. I know certain airline executives who 
would be more than willing to take an active part in those operations. 

Mr. O'HARA. Some of these folks who are on the floor have a habit 
of asking this question: How much is this going to cost? I notice 
that the bill which you advocate provides only $12,500,000; that must 
be only a starter; that must be just the initial aim ? 

Admiral RAMSEY. That $12,500,000 is expended or extended over 
a period of 5 years which, as I see it, is spreading it pretty thin to do 
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the various things that the Administrator of the act would be ex- 
pected to accomplish. 

Mr. O'HARA. And in a practical sense it would be only a part 
payment ? 

Admiral RAMSEY. Yes. 
Mr. O'HARA. Let us be frank about it. 
I tliink if you needed $100,000,000 or $500,000,000, certainly na- 

tional defense enters into it in my mind—does it not in yours in this 
program ? 

Admiral RAMSEY. Of course I am sympathetic to closing the gap, 
doing anything that we can to improve our position vis a vis tliat of 
the British. 

Mr. O'HARA. Well, I am not approaching it with a niggardly frame 
of mind and as an individual, I am willing to do anything that is 
necessary. 

Sometime some of our friends over in the House ask, "Where are 
J'ou going to get tlie money?" and that is getting to be quite a prob- 
em. Do you have any idea what the over-all program would be? 

How much in the way of subsidy? You have to have some idea as to 
what the program would cost, whether it is 5 years or whatever it is. 
What do you think would be necessary ? 

Admiral RAMSEY. I think that I would have to studv the impli- 
cations of tliat. I came here to support H. R. 8536 and lend my sin- 
cere support to it because as I told the clmirman I think that we 
have made much progress with it that it would be very unfortunate to 
have it lapse at this stage of the game and then we could address our- 
selves to a broader measure and something better designed to cope 
with tlie big problem which still will confront us. 

Mr. O'HARA. Admiral, from a practical viewpoint the British were 
having some ti-ouble with their pi-essurizing system as regards the 
Comet.   Have they worked that out, do you know ? 

Admiral RAMSEY. Yes; they talked about that and of couree that 
is another very serious problem. I mean, when you o}iei"ate at 40,000 
feet and suddenly your pressurization system fails, it is going to be 
pretty liard on the pas.sengers so you want to be sure of its integidty. 

Mr. O'HARA. It is going to be pretty fatal for them ? 
Admiral RAMSEY. Yes, tliey do not have much time to do anything 

about it. So I know the De Haviland people are getting into that 
subject and giving it their very, very careful attention. 

Mr. O'HARA. What about tlie Av7'o people? 
Admiral RAMSEY. I tliink that they are working on it along cor- 

responding lines.   Everybody agrees that it is a very serious problem. 
Mr. O'HARA. YOU speak of the passenger reaction to these fast 

aircraft in terms of the weather. Does anyone have any idea as to 
what that represents? 

I suppose when you flv fast the biunps are that much harder? 
Admiral RAMSEY. Of course what they antici])iite is getting over 

most of the weather. I ask the De Haviland people what their 
experience had been in that regard and thej' said that on milling 
around down in the Mediterranean and in Egypt thoy liad only one 
occasion in which they had run into a very high storm and that was 
up at 43,000 feet and they were flying at 4t),000 and gave a little more 
soup and went over it. They said that they have not had a bad bump 
jet. 
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Mr. O'HARA. Tliat is amazing. 
Mr. Cliairman, that is all that I have. 
Mr. BECKWORTH. Mr. McGuire? 
Mr. McCiuiKE. Do you have any knowledge as to how far Russia 

has progressed with jet planes? 
Admiral RAMSKT. I beg your pardon ? 
Mr. McGuiRE. Do you liave any knowledge as t« how far Russia 

has progressed with jet planes? 
Admiral RAMSEY. The best infonnation that we have is that the 

Russians have made very, very fine advances in the field of military 
jet-type aircraft and we are of course uncertain as to what they are 
doing in other areas of the aeronautical effort but with the alleged 
proportion of their income that tliey are devoting to the national 
defense effort, we believe that they are doing a pretty good job and 
our observers who have witnessed the air demonstrations—I say 
"ours," I mean Government observers—in Moscow at times say that 
they reflect a very high order of skill and competence and apparently 
the material is all riglit. 

Mr. McGuiKE. You think that England, however, is way out ahead 
of evei-ybody, including Russia, do you? 

Admiral RAMSEV. I was talking about Russia. I may not have 
understood you. 

Mr. McGtJiRE. The last question I put to you was, Do you still think 
England is 'way ahead of Russia ? 

Admiral RAMSEY. In that field; yes, sir, I do. 
Mr. McGuiRE. That is all. 
Mr. O'HARA. Are the English selling jet engines or jet planes to the 

Russians ? 
Admiral RAMSEY. I do not think so at the present time. 
Mr. WoLVERTON. I was not quite clear in understanding your answer 

to the question about Russia and I would like to put it in this very 
direct form. 

Is there any truth in the statement that has been fre'quently made 
that the British have sold jet engines to the Russians? 

Admiral RAMSEY. I do not have the immediate answer to that ques- 
tion. 

Mr. WoLVERTOx. Have you seen statements to that effect? 
Admiral RAMSEY. I have seen statements to that effect but I have 

not verified them. 
Mr. WoLVERTON. Wlio would be best able to give us that infor- 

mation ? 
Admiral RAMSEY. TO testify to that question ? 
Mr. WoLVERTON. Yes. 
Admiral RAMSEY. I should think somebody from the Central Intelli- 

gence Agency. 
Mr. WoL^^:RTON. I have suggested to our chairman that before these 

hearings close, and I hope that they can close at an early date, Mr. 
Finletter be invited to appear before the committee as a witness. 

I was very much impressed with the statement that you made when 
you said [reading]: 

During the hearings conducted by the Finletter Commission and the congres- 
sional board— 

I suppose bv "board." you mean the "joint congressional board"? 
Admiral RAMSEY. Yes, sir. 
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Mr. WoL\-ERTOx [reading]: 
Our manufaotiii-ers frankly conceded their doubt as to their ability to finance 

the development of turbine-powered aircraft. At that time they stated that the 
British would probably capture leadership in this field unless a program of 
substantial assistance was provided by our Govei'nment. 

Tlieu further on in your statement you said [rejidingj: 
Botli the Flnletter Commission and the congressional board recommended the 

provision of such Government assistance in lU-18. 

You further stated as follows [reading] : 
But last December, following the flight of the British Comet and tlie Canadian 

jet liner, our manufacturers became convinced that a Government-sponsored 
program was necessary. 

Further in your statement you said [reading]: 
Unless such a program Is adopted, there is no assurance that this industry 

or our country can meet tlie challenge of the Dellaviland Comet or the Avro jet 
liner. 

On the other hand, the Bureau of the Budget and the Defense Establishment 
have not been able to agree upon a program calling for the complete design and 
development of prototypes. 

I think that those statements which you have made make it readily 
apparent that it is important that we liave as witnesses before this 
committee, Mr. Finletter and representatives of the Department of 
Defense of the Government. 

In view of the statement that you have made I readily undei-stand 
that your appearance here this morning in behalf of this particidar bill 
is not based upon the fact that something further should be done but 
merely that this seems to be the extent of what can be readily obtain- 
able at this time. 

Admiral RAMSEY. Tliat is my feeling; yes. sir. 
Mr. O'HARA. Admiral, in the light of the statement which Mr. Wol- 

verton has called to your attention that it is going to be a necessity 
that Congress act on this matter to develop the policy. Is that the 
situation? 

Admiral RAMSEY. Yes, sir. 
Mr. WoLN'ERTON. In view of the fact that statements which we have 

received from different departments with reference to this bill and 
to the one that was introduced by our chairman, H. R. 141, were made 
as much as a year ago, and with the situation having developed as it 
has at the present time as a result of the Korean incident that it might 
be possible that something may have catised our department represen- 
tatives to revise their views, open their eyes a little bit further and 
attune their ears a bit more effectually to the necessities of the case 
than was the case a j'ear ago, for that reason I am making this sugges- 
tion that Mr. Finletter and any other representatives that seem ap- 
propriate from the Defense Department be requested to appear before 
this committee. I have in mind that the Congressional Air Policy 
Board which was a joint board composed of representation from the 
Senate and from the House, and on which I had the privilege of being 
a member, made its report as far back as 1948 and yet, strange as it 
may seem, notwithstanding the importance of the matter certainly 
recent developments emphasize its importance and nothing has been 
done apparently to carry out tlie reconnnendations that were made 
by either the Finletter fcommision or the Joint Congressional Air 
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Policy Board. I think that it is time that somebody paid some atten- 
tion to this and time is of the essence. The sooner we pet down to it 
the better we will all be. I am for any kind of action. ^Ir. Clhairman, 
that can be taken by this committee to bring this matter to the point 
where its importance will be recognized. 

Mr. BKCKWORTH. Admiral Kamsey, I noticed awhile ago that you 
never did exactly answer Sir. O'Hara as to the amount of money you 
feel this will cost. In your revision I trust you will give us an esti- 
mate based on any study that you may make, even rapidly, as to what 
this legislation will cost and tfien in regard to the comprehensive plan 
that you referred to, give us what you feel is the proper amount that 
the Government probably siiould be spending annually to enable us to 
catch up with and if we desire to exceed othere in the various fields of 
aviation. 

Admiral RAMSEY. I can provide that later. 
Mr. BECKWOKI'H. We would like to have that for the record because 

we know that you represent a gioup of people tluxt should be able 
to help us a great deal. 

One final question. Would you say, Admiral, that there has been a 
radical change on the part of some of those in your organization, 
in the last year in connection with this type of legislation. 

Admiral RAMSEY. I would not describe it as radical but I think there 
has been a change in the point of view of certain members of the 
industry on this particular matter and the position that I quoted to 
you in my statement was an over-all position taken by our entire Board 
of Governors. 

Mr. BECKWORTH. In one brief statement, would you say why in your 
opinion, that change has taken place? 

Admiral RAMSEY. Well, it was because they had had an opportunity 
to appraise the situation in England. We were not sure. We knew 
that there was going to be a Comet but we did not know how well it 
was going to fly. 

Mr. BECKWORTH. I want to emphasize my agreement with the state- 
ment Mr. Wolverton made and that is that the membership of this 
committee wants to contribute everything it can and immediately, as 
it has shown in the past by the introduction of bills as far back as 
6 years ago, to get us up to date and to put us ahead in all phases of 
aviatioui 

Mr. WoLVERTox. I i"ecognize the importance of the request that the 
chairman has made with respect to giving us about as full a financial 
set-up as you can with resi)ect to cost but I am also of the opinion 
and I hope that you will take into consideration the British Govern- 
ment standpoint as set forth in your statement Avhen you said [read- 
ing] : 

The British Government was wlllini; to risk a vast amount of money, esti- 
mated at .$300,000,000 or more on this transport program and frankly informed 
Parliament that "financial considerations were necessarily subsidiary." 

I think, in making your statement you may justify the figures you 
give by a reference to the statement made by the British Parliament 
that they are necessarily subsidiary and that you emphasize the im- 
iwitance of it regardless of the cost. 

Mr. BECKWORTH. Thank you very much, Admiral. 
Admiral RAMSEY. Thank J'OU, gentlemen. 
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Mr. BECKWORTH. The next witness we will have is Mr. J. W. 
Crowley, Associate Director of the National Advisory Committee 
for Aeronautics. 

STATEMENT OF J. W. CROWLEY, ASSOCIATE DIRECTOR, APPEAR- 
ING FOR HUGH L. DRYDEN, DIRECTOR, NATIONAL ADVISORY 
COMMITTEE FOR AERONAUTICS, WASHINGTON, D. C. 

Mr. CROWLEY. Mr. Chairman, my name is John W. Crowley, and. 
I am Associate Director for Research of the National Advisory Com- 
mittee for Aeronautics. I have a prepared statement and I would 
like your permission to give it. 

Mr. BECKWORTH. You may proceed. 
Mr. CHOWLEY. The National Advisory Committee for Aeronautics 

endorses the bill, H. R. 8536, to promote the development of improved 
commercial transport aircraft by providing for the opei'ation, testing, 
and modification thereof, because it appears to offer a stimulus for 
industry to proceed Avith required prototyjie aircraft development 
while maintaining the private initiative of the aircraft industry, and 
because it offers a means for conducting much needed research at an 
accelerated pace. A decision to support this legislation was made at 
a regular meeting of the executive committee of the National Ad- 
visory Committee for Aeronautics on June 2, 1950, following exten- 
sive discussion of transport-aircraft legislation then before the 
Congress. 

Tlie views of the National Advisory Committee for Aeronautics 
on legislation to assist in the development of prototype transport 
aircraft must be interpreted in the light of the functions and char- 
acter of the Committee. The prescribed function of NACA is the 
conduct of scientific research in aeronautics and to carry out this 
function it operates three major research laboratories: Langley 
Aeronautical Laboratory, Langley Air Force Base, Va.; Ames Aero- 
nautical Laboratory, Moffett Field, Calif.; and Lewis Flight Pro- 
pulsion Laboratory, Cleveland, Ohio, with a total plant value of over 
$100,000,000 and a staff of about 7,500 employees. The NACA is 
comprised of (1) the Committee, consisting of 17 membere appointed 
by the President and serving as such without compensation; (2) a 
group of 27 technical committees of composition similar to that of 
the main Committee to assist in the formulation of research programs 
and the coordination of the national research effort in aeronautics; 
and (3) a civil service staff for the conduct of research. The Com- 
mittee consists of representatives from the Air Force, Navy, Civil 
Aeronautics Authority, the scientific bureaus of the Government, the 
Research and Development Board of the Department of Defense,, 
and members from private life from the ranks of science and industry. 
Lists of the present membership of the Committee and of the technical, 
committees are attached to this statement. 

(The lists are as follows:) 

MEMBERS OF NATIONAL ADVISORY COMMITTEE FOB AERONAUTICS 

Dr. Jerome C. Hunsaker, Chairman, 1724 F. Street NW., Washington 25, D. C.; or 
Massachusetts Institute of Technology, Camt)rldge 39, Mass. 

Dr. Alexander Wetmore, Vice Chairman; Secretary, Smithsonian Institution,. 
Washington 25, D. C. 
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Dr. Detlev W. Bronk; president, the Johns Hopkins I'niversity, Baltimore 18, Md. 
Vice Adm. John H. Cassady, USN; Deputy Chief of Naval Operations (Air), De- 

partment of Defense, room 4-E-394, National Defense Building, Washington 
25, D. C. 

Dr. Edward U. Condon; Director, National Bureau of Standards, Washington 25, 
D. C. 

Hon. Thomas W. S. Davis; Assistant Secretary of Commerce for Aeronautics, 
Department of Commerce, room 5835, Washington 25, D. 0. 

Dr. James H. Doolittle; vice president, Shell Oil Co., 50 West Fiftieth Street, 
New York 20, N. T. 

Mr. Ronald M. Hazen; director of engineering, Allison division, General Motors 
Corp., Indianapolis 6, Ind. 

Mr. William Littlewood; vice president, engineering, American Airlines, Inc., La 
Guardia Field, New York Airport Station, N. Y. 

Rear Adm. Theodore C. Lonnquest, USN; Deputy and Assistant Chief of Bureau 
of Aeronautics, Department of the Navy, room 2902, Washington 25, D. C. 

Maj. Gen. Donald L. Putt, USAF; Director of Research and Development, Office 
of Deputy Cliief of Staff, Development Headquarters, United States Air Force, 
room 4-E-348, National Defense Building, Washington 25, D. C. 

Dr. Arthur K. Raymond; vice president, engineering, Douglas Aircraft Co., 
Inc., Santa Mojiica, Calif. 

Dr. Frands W. Reiclieldert'er; Chief, United States Weather Bureau, Washington 
25, D. C. 

Hon. Delos W. Rentzel; Administrator of Civil Aeronautics, room 5800-B, De- 
partment of Commerce, Washington 25, D. C. 

Gen. Hoyt S. Vandenberg, USAF; Chief of Staff of the United States Air Force, 
Department of the Air Force, room 4-E-921, National Defense Building, Wash- 
ington 25, D. C. 

Hon. William Webster; Chairman, Research and Development Board, Depart- 
ment of Defense, room 3-E^-1006, National Defense Building, Washington 25, 
D. C. 

Dr. Theodore P. Wright; vice president for research, Cornell University, room 
333, Administration Building, Ithaca, N. Y. 

SUBCOMMITTEES OF N.\TIO.NAL ADVISOBY COMMITTEE FOB AEBOUAtmos 

Committee on Aerodynamics: 
Suhcoraniittee on Fluid Mechanics 
Subcommittee on High-Speed Aerodynamics 
Subcommittee on Stability and Control 
Subeominittee on Internal Flow 
Subcommittee on Propellers for Aircraft 
Subcommittee on Helicopters 
Subcommittee on Seaplanes 
Special Subcommittee on the Upper Atmosphere 

Committee on Power Plants for Aircraft: 
Subcommittee on Aircraft Fuels 
Subcommittee on  Oombustion 
Subcommittee on Lubrication and Wear 
Suljcommittee on Compressors 
Subcommittee on Turbines 
Subcommittee on Propulsion-Systems Analysis 
Subcommittee on Heat-Resistlng Materials 

Committee on Aircraft Construction; 
Subcommittee on Aircraft Structures 
Subcommittee on Aircraft Loads 
Subcommittee on Vibration and Flutter 
Subcommittee on Aircraft Structural Materials 

Committee on Oiaerating Problems: 
Subcommittee on Meteorological Problems 
Subcommittee on Icing Problems 
Subcommittee on Aircraft Fire Prevention 

Industry Consulting Committee 

Mr. CROWLET. The NACA is a scientific research agency with no 
special qualification to advise on problems concerning the economic 
aspects of aircraft development and is therefore reluctant to exercise 
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such broad advisory functions in nonteclinical fields as its name might 
seem to imply. 

Since the development of improved commercial transport aircraft 
involves important technical as well as economic problems, the NACA 
has been interested in, and has cooperated with, efiorts to secure legis- 
lation to expedite tlie development of such aircraft. Tlie provisions 
of H. K. 8536 for the testing of prototype aircraft, and in particular 
for tlie o])eration of pi-ototype aircraft in conditions sinndating 
scheduled air transport operations, offer a means for expediting the 
solution of certain problems mider study bj^ NACA. All of tliese 
jjroblems are of a type which require measurements of a statistical 
nature over a long jjeriod of time and wiiich experience has shown 
may only be obtained under actual or simulated transport ojieration 
conditions. These are: (1) The determination of the amount and in- 
tensity of atmospheric turbulence as elfected by altitude of operation, 
and by flight procedures; (-2) the effects of speed and operational 
practice on the resulting airloads; {•)) possible change in sti-ength of 
the structure during a long period of operation; (4) inadvertent speed 
gains beyond safe limits while descending in turbulent air, and (5) 
icing and its prevention, particularly as it affects turbine engine 
operation. 

NACA, in cooperation with the CAA, CAB, and various airlines, 
has worked on these problems for many years, and many of them are 
well in hand for presently operating transport aircraft. However, 
turbine-powered aircraft are operated at higher altitudes and speeds, 
and operational data on these problems are badly needed if a high 
level of safety is to be assured. 

The NACA will render such assistance as it can in the scientific 
investigation of the new problems which will arise in the operation 
of aircraft as authorized b)' H. R. 8536. 

That completes my prepared testimony, Mr. Chairman. 
Mr. WoLA-ERTON. Is the National Advisory Committee for Aero- 

nautics familiar with the progress that has l)een made by the British 
in tiie development of jet-propelled aircraft other than what has 
actually been accomplished? I mean are you familiar with the 
details? 

Mr. CROWLET. We are familiar with the research that has gone 
into the problems whicii have made it possible to build these aircraft. 
We have no detailed information with regard to the actual design 
of the jiarticular airplane that you are talking about. 

Mr. WoLVERTON. Do you find that there is a comparable willing- 
ness on the part of the British to give us the necessary information 
as we were willing to give to Fuchs, the representative of the British, 
in our atomic research ? 

Mr. CROWLET. Yes; in our field, the field of research, there is a 
quite reasonable exchange of information with the British. They 
are apparently not reluctant to tell us anything they know. 

Mr. WoLVERTON. Is the National Advisoiy Committee in possession 
of sufficient information which, if turned over to our manufacturers, 
would enable them to take up where the British now are? 

Mr. CROWLEY. Yes, but not necessarily because it came from the 
•British, but because I believe our designers are in possession of infor- 
mation now that would make it possible for them to build as good, 
if not better, machines of this type than the British. 
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Mr. WoL^T.RTON. That is a very encouraging note, in view of the 
testimony which has aheady been given before this committee that 
the British were 3 years ahead of us. 

Mr. CROWLEY. I think that we have kept our technical knowledge 
up very well. And were moneys available I believe our aircraft indus- 
try is in a position from the exjierience tliat tliey have gained from 
their production of turbine-powered military aircraft to design excel- 
lent transport airci"aft. 

Mr. WoLx-ERTON. For what purpose would the money be available 
to which you have just referred when you said "if it was available"? 

Mr. CROWLEY. I am talking about the same thing that Admiral 
Ramsey just referred to when he spoke of the fact tluit the aircraft 
industry did not feel it was able to support itself the construction of 
transport aircraft. 

Mr. WoLVERTON. Is it your opinion as the Acting Director of the 
National Advisory Committee for Aeronautics that financial provi- 
sion should be made to enable them to do so? 

Mr. CROWLEY. It is tlie opinion of the National Advisory Commit- 
tee itself, as represented by the money in this bill. The Committee 
believes that this would give a stinmlus to the production of turbine 
powered transport aircraft. 

Mr. WoLVERTON. There seems to be general unanimity so far as this 
bill is concerned, but there seems to be equal unanimity that it should, 
or could, go further than it does. What is the attitude of the Advisory 
Committee with respect to that? 

Mr. CROWLEY. They have not discussed that, Mr. Wolverton, beyond 
this particular bill. 

Mr. WoLVEKTOX. Is the Advisory Conmiittee conveisant with the 
situation sufficiently to enable them to agree with the statement that 
the British are 3 years ahead of us? 

Mr. CROWLEY. In construction of commercial turbine powered trans- 
port planes, I believe that they would agree with that statement. 

Mr. WoLVERTOx. If it be true,, it seems strange to me that the Na- 
tional Advisory Committee has never considered the que.stion.   , 

Mr. CROWLEY. AS I said in the prepared testimony, Mr. Wolverton, 
the committee has not commonly advised on economic questions, it has 
advised primarily on technical que.stions and this I believe is primarily 
an economic question. 

Mr. WOLVERTON. Let me repeat again the question that I formerly 
asked. 

Is the National Advisory Committee sufficiently informed as to the 
British development in jet-propelled aircraft that it could advise our 
manufacturers sufficiently to start oflt with manufacturing of aircraft 
of a similar type as the De Haviland? 

Mr. CROWLEY. Yes. I think the technical information necessary for 
the design of such aircraft or better aircraft exists in this country 
right now. 

Mr. WOLVERTON. What explanation can you give then to the state- 
ment that we are 3 years behind Britain ? 

Mr. CROWLEY. Because the transport aircraft developments have 
not been along those lines in tiiis country. 

Mr. WOLVERTON. W^ho could you put your finger on as the cause or 
the fault of our failure to do so ? 



54 DEVELOPMENT  OF  IMPROVED-TYPE  AIRCRAFT 

Mr. CROWLET. I do not think that I can answer that question, Mr. 
Wolverton. 

Mr. WOLVERTON. Who could answer it? 
Mr. CROAVLEY. I think that it probably would have to be from repi-e- 

sentation of all the Government agencies, plus the Congress, to answer 
that question. 

Mr. WOLVERTON. What Government agencies would you have in 
mind? 

Mr. CROWLEY. I would have in mind the civil air agencies par- 
ticularly. 

Mr. WoLATJSTON. What? 
Mr. CROWLEY. The civil air agencies, the CAA, the Civil Aero- 

nautics Board and the Air Coordinating Committee, and, as I said 
before, perhaps the Congress. 

Mr. WoLA-ER-roN. Maybe the name of your connnittee is broader than 
the scope of your jurisdiction but when you were termed the national 
advisory body I would assume that you would have such full posses- 
sion of all the facts that you would oe able to inform this committee 
as to where the trouble lies that we have not developed to the extent 
that Britain has and what you would advise we do in order that we 
catch up to the British. 

Mr. CROWLEY. AS I said a moment ago, the prescribed functions of 
the National Advisory Committee for Aeronautics are not along eco- 
nomic lines.   The title is perhaps a little broader than the functions. 

Mr. WOLVERTON. AS I look over the names of the National Advisory 
Committee for Aeronautics it is an exceedingly outstanding group of 
men. It would seem to me that any advisory opinion that was ex- 
pressed by that board would immediately challenge the careful con- 
sideration of anj'one, whether it was on matters scientific or matters 
economic.   You included Congress in your statement just made. 

Congress is seeking to act. It lias introduced bills to accomplish 
the purpose but evidently the reports that we have received indicate 
an unwillingness at the time that the reports were made for the Gov- 
ernment to proceed on the program which, from our present testimony, 
seems necessary for us to do. Do vou still say that Congress in any 
sense was to blame? In other words, are you taking the i^osition that 
this matter is important enough that Congress should pi-oceed with- 
out the approval of the administrative agencies? 

Mr. CROWLEY. I did not mean to imply that, Mr. Wolverton. 
Mr. WOLVERTON. I do not think that you did but it would seem to 

me to be a natural conclusion. What I am interested in is finding out 
why in this important matter there has not been action, or at least 
an expression of interest on the part of Government as regards the 
carrying out of a program sucli as now seems necessary that we carry 
out. I am a bit disappointed in the Advisory Committee, notwith- 
standing the broad language of its title, does not feel that economic 
conditions are within its scope of jurisdiction. You have stated that 
the Advisory Committee has m its possession, as a result of its research 
information with respect to jet-propelled aircraft technical knowledge 
that exceeds in value that which is the present attainment of the 
British.  Has that information been made available to manufacturers ? 

Mr. CBOWLET. Yes, sir. 
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Mr. WoLVERTON. Do they now have possession of it ? 
Mr. CROWLET. Yes. 
Mr. WoLVERTON. Is it sufficient that it would enable them to iinme- 

diiitely start the manufacture? 
]Mr. CROAVLEY. It is, together with the information that they already 

possess as a result of their own experience in the construction of mili- 
tary jet airplanes. Speaking personally now, I feel that there is suffi- 
cient information in tliis country to permit the start at once of a pro- 
gram of this kind which would produce superior airplanes. 

Mr. WouTERTON. What has prevented it; the question of cost? 
Mr. CROWLEY. I believe that it is the economic question solely that 

has pievented it. 
Mr. A\'oiAERi\)x. When you speak of "economics," do you mean 

from a practical standpoint or a linancial standpoint? 
Mr. CROWLEY. I mean from a financial standpoint. I am referring 

to the same thing tliat Admiral Ramsey just testified about in quoting 
from the Finletter report and the congressional report that the cost 
of development of modern transport is so great that the aircraft in- 
dustry—individual companies in the industry—did not feel that they 
could support it. 

Mr. BECKWORTH. Will the gentleman yield ? 
Mr. WoLVERTON. Yes. 
Mr. BECKWORTH. If that is true, why in your opinion, have these 

companies not been in here prior to this time endorsing and advocating 
the adoption of some of these bills that would cau.se the Government 
to put some money into it over and above what it is putting in ? 

Mr. CROWLEY. I cannot answer tliat q^uestion. 
Mr. BECKWORTH. That is the question I want answered and I 

trust that you will help us obtain an answer—^you being an employee 
of the Government ? 

Mr. CROWLEY. A civil-service employee; yes, sir. 
Mr. BECKWORTH. That is the important question to me at this time. 
Thank you. 
Mr. WoLVERTON. Evidently they are more modest in their requests 

than the British are. The British do not seem to have any hesitancy 
in asking for nionev to carry on. They are now asking us to pay 50 
percent of their militai'y equipment which is proposed. 

The money that we have paid to the British Government has been 
passed on directly or indirectly to their manufacturers and has enabled 
them to produce these planes that put them so far ahead of us. 

With what Justification can we witlaliold action on the basis of costs 
under those circumstances? 

Have I asked a question that is outside the jurisdiction of the 
advisory committee? 

Mr. CROWLEY. I did not realize that you were asking a question and 
I am not prepared to answer it. 

Mr. 'WoLA'ERTON. It would be very helpful if we could ask someone 
who would definitely tell us whom we could bring before this com- 
mittee to whom we could address ([uestions of that character and 
expect some kind of definite answer. Are you in possession of in- 
formation that would enable the committee to do so ? 

Mr. CROWIXY. I am not in possession of that information. 
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Mr. WoLVTRTON. That makes it all the more difficult when a person 
in your position is not able to advise us. Maybe we just have to keep 
going until we find who it is. 

Certainly in my opinion the importance of the matter is such 
that there must be some consideration given to this at some level in 
our Government, or as is stated in the testimony of Admiral Ramsey, 
we will be left 'way behind. 

I, for one of this committee, am anxious to get to the bottom of this 
and see what we can do to guarantee continued American supremacy 
in the air transport field. 

Of course you favor this present bill that we have before us? 
Mr. CROWU;Y. Yes. 
Mr. AVoLVERTON. That is all. 
Mr. BECKWORTH. Mr. Crowley, the admiral has this statement on 

page 5 of his remarks: 
This challenge can be met fully only by a comprehensive prototype procure- 

ment program. 
Do 3'ou agree with that statement? 
Mr. CROWLEY. Yes; I do. 
Mr. BKCKWORTH. YOU probably cannot give us this now but will you 

undertake to help us find out from your agency what you people would 
regard as a comprehensive prototype procurement program and give 
us some estimate as to what it would cost ? 

Mr. CROWLEY. I woukl be glad to try. Our competency, as I have 
said before, is more clearly in the technical lines and the total cost 
of such a program is somewhat out of our knowledge but I can make 
an attempt to provide you with that information. 

Mr. BECKWORTH. I can see a kindredship there between what you 
are talking about—that is, the technical part—and the economic. 
YOU, as an agency, Avould understand when we reached American 
supremacy in the airtransport field, would you not? 

Mr. CROWLEY. 1 think that is right; yes. 
Mr. BECKWORTH. When you reach your decision on that you may 

have to find somebody that would help you determine how much it 
would cost, but you could find that someoody could you not? 

Mr. CROWLJ;Y. We can make that sincere attenii)t to do so. 
Mr. BECKWORTH. Then the two together, ami it might be your 

organization and another organization, should be able to give us 
a rather accurate estimate of wliat we can expect? 

Mr. CROWLEY. Are you looking for that estimate real soon? 
Mr. BECKWORTH. This is a time wiien I think that it is very im- 

portant that we liave rapidly, particularly in aviation, so I would 
say as soon as we can reasonably obtain it. 

Air. CROWLEY. We will try to do it. 
Mr. WoLVERTON. During these hearings, Mr. Chairman, I have had 

a similar feeling as we grope our way about these bureaus and divi- 
sions and boards and commissions in an endeavor to find who is deter- 
mining our policy that Alice in Wonderland had when she was on 
her expedition. 

Mr. BECKWORTH. Tliank you very much, Mr. Crowley. 
Mr. CROWLEY. Thank you. 
Mr. BECKWORTH. Mr. George Peterson ? 
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STATEMENT OF GEORGE PETERSON, JR., CONSULTING ENGINEER, 
PHILADELPHIA, PA. 

Mr. BECKWORTIT. HOW long will it take to make your statement, 
sir? 

Mr. PETERSON. AS far as I am concerned, sir, I think about 5 min- 
utes will suffice. 

Mr. BECKWORTH. I understand that you wanted to get away today 
if you could ? 

Mr. PETERSON. I am not particularly anxious about that, but I 
would like to get my point over, sir. 

I do think that I have something of interest to the group, especially 
as I heard some of the questions that have been asked and if I may 
proceed I will do so, sir. 

Mr. BECKWORTH. GO right ahead. 
Mr. PETERSON. My name is (xeorge Peterson, Jr., consulting en- 

gineer, of Philadelphia, Pa. 
Bill H. R. 8356 has as its goal the development of improved com- 

mercial transport, particularly turbine-powered aircraft, aircraft es- 
pecially adapted to the economical transportation of cargo. 

Airframes exist that have been built for adaption to turbo-jet pro- 
pulsion. There is not. however, in production a single turbo-jet en- 
gine that can be used to power these airframes economically. It is, 
therefore, of utmost importance that this fault be rectified. 

In the 1948 Wright Brothers Memorial lecture delivered in Wash- 
ington by Mr. Abe Silverstein. Director of the Wind Tunnel and 
Flight Research Division of the National Advisory Committee for 
Aeronautics, Mr. Silverstein stated that the goal for turbo-jet engines 
is combustion I'atios of 20 to 30 with increased combustion tempera- 
tures up to 3500° ¥. Tliis goal is very essential for making the gas- 
turbine practical for aircraft. There is, however, one other con- 
sideration of equal importance. The jet velocity of a turbo-jet en- 
gine and the speed of the airplane must approach each other for effi- 
cient propulsion. The high jet velocity of existing turbo-jet engines 
makes this impossible in the range of speeds considered for commer- 
cial transportation. 

How efficient are turbo-jet engines in production today compared 
to the piston-type engine? Looking at published figures can be mis- 
leading for the piston engine is rated in pounds of fuel per brake- 
horsepower-hour wliich completely disregards the losses in transform- 
ing shaft horsepower into thrust. The turbo-jet is rated in pounds 
of fuel j)er-liour-per-i)oiuul of static thrust which is actually meaning- 
less. For comparison the only figure tliat can be used is pounds of fuel 
per propulsion-horsepower-hour. Propulsion horsepower is the 
power which is actually delivered to the airplane after all losses have 
been considered. 

Now reduced to these terms let us look at the comparison. The 
fuel consumption of a piston engine in pounds of fuel per propulsion- 
horsepower-hour is 0.5 pound at 300 miles per hour, 5 pounds at 400 
miles per hour, 57 at 500 miles per hour. The fuel consumption on 
the same basis—namely, jwunds of fuel per propulsion-horsepower- 
hour—for existing turbo-jets is 1.43 pounds at 300 miles per hour, 
11.2 i>ounds at 400 miles per hour, 97 pounds at 500 miles per liour, 
80 at 600 miles jper hour. 



68 DEVELOPMENT OF IMPROVED-TTPE  AZRCRATT 

I would like to digress from my original statement here to put in 
an example. An aeroplane powered by 10,000 horsepower, for ex- 
ample, flying at 400 miles per hour with a piston engine will have 
to carry 5,000 pounds of fuel for every hour's flight. With the exist- 
ing turbo-jet engine it is going to have to carry 11,200 pounds of 
fuel for every hour's flight. 

In consequence, using existing turbo-jets at say 400 miles per hour 
plane speed, the jet-powered plane must carry over twice the fuel 
for the same distance or fly less than half the distance on the same 
amount of fuel.  This obviously reduces pay load. 

This bill could fortunately remedy tms situation. There exists, 
completely designed and ready for production of the initial unit, a 
combination high-pressure turbo-jet, the components of which have 
already been tested, that not only meets the high pressure and tem- 
perature conditions laid down by Mr. Silverstein but in addition has 
a jet velocity that can be adjusted for comparison of pounds of fuel 
per propulsion-horsepower-hour. This combination jet has a fuel 
consumption of 0.47 pound at 300 miles per hour, 4.2 pounds at 400 
miles per hour, 42 pounds at 500 miles per hour, 42 at 600 miles 
per hour. 

Going back to the illustration of pounds of fuel required to be 
carried where the pison engine required 5,000 pounds of fuel per 
hour, the combination jet would only require 4,200 pounds per hour, 
in other words. 

This is better than even the pison engine propeller combination. 
Bill H. R. 8536 can therefore become of the gi-eatest importance not 

only to commercial airplane transportation but also to the military 
as under its provisions the combination high-pressure turbo-jet could 
be produced to bring tlie United States of America to the front in 
turbine-propelled aircraft. 

Thank you. 
Mr. BECKWORTH. Are there any questions, Mr. McGuire ? 
Mr. McGuiKE. No questions. 
Mr. BFXKWORTH. ilr. Wolverton ? 
Mr. WOLVERTON. It would be difficult for any member of the com- 

mittee to challenge any of the statements which you have made. How- 
ever, may I ask whether this information that is contained in your 
statement, which indicates a vast amount of study on your part, has 
it been submitted to the National Advisory Committee for such use 
as they might find it possible to make of it? 

Mr. PETERSON. Yes, sir. 
After Mr. Silverstein's Wright Brothers Memorial lecture the in- 

formation was sent to them and no reply was received. 
Mr. WOLVERTON. NO reply? 
Mr. PETERSON. NO reply was received. 
Mr. WOLVERTON. Maybe they did not receive it? 
Mr. PETERSON. That is possible. 
I might also add that it was called to the military's attention and 

a reply was received to the effect that it would be looked into and I 
would hear from them and no further reply has been received. 

Mr. WOLVERTON. Yes; I have received those kinds of letters myself. 
Mr. PP:TER80N. They are very disconcerting, sir. 
Mr. WOLVERTON. Especially when you do not hear anything at a 

later time. 
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Mr. PETERSON. That is correct, especially where there is something 
that I believe is of extreme importance to what this bill is trying to 
do, produce economical jet aircraft and put the United States ahead 
in the jet-aircraft field. 

Mr. VVOL\T:RTON. We appreciate your attendance and the sincerity 
with which you have spoken. 

Mr. BECKWORTH. Mr. McGuire? 
Mr. McGtTiRE. You have been a very interesting witness. 
I like anyone who lays it on the line like you do. 
Mr. PETERSON. Thank you, gentlemen. 
Mr. BECKWORTH. Our next witness is Mr. Langdon P. Marvin, Jr. 

STATEMENT OF LANGDON P. MARVIN, JR., FORMER CHAIRMAN, 
INTERDEPARTMENTAL AIR CARGO PRIORITIES COMMITTEE, 
LIBRARY OF CONGRESS ANNEX, WASHINGTON, D. C. 

Mr. BECKWORTH. The committee, Mr. Marvin, is anxious to take 
action on the bill within a reasonable time and it is for that reason 
that we are proceeding as rapidly as we are. How long will your 
statement take ? 

Mr. MARVIN. Well, Mr. Chairman, it is a little hard to say. I would 
guess about 20 minutes. 

I am very glad that you gentlemen of the committee have issued an 
invitation to Admiral Ramsey to come back with a somewhat broader 
program than is conceived in H. R. 8536. Before I start this state- 
ment I just wanted to read something which may be a partial answer 
to the question that I think both of you. Congressman Beckworth, and 
Congressman Wolverton have been groping for here as to why you 
have not been able to get an answer or better response from the Gov- 
ernment agencies. 

Mr. BECKWORTH. Mr. Marvin, did you testify in the Senate on this? 
Mr. MARVTN. Yes, sir. 
Mr. BECKWORTH. In view of that, it might be well for you to sum- 

marize your statement. I notice your statement is long and we shall 
permit you to include your entire statement. Will you give us the 
highlights? 

Mr. MARVIN. I just wanted to quote here at the very beginning from 
the article entitled "Sword and Ploughshare," which I wrote for Air 
Transportation magazine in November 1948. 

We will just not get a decent national plan for air transport preparedness until 
there exists a really effective arm of the Government of sufficient strenffth and 
scope to be able to create a national plan. Unfortunately the Government, which 
Is the real seat of management of our air transport industry, is sadly split up 
Into a lot of little Balkan states. Any chart of the organization and lines of 
authority of the following Federal agencies which are mixed up in aviation would 
resemble nothing so clearly as a bowl of overturned spaghetti. 

Then follow.s a list of 20 different Government agencies that have 
something to do with aviation. 

Now to skeletonize this statement here, I want to say that I am 
appearing as a, private citizen and my opposition to it. R. 8536 is 
based upon its inadequacy. 

Mr. W01AT.RTON. Mr. Marvin, we are all apparently of the opinion 
that it is inadequate to do the job that seems should be done but there 
appears to be a disposition to go through with it because it has already 
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passed the Senate and that if we are to get any legislation at all on 
this subject it would be necessary for us to give consideration to the 
provisions of this bill and act upon its report. 

That, liowever, does not indicate tliat we are not interested in the 
larger jirogram merely from the situation that now confronts ns in 
the Congress that it Avoiild seem as if it would be unwise to get away 
from fliis bill at tlie present moment. The larger program can cer- 
tainly come before us in some otiier bills that we have for considera- 
tion, and then we coidd give tliem such time as they require, but in 
doing so we would not be holding up possible legislation on at lea.st u 
phase of tlie question. 

Mr. MARVIN. Congressman, if I might make a comment there, the 
bill has not passed the Senate. It was reported out by the Interstate 
Connnittee in early June, which I mi.ght comment was l)efore Korea 
happened. 

It has been objected to on the consent calendar in the Senate. I 
myself feel very strongly that it would be a mistake to proceed with 
the bill because it is totally inadequate and is a piecemeal attack on the 
t)roblem. It would be much sounder to get a really adwjuate jiiece of 
egislation that would not only do the little things done in H. R. 8.')36 

but also do the things that are im]iortant and which would put this 
Nation in a position of supremacy in relation to national defense. 

Mr. Woi.vKHToN. IJI view of the stated position of the diilerent 
agencies that have come to us would you be 0])timistic enough to think 
that we would really be able to get a larger program through in this 
session than is indicated in this bill? 

Mr. MARVIN. Congressman, I feel after living with this problem for 
about 3 years now that it is pretty much a question of congressional 
initiative. I used to think back when I was studying in college that 
all of the good things and ideas wore thought up in the executive 
bi-anch and that the C'ongress simply voted "yes" or "no." 

Mr. AVoLVKRTON. When did you get that impression? 
Mr. MARVIN. That was an erroneous iinpre.ssion, and I have been 

learning better since. 
Mr. WoiAERTON. I am glad that you have by subsequent experience 

revised your opinion. 
Mr. MARVIN. I think that this is one of the examples. 
Mr. WoLVERTON. You must have gotten that at Harvard. Depo- 

nent further sayeth not. 
Mr. MARVIN. Here you have a situation where the executive branch 

of the Govenunent, after many ])roddings by the President's Air 
Policy or Finletter Commission and your own Congressional Avia- 
tion Policy Board and everybody else, has failed to create anything, 
has failed to hatch an ade(|uate plan. It is a situation that necessi- 
tates Congress moving on its own without waiting for the 
administration. 

Mr. WOLVERTON. They tried to do that last week and we went up the 
hill and down again on the question of controls. Now whether we 
would have better success in this I could not say. 

Mr. MARVIN. I can only say I ho))e so because it looks as if the ex- 
ecutive branch of the Government had not brought up an adequate 
plan and I think it can be drafted and put through right down here 
in the Congress.   Of course, one of the things I have against this pav- 
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ticiilar bill right here is that it overlooks the very important matter 
of cargo planes needed for defense. 

I testified here in March that in view of the large size of the siib- 
}narine fleet of the Eussians and because of the possibility of atomic 
attacks on our ports as General Knerr who is here today can testify 
more adequately than I, we have to have a fleet of freight planes. 
Secretary Forrestal produced a figure at the conclusion of the de- 
liberations of the Congressional Aviation Policy Board in the spring 
of 1J)48 that the air lift necessary for a future war would be 4,000 
C-54's or their equivalent. This figure was cut back in January 1950 
by the Defense Department to a barebones minimum requirement of 
2,000 C-.^4 equivalents for the early phases of war. Even if you use 
just this smaller figure, which is probably a less realistic one, I testi- 
fied here last March that the deficit against what we can muster now 
exceeds 1,200 0-54 equivalents and that is in excess of 5,000,000,000 
Ion-miles a year. 

It has been my contention all along that this gap has to be plugged 
and there are two things to be done to i)lug it. First of all, on the 
quantity side, we have to rapidly expand the country's air lift with 
the best freight planes which have already been developed by the 
manufacturers. We must build up a fleet of existing types Avithout 
waiting for better oiies. 

Then on the quality side we have to steam ahead with research, de- 
veloping, and testing toward developing prototype transport planes 
with special emphasis on cargo planes that can meet the military needs 
for carrying trticks, tanks and so forth. 

Getting a more economical cargo plane will broaden the air cargo 
3iarket and make for an even bigger reserve. 

Now you have before you, a bill, H. R. 448 which accomplishes both 
these i()bs and is, tlierefore, a two-in-one bill. 

H. K. S.'jSO does only a very small part of the second job. 
I might also say in passing that I see no reason why H. R. 141 

could not be taken as a good starting point and made into an adequate 
bill to cover this very situation. I have listed here several important 
points of contrast between H. R. 8536 and the air merchant marine 
bill. H. R. 448. 

First of all, the jet testing bill H. R. 8.5.36 has commercial suprem- 
acy as its onlv goal. H. R. 448 has as first goal, national defense 
through building of cargo ))lanes adaptable for both commercial and 
military use and, secondly, national defense and commercial suprem- 
acy through developing prototyi>es. 

I might point out that the Fiidetter Commission said the first 
job was developing a cargo plane and H. R. 8536 definitely in its 
language on page 1 of the bill makes that tlie second job. 

There are no provisions in this bill before you that the planes 
tested at Government expense should be adaptable for military use 
although such language is used in H. R. 448. Nor is there any special 
provision to empower tlie President to make use of these planes when 
he finds it necessary in the interest of national security without having 
to wait for a declaration of war or the passage of a War Powers xVct. 

Tlie other points are on cost-recovery for the taxpayers and on 
giving an adequate role for the nonscheduled as well as the scheduled 
airline.    Those are defects in the bill. 

73910—50 5 
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Of course, what is behind H. R. 8536 is a desire to outstrip the 
British and Canadian jet transport development, or if this cannot 
be done to test out these foreign-made jets on America's commercial 
airlines. 

I think that it is doubtful if H. R. 8536 as drawn would even accom- 
plish this minor purpose. Not one single manufacturer of American 
transport planes has given assurances tnat his company would absorb 
research and development costs to produce a jet prototype capable 
of outdoing the British and Canadian on consideration that he would 
get some free testing at the taxpayer's expense at the end of the 
trail. 

Commercial supremacy may be a very laudable goal but at this 
juncture in history I think it must take second place after defense; 
that is the position in which jet transports are put in H. R. 448 which 
makes defense the No. 1 objective, whereas, by contrast H. R. 8536 
forgets about defense and makes this limited approacli to commer- 
cial sirpremacy the only purpose of the bill. 

H. R. 8536 is pre-Korean legislation. We should not at this time 
be concerned primarily with what amounts to competition between 
American Cadillacs and Bi'itish Rolls Royces when the real job is 
to start building trucks, aerial trucks. I might say that I think 
Mr. Wolverton's point about having Mr. Finletter and the other 
witnesses appear was an excellent one because the statement of the 
Defense Department on H. R. 8536, a rather back-handed endorse- 
ment, was dated the 6th of June which was 3 weeks before the out- 
break of war in Korea. 

I think that the bill has to be looked at again. Actually, the 
memorandum of July 10, which the Assistant Secretary of Com- 
merce, Mr. Davis, transmitted to this committee, does not even men- 
tion cargo aircraft although curiously enough in order to allay the 
objection of Senator Lehman, there is a letter which I will be glad to 
insert in the record from Assistant Secretai-y Davis to Senator Lehman 
saying that they will give full emphasis to cargo planes. 

Mr. WoLVERTON. Mr. Chairman, would tlie witness object if I 
asked him to direct his attention to a portion of the bill which seems 
to answer the statement that you twice made that this bill does not 
cover cargo planes?   Are you not mistaken in that respect? 

In the first portion of the bill it is stated as follows: 
That It is hereby declared to be the policy of Congress to promote, In the 

interest of safety, the national air transportation system— 

that is sufficient to include cargo as well as passenger but to go on 
further, quoting from the same declaration of policy, it says— 
and the national defense, the development of improved commercial transport 
aircraft, particularly turbine-powered aircraft, aircraft especially adapted to 
the economical transportation of cargo    •    *    •. 

Does that not answer your statement that this bill makes no pro- 
vision with respect to cargo and also of national defense? Both are 
stated in the declaration of policy. 

Mr. MARVIN. It is quite true, I think, Congressman, that in the 
preamble of the bill  

Mr. WoLVERTON. I look upon that as more than a preamble. That 
is a declaration of Congress as to the policy to be pursued and the 
balance of the bill will be right in the light of the policy which the 
Congress adopts.   That is the policy. 
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Mr. MARVIN. Here is what they have done in this bill, Congress- 
man. They have listed it 1, 2, 3. "Particularly, turbine-powered 
transport aircraft" is No. 1; "Aircraft especially adapted to the eco- 
nomical transportation of cargo" is No. 2, and "aircraft suitable for 
feeder-line operation" is No. 3. I claim that is the wrong priority. 
The Finletter report here says the No. 1 job is the cargo plane. This 
thing says it is the No. 2 job. 

Mr. WoL\'ERTON. Well, I do not think that you can attach that much 
importance to the continuity and the arrangement of this bill. The 
policy is the fundamental consideration, and that refers to national 
defense, the transport system, and it particularly mentions transpor- 
tation of cargo so that the policy is clearly stated. 

The form in which it is stated, the continuity of the different 
phases that come within the bill, it certainly does not indicate in my 
opinion, at least, the importance of one as to the other because of its 
arrangement. 

Mr. MAKVIN. Well, Congressman, there are two further difficulties. 
First of all, the bill provides just for testing, which is not much of a 
problem with cargo planes; that is primarily a passenger-plane prob- 
lem. That is the only function of the bill. Then, in the second place, 
you will find that in all of the action parts of the bill—pages 2 and 3 
of H. E. 8536—the Secretary of Commerce is authorized to carry out 
the purposes of the act by providing for the operation by contract or 
otherwise—we are getting down now to what he is going to do—of 
"available aircraft with turbine-jet or turbine-prop power units." 

Then the next paragraph refers to "such aircraft, which goes back 
to turbine-prop or turbine jet. The fourth one refers to "such aircraft," 
that is, turoine-jet or turbme-prop. 

In this statement of mine, I have quoted from various military 
authorities that it may be in the future that turbine power will be 
useful for cargo aircraft, but it is not useful right now; that is a sec- 
ondary thing. For the plush passenger plane it is much more suitable, 
but not for the cargo plane, because it reduces the payload too much. 

Mr. WoLVERTON. I do not agree with that entirely. However, that 
is just a personal observation. You may proceed, as far as I am con- 
cerned. 

Mr. MARVIX. There has been too much indifference among the civil 
aviation authorities to defense needs. The Civil Aeronautics Board 
has been and is directed by statute to consider the needs of the national 
defense. It is, therefore, especially shocking to the taxpayers, who 
have been paying out of our pockets about $50,000,000 a year in airline 
subsidies, to find that a spot check by the Military Air Transport 
service reveals that only about 10 percent of the planes of the subsidized 
airlines are of immediate use for defense. 

H. R. 448 does not ignore jet development by any means. 
Section 7, pages 10 and 11, define the composition of the fleet to be 

built up under H. R. 448 as being: 
Such aircraft shall be of existing types and of types hereafter developed as In 

the judgment of the (Government) Corporation will best promote air commerce 
and strengthen the national defense. 

It seems to me particularly unwise in this ever-changing business of 
aviation to try and legislate particular types of aircraft, as is done in 
H. R. 8536, and I think the more flexible language of H. R. 448, or for 
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that matter the more flexible language of H. R. 141, is preferable. I 
am not saying ultimately jet transports will not be important to de- 
fense, and I think their development sliould be encouraged, but in their 
proper priority, following immediate defense needs, as is done in H. R. 
448^ and not by a special j)rogram such as H. R. 8536. 

The following exchange from the Senate hearings is pertinent, the 
chairman being Senator Johnson: 

The CH.URMAN. What about jet transports as a specific t.vpe of prototype 
that may need developmejit in order to Iteep in step with other countries? 

Mr. SYMINGTON. From a commercial standpoint, sir—spealting as an individ- 
ual—I can .see that it is very important. But from a military standjwint it is 
doubtful whether, at this time, there is a military necessity for a jet transport. 

Also pertinent to your consideration of H. R. 8536 is the following: 
With specific reference to the jet transport, the British and Canadians laid 

down the Comet and the Avro C-102 in 1946. As far as we Isnow, there Is only 
one Comet and one Avro C-102 in operation in I'JTK). Debugging those prototypes 
will take some time before even modest quantitic^s of such aircraft would be 
placed in production, if it i.s found to be ei-onomically feasible with present 
available jet power to undertalie even modest quantity production. 

As to national pride and prestige, we are perturbed to see any other nation, 
even onr clo.se friends in Canuda and England, flying newer-type transports 
than we are making. To date and until much more development of large jet- 
propelled aircraft of bomber types, I believe that it is only our pride and our 
prestige that are hurt. As far as military plans are concerne<l, we want to see a 
lot more flying by jet bombers before hoping for substantial quantities of jet 
transiwrts. We are not laying military plans on any presumption that the 
economics of air transport will support a measurable proportion of jet transpor- 
tation until some time after 195.5.' 

It is that very period, 1950 to 1955, which Congressman McGuire 
commented upon as being simple mathematics, which I said last March 
would be the real danger, and that is the very period when jet planes 
•will not be of much help. 

My suggestion—and you have already made it, Congressman Wol- 
verton—is that Mr. Finletter be called. 1 might just make this addi- 
tional suggestion that among the people you might ask be General Col- 
lins, the Chief of Staff of the Army. 

Mr. WoLVERTOX. You are getting up pretty high now when you 
suggest those names, and maybe that is where we have to go to get 
the answer to the question. 

Mr. MARVIN. I think it probably will be. The quotation which I 
read just a moment ago was by Major General Kuter. I would like 
also to quote General Turner, who has bossed more aircraft than any- 
body : 

Awkward, unwieldly, and bulky loads which are inherent in standard Army 
ordnance must be carried, and so the aircraft should be designed for their easy 
loading. 

That is not the type of aircraft of the luxury jet type contemplated 
in H. R. 8536. You can't carry bulky freight in your sedan. The 
same goes for passenger planes. • 

Incidentally, Mr. Chairman, I have some photographs of types of 
cargo planes that the military are in need of, and perhaps Mi.ss Saf- 
ford, my research assistant, could prop them up where you could see 
them. 

' Pniwr by MaJ. Gon. Lawrence S. Kuter. comnmnder, MlUtnry Air TranBport Servlc*, 
t SAE, national aeronautic meeting, Statler, New York, N. Y., April 19, 1950. 
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If you gentlemen of this committee pick H. R. 8536, you may get a 
few 500-mile-an-hour passenger jets some years from now. 

If you take H. R. 448, you will be sure of getting a whole fleet of 
cargo planes to keep air supply lines moving at 250 miles an hour 
instead of 16 knots at sea, and youll have just as good if not a better 
chance of getting the jet job later on. 

Since the civil aviation authorities have failed so far to hold up 
their end of the national airlift problem, the military is now having 
to request funds for a larger number of planes than would otherwise 
be necessary, and they are going to have to wait for them longer than 
would have been necessary. 

I understand that the supplemental defense budget includes a 
request for 512 large aircraft of the C-97, C-124, or C-119 type. This 
is the equivalent of 1,750 C-54's. 

This action by the military, however, does not mean that the civil 
side of the air transportation can sit back and relax and concentrate 
solely on commercial goals. 

The cargo planes ordered by the military will have to be supple- 
mented by cargo planes from the commercial lines. The urgent need 
for expanding the commercial freight lift remains. 

Furthermoi'e, it should be noted that for prototype work, to get 
newer and better cargo planes, the military are prohibited by Public 
Law 604 of July 10,1050, from using military funds. There is another 
auxiliary job for civil aviation. 

There has been and is a fatal gap between military and civil aviation 
authorities. I think that you have had some indication of it today. 
Our military and civil airlift efforts are not well harnessed together. 
That is a vei-y ironical division, because airlift naturally lends itself 
to joint commercial and military purposes. A cargo plane is a totally 
different thing from a gun or tank. 

The latter have value only in war, whereas the cargo plane has value 
in both peace and war.   A cargo plane is lx)th a sword and a plowshare. 

Straight military procurement of all the cargo planes needed for 
war would be enormously expensive for the taxpayer. It would un- 
duly militarize the industry, and on the other hand the approach by 
H. "R. 8536 is insufficiently defense-minded. I think H. R. 448, or a 
rewrite of H. R. 141, would offer a happy middle ground which would 
accomplish both the defense and the commercial purposes. 

Now, I have suggested here some amendments to H. R. 448 which 
you have before you to adjust it to the testimony of various civil 
agency, airline, and manufacturing representatives. These amend- 
ments could equally well be suggested to H. R. 141. 

I will skip over these amendments if I may, assuming they will be 
printed in the record at this point. 

(The matter referred to is as follows:) 
(1) Title.—Some people tell lue the title of H. R. 448, nir merchant marine 

bill, reminds them of recent unpleasant excesses at the Maritime Commission, etc. 
On the other hand, the recent reorganization of that body imder the Secretiiry of 
Commerce is progressive, and perhaps the taint will he removed. However, I 
would he hapi)y to support an alternative: the national airlift bill. 

(2) AtlmiiiiKtration.—H. R. 448 gets up under the Secretary of Commerce an 
Aircraft Development Corporation, exactly as recommended by the Tresident's 
Air Policy (Finletter) Commission in 104S. At the Senate Commerce Commit- 
tee hearings representatives of the AIA, NASAO, American Airlines, etc., wanted 
any transport-plane program run by an existing Government agency.   If your 
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committee agrees with these views I would suggest that the words "Aircraft 
Development Corporation" be deleted and the words "Secretary of Commerce" 
substituted throughout H. R. 448. Of course, you could say "Secretary of 
Defense," but It should be remembered that the Secretary of Defense, on proto- 
type matters, has "thrice put away the crown." Furthermore, It seems more 
satisfactory to build up this air-freight fleet under civil auspices, having a rela- 
tionship to the military similar to that of the surface merchant marine. 

However, if you decide to scrap the Corporation, I feel that consideration for 
the taxpayers requires that the public moneys appropriated for this or any other 
transport-plane program should be made into a revolving fund, or that the 
activity within the Department of Commerce should be given corporate status, 
so that there would be business-like practices, and the fund would come under 
the accounting and other controls of the Government Corporation Control Act of 
the Congress. Such a provision is also necessary so that the Secretary of 
Comerce can receive money (from leases, cost recovery, etc.) and apply it against 
future needs of the program—stretching It out to get the full value for the 
taxpayer—and not just spend money. Some of the language in H. R. 5755 might 
be applicable here if your committee decided to drop the Corporation provisions 
of H. K. 448. 

(3) Defense.—Tour committee has before you H. R. 448 for cargo aircraft, 
H. R. 8.536 for particularly turbine-powered transport aircraft, and H. R. 7870 
for personal and Industrial aircraft. It is obviously Impossible financially to 
have a separate bill for each type of aircraft, and such an arrangement would 
also likely result in a poorly integrated program. While my own view Is that 
cargo aircraft are the things of principal concern, if your committee wish to 
integrate the other types into the same bill, you could use the term "civil air- 
craft" and define it appropriately to cover them all. I should, however, earnestly 
hope that the present language of H. R. 448 (sec. 2), "capable of being readily 
adapted and used for military purposes," would not be tampered with. 

(4) Defense Department.—It might be helpful further to define the role of 
the Secretary of Defense in this bill by specifically giving him the right to certify 
to the Secretary of Commerce the defense features to be Included in the civil 
aircraft which are the objective of Government financial assistance. Section 
501 of the Merchant Marine Act of 1936 is a helpful precedent. Another amend- 
ment might be added to section 6 of H. R. 448 providing that the Secretary of 
Defense should transmit to the Secretary of Commerce the military-reserve 
requirements of the United States for this type of civil aircraft. 

I believe the Secretary of Commerce should remain responsible for the survey 
of civil potentials in section 6 and for the action necessary to bring civil potentials 
up to military needs. I should like to point out that nearly every transport-plnne 
bill before Congress except H. R. 8.536 includes a survey of potentials and require- 
ments. I believe it Is essential to maintain section 6 of H. R. 448 to carry out the 
following not-yet implemented recommendations of the President's Air Policy 
Commission and to keep the study current: 

"Tlie problem of building up a pool of military transport planes in com- 
mercial use seems to warrant a more coordinated study of the number of 
transports needed, the potential commercial cargo traflic, and the possible 
subsidy cost to the Government than has been carried on by the armed 
services, the Department of Commerce, and the Civil Aeronautics Board. 
We recommend that the problem receive the Immediate attention of the 
Air Coordinating Committee." 

—Survival in the Air Age, 1948. page 115. 
(5) Purchase and lease.—^Some people have looked at the air merchant-marine 

bill and cried "Socialism." Actually, under H. R. 448 the Government acts as 
a catalyst, not a Socialist. To allay this sort of fear, however, your committee 
could amend H. R. 448 clearly to indicate that the No. 1 objective is direct purchase 
by private operators of civil aircraft from private manufacturers. Further 
safeguards could be written Into the bill, following the precedent of section 701 
of Merchant Marine Act of 1930, that Government purchase of transport aircraft 
and lease to commercial operators could not be done except upon a finding, 
subject to the President's approval, that the national-defense reserve needs 
could not otherwise be met. 

As an alternative to the purchase and lease arrangement consideration might 
be given to amending section 4 of the RFC Act to liberalize loans to companies 
purchasing transport aircraft readily adaptable for defense purposes. There la, 
of course, one disadvantage to this loan and equipment trust procedure, and 
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that is, that It would be slow, although on the other hand. It might further allay 
residual fears of socialism. 

(6) Amount of Government financial undertakinff for prototypeg.—It is prob- 
able that the provisions of H. R. 448 go too far in assuming that the Government 
will pay the entire research and development costs of new transport models. In 
January, President Truman decided that a prototype bill drawn up by Secretary 
Symington was not in accordance with the President's policy. While this deci- 
sion did not relate to H. R. 448, it might Influence you to modify the degree of 
Government financial assistance for prototype work. On the other hand, It is 
very doubtful that the "testing" provisions of H. R. 8586 are sufliclent for a 
prototype cargo plane. Under H. R, 8536, all the Government does is to offer 
free $1,950,000 worth of "testing" if a private individual or manufacturer or air- 
line will put up $18,600,000 in research and development costs first. Perhaps a 
middle ground could be struclt in H. R. 448 in providing for fund matching, on 
a 50-50 basis, between Government and private Industry in the development of 
prototypes. 

Mr. MAHVIN. In connection with the total cost of H. R. 448, includ- 
ing the building up of a freight fleet with existing models and includ- 
ing all of the prototype work, I would like to submit for the record 
at this point a calculation done by Capt. C. H. Schildhauer, of the 
Naval Reserve, made before Korea and I believe subject to some revi- 
sion now because of there being a necessary speed-up, 

(The matter referred to follows:) 
This point is imjwrtant because some people have erroneously assumed that 

the capitalization of $100,000,000 for the Aircraft Development Corp. represents 
the cost to the Government. The gist of his study Is that the H. R. 448 program 
would involve an average cost to the Government of less than $7,000,000 a year 
over a 10-year period (part of which would come baclc under cost recovery) 
the following transport planes less than 8 years old by 1960: 
(o)  Current long-haul transports      144 
(6) New-type long-haul transports      186 
(c) Turbo-prop or Jet transports        54 

Total       384 

Mr. MARVIN. General Knerr is here today and he and Captain 
Schildhauer, John Budd, Mr. Wilson, and Mi-s. Keyes have been work- 
ing for some time at our own expense on this subject and if we can 
assist you. Chairman Beckworth, with any of these amendments we 
would be happy to do so. 

War transport is primarily a business of moving freight, in tonnage, 
about 100 to 1 over passengers. Cargo planes are most suited for 
this purpose and they have the further advantage of being able to 
carry troops in bucket seats, which may not be very comfortable but 
which at least get a lot of them in. 

Jet plush jobs, toward which H. R. 8536 is beamed, are useful only 
for plush passengers. 

There is only so much money to go around and if we go spending 
$12,500,000 on jet plush jobs we may not have enough for cargo 
planes. Luxury spending must be greatly trimmed if we are to have 
enough for defense. Besides, testing is not the problem with cargo 
planes, the problem is to get them built. 

We should put first tlungs first and H. R. 8536 puts them second. 
H. R. 8536 would, in my opinion, get us off on the wrong track. 

It would give people a false sense of security and it would block 
enactment of really adequate legislation later. 
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I therefore urpe j'ou <rentlemen to reject H. R. 853C> and to concen- 
trate on H. R. 448 or on revisions to H. R. 141 to give us adequate 
airlift. 

I ask your permission, Mr. Chairman, to include the enclosures I 
enumerated there with the addition of an editorial which appeared 
in 3'esterday's New York Times supporting tlie enactment of the air 
merchant marine hill, and also a copy of a letter by Marquis Childs 
which I just received which seems to give some res^sons and which may 
be of interest to your committee as to why something has not been 
done about this before. 

Mr. BECKWOHTH. Without objection, those will be included and your 
entire statement will also be made a part of the record. 

(The statement and enclosures referred to follow:) 

THE  NEED  FOR  ADEQUATE  AIRUFT  LEGISLATION   (REASONS   FOE 
PREFERRING  H.  R. 448 TO  11. R.  SUSii) 

Statpnient before Honsp rommittee on Iiitcrstnte and Foreign Commerce, Trans- 
portation Suliconimittee, by Langiloii P. Marvin, .Ir., former Chairman, Inter- 
dopartinental Air Cargo Priorities Committe;' (New York, and Study Room 
141, Library of Congress Annex, Washington, D. C.) 

A general recently returnefl from the Far East has said, in effect, "Shortage 
of airlift is tlie great story of Korea." 

Our Marines are going over there by boat, taking 3 to 4 weeks, instead of by 
air, taking 3 day.s. We do not have the cargo planes to carry iiazookas, guns, and 
tank.s. Because of the aiiiift shortage we are unable to make ourselves felt 
sufHciently quickly in Korea or in any otlier place. 

The reasons for having a lleet of freight planes have been repeated again and 
again. In testimony on March 4, 19.">(), Iwfore your conuuittee, I noted that ttie 
Russians have a submarine lleet five times as big as that with which Germany 
started World War II; that war might come in the Arctic or areas inaccessible 
to shi])p!ng: that our ports might IK' sealed up by atomic explosions, making air 
tran.sport the only alternative: that if atomic warfare were to break forth. 
General Eisenliower has already reminded us the first CO days would likely be 
determining. 

All these are rea.sons why we must have a large fleet of freight planes and 
why we cannot put our sole reliance upon a surface merchaiu marine. 

It is not just in Korea that we need and are going to need airlift: we must 
have a two-ocean airlift. 

The Forrestal requirement figure (spring of 1948) for airlift on M-day was 
4,0lt0 C-^A equivalents. This figure was cut back in .lanuary l!».")l) by the Defen.se 
Deimrtment to a liareboncs minimum requirement of 2.0(K> C-ri4 equivalents for 
the early phases of war. Using Just this smaller—and probably less reali.stie— 
figure, I testified here last March that the deficit against what we can muster 
now exceeds I.IJOO C-.">4 equivalents, or a smaller number of larger planes. In 
tonnage to be lifted the gap exceeds 5,000,000,000 ton-miles a year. 

This gap must he plugged. 
To jilug this gap two things must be done: 
(«) Qiiaiititir—We must rai)i(lly expand the country's airlift with the best 

freight pliines which have already l)een develojied by the manufacturers. We 
must build up a Heet of existing tyi)es without waiting for better ones. 

(b) Qualiiy.—Meanwhile, research, developini:, and testini: work must go on 
toward developing prototype transjmrt planes, with special emiihasis on cargo 
planes that can meet the military needs for carrying trucks, tanks, etc. And 
getting a more economical cargo plane will broaden the alr-cargo market and 
make for an even bigger reserve. 

H. R. 448 accomplishes both these Jobs, and Is therefore a 2-ln-l bill, whereas 
H. R. K.'i.W does only a very small part of job (b). 

The following are deficiencies of H. R. 8530 In comparison to H. R. 448: 
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CONTRAST BETWEEN— 

H. B. 8536 (Jet transport "testing" H. R. 448 (Air Merchant Marine 
bill). Act). 

(1)   PURPOSE 

(a) Commercial .supremacy through (a) National (lefen.«e through build- 
testing jets in simulated scheduled ing of cargo planes adaptable for both 
commercial operation. commerce and military. 

(6) National defense and commer- 
cial supremacy through developing pro- 
totypes. 

(2)   LABOR 

(a) Only manufactures and airlines (a) Aircraft Development Advisory 
required to be consulted. Labor Board includes equal representation for 
emitted (sec. 2 (b), p. 6, 1. 3-9). labor with management.   Public also to 

be represented (sec. 5, p. 9, 1.   4-10). 
(6) Not much job potential. (6) Buil<ling up airlift would mean 

30,000 new jobs in ALFA, T, lAM, U.\W, 
etc. 

(3) CAROO PLANES 

Cargo planes definitely in second place Cargo planes in first place (sec. 2 (3); 
(p. 1, 1.    7-8). p. 2, 1.    3-10) as iier recommendations 

of President's Air Policy (Finletter) 
Commission. "Survival in the Air," p. 
138). 

(4) MII.ITART SPECIFICATIONS 

No requirement that the planes tested " 'Cargo aircraft' means » • • 
at public expense should be adaptable capable of being readily adapted and 
lor military use. used for military purposes" (sec. 2 (2) 

1.   3-10). 

(5) MILIIART USE OF PLANES 

No special provision for military use President empowered to direct the 
of planes. use of planes in commercial operation 

or to mobilize the planes developed or 
improved with Government funds when 
he finds it in Intere.st of national secu- 
rity. President does not have to wait 
on declaration of war or passage of 
War Powers Act (sec. 11, pp. 16-17). 

(6)   COST REC0^•FKT FOR BENEFIT OF TAXPAYERS 

No provision for recovering any part As in Merchant Marine Act of 1936, 
of public money should recipients profit profits from Government-Improved 
therefrom. planes, over 10 percent, are to be split 

50-.50 with Government (sec. 8 (c) pp. 
11-12,  and  sec.  10   (c)   (1)   p.  15 of 
H. K. 448). 

(7)   NONSCHEDULED AIRLINES 

Nonscheduled airlines apparently ex-      All airlines are given a role in the 
eluded from Government contracts for   airlift expansion program (sec. 8 (a) 
testing of turbine-iwwereti planes (be-   p. 11). 
cause they presumably could not, with- 
out violating C.VI5 regulations, "simu- 
late    *    •    •    the    conditions    under 
which    scheduled    aircraft    operate") 
(sec. 2 (a)   (2) p. 2, 1.   15-li); italics 
added). 
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What is behind H. R. 8536 is a desire to outstrip the British and Canadian 
Jet-transport development, or If this cannot be done, to test out these and 
other jets on America's commercial airlines. It is very doubtful that H. R. 
8536 as drawn would even accomplish this minor purr»ose. In testimony during 
May before the Senate Interstate and Forel^ Commerce Committee, not one 
single American manufacturer of transiwrt planes gave assurances that his- 
company would absorb research and development costs to produce a jet prototype 
on consideration that he would get some "free testing" at the taxpayers' expense 
at the end of the trail. 

However, even assuming that you get such assurances from a manufacturer— 
and I don't think you can—the events that have occurred since this bill was 
drafted by tlie Air Coordinating Committee in cooperation with the Air Trans- 
port Association and the Aircraft Industries Association, are such that It no 
longer fits the needs of the times. Commercial supremacy is a very laudable 
goal, but at this juncture In history It must take second place after defense. 
That is the position in which jet-transiwrt prototypes are put In H. R. 448, which 
makes defense the more imiiortant of the two; whereas by contrast H. R. 8536 
forgets about defense and makes this limited approach to commercial supremacy 
the only purpose of the bill. 

H. R. 8536 is pre-Korean legislation. We are no longer concerned with what 
amounts to competition between American Cadillacs and British Rolls Royces; 
we have got to start building trucks, aerial trucks. 

Curiously enough, the memorandum of the Commerce Department to Chairman 
Grosser dated July 10 does not even mention cargo aircraft. 

There has been too much indifference among the civil aviation authorities to 
defense needs. The Civil Aeronautics Board has been and Is directed by statute 
to consider the needs of the national defense. It is, therefore, especially 
shocking to the taxpayers, who have been paying out approximately $50,000,000 
a year In subsidies, to find that a sjwt check by the Military Air Transport Service 
reveals that only about 10 percent of the planes of the subsidized airlines are of 
immediate use for defense. 

There has of course been the fear in some quarters that a rapid expansion 
of the number of cargo planes in the country would mean additional competition 
for the already established airlines. In easygoing times of normalcy, sucb 
objections might be tolerated, but this is not a period of normalcy. Let me 
say that I personally do not care whether the additional cargo planes are put 
into the hands of the scheduled airlines which are members of the Air Transport 
Association, or whether they are given to both groups. I simply know that 
regardless of which company's insignia Is paintetl on these aircraft, there has 
got to be a very large fleet of cargo planes in the hands of commercial operators, 
with adequate mobilization authority in the hands of tlie Government. 

This is no time for us to be passing luxury legislation and Ignoring defense 
legislation. H. R. 8536 Is not going to help In the Korean lift one little bit. 
H. R. 8536 would simply spend millions of the taxpayers dollars for the testing 
out of jet plush jobs which would take a long time to develop. Instead of 
spending it on the building of cargo planes which are needed right now for the 
Korean lift, and will be needed in other parts of the world. 

H. R. 448 docs not ignore jet development by any means. Section T, pages 
10-11, defines the composition of the fleet to be built up under H. R. 448: "Sucb 
aircraft shall be of existing types and of types hereafter developed, as in the 
Judgment of the (Government) corporation will best promote air commerce 
and strengthen the national defense." The contrasting narrowness of H. R. 
8536 is shown in that it provides only for testing (to meet C.\A certificates) 
of "particularly turbine-powered aircraft" (p. 1, 1. t>-7). Furthermore, the 
contracts for operating and modifying planes are specifically tied to "turbine- 
jet" or "turbine-prop" aircraft (sec. 2 (a)  (2)  (3) and (4)). 

Especially In the ever-changing aviation field it seems to me risky business 
to try to legislate specific types of aircraft and for that reason alone the broader 
and more flexible language of sections 2 and 7 of H. R. 448 seems preferable. 

I am not saying that ultimately jet transports will not be Important to defense, 
and I believe their development should be encouraged—^btit in their proper 
priority, following immediate defen.se needs (as is done in H. R. 448) and not 
by a special program such as H. R. 8536 which pays only lip service to defense. 

The following exchange from the Senate hearings is pertinent: 
"The CHAIRMAN. What about jet transports as a specific tyiie of prototyjw 

that may need development In order to keep in step with other countries? 
"Mr. STMINOTON. From a commercial standpoint, sir—speaking as an indi- 

vidual—I can see that It Is very Important.   But from a military standpoint it 
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is doubtful whether, at this time, there Is a military necessity for a Jet trans- 
port."—HearinRS at Senate Committee on Interstate and Foreign Commerce. 
January 30,1950, pt. 5, p. 2043. 

Also pertinent to your consideration of H. R. 8530 is the following: 
"With specific reference to the Jet transport, the British and the Canadians 

laid down the Comet and the AVRO C-102 In 1946. As far as we know, there 
is only one Comet and one AVRO C-102 in operation in 1950. Debugging those 
prototypes will take some time before even modest quantities of such aircraft 
could be placed in production, if It Is found to be economically feasible with 
present available Jet power to undertake even modest-quantity production. 

•'As to national pride and prestige we are perturbed to see any other nation, 
even our close friends in Canada and England, flying newer type transports than 
we are making. To date and until much more development of large Jet-propelled 
aircraft of bomber types, I believe that it is only our pride and our prestige that 
are hurt. As far as military plans are concerned, we want to see a lot more 
tlying by Jet bombers before hoping for substantial quantities of Jet transports. 
We are not laying military plans on any presumption that the economics of air 
tran.sport will support a measurable proportion of Jet transportation until some- 
time after 1955."—Paper by MaJ. Gen. Laurence S. Kuter, Commander, Military 
Air Transport Service, at S. A. E. National Aeronautic meeting. Hotel Statler, 
New York City, April 19,1950. 

Therefore, while not forgetting the far future, our first concern should be with 
the period 1950-55, which 1 referred to in my statement here on March 4 as the 
danger period and, Congressman McGuire, you were kind enough at that point 
to comment on tlie simplicity of the mathematics. 

There seems to tie no immediate military need for the "particularly turbine- 
powered" transports of H. R. 8536. 

Now what do the military need? My recommendation to you. Chairman Beck- 
worth, is to ask them. I particularly recommend your inviting the testimony 
of Gen. J. Lawton Collins, the able Chief of Staff of the Army. Ask him what 
they need from the civil air transport industry. Ask him which of these two 
bills, H. R. 8536 or H. R. 448, tliey prefer. 

The man who has bossed more airlifts than anyone in history gives us some 
suggestions.   He wants, not a luxury liner, but a "truck of the air." 

"Awkward, unwieldy, and bulky loads (which are inherent in standard Army 
ordnance) must be carried and so the aircraft should be designed for their easy 
loading." 

"The contour of the cargo-transport airplane should emphasize a fuselage 
design sufficiently wide to permit storing of two passenger-type vehicles or equiv- 
alent Items side by side throughout its usable length. A density factor of 10 
pounds per cubic foot to accommodate 25-ton load is desirable. 

"The grid pattern of tie-down fittings should provide sufficient tie-down rings 
throughout the aircraft to enable safe and expeditious lashing of all sizes and 
shapes of cargo secured to a flooring designed to withstand the normal strains 
Imposed upon the tie-down fittings during aircraft maneuvers, turbulence, and 
emergency landings. 

"Cargo doors, of which there should be more than one, must be ample in size 
to permit the direct ramp loading of a 6 by 6 truck with its canopy. Further, 
monorails must be provided for the movement of heavy cargo within the interior 
of the airplane. 

"I believe the airplane should be a conventional 4-englne tyi)e, capable of lay- 
ing down 25 tons after a 3,000-mlle flight or 5,000-mile range with no load. 

"The speed of the aircraft need not be great in terms of present-day thinking. 
A speed of 250 miles per hour seems adequate. This speed will give to air 
transport a safe differential over all types of surface transiwrtation in a gen- 
erous ratio."—Maj. Gen. William H. Tunner, Deputy Commander, MATS. Ad- 
dress at Hotel Statler, November 29, 1949, and also article from Planes, pul)- 
llshed by ALA, July 1950. 

(At this point enlarged photographs of military cargo planes will be passed 
around.) 

If you gentlemen of this committee pick H. R. 8536 yon may get a few 500- 
nille-an-liour passenger Jets some years from now; if you gentlemen pick H. R. 
448 you'll be sure of keeping our supply lines moving at 250 miles an hour— 
Instead of 16 knots at sea—and you'll have Just as good a chance to get your Jet 
Job later on. 

Since the civil aviation authorities have failed so far to hold up their end 
of the national airlift problem, the military is now having to request funds for 
a larger number of planes than would otherwise be necessary, and they are 
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going to have to wait for tliem longer than would havo been necessary. I 
understand that the supplemental defense budget includes a request for 512 
large aircraft of the C-97, C-124, or 0-119 type—being a rough equivalent of 
1,750 C-54's (refer column by Marquis Childs, August 1, 1950). 

This action by the military, however, does not mean that the civil side of 
air transportation can sit back and relax and concentrate solely on commercial 
goals. The cargo planes to be ordered by the military will have to be supple- 
mented by cargo planes from the commercial airlines. The urgent need for ex- 
panding the commercial freight lift remains. 

Furthermore, it should be noted that for prototype work—to get newer and 
better cargo planes—the-military are prohibited i)y Public Ijiw (MM of July 10, 
IJI.'iO, from using military funds. There is another auxiliary job for civil 
aviation. 

Unfortunately, there has been and is a fatal gap between military and civil 
aviation authorities. ()>ir military and civil airlift efforts are not being well 
harnessed together. That division is irrmical, because airlift naturally lends 
Itself to joint commercial and miiitarj- purposes. A cargo plane Is a totally 
different thing from a gun or tank. The latter have value only in war, whereas 
a cargo plane has value in both peace and in war. A cargo plane is both a 
sword and a ploughshare. 

Siraight military procurement of all the cargo planes needed for war would 
be enormously expensive for the taxpayer, unless there were authorization, 
similar to the provision in H. R. 448, for the Government to lease aircraft to 
commercial oiK>rators when not in use. The alternative, a "mothball" plan, 
W"uld mean that the cargo planes would be far less ready than If they were 
commercially operated in peaceful periods. 

In essense, the Air Merchant Marine bill, H. R. 448, provides for a very 
rapid expansion of the civil airlift of the country. It also provides for research, 
development, and testing of yet-to-be-produced transports suitable for both 
commercial and military purposes. As a condition of the extensive Government 
aid (by contra.st H. R. ffi.36 provides no defense conditions) operators of the 
aircraft (levelo|)ed or substantially improved with Government funds must 
agree to having 75 jK-rcent of their flight and maintenance personnel in the 
Reserve: must agree to maintain or install the planes for the Government, when 
the President finds it In the interest of the national se<'urity, or turn the planes 
together with their trained crews over to the Government. 

In this way, the ABC airline would be provided with planes suitable for com- 
tnercial traffic, would be reimbursed ftu- defense features; and, when needed, 
would become overnight part of the military air tran.sport s.vstem. 

On one hand. H. R. .S5;?(! is Insufficiently defense-minded; and on the other 
hand straight military procurement of all the cargo planes we might need for 
war would tmduly burden the taxpayer and militarize the Industry. The air 
merchant marine bill offers a happy middle ground suitable for our present stage 
of partial mobilization, and a strong auxiliary for the military In case of full 
mobilization. 

While th(>se bills are not perfect by any means, they are basically sound 
and they are ready to be used. 

It may well be. Chairman Beckworth, that you and your committee will decide 
to make amendments. After studying carefully the testimony of airline and 
aircraft manufacturing representatives before the Senate tJommittee and after 
doing a lot of thinking on the subject, I would myself suggest certain compromise 
amendments: 

(The amendments app«»ar on p. 65.) 
I believe tlie Secretary of Commerce should remain responsible for the survey 

of civil potentials in section 6 and for the action necessary to bring civil poten- 
tials up to military needs. I should like to point out that nearly every transport 
plane bill before Congress except I-I. R. 8536 includes a survey of jKitentials and 
requirements. I believe it is essential to maintain section 6 of H. R. 448 to carry 
out the following not-yet-Implemented recommendations of the President's Air 
Policy Commission and to keep the study current: 

"The problem of building up a pool of military transport planes In commercial 
use seems to warrant a more coordinated study of the number of transports 
neede<l, the potential commercial cargo traffic, and the possible subsidy cost to the 
Government than has been carrie<l on by the armed services, the Department of 
Conmierce, and the Civil Aeronautics Board. We recommend that the problem 
receive the Immediate attention of the Air Coordinating Committee." 

—("Survival In the Air Age" 1948, p. 115.) 
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(5) Purchase and lease.—Some people have looked at the air merchant marine 
bill and cried "socialism." Actually, under H. R. 448 the Government acts as a 
catalyst, not a socialist. To allay this sort of fear, however, your committee 
could amend H. K. 448 clearly to indicate that the No. 1 objective is direct pur- 
chase by private operators of civil aircraft from private manufacturers. Fur- 
ther safeguards could be written into the bill, following the precedent of section 
701 of Merchant Marine Act of 1936, that Government purchase of transport air- 
craft and lease to commercial operators could not be done except upon a finding, 
subject to the President's approval, that the national defense reserve needs could 
not otherwise be met. 

As an alternative to the purchase and lease arrangement, consideration might 
be given to amending section 4 of the RFC Act to liberalize loans to companies 
purchasing transport aircraft readily adaptable for defense purposes. There is, 
of course, one disadvantage to this loan and equipment trust procedure, and that 
is that It would be slow, although on the other hand, it might further allay 
residual fears of socialism. 

(6) Amount of Government financial undertaking for prototype.—It Is prob- 
able that the provisions of H. R. 448 go too far in assuming that the Government 
will pay the entire research and development costs of new transport models. In 
January, President Trumau decided that a prototype bill drawn up by Secretary 
Symington was not in accordance with the President's policy. Wliile this deci- 
sion did not relate to H. R. 448, it might influence you to modify the degree of 
Government financial assistance for protot.vpe work. On the other hand, it is very 
doubtful that the "testing" provisions of H. R. 85.36 are suflJcient for a prototyi)e 
cargo plane. Under H. R. mSG, all the Government does is to offer free $1,950,000 
worth of "testing" if a private individual or manufacturer or airline will put up 
$18,600,000 in research and development costs first. Perhaps a middle ground 
could be struck in H. R. 448 In providing for fund matching, on a 50-50 basis, 
between Government and private industry in the development of prototypes. 

In connection with the total cost of H. R. 448, including the building up of a 
freight fleet with existing models and including also the prototyi>e work, I would 
like to submit for the record at this point a calculation done by Capt C. H. 
Schildhauer, United States Naval Re.«erve. 

(The matter referred to nppears on p. 67.) 
These calculations were made pre-Korea, and the speed-up now would prob- 

ably hike the initial annual cost. The stud.v, however, illustrates how much can be 
done with relatively little money, provided it is spent in the right direction. 

1 should like to say at this point that Capt. C. H. Schildhauer, Gen. Hugh^J. 
Knerr, Mr. John Budd, Mr. Gill Robb WiLson, Mrs. Arthur Keyes, and others 
besides myself have worked for a good many months at our own exi)ense on 
air lift preparedness and would be very glad to assist you. Chairman Beckworth, 
and any of the members of your committee in any way we can. 

CONCLUSION 

War transport is primarily a business of moving freight, in tonnage about 
100 to 1 over passengers. Cargo planes are most suited for this purpose, and 
they have the further advantage of being able to carry troops in bucket seats, 
which may not he very comfortable, but which at least gets a lot of them in. 
Jet plusli jobs, toward which H. R. STiSe is beamed, are useful only for plush 
passengers. 

There is only so much money to go around, and if we go spending $12,500,000 
on jet plus jobs, we may not have enough for cargo planes. Luxury sjiending 
must be trimmed if we are to have enough for defense. Besides, "testing" is not 
the problem with cargo planes; the problem is to get them built. 

We have got to put first thing first and H. U. 8536 puts them second. 
H. R. Hi<3H would get us off on the wrong track; it would give the people a false 

sense of security; it would block enactment of really adeqtiate It^islation. 
Of the comjieting bills which have been milling around Congress, H. R. 448 

is the most suitable for peace or war. 
I urge you, gentlemen, to reject H. R. 8536 and concentrate on H. R. 448 to 

give us adequate air lift. 
Respectfully, 

LANODON P. MARVIN, Jr. 
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[Editorial, the New York Times, Wednesday, January 4, 1950] 

ADEQUATE AIR LIFT 

Measures for tlie aid of civil aviation and for the national defense are to 
come tiefore the new Congress. Among them are bills to enable the use of Federal 
funds in the development of prototype transport airplanes for both passengers and 
goods, so that the knowledge of our power plant and air-frame manufactures 
can be put into practical construction, especially in the pure jet and turbojet 
fields. It is obvious that airplane manufacturers cannot finance the develop- 
ment of such equipment unaided, because of the heavy development cost of to- 
day's big airplanes. 

There are two bills which will come up In the new Congress, aimed at pro- 
viding a method for Government support in this area. Both contain good pro- 
visions. The air merchant marine bill goes further than the so-called proto- 
type bill and would seem to have several advantages. It would provide for an 
aircraft development corporation financed through the Reconstruction Finance 
Corporation. These bills may require amendments and expansion. But they 
recognize the need for action to enlarge and improve our air lift. In the emer- 
gency of the war the aircraft industry showed its ability to design, to expand 
and to produce. It can be relied ui>on to meet current needs if tlie required 
funds are provided. Legislation to this end was recommended both by the 
Pi-esident's Air Policy Commission and the Congressional Air Policy Board. 

[From Air Transportation, November 1948] 

AN ENI-IQHTENED AIR CARGO PROGRAM, SAYS THE ATTTHOB, IS THE SORT OF 
COMBINATION THAT IS BOTH A   *    •   *    SWORD AND PLOUGHSHARE 

(By Langdon P. Marvin, Jr., former Chairman, Interdpartmental Air Cargo 
Prlortles Committee) 

A short time ago, the Secretary of the Navy reminded us that the Soviet Union 
has an operating fleet af about 250 submarines—,5 times the number with which 
Germany started World War II. Since this potentially hostile underwater fleet 
is not only very large, but is in good part equipped with schnorkel and other 
Improvements, I doubt that in planning our national security we can continue 
to place sole reliance on our surface merchant marine. 

Furthermore, since Congress has voted 70 combat air groups to be the main 
striking force of our military power, we must have supply lines which can keep 
pace. Sixteen-knot supply lines are hardly adequate in a 400-mile-an-hour age. 
However, In our plans to speed up our supply lines, we must remember that war 
transport is primarily a movement of freight—freight tonnage in a ratio of 
something like 120 to 1 over passengers. 

Therefore, what we need is a merchant marine of the air, capable of flying over 
enemy submarines, capable of keeping pace with our combat planes, and capable 
of carrying freight. 

Unfortunately, an examination of the present United States balance sheet In 
cargo aircraft shows a very bad case of unpreparedness: 
M-dav 

require- 
mentii Availability Deficit 

' 4,000   402    (All parts of United States Air Force, including ' 
storage)—^  

64    (Navy)  
60    (Airlines certificated by CAB)  

125    (Veterans' air freight lines applying to CAB) 

651=16.4 percent requirements , 

3,340 (84 percent) 

1 N. B.—4,000 C-54-type freighters—approzhnately 800 new-type, 20-ton-payload, long- 
range aircraft. 

The reader might think that by this time we would know the importance 
of cargo planes. We saw how, throughout the last war, our ally, China, as well 
as our own forces fighting in that theater, were supplied almost entirely by air, 
the lift over the Hump reaching a peak of 70,000 tons a month. All of General 
Chennault's gas line and bombs, most of China's lend-lease, the bulk of all 
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military and industrial supplies for both the Chinese and United States forces 
•were flown in. At home, for 3 years, our radio and radar factories were fed 
regularly by air imports of millions of pounds of tantallte from Brazil, Africa, 
and Austrlalia; mica from India and Brazil; quartz crystals from Brazil; and 
other strategic raw materials. The present air lift to Berlin is merely one in a 
long list of lessons that on cargo planes may hang our national prestige and our 
jnilitary success.   (See Ojjeration Vittles in August AT.) 

These facts are all well known, and the citizen may wonder why, in the face 
of them, we are confronted with such a dangerous case of unpreparedness. 

A "FATAL QAP" 

As nearly as X can make out, after 7 years' experience and study, the answer 
is that a fatal gap exists between military aviation and civil aviation, a fatal 
lack of mutual understanding and cooperation. This gap ws best revealed last 
winter when, at the very time tlie military authorities were looking to civil air 
agencies to help develop the air freight fleet they would need on M-day, then 
Chairman James M. Landis of the Civil Aeronautics Board advocated that if 
the military needed a lot of freigtit planes tliey should buy them themselves and 
*tore them in mothballs, because the CAB could not see how they could be 
usefully employed In peace. 

To the average citizen it is surely obvious that the United States would be far 
less ready for war with its airfreighters in storage than if they were in opera- 
tion ; obviously the country would lose a lot of new business if this fleet of 
freight planes were not used in our peacetime domestic and foreign cargo 
trade; obviously, developing a merchant marine of the air through commerce 
would cost the taxpayers less than if it were done 100 percent by Government 
funds. 

There actually is no division of Interest between commercial and military 
air transport. The military need freight planes for war, and the $40,(XX),000 
airline deficits of the past year should indicate that our commercial airlines 
could well use some new revenues from hauling cargo. 

Far from being an object of conflict, an air crago program is a happy combina- 
tion of commercial and military interests; it Is both a sword and a ploughshare. 

Unfortunately, no Government agency or committee or Iward is really putting 
the two halves—commercial and military—of this aii cargo program together. 
The Air Force and Navy have figured out what they need in the way of freight 
planes for M-day, but they are unable to procure this entire fleet themselves, 
and are wary of Intruding into the sphere of the civil air agencies in figuring 
ways and means of developing the fleet they need through commerce. 

On the civil side of the picture, the certificated airlines under the leadership 
of the CAB have steadily been pursuing a policy of trying to build a big airline 
system upon a small luxury pa.senger market. They have squeezed and squeezed 
that market, and the net results of the unimaglnntive iiostwar CAB policy have 
beeij: large deficits for the certificated airlines, large bills for the taxpayer in 
the form of air mail payments to cover those deficits, few orders for the manu- 
facturers, restriction of opportunity for the veterans' air freight lines and other 
newcomers, and a negligible contribution to the air freight fleet needed for 
•defense. 

It is manifestly impossible to get a fleet of large freight planes capable of 
hopping the oceans in an overseas war from a small-size luxury passenger 
market, the bulk of Which Is short-haul, anyway. Most of the planes which the 
airlines are acquiring are of too short range to accomplish the 2,500-miie hops 
required in war, most of them are too .small to carry appreciable loads, and 90 
percent of them are not fitted out for the carriage of freight. While It is pos- 
sible to convert a luxury passenger plane into a freighter, conversion centers 
would have to be established where the interior fittings could be ripped out, 
the floors strengthened, large doors cut, and bullet-proof tanks installed. This is 
a process of several weeks, and. of course, the whole point of having a fleet of 
freight planes is to be able to cope instantaneously with a Sunday punch. We 
would do well to remember General Eisenliower's admonition that in the next 
war our ability to act in the first 60 days will be determining. 

Therefore, in our pursuit of an air merchant marine, let us rule out those 
totally inadequate suttstitute plans of a mothball fleet or a luxury pa.«!.senger plane 
fleet. We must have a fleet of large, long-range freight planes in constant opera- 
tion, and the only way to do this in a manner not ruinous to the taxpayer and 
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not absurdly wasteful of one of our national assets, is to get these planes to 
work carrying long-haul commercial cargoes in our domestic and foreign trade. 

For some time I have been doing research, on the potentials in commercial 
air cargo at profitable rates, and have come to the conclusion that of the total 
of 800 long-range, large payload air freighters re()uired by the military for M-day, 
some 200 could be gainfully employed in our import-export trade. (Or, in units 
of C-54's, abou 1,000 planes could be kept bu.sy profitably in foreign air trade, 
out of a national requirement of 4,(X)0.) How many more could be gainfully 
employed in our domestic commerce and in hauling our iK>acetime military traffic 
remains to be worked out. 

It is clear, however, that the key to the whole business of preparedness in 
air transportation is to work out a national plan wherein the commercial and 
military parts of the problem are considered together. The whole business of 
developing newer and better airfreighters, procuring them on a careful schedule, 
putting them to work in the commercial cargo busines.s, arranging for their 
automatic mobilization in the event of war, etc., is a problem which cannot be 
split into watertight civil and military i)arts. 

Several years ago there was established in the Government an Air Coordinat- 
ing Committee, the purpose of which was to bring the multitudinous air agencies 
of the Government together on matters that cut across more than one depart- 
ment. For a solid year four diftereut subcommittees of this Air Coordinating 
Ct>mmittee—in fashion reminiscent of tlie League of Nations—have pondered 
ACC Paper No. 84, not to mention other proposals, that some careful study and 
planning be done in this field of freight plane preparedness. Although AC(;-84 
and other proposals for an air cargo study were given specific support by the 
President's Air Policy Commission on January 1, 1948,' the only action so far 
accomplished by the ACC and its member agencies has been the compilation of 
a bibliography of air cargo literature. Neither the Air Coordinating Committee 
nor its member agencies have this year proposed any adequate legislation on the 
subject of a fleet of freight planes, and the comments of those agencies on the 
prototype bill (S. 2644 and H. R. 6501), which had been drafted at the other 
end of Pennsylvania Avenue, were in conflict with one another and failed to 
answer several of the objections of various Senators, which objections ultimately 
stopiied this progressive bill. 

We will just not get a decent national plan for air transport preparedness 
untill there exists a really effective arm of the Government of sufficient strength 
and scope to be able to create a national plan. Unfortunately, the Government, 
which Is the real seat of management of our air transport industry, is sadly split 
up into a lot of little Balkan states. Any chart of the organization and lines of 
authority of the following Federal agencies which are mixed up in aviation 
would resemhle nothing so clearly as a bowl of overturned spaghetti. 

The recommendations of the Presidential and Congressional Air Policy Boards 
for various methods of reorganizing aviation activities in the Federal Govern- 
ment came to nothing. It remains to be seen what the Hoover Commission will 
recommend on Jaiuiary 1, 1!>49, and how far its recommendations will get. 

Unfortunately, the Air Coordinating Committee has not been very strftng, 
and its very inade<iuacie8 in the iwlicy field presumably led to the creation of the 
two Special Policy Boards. Its leadership has been changeable (ACC has had 
throe different chairmen within a .year) and its work has been slow (partly be- 
cause it has a very small statf and its work is left to subcommittees composed 
of men who are already very busy elsewhere). 

Our hopes between now and next January hinge upon the leadership which 
can be given to the Air Coordinating Committee by its new chairman, Joseph J. 
O'Connell, Jr., an able and uriprejudlced man who, since April, has been the new 
Chairman of the Civil Aeronautics Board. A cargo-plane program can be worked 
out if it is treated by ACC as a full-time job of high priority and not as a part- 
time concern of members of some subc(jmmittee who are already well occupied 
with other governmental affairs and can barely scrape up 2 hours a week for a 
meeting. 

> "The prolilom of bullcllnK up n pool of military transport plnnpn In commercial use 
seems to warrant a more coordinated study of the number of transports needed, the poten- 
tial commercial car^o traflic. and the possible subsidy cost to the Government than has 
been carried on l»y the Armed Services, the Department of Commerce, and the Civil Aero- 
nautics Board. We recommend that the problem receive the immediate attention of the 
Air CoorOlnallng Committee" (p. 115). 



DEVEIiOPMBNT OF  IMPROVED-TYPE  AIRCRAFT 77 

[From the New York Times, Tuesday, January 3, 1950] 

UNITED STATES URGED TO PLAN AN OCEAN AIBUFT—PROFESSOR MARVIN SAYS 
SOVIET IS STRONG IN SUBMARINEB, IJEQUIRINQ COUNTERMOVES 

The following article is by Lt. Comdr. Lnngdon P. Marvin, former 
chairiiiaii of tlie Interdeiiarlmental Air Cargo Priorities Committee and 
now Cabot professor of air transportation at Norwich University, 
Vermont. 

WASHINGTON, January 2.—The U. S. S. R. has five times the number of sub- 
marines that Germany had at the start of World War II, and they are improved 
types. Obviously, we canuot then put all our chips uix)n ocean-going ships in 
the event of another war. 

Gen. H. H. (Hap) Arnold recently put it that "once more we will have to 
take to the air." tJen. Dwight I). Eisenhower has said, "our ability to act in the 
first (50 days will be determining." 

We must remember that it would take more than 60 days to load up a group 
of merchant ships, assemble the necessary escort vessels and get the whole con- 
voy overseas. 

At the beginning we just won't have enough time to move all troops and 
freight by convoys. We will have to rely upon a fleet of transport planes that 
can be loaded up and got rolling within a few hours after the enemy strikes. 

FOB JOHNSON-KENNEDY BILL 

How can we do this? 
The answer is a simple one. In .January 15)49, an air mechant marine bill was 

introduced by Senator Edwin C. .lohnson. Democrat, of Colorado, chairman of 
the Senate Commerce CJommittee, and liepresentative John F. Kennedy, Demo- 
crat, of Ma.ssachusetts, providing essentially for three things: 

1. Government assistance for the research and development of prototype 
transport planes, including new jet and turbine-p<jwered models. 

2. Immediate expansion of tran.s|)ort planes in this country, suitable for both 
military and commercial purposes. By carrying commercial cargoes in the 
domestic and import-export trades, they can be made available for instant com- 
mandeering by the military in the event of war. 

3. Organization of an Aircraft Development Corporation to administer this 
program in the most economical way for the taxpayers. The Corporation is 
directed to recover a considerable part of the initial Government expenditure, 
costing approximately $100,000,000. 

The air merchant marine liill is a well-thought-out attempt to give this country 
sufficient protection in airlift at a minimum cost to tlie taxpayers. 

A cargo plane is both a sword and a plowshare. The cheaiiest way to build up 
a fleet of planes and have them in readiness is to expand our civil airlift, 
especially In the cargo direction. 

Dr. Godfrey I>. Cabot, oldest of the elder statesmen in aviation, recently de- 
clared: "I predict that the time will come when tlie freight traffic through the 
air will greatly exceed passenger traffic through the air." 

My studies on the iwtentials in the air cargo business conclude that there will 
be suflicient commercial cargoes to support a large fleet of i)lanes of the types 
which the military will need. 

The President's Air Policy Commission recommended back in January 1948 
that an Aircraft Development Coriwration be established and that a program be 
got under way for increasing the number of cargo planes in this country to meet 
future military needs. That was 2 years ago, and tlie Government has done 
practically nothing about it since. 

PENTAGON APATHY CHARGED 

The Department of Defense may be very defense-minded about a lot of things, 
but does not apiiear to be so minded al)out air transport. Apparently the lessons 
of the Berlin airlift have not sunk in very deep at the Pentagon. 

It is obvious that we are badly prepared in airlift. As against a military need 
for at least 2,000 C-o4"s (or 500 of a much bigger future t.vjie of plane) that 
would be needed immediately in the event of a Russian "Pearl Harbor," we have 
on hand only about 600, and a lot of those are of twin-engine types that would 
be pretty pathetic for supply work across the ocean. 

73910—50 6 
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The Department of Defense was asked, in May 1949, to take a position on the 
air merchant marine bill, and it replied that It was not prepared to state its 
position. The Pentagon and the Civil Aeronautics Board have each been tossing 
the responsibility for developing adequate airlift to the other. 

A substitute bill, called the prototype bill, has been put forward by Senator 
Owen Brewster, Republican, of Maine, and Representative Carl Hinshaw, Re- 
publican, of California. The Brewster-Hin.shaw bill Is endorsed by the Air 
Transport Association.   The bill has tlie following defects: 

1. It would not produce any new transport planes until at least 1956 and 
possibly 1957. 

2. It omits any provisions for cost recovery and therefore is a 100 percent 
handout by the Government.   It would be entirely at the taxpayers' expense. 

3. It creates merely a part-time advisory board to be located in the Air Force 
where, naturally, the military will have a much greater .say than civilians. By 
contrast the air merchant marine bill locates the new Corporation in the De- 
partment of Commerce, where the civilians will have as mucli to say as the 
military about the aircraft. 

The Brewster-Hlnshaw bill furthermore provides no mobilization plan, so 
that such aircraft as are develoiied at the taxpayers' expense will not necessarily 
be available to the military If war breaks out. 

[From the New Tork Times, Monday, July 24, 1960] 

LETTERS TO THE TIMES 

ADEQUATE AIRLIFT UROEO—NECESSITY SEEN FOR LEGISLATION TO PROVIDE PROPER 
WAR TRANSPORT 

TO the EDITOR OF THE NEW YORK TIMES : 
If you are wondering wliy the Korean fighting Is taking so long, here is one 

very good reason: this country is badly short of airlift. Our M:irlnes are being 
sent over liy boat, taking 3 weeks, instead of by air, taking 3 days. We do not 
have the cargo planes necessary to carry tanks, bazookas, and artillery. We 
aren't prepared to make ourselves felt quickly in Korea or in any other place. 
If the Russians were to make trouble In Europe, we would neeti a two-ocean 
airlift, but we don't have it. 

If the Russians were to let loose their submarines, we would have to rely 
on airlift. Ueniember that the Russians now have a submarine fleet five times 
as big as that with which Germany started Worhl War II. If the Russians were 
to seal up our ports with atom bomb.s, we would have to have airlift. If the Rus- 
sians were to attack in the Arctic or other areas inaccessible to ships, we would 
have to have airlift. 

In this peace-loving democracy, where our tendency Is to let the other country 
hit the first blow, airlift is especially important to make up for lost time. 

The minimum deficit between our present civil and military airlift and what 
we need for M-day is 5,000,000,000 ton-miles a year. This Is translated Into 
1,200 C-54's, or 200 planes of the yet-to-be-produeed much larger freighters. 

BILLS  INTRODUCED 

Legislation to give us this airlift was Introduced In January 1949—the Air 
Merchant Marine Act—by Representative Kennedy (H. R. 448) and Senator 
Edwin Johnson (S. 237). These bills provide for very rapid expansion of the 
civil airlift in this country. They provide for development and procurement of 
transport planes suitable for commercial cargo use in peace and readily adapt- 
able for instant miiitai-y use in war. A fleet of freight planes is both a sword 
and a plowshare. 

The necessity for building up an air merchant marine was pointed out in a New 
York Times editorial on January 4, 19.50, "Adequate Airlift." 

Action on this measure to obtain adequate airlift is, however, blocked by the 
presence on tlie con.sent calendar of the Senate of a substitute bill, S. 3504. This 
bill Is sadly deficient. It would spend public money for "testing" Jet 
plush passenger planes which would take several years to develop, instead of 
building the cargo planes nee<led immediately to fly troop supplies to Korea and 
other trouble spots. It omits labor from the advisoi-y councils of the Govern- 
ment, and it denies a role to the nonscheduled airlines.   It fails to proTide for 
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military use of the planes on which the pnblic money is to be spent. Its main 
puqiose is to outstrip the British in jet transports, a purpose now fleflnltely sec- 
ondary to defense. 

We feel that this is no time to spend $12,500,000 on somethinK of only remote 
connection with national defense. Jet plush jobs won't lift supplies to Korea. 
War transport is primarily a business of movinK freight—in ratio 100 to 1 over 
passengers. A cargo plane can be used for both freight and troops—putting 
troops in bucket seats—but a plush passenger plane can be used only for plush 
passengers. We feel the Senate should reject this wholly inadequate measure, 
S. 3504, and insist on really adequate airlift legislation, such as: 

ENACTMENT  ASKED 

1. Knactment of the air merchant marine bills (H. R. 448 and either S. 237 or 
S. 3507) now bottled up in the Committees on Interstate and Foreign Commerce. 
While these bills may need some amendments, they are basically sound, and they 
are ready to be used. They provide, first, for putting into circulation Immedi- 
ately a fleet of the best air freighters already developed by our manufacturers for 
both commercial and military use. Secondly, they provide for future develop- 
ment of prototype planes, inclmiing jets and cargo planes that can carry tanks. 
The air merchant marine bills give labor equal representation with management, 
provide a role for all airlines, provide cost recovery for the taxpayers. These 
cargo planes would be available for instant mobilization by the President with- 
out making him wait for a declaration of war or a war powers act. These bills 
would carry out the cargo-plane recommendations of the President's Air Policy 
(Finletter) Commission; or 

2. Enactment of a new national airlift bill, as an alternative to (1), in which 
the divergent interests of different aviation groups could be knit together for the 
purpose of providing sufficient airlift of all types for defense. 

We have already been caught short without adequate airlift, and we do not 
want to be caught in an even worse jam. 

IiANODON P. MARVIN, .Tr., 
Former Chairman, Interdepartmcnial Air Cargo Priorities. 

Maj. Gen. HUGH .T. KNEUB, 
Former Inspector General, United States Air Forces Committee. 

Capt. C. H. SCHILDHAUER, 
V8NR, Founder Tirwal Air Transport Service. 

.JOSEPH J. GREFIO, 
International Flight Radio 0/pcers, A. F. of L., C. I. O. 

.lOHN F. BUDD, 
Honorary President, Aviation Section, New York Board of Trade. 

RICHARD MALKIN, 
Managing Editor, Air Transportation. 

WASHINGTON, July 18,1950. 

[From the New York Times, Sunday, August 6, 1950] 

WANTED : CABOO PLANES 

There Is sound reason for the immediate enactment of the Air Merchant 
Marine bills now hanging fire in the Senate Committee on Interstate and For- 
eign Commerce. We have seen in Korea how crippling it can be in an emergency 
to be short of suitable airplanes for cargo and other logistic purposes. The Berlin 
Airlift constituted a tremendous drain on available transport aircraft, only a 
handful of which were specifically suited to the carriage of heavy cargo. 

The bills now pending may be subject to minor amendments, but, essentially, 
they would provide a fleet of the best air freighters already developed for both 
commercial and military use. Of equal, or greater, importance is the fact that 
they provide for the development of prototype planes including jets and cargo 
aircraft able to carry tanks. Such cargo planes would be available for immedi- 
ate mobilization by the President without forcing him to wait for a declaration of 
war or a War Powers Act. The bills carry out the widely acclaimed cargo-plane 
recommendations made by the President's Air Policy, or Finletter, Commission. 
They further provide equal representation of labor with management, furnish a 
role for all airlines, and set up cost recovery provisons for the taxpayer. 
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The role of the aircraft industry was well expressed recently by Rear Adm. 
L. B. Klchanison, United States Navy, retired. It is, first, development of ad- 
vanced models, the hest in the world in tlieir classes, to meet the requirements 
of tlie armed services. Secondly, it is to supply neetled replacements for the 
Air Force and naval aviation. Thirdly, it is to maintain the ability to produce 
quantities required in an emergency. Tlie rate of mohilizatioti of our armed 
services, as Admiral Richardson iwinted out, is directly dependent upon the 
rate of acceleration of aircraft production in tyi)es which range from trainers 
through lighters and liombers to cargo aircraft. 

Government liimiuitig of prototype aircraft and of sufficient production orders 
to keep the aircraft iudu.stry in a healthy ami immediately expandable condi- 
tion is the principal measure of Insurance for adequate defense. We expended 
and frittered away our air strength after the conclusion of V-,I day. There 
should be no delay now in putting into efTect the wise recommendations both of 
the Finletter commission and the Joint Congressional Committee on Air Policy. 
Adequate airlift has been proved to be a vital factor in the successful applica- 
tion of air power as defense power. Tlie Berlin Airlift, Operation Hayllft, and, 
more recently, Oiieration Stornier on the Atlantic coast, have shown its tremen- 
dous potential. It is a factor in security in which we dare not And ourseives- 
with too little and too late. 

[From tbe Washington Post, Wednesday, July 12, 1950] 

AIR TRANSPORT LACK 

(By Marquis Childs) 

WHY TROOPS AREN'T FLOWN TO KOREA 

Across the vast watery distance of the Pacific a transport is carrying lTnlte<r 
States marines to reinforce hard-pressed American units in South Korea. At. 
the very least those marines will be '.i weeks on the water from San Diego. 

If that contingent of marines had been moved by air, they would have beeiv 
in .lapan in 3 days. But they could not be moved by air because there was not a 
sufficient airlift in l)eing. This emphatically underscores one of the most tragic 
deficiencies of an emergency that finds so much wanting. 

Economy is argued in favor of the slower method of transiwrtation. But when 
all the costs are added, including the bill for a naval escort to j)rotect the 
tran.sixirt from random and unidentified Miljmarines, this argument falls flat. 
And ([iilte apart from actual cost accounting is the overall necessity to get there, 
in that familiar phrase, "fu.stest with the mostest." The longer the Korean war 
goes on. the more costly it is and the more likely it is to spread. 

The Defense Department is taking some chartered space on the airlines reg- 
ularly flying to Japan to carry men and materials. But this is nothing in compar- 
ison to tlie need. 

Some montlis ago Maj. Gen, I.,aurence S. Kuter, head of the Military Air Trans- 
port Service, atithorize<l a spot check of foreign and domestic airlines to determine 
how much transport suital>le for military puriwses would immediately be avail- 
aiile in an emergency. The answer that Kuter's exiierts came up with was approx- 
imately 10 percent. 

This estimate was labeled top secret and put under lock and key. One reason 
may have been that it would furnish such obvious ammunition for those arguing 
the urgent necessity to create an air merchant marine. Cargo aircraft built with 
(ioveniment subsidies and operating on dome.stic and foreign routes could be 
converted almost overnight to military transport. 

lint this proiKisal was vigorously opposed by most of the air-transport industry. 
Spokesmen for the industry argued that there was no need for more cargo planes. 
Tlirough the present .system of mail pay, which is opposed by the Hoover 
Committee on Government Ueorganizatlon, the industry gets a generous subsidy— 
estimated conservatively at $,")(),(XK),(MK) a year. This is presumably, in part, to 
I)enefit national defense, although, as tlie Kuter study showed, the benefit is pretty 
small. 

For nearly 2 years bills to create an air merchant marine have lieen kicking 
around Senator Kdwin Johnson's Committee on Interstate and Foreign Com- 
nieice. But Johnson, who is a master of delaying tactics when powerful friends 
are involved, never got around to moving any of these air merchant marine bills, 
onto the floor. The nearest to it is a bill providing $12.".(M),0(K) for exiieriraenta- 
ticm, most of which would go for development of jet passenger planes. 
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Chairman Hubert K. Howard of the Mimitions Board testified last January 
before Johnson's committee that the No. 1 transportation deficit was in transport 
aircraft. Asked if he had any reeommondations on how to meet the dettclt, 
Howard replied In the negative. 

Merely on the qtiestion of a study of how to get more air carriers, the Civil Aero- 
nautics Board and the Pentagon passed the buck back and forth for months. I^oth 
disclaimed responsll)llity. A conn)romise was timidly put forward under which 
the prototype of a low-cost cargo plane would be constructed and put in mothlialls. 
To take such a prototype out of mothballs would require several weeks or 
months and then operational flying would be hound to show up "bugs" to be 
corrected. 

Two months ago Landon P. Marvin, Jr., chairman during the war of an 
Interdepartmental air cai-go priorities committee, testified that 1,200 large-type 
tran.sport planes would be necessary to make up the current deficit. He pointed 
to repeatetl rejiorts of a Ru.ssian submarine tieet five times as large as that of the 
Nazis in 1940. 

In some respects the Berlin airlift was almost too successful. It gave people a 
feeling that we had what it took to do the job. 

But the Berlin lift was only 250 miles long. At the peak of operation 5,000 
tons a day were being transiiorted. This war is 6,000 miles away on a narrow and 
difficult itenin.sula of the Asiatic niainlaud. The men who are lighting and dying 
in that war might be interested in knowing why there is no suitable airlift ia 
being that could bring at least emergency help in a hurry. 

Mr. ELMEB P. THOMPSON, 
Acting Director of Jnfoniiation^ 

Air Transport Association of America, 
Washini/ton 6, D. C. 

DEAR MB. THOMPSON : I regret that a reply to your letter taking issue with my 
column published in the Washington Post of July 12 on the shortage of air 
transport has been delayed because of the pressure of my work. I feel sure you 
will agree with me that the development of events since that date have proved 
the shortage. A general recently returned from the Far East said, "The shortage 
of airlift is the great .story of Korea." 

You question the accuracy of my statement that most of the air-transport 
industry oppo.sed the creation of an Air Merchant Marine. The Air Merchant 
Marine bills, H. It. 448 and S. 237, were introduced on January 'S, 1!)4!), by Repre- 
sentative Kennedy and Senator Johnson. It is my information, which I wrote 
in my column of December 28 of last year, that on January 24, 1949, only 3 weeks 
after the Air Merchant Marine bills had been introduced, former Congressman 
Hamspeck, who is now the representative of your trade association on the Hill, 
sent out a circular memorandum to the heads of all airlines urging that they 
oppose the Air Merchant Marine bill. This memorandum indicates that the 
ATA wanted any Government-aid program to l)e for passenger planes rather 
than for cargo planes of the types now needed so badly in Korea. 

Since you attempt to make the point that Mr. Itamspeck, as the representative 
of your organization, which is composed of the subsidized scheduled airlines, 
has been strong for defense, I liuvc taken some pains to look into the record. 
You refer me to Mr. Hamsj)eck's testimony of March 1(>, U).")0, to tlie Senate Com- 
merce Committee. While it is true that cerUiln of Mr. Ramspeck's proposals 
might have helped the growth of the civil air fleet to a very limited extent, the 
major ones would not. For example, cutting down on the size of the Military Air 
Transport Service, as Mr. Ramspeck proposed, in order tliat the commercial 
airlines might get a larger share of the Government business, would obviously 
not add to the national fleet, since it would merely be taking away from the 
militai-y and giving to the commercial airlines. Nor would Mr. Ramspeck's 
proposal for "moth balling" aircraft add to the size of the civil airlift reserve. 
A "moth ball" jjroposiil impresses me as one that is unnecessarily costly to the 
taxpayer and one which keei)s the airplanes from lieing ready for instantaneous 
use by the military. 

All along Mr. Ramspeck seems to have avoided the most obvious way of 
building up airlift of the cargo t.vpe needed by the military, and that is by 
growth of the commercial air-cargo industr.v. Jlr. Ramsi>e<'k seems to l)e ilorai- 
nated all along by the philosophy expressed in his circular memo of January 24, 
1949: "No matter what we do in the development of cargo, passenger traffic is 
sure to dominate for the next decade." 
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Now getting down to more recent times, I find a startling statement In Mr. 
Kamspecli's testimony of May 9, 1950, to tlie Senate Commerce Committee: 
"At the present time, there is no shortage of aircraft in the airlines of the 
United States." Such short-sightedness tias been at least partly responsible 
for our shortage of cargo planes to meet the Korean crisis. 

It should be noted that at that very hearing Mr. Kamspeck opposed the passage 
of S. 237 or S. 3507 for the expansion of the civil airlift for defense purposes. 

On July 25, 1950, a month after the start of the Korean crisis, I find that Mr. 
Kamspeck testified before the House Interstate and Foreign Commerce Com- 
mittee: "Since I testified before the situation has changed in only one respect." 
I read that sentence and I thought to myself, surely he is going to notice at last 
that there is war in Korea and that we need more airlift. But no, Mr. Ram- 
speck's next sentence Is as follows: "There have been great and important 
developments in the design and construction of jet transiwrts, but with sub- 
stantial government aid the British- and Canadian manufacturers have been 
the ones responsible for these developments." 

Mr. Ramspeck seems to be far more preoccupied with competing with the British 
in the development of a luxury jet passenger plane than in competing with the 
Russians in airlift of supplies and troops. 

Of course, it is only fair to say that the civil aviation authorities of the Govern- 
ment have been equally blind to the needs of defense; in opposing enactment of 
the air merchant marine bill, the Civil Aeronautics Board stated on May 24, 
1950: "The Board believes the provisions relating to the establishment of 
(Jovernment pools of cargo aircraft are unnecessary and undesirable at the 
present time." 

That statement—despite the fact that the Civil Aeronautics Board is charged 
by statute with considering the needs of the national defense. 

Equally inadequate policy was stated by the Civil Aeronautics Administrator, 
D. W. Hentzel, before the Senate Commerce Committee on May 8, 1950: "The 
gap between the emergency airlift requirement, and the ability of the combined 
military and civil transport fleet to fill that gap, is too great. I do not believe 
that It is essential that all the aircraft necessary to close that gap need be in 
being. To do so would be to place too great a burden either on the air transporta- 
tion industry in the operation and support of unnecessary numbers of aircraft 
or on the Federal Government in the maintenance of a stand-by fleet." [Italics 
added.] 

Unfortunately, even today Mr. Ramspeck is sponsoring passage of a bill which 
provides not for the building of cargo planes needed immediately for lift to 
Korea and other trouble spots, but for the testing in commercial operation of 
jet passenger planes. I refer to H. R. 8536, In which there is no requirement 
that the aircraft on which the public money Is to be spent are to be adaptable for 
military use. 

But enough of recriminations; the best way in which Mr. Ramspeck and yon 
and all the subsidized airlines who are members of your Air Transport Associa- 
tion can help now Is to open your eyes to the world dangers all around us and 
get in there and do your bit toward providing the country with sufficient airlift 
for defense. 

Sincerely yotirs, 
MAJtqnis CHILDS. 

[From tbe Washington Post, August 1, 1950] 

AIRLIFT FOR A DIVISION 

(By Marquis Chllds) 

EXPANSIO:*   PLAN 

As the old saw goes, for want of a nail the horse lost a shoe, the messenger 
failed to get through with word to bring up the reserves and the battle was 
lost. This time the messenger's horse was missing and all the mounts that 
might have brought up a reserve force in time. 

That is to say, there was no airlift ready to take trained units to Japan from 
where they could have been quickly ferried to Korea. The marines who left 
San Diego more than 2 weeks ago are still on the water as this is written. 

While it may be too late—or too early—to waste time a.s.ses8ing blame in view 
of the urgent tasks ahead, what this tragic lack has cost should not be lost sight 
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of. Fortunately in the over-all plan submitted to Congress for building up the 
Air Force to meet basic security requirements, an important section is devoted 
to creating an airlift capable of taking die first step to meet an emergency 
anywhere. 

The plan presented to Senate and House committees calls for procurement by 
the Air Force of a minimum of 1,750 transport planes. These will not neces- 
sarily be the C-54 plane which was the standard worlc horse of the Air Force in 
World War II. The C-54 is, of course, the DC-4 of the commercial airlines. In 
the presentation to Congress, the 1,750 planes were put down as "C-54 equiva- 
lents." 

The goal is to have in readiness an airlift sufficient to carry a division of 
troops anywhere in the world. That could not be done with the fleet of 1,750 
planes. 

But, according to the plan, they would be supplemented by planes and crews 
drawn from the commercial airlines, from the Military Air Transport Service 
and from the Regular Air Force and the Reserve. With the airlift thus supple- 
mented, a highly trained division could be picked up on short notice and taken to 
almost any point on the glol)e in a matter of a few days. 

This is the sort of thing that a lot of high-powered Buck Rogers commentary 
has led most Americans to think we actually had. As Korea has now shown, it 
was still almost entirely in the dream stage. 

What has been little realized in the midst of the Korean crisis is that a new 
and effective civilian team is directing the planning of the Air Force. Secretary 
of the Air Force Thomas K. Finletter had been in office only 8 weeks when the 
Korean War began. Not long after he took over, Finletter persuaded John A. 
McOone, of San Francisco, to be Under Secretary. 

In 1947 Finletter was chairman and McCone a member of the President's Air 
Policy Commission. With the three other members, they worked long and hard 
prejmring an impressive report entitled "Survival in the Air Age." That report 
called for preparedness in the air, including in effect a 70-group Air Force. It 
did not mince words in stating: 

"The Air Force as presently composed is Inadequate. It is inadequate not 
only at the present time when we are relatively free of the dangers of sustained 
attack on our homeland, but it is hopelessly wanting In respect of the future 
phase II period when a serious danger of atomic attack will exist." 

The report did not rule out the possibility that other nations might have a 
few atomic bombs before 1952. But it was assumed that no other country 
could have an atomic stockpile before 1952, which would mark the beginning of 
phase II. In order to step up aircraft production, as the Commission well under- 
stood. It is essential to take steps years in advance of the time when the planes 
should be coming off the assembly line. 

When W. Stuart Symington, former Secretary of the Air Force, could no 
longer reconcile his differences with Secretary of Defense Louis Johnson, be sub- 
mitted his resignation and recommended Finletter for the post. Johnson ap- 
proved of the appointment. 

So Finletter and McCone are working together again. McCone, with a long 
range of experience in both the shipping and aircraft industries. Is handling 
most of the procurement burden. Both men have had a chance to study the 
deficiencies and inadequacies that multiplied since the report of the President's 
Commission. From the point of view of the responsibility now on their shoulders. 
It must be a little like looking into the business end of a rifle in the hands of an 
implacable foe. And they are buckling down to get the job done, praying there 
will be time enough. 

[Prom the editorial page of the New York Mirror, Wednesday, April 7, 1948] 

WASHINGTON MEBBY-GO-ROUND, BT DREW PEAKBON 

AiB ABMADA 

While brass hats plug a draft, the national defense research and development 
board reports the need of an armada of cargo planes. In blitz warfare, supply 
lines must be .swift and flexible, we must build a vast merchant marine of the air. 

The report stresses the growing threat of Russian subs, which could murder 
our ocean transports. Russia's underwater nnvy is five times larger than the 
German U-boat fleet at its peak, the report states. Russia has the deadly Ger- 
man XXI, "60 times more difllcult to locate and kill" than War II subs. 
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Digging in and stockpiling material at forward liases is rejected by the board. 
"Targets should determine location of bases, not vice versa," it argues. "Need 

for maintaining a base ceases when the target is destroyed. Advance bases 
should be as expendable ns cartridges." 

Construction and supply should be cut to a minimum. Air transport must 
become the supply backbone. 

"Strategy was determined largely by the availability of shipping, but in tlie 
next war availability of air life will lie the controlling factor," the reiwrt finds. 

In secret testimony, military chiefs warned they must have 4,000 cargo planes 
•with carrying capacity of C-54's, ready toi take off at the echo of the first enemy 
bomb. Certified airlines have less than 60 freight planes; 12,') more are operated 
by veterans' lines, still awaiting CAB certificates. 

More than 400 small companies have been set up by vets, several dozen for air 
freight. After nearly ,3 years, not one vet's air freight line has been certified. 
The first case hasn't even been heard yet. 

One citizen, Langdon P. Mai"vin, former chief counsel for the Congressional 
Air Policy Committee, is so concerned about the problem he devoted his own 
time and money on air mer<'hant marine. Ills figures show licensed lines, con- 
sistently in the red, could get by with cargo revenue, which would also reduce 
passenger fares, raised twice in 1947. 

The military report, for the Research and Development Hoard, says: 
"Assist our domestic and overseas airlines, as our forefathers did our rail- 

"ways." 

[From Public Affairs Bulletin No. 81, April 1950.    Revised July 1950] 

MOBILIZATION PLANNING AND THE NATION.VL SECXTMTT 

(By William Y.Elliott) 

(2)    A MERCHANT MARINE OF THE AIB 

The effectiveness of a modern air arm and of much of the ground forces Is 
•dependent to a growing degree on air transport for the most rapid tactical use 
and for support. "To git thar fustest,"' in Bedford Forrest's phrase, may be 
more Important than to "git thar witli the mostest"; though both are important. 
An air arm depends on transport .stich as made the Berlin airlift and wartime 
ATC miracles possible. 

Two major mobilization planning measures in the field of air transportation 
(as distinct from air combat forces) are before Congress at the present time. To 
date the legislation has taken two forms : 

(a) Proposals for the establishment of an air merchant marine under a Govern- 
ment corporation.     (S. 237—.Tolinson, Colo.; and II. R. 44.S—Kennedy, Mass.) 

(6) Proposals for the development by the (Jovernnient of a national prototype' 
for jet air cargo planes for coinniei'cial and military auxiliary purposes. (S. 426, 
S. 2301—Brewster, Maine; H. R. 73—Ilinshaw, and H. 1?. 141—Beckworth.) 

Sponsors of an air merchant marine policy propose the establishment of an 
Aircraft Develor)ment Corporation either in the Department of the Air Force 
or in the Department of Commerce, with a capital stock ranging from ,$t5,0<X),000 
to $2.50,000,000 (depending upon how mucli the administration will sponsor and 
how much the Congress will appropriate for this purpose.) The Corporation 
would conduct a continuous survey of the current and potential requirements 
for commercial and military reserve cargo aircraft. The Coriioratlon would 
endeavor to procure enough cargo planes at any given time to remedy the 
national deficiency in supply. The Corporation would then lease these planes 
out to private operators at attractive rates. A large percentage of the private 
operating personnel W<PU1(I automatically become members of the Reserve com- 
ponents of the armed services of the United States. Arrangement would be 
made for the recapture by the Government of profits in exct^ss of stipulate<l 
amounts so that the whole project in time might lie self-supporting and nearly 
self-liquidating as to original investment.    In the event of an emergency the 

' St'ttlinp on n "prototype" is rtocmpd to bp os-^ontlrd I)prniiso tlip problem of ppttinff rt type 
of pliine suitnhle for milifnry iisp (ri-lnfoicfd for pnrryitiff triirljs. tnnka. (juns) nnd long 

-oversea.^ hojis imposes ditTpront nnd more pxppnsivc spocificntions thnn for ordinary ooni- 
merrlnl fri'lght. Mass production requires one acceptable type rather tlinn several for 
efficiency and lower cost. 
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Governnient would have recaptme rights on the equipment itself, and the per- 
sonnel wnwld he immediately tnitxsferred from tlie Keserve compoiienrs into 
the active forces, thus minimizing the time required for actual military ojieration. 
Ill addition to maintainiuK in operation a fleet of cargo planes, the C"orp(U-ation 
would also be responsii)le for initialing research and for developing new proto- 
tyix's of larger and impi-oved transport planes, including jet models. 

Sponsors of the simple protoljije approach have confined their interest to 
having the Oovernmeiit "sponsor the design, development, testing, tooling, con- 
strnction, and modification of protot.vpe jet transport and cargo aircraft intended 
primaril.v for commercial use. hut adaptable also for atixiliary military service." 
The Beckworth bill would appropriate .$.")0,(X»0,U(K) for this purpose. 

While the Department of Defense has an interest in cargo planes, they assign 
other programs a higher priority in the light of limited funds even for combat 
planes. 

Arffumenis for an actUye air merchant marine.—The President's Air Policy 
Commission (the Finletter Commission of 1948) and tlie Congressional Aviation 
Policy Board have both recommended legislation establishing an active air 
nierciiant marine. Aircraft manufacturers, labor unions, air-freight companies, 
freiglit forwarders, and defense-minded citizens have all supported it. The 
Government's experience with the Berlin airlift ixiinted up sharply the importance 
of such a merchant marine in an emergency. "Operation Vittles" a.s the Berlin 
lift was called, "was the Nation's first important peacetime use of air power 
as an instrument of national i)4)licy. Although carried on by a military organi- 
zation, 'Vittles' achieved its purpo.se—defeating the land blockade of I'.erlin— 
without the use of military force."' Here was a requirement for carrying 
cargo only 21)0 miles, from Frankfurt to Berlin, and even so it was a consideral)le 
undertaking. How much more of a task would it he if the lift had to traverse 
the Atlantic Ocean. And how absolutely impossible witli our large wartime 
re<inirement for four-engined planes as compared with their limited availability. 
Chairman Howard, of the Munitions Board, testified .January ,31, l!>,j(), before 
the Senate Commerce Couunittee that cargo planes were the No. 1 deficit of all 
transportation equipment which would be needed for M-day. It has been pointed 
out that "the logistic yardstick in World War I was the foot soldier's 2^; mile 
per hour pace; in World War II it was the .30 miles per hour of the 2'/&-ton 
truck; in world war III it will be the block-to-block spe<'d of tlie cargo plane."* 

Spon.sors of sucli legislation quote Gen. Dwight 1). Eisenhower's statement 
that "our ability to act in the first (iO da.vs will be determining.'' Tliey note 
that it would take more than 00 days to load, assemble escort, and convoy a group^ 
of merchant ships acro.ss the ocean, and that an air merchant marine, readil.y 
available and trained would be of inestimable vahie. They point out that the 
U. S. S. K. now has five times the number of .submarines with which Gi-rmany 
started World War II, and they urge that we not put all our chips on ships. 

Advocates also note that the Government is already committed to the principle 
of a merchant marine adequate for defense and that the Maritime Commission 
is the prototyiie of the kind of agency envisaged for an air merchant marine. 
The Maritime Commission provides construction and oiJerating subsidies for ships, 
has recapture rights on both earnings and equipment, and has a legislative 
mandate to see that the tlnited States fleet is ailequate lor moving a substantial 
portion of the normal foreign trade of the United States, and for national defense 
purposes. What is asked is a similar agency for the air merchant marine that 
will bear the same relationship to the Department of Defense. 

Proponents for this scheme observe that here would be no heavy expenditure 
of taxpayers' funds f<u' a "hand-out" in the first place, only to be tied up in a 
"moth-ball fleet in the second place. Not only would the equiimient itself be 
"working out the hugs" imder the active merchant marine concept, but the 
crews would be constantly training—would in fact lie in tlie armed reserves 
read.v for instant duty if, as, and wlien an emergency arose. In short, it is 
argued that a cargo plane is both a "sword and a plougb.share."' 

Moreover, the advocates of the air mercliant marine state that tliere will be 
quite enough c(munerciiil cargoes available to wan-ant a sizable number of 
cargo planes. In fact, the large untapi)ed air cargo potentials give an economic 
reason, in addition to the defense reii.sim, for expanding our cargo flei't. These 
potentials might also reduce the airline subsidy burden on  the Government. 

" Annual Roport of tlio Sorrotnr.v of thp Air Forces for the flsrnl year 1940. 
* U. Col. Edwin F. Black, Air Mercliant Marine, Air Transportation. January 1950, 

p. 24. 
'Ijangdon P. Marvin, Jr., Air Merchant Marine, Air Transportation, January 1950,. 

p. 16. 
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In recent testimony before the Senate Committee on Interstate and Foreign 
Commerce, Maj. Gen. Lawrence S. Kuter, Commander, Military Air Transport 
Service, United States Air Force, spoke to this point:' 

"The unique characteristics of air transportation malie possible the develop- 
ment of new jnarltets of travel and commerce which can be developed through 
no other medium of transportation. Thus, the speed of air transportation lias 
provided new outlets on the east coast for peristmbles grown on the west coast; 
it makes ijossible a 10-day vacation in Europe or South America. Air coach 
travel is now possible. The certification of helicopter operations points to a 
possibility of extensive air commuting. The exploitation of tliese and other 
potentials of commerce and travel provides a means of achieving an expansion 
of the industry without impairing tlie ability of otlier transjwrt media to meet 
defense requirements through undue diversion of traffic. 

"Some of the iKitential air markets now opening to civil air transportation are 
of greater military slguiflcance than others, due to the greater adaptability to 
military wartime use of particular tyjies of equipment and facilities. Thus, 
because of our strong military requirements for long-haul freighters, the 
Department has shown a particular interest in the development of the domestic 
and especially of the International air cargo market." 

In the absence of any official data to the contrary, and no funds earmarked 
for such a requirement-supply survey, it is urged that le>;islation is necessary 
even to determine the facts. Meantime, it is observed that "tlie 16 certificated 
domestic airlines showed an oiterating profit of close to $28,000,000 during the 
first 10 months of 1949, as well as a 14 percent increase over preceding year in 
revenue-passenger miles flown. By the very nature of American competitive 
enterprise the commercial air potential is there. What is needed are the planes 
to develop this potential." ' 

Unfortunately the profitable air freight operations In domestic transportation 
require a transport plane with heav.v pay load and not much range without 
refueling. This type would not be usable for long hops to distant theaters. 
Therefore, development of a new t.vpe suitable to overseas operations is a prime 
defense need. 

It is alleged that under the "prototype" proposal, no new transport planes 
conld be produced until li)56, when the prototypes will be completed, and that 
this is the very period during which we would be most vulnerable. We can and 
should move forward with prototypes too, but not at the expense of an immedi- 
ately assembled air cargo fleet that would bridge the current deficiency. In 
short, it is urged tliat the air merchant marine legislation will give a maximum 
of protection at a minimum of cost to the taxpayers. This legislation is needed 
because "today we are proportionately less prepared for the air support of our 
friendly countries than on Pearl Hari)or day when we did not know the value of 
air power, atomic warfare, or jets and guided missiles."' We must start with 
existing types of planes until the newer types become available. 

Arguments against the oreation oj a Oovemment Air Development Corpora- 
*«on..-^Opponents of the idea of a government Air Development Corporation 
claim that if national security is at stake, it would be far better to have a reserve 
cargo fieet in moth balls where they will be available in fine condition at a 
moment's notice, than it is to rely on an active fleet that would be under contract 
ail over the world when they were most needed at a specific place. They claim 
that there is not enough business at the present time for existing air cargo lines, 
and that the private operators would be even more handicapped by added 
competition. It is further argued that a Government development corporation 
In this field will bring aviation more and more under Government control, when 
exactly the opposite is what the country most needs. It is alleged that the 
creation of another Government agency in this field would duplicate the Civil 
Aeronautics Board and other existing Government agencies. Finally, it Is 
alleged that the creation of a fleet from existing types of equipment would really 
tend to restrain the development of new prototypes because the existing Invest- 
ment would always drag on any attempt to build iruproved types. 

Current status of the proposal to provide a merchant marine of the air.— 
Secretary Symington, in testifying before the Senate Committee on Interstate 

•Testimony of Mnj. Gen. Lawrence S. Kuter, commander, >fllitary Air Transport Serv- 
ice, U. S. Air Force, before tlie U. S. Semite Conimitte* on Interstate and Foreiim Com- 
merce, WashlnEton, D. C, January 31, 1950.    Hearings on the Investigation of the finan- 
cial stability and operational efficiency of the airline industry. 

' Lt. Col. Edwin F. Black, ibid., p. 25. 
•Capt. C. H. Schildhauer (retired). Air Merchant Marine, Air Transportation, p. 17. 
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and Foreign Commerce, January 30,1950, stated, "We were Informed last Friday, 
by the Bureau of the Budget, that legislation providing for the expenditure of 
Government funds for the development of prototype transport aircraft is not 
In accord with the program of the President."' 

However, there appears to be no objection to a limited program (under $10,000,- 
000) for operation and service testing (by the Air Force) of commercial proto- 
types, provided a satisfactory and feasible program (production responsibility 
entirely in the manufacturers) can be formulated, and provided the responsibility 
for the program is In a civilian agency. 

No official administration statement has been made as yet about the proposed 
air merchant marine legislation. Both Under Secretary of Defense Stephen 
Early and Secretary of the Air Force Stuart Symington presented a deficit 
picture on transport aircraft to the Senate Committee on Interstate and Foreign 
Commerce, and testified that the deficit is serious but not so serious as com- 
pared with certain other deficits, particularly in combat equipment. The official 
Department of Defense position is that in the "priority of deficits" with which 
it is faced, that for cargo transport planes is not by any means the major 
deficit." 

In a report to the President by the Secretary of Commerce on "Issues Involved 
in a Unified and Coordinated Federal Program for Transportation" (linown as 
the Sawyer report) the following yardstick for judgment on the promotional ac- 
tivities of the Federal Government on behalf of transportation which will be 
adequate for defense purposes, offers some insight Into the problem of a merchant 
marine of the air: 

"In the case of promotional activities, except In special cases where national 
defense considerations are urgent, the proper test of any activity is whether it 
results In a new or improved or more economical transportation service which Is 
really needed." " 

The exception for national defense should be noted. 

Mr. BECKWORTH. Any questions, Mr. McGuire? 
Mr. McGuiRE. No questions. 
Mr. BECKWORTH. Mr. Wolverton? 
Mr. WOLVERTON. Because of the emphasis that you have placed on 

cargo transport, and with particular reference to H. R. 448, I think 
that you should realize that departments of the Government have not 
given H. R. 448 the approval which would seem advisable at this 
time from either the standpoint of the war in Korea or from the 
standpoint of congressional action. In indicates that there might 
possibly be reason to give further consideration to H. R. 448 than the 
departments have already given. 

For instance, the Treasury Department recommends that consid- 
eration of any proposed legislation relating to this subject, that is, 
H. R. 448, be deferred until such time as the new proposed legislation 
approved by the Air Coordinating Committee is before our com- 
mittee. 

But the letter closes with this very significant statement: 
Advice has been received from the Bureau of the Budget that bills now 

pending before the Congress which would authorize Federal financing of the 
design and development of prototype aircraft would not be in accord with the 
program of the President. 

That letter is dated March 20, 1950, and is addressed to our chair- 
man. 

So, I might go on and illustrate with other letters that have been 
received from other departments of the Government. 

•Ibid.. January 30, 1950. 
'»Ibid., January 30. 1950. 
" A report to the PrpRidcnt on issues Involved in a unified and coordinated Federal 

program tor transportation, from tlie Secretary of Commerce, December 1, 1949, p. 11. 
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That raises the question, no matter liow well-intended and how 
substantial your advocacy of II. R. 448 may be, yet it seems that as of 
the present, the only bill that has much chance of favorable considera- 
tion is this bill which we have before us this morning, H. R. 8536. 
That seems to be a general thought that is running through the minds 
of all who are interested in this large subject; that we had better take 
what we are reasonably in a position to expect to get. 

I was mistaken, apparentl}', when I mentioned that the bill had 
passed the Senate. As you state, it has gone out of committee and is 
on the calendar. 

The passage of this bill would become more important because if 
there is a hesitancy in the Senate, the passage in the House of this 
bill would probably indeed encourage them to put in a more active 
list as a result of the legislation that our committee and the House 
would approve. I am not in disagreement with ^lie thought that you 
have been expressing so far as their importance is concerned. 

My thought merely is to get what we can while we have the oppor- 
tunity to get it, hopeful that the future may change the situation and 
we can get a much wider program that I think is necessary. 

Mr. MARMN. Might I comment on that for a moment, Congressman 
Wolverton ? 

Mr. WoLVERTOx. Yes. 
Mr. MAR^^N. Of course, I have felt that the comment that you and 

Congressman Beckworth have made to previous witnesses were very 
impelling, particularly Mr. Beckworth's comment that time is of the 
essence. I think that time is of the essence. I think that if you were 
to just put through H. K. 8530 then there would be a tendency on the 
part of everybody to sit back and wait and not do anything about the 
more adequate i)rogram. 

Xow the Budget Bureau actually has not had before it at any time 
H. R. 448. The Budget Bureau had submitted to it on. I think, 
January 28 or ,J luiary 29 a bill prepared by the Air Force which was 
a prototype biil and that was turned down as not being in accord' 
with the program of the President. I think particularly on my state- 
ment, page 9 at the bottonij the discussion about the amount of Gov- 
ernment financial undertaking for prototypes, I think the amendment 
there to modify the degree of Government assistance in H. R. 448, 
perhaps through fund-matching on 50-.50 basis rather than having 
the Government assume 100 percent of the development costs might 
cure what might otherwise be an objection by the Budget Bureau. 

I should liKe to point out that the thing has never been directly 
submitted to the President and such comments as have been received 
on H. R. 448 and its companion bills in the Senate, S. 237 and S. 3507, 
definitely precede Korea and I think that it behooves all of us to take 
another fix on the situation todaj'. 

Mr. Woi,\ KRTON. The langiuige that we have received to date would 
indicate that the matter had been before the Bureau of the Budget 
and it was adverse to spending additional money at this time. I do 
not want to enter into any arfrnment w'th you, however, about it. 

Mr. BECKWORTII. Thank you very much. 
Mr. MARVIN. Thank you, Mr. Chairman. 
Mr. BECKWORTII. Next we will hear from Maj. Gen. Hugh J. Knerr. 

How much time will you require, General ? 
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STATEMENT OF MAJ. GEN. HUGH J. KNERE, USAE, RETIRED, 
FORMER INSPECTOR GENERAL, USAF 

General KNERR. I have only a one-page statement and I can con- 
dense that in 1 minute. 

Mr. BECKWORTH. You may proceed, sir. 
General KNERR. My name is Hugh J. Knerr, retired major general, 

United States Air Force. I represent no one. I was retired about 6 
months ago and I still have a lively sense of duty in our national de- 
fense. 

I have spent considerable time reviewing the bills that are being 
proposed because they struck right at the biggest headache I had dur- 
ing the past war. I was the deputy commander for the strategic air 
forces in Europe and had the entire responsibility for combat zone air 
transport. At the close of that war I was sent out to Wright Field 
in command and had the logistic responsioility for the Pacific war 
and winding up the remnants afterward. 

Outstanding in all of that experience has been the vital necessity for 
airlift, military airlift, in being when emergencies ari.se. You have 
seen the same thing happen time and again in the Berlin airlift, emer- 
geTicy western airlift and now again in Korea. 

Without appearing to be facetious, I caimot see where the threat 
to this country's well-being comes from the British, it is from another 
soui'ce. 

The only obstacle that stands between us and that source is adequate 
airlifts. We do not have them. I have been appearing before com- 
mittees over the last 12 years and the same situation exists today. 

We still do not have the military airlift adequate for fighting a war 
with our probable enemy. We still have a little time left. How little 
no one can say nor how much. But when the time of decision comes 
it certainly is going to be on the basis of a contest between the Russian 
capacity for airlift and the United States capacity for airlift, just plain 
ordinary airlift. 

There will not be any question as far as combat aviation goes be- 
cause the Russians cannot now and never will be able to approach us 
in quality and that is what counts when you handle in the weapons 
that we propose to handle. But when it comes to transporting air- 
borne troops, either on a plaimed move or a desperate move, put them 
down in Kansas City, in Kankakee, St. Louis, Chicago, San Francisco, 
or anywhere else, they have thousands and thousands of aircraft trans- 
ports available, plane or cargo carriers. We do not. AVe do not have 
a single connnercial type air cargo airplane that is designed and 
built for that purpose without a lot of unnecessary strength factors 
built into it to meet the present scheduling requirements. 

So my statement here is aimed at H. R. 141 as being too little with 
a very great possibility of extremely too late because when you want 
ordinary tonnage picked up and carried in the air you do not want it 
carried at four- or five- or six-hundred miles per hour, you want to 
carry it at two or three or three hundred and fifty miles an l\our. 

When you cari-y tliat sort of thing you have to have proven engine 
equipment, not experiments that arise as a result of testing. 
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The proven power plants with their improvements since the last 
war are presently available but there is nothing to put them in. You 
cannot put them in the passenger airplane and carry freight simply 
because of the time consumed in converting a C-54, for instance, for 
passenger purposes to plain ordinary f reiglit purposes. 

We will not have that time next time. Wie have had it until now 
but over the next 2 or 3 years we had better get plenty of plain 
ordinary airlift if we are to compete with our probable enemy. 

That is my entire point.   Do you wish me to read the statement! 
Mr. BECKWORTH. Mr. Wolverton? 
Mr. WOLVERTON. General, it is a bit oflF the line of your statement, 

but by reason of your past experience, or present knowledge, are you 
in a position to say whetlier or not there is anything to the statement 
that has so frequently appeared in our public press uiat Great Britain 
has sold its jet-propelled engines to Russia? 

If you are not in a position to state, why, I will not press the 
question. 

General KNERR. Yes, I have no military inhibitions any more. I 
have seen just such statements and I personally have believed them. 
However, I have no concrete evidence upon which to base that belief. 

Mr. WOLVERTON. Would there be anybody in the military set-up of 
our Government that could give us that information? It was sug- 
gested this morning that the Intelligence Department could probably 
answer the questions but I would assume that there would be others 
that would be in a position to answer them. 

General KNERR. WTiat is known as the Central Intelligence Agency 
is the agency to approacli with that information. They were created 
for the specific purpose of advising the State Department and Mili- 
tary Department and the Congress in such matters. 

Mr. WOLVERTON. Tliank you. 
Mr. BECKWORTH. Thank you very much. General Knerr. 
General KKERR. Thank you, gentlemen. 
Mr. BECKWORTH. We have not concluded the hearings, as you know. 

We hope to have witnesses from the Air Corps before we conclude 
the hearings. 

At this moment the Chair is unable to state exactly when we shall 
resume hearings but you will be notified if you will keep the clerk 
informed tliat you desire to appear, Mr. Heacock. 

Mr. HEACOCK. Thank you.   I will be glad to come back. 
Mr. BECKWORTH. Without objection, the Chair would like to in- 

clude as part of tlie record some of these communications that I 
have referred to because they do show the positions that have been 
taken in the past in regard to this matter. 

(The statements are as follows:) 

HISTORY OF PBOTOTTPE AIBCEAFT LEGISLATION 

H. R. 2012 (79th Cong.) by Mr. Beckworth: To provide Federal participation in 
financing of new types of aircraft.   Following reports requested, copies at- 
tached : 

February 8, 1945: 
War: June 6, 1945, adverse. 
Navy: June 6, 1945, adverse. 
Commerce: No report received. 
Treasury: June 6, 1945, adverse. 



DEVEXOPMENT OF  IMPROVED-TYPE  AIRCRAFT 91 

H. R. 21 (80th C!ong.) by Mr. Beckworth: To provide Federal participation In 
financing of new types of aircraft.   Following reports requested: 

February 6, 1947: 
War: No report received. 
Commerce: No report received- 
Navy : No report received. 
CAA: No report received. 
Treasury: March 16, 1947, not interested. 

H. R. 141 (81st Cong.) by Mr. Beckworth: To provide Federal participation in 
financing of new types of aircraft.   Following reports requested, copies 'at- 
tached : 

January 8, 1949: 
Commerce: August 4, 1949, adverse. 
CAB: August 16, 1950, adverse to bill. 
Treasury: March 20, 1950, adverse. 
Air Force: June 15, 1949, no comments. 

H. R. 448 (81st Cong.) by Mr. Kennedy: Development of aircraft usable for civil 
and military purposes.   Following reports requested, copies attached: 

January 13, 1949: 
Air Force: June 15,1949, report included with H. B. 141. 
Commerce: July 18, 1949, adverse. 
CAB: April 22, 1949, favor with amendments. 
Treasury: March 20, 1950, suggests deferral. 
Justice: July 19, 1949, suggests amendment. 

H. R. 7870 (81st Cong.) by Mr. Grosser: Promote development of Improved com- 
mercial transport aircraft.   Following reports requested, copies attached: 

March 28, 1950: 
Defense: May 1, 1950, adverse. 
Treasury: April 24, 1950, suggests deferral. 
Commerce: No report received. 
CAB: May 31, 1950, draft of bill. 
NACA: March 31, 1950, adverse. 
Justice: May 18, 1950, no recommendations. 

NOTE.—The above bill was superseded by H. R. 8536. 
H. R. 73 (81st Cong.) by Mr. Hlnshaw: Authorizing Secretary of the Air Force 

to survey national requirements for aircraft types designed primarily for 
commercial transport but adaptable as military aircraft: 

Presently landing before Committee on Armed Services. 
Commerce report unfavorable July 18, 1949; Air Force had no comments 

June 15, 1949. 

THE SECRETARY OF THE NAVT, 
Waghington, June 6, 1945. 

Hon. CLARENCE F. LEA, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives. 
MY DEAR MR. CHAIRMAN: The bill H. R. 2012, to provide for Federal par- 

ticipation in the financing of certain aeronautical developments, was referred 
by your committee to the Navy Department with request for report thereon. 

The purpose of the proposed bill is to authorize annual appropriations of 
not to exceed $.50,000,000, from which grants would be made to aid individuals 
and companies in carrying on experimental work In connection with develop- 
ments in the science and art of flight, whenever the Secretary of War, the 
Secretary of the Navy, and the Administrator of Civil Aeronautics jointly de- 
termine that it would be in the national interest to extend such assistance. 

The Importance of continuing and strengthening aeronautical research pro- 
grams cannot be overemphasized. It is manifestly In the national Interest 
both from the viewpoint of commerce and of national defense that these fields 
of research be intensively developed. This Is essential if the United States 
is to be in the vanguard In perfecting existing types of military and commercial 
types of aircraft and in the creation and development of new forms of propul- 
sion. Such programs should manifestly be broad enough to include at least 
the aeronautical and propulsion research pertinent to pilotless internally and 
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externally giiUieil airborne missiles including rockets, and types as yet unknown, 
in view of their military and meteorological sigiilflcance as well as their possible 
utilization for other purposes. The bill H. K. 2012 would not appear to cover 
research in this important field of airborne missiles and it is recommended that 
any legislation designed to encourage aeronautical research should Include such 
research. 

It should also be pointed out that at the present time Federal funds are 
being made available for promoting research not only by Individuals and com- 
panies as is provide<l by the bill, l)Ut also by institutions such as the California 
Institute of Technology, and the Massachusetts Institute of Te<'hnology. Fur- 
ther, the research board for national security established within the National 
Acadenjy of Sciences is being utilized in surveying promising research projects 
and making funds available for such projects. 

The Congress lias already established a Federal agency with general cog- 
nizance of the promotion of experimental work, which under the bill H. K. 
2012 would be jointly determined by the Secretary of War, the Secretary of 
the Navy, and the Administrator of Civil Aeronautics. The National Advisory 
Committee for Aeronautics, which is this agency, has the duty "to suiwrvise 
and direct the scientific study of the problems of flight, with a view to their 
practical solution, and to determine the problems which should be exi)erimeu- 
tally attacked, and to discuss their solution and their application to practical 
questions." The committee includes representatives of the War and Navy 
Departments and the Civil Aeronautics Hoard and, in addition, representatives 
of the Smithsonian Institution, the Weather Bureau and the Bureau of Stand- 
ards, together with additional members "acquainted with the needs of aero- 
nautical science, either civil or military, or skilled in aeronautical engineering 
or its allied .sciences." Thus the .several interests concerned in the research 
program are appropriately represented. The regular staff of the agency pro- 
vides means for carrying out the committee's policies. Congress has also pro- 
vided the committee extensive facilities for aeronautical research and develop- 
ment. 

Research and development in some nsi)ects of the field of aeronautics in which 
the Navy Department lias a special interest is conducted by it through contract 
and otherwise from Federal funds appropriated to the Navy Department for the 
purpose. War Department research on Its special problems is similarly 
conducted. 

It is manifest that any legislation designed to promote aeronautical research 
and deveiopmi nt .should be framed in tlie light of existing laws and of the practi- 
cal considei'ations which resulted in the provisions of these laws. The bill H. K. 
2012 is unsatisfactory in that it fails to clarify the relationship of the program 
it would establish with ttie agencies and activities above mentioned, which have 
already been esUiblislied to carry out the general purpo.ses of the bill. It is 
uncertain as to whether, or to what extent, the large atipropriations which it 
w^mld authorize are intended to supersede ai)proprintioiis for reseanh and 
development which nt pre.seiit are made to the National Advisory Committee and 
the several other agencies concerned. 

Cogniziince over the proposed fund by three agencies Is not deemed to be in 
accord with principles of sound administration. The processing of individual 
extensions of (innncinl assistance by joint agreement of the Army, Navy, and 
Civil Aeronautics Authority would doubtless result in disagreement, delay, and 
confusion of aim. Tlie technical and Immediate problems of the three named 
agencies in the development of aeronautics are so different in many asiieets as to 
render unwise the joint administration of tliis large fund. It is reconiniended 
that if H. K. 2012 is favorably considered, it should Iw amended to provide for 
administration by the National Advisory Committee for Aeronautics. 

The propo.'-al of tlie bill to earmark substantial appropriations for use as 
grants to appropriate research agencies is considered sound. The excellent 
results which have already lieen accomplished by the Office of Scientific Research 
and Development by this jn-ocedure is evidence of the worth of this tyiie of 
arrangement. 

Whi'e it is desired to emphasize the great value in the aim and purpose of the 
bill and its importance as evidence of congressional interest in aeronautical 
develoimicnt. b.Ciin.se of the several reasons outlined above, tlie Navy Depart- 
ment recoinnieiids ag^iinst enactment of the bill II. It. 2012 In its present form. 

The -N'avy Di'iiartnient has been advised by the Bureau of the Budget that 
there would be no objection to the submission of this recommendation as the 
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enactment of the proposed legislation would not be in accord wltli the program 
«f the President. 

Sincerely yours, 
H. STBCTVE HENSEL, 

Acting Secretary of the Navy.' 

TKEASOBY D8a>ABTJ£ENT, 
Washington, June 6,19^5. 

Hon. CLAKENCE F. LEA, 
Chairman. Committee on Interxtale and Foreign- Commerce, 

Houte of Repregentatioes, W'axhington 25, D. C. 
MY DEAR MB. CHAIRMAN : Further reference is made to your letter of February 

8,  1945,   relative to H. R. 2012, "To provide for Federal participation in the 
fiaancitig of certain aeronautical developments." 

The proposed legislation would authorize grants to aid any individual or com- 
pany in the carrying on of experimental work in connection with the development 
or the improvement of types of aircraft, or other deveiopment.s in the science and 
art of fliglit, whenever the Secretary of War, tlie Secretary of the Navy, and the 
Administrator of Civil Aeronautics Jointly determine that it is in the national 
interest to extend financial assistance for such purposes. It would also authorize 
an appropriation not to exceed $50,000,000 per annum for such grants. 

Inasmuch as the proposed legislation concerns matters primarily within the 
Jurlscliction of agencies of the Government other than the Treasury Department, 
and as this Department has no information in regard to the need for such legis- 
lation, the Department feels that it should refrain from expressing a definite 
opinion as to the merits of the bill. It is noted, however, that the bill would 
authorize an annual appropriation of a substantial sum. This Department urges 
that the proposed legislation be considered in light of the heavy demands on the 
Treasury which have grown out of the war and tlie prospect of further large 
demands growing out of postwar adjustments. The credit resources of the Gov- 
ernment must lie conserved for tlio.se important purposes. 

The Department has been advised by the Hnreau of tlie Budget that the enact- 
ment of this legislation would not be in accord with the program of the President. 

Very truly yours, 
D. W. CELL, 

Acting Secretary of the Treasury. 

THE SECRKTAHY OF COMMERCE, 
Washington, June 6, 1945. 

Hon. CLARENCE F. LEA, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Reprpgentntives, Washington, D. C. 
DEAR MR. CnAiRMAfj: Reference Is made to your letter of Febnmry 8, 1945, 

requesting the views of the Department with respect to H. R. 2012, a bill to pro- 
vide   for   Federal   participation    in   the   financing   of   certain   aeronautical 
developments. 

Inasmuch as the Bureau of the Budget has advised the Department that eimct- 
ment of the proposed legislation would not be in accord with the program of the 
President, I have no comments to make respecting this bill. 

Sincerely yours, 
H. A. WALLACE, 

Secretary of Commerce. 

WAR DEPARTMENT, 
Washington, D. C, June 6, 1945. 

Hon. CLARENCE P. LEA, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of lleprescntatices, Washington, D. C. 
DKAR MR. LEA :   The War Department does not favor the enactment of H. R. 

2012, Seventy-ninth Congress, first session, a hill to provide for Federal partici- 
pation in the financing of certain aeronautical developments. 

73910—.-iO 7 
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The purpose of the bill is to authorize an appropriation of not to exceed 
$50,000,000 per annum in order to extend financial assistance for the purpose of 
aiding any individual or company in the carrying on of exiperlnientul work in 
connection with the development of new types of aircraft or the improvement 
of existing types of aircraft, or in connection with other developments in the 
science and art of flight, whenever the Secretary of War, the Secretary of the 
Navy, and the Administrator of Civil Aeronautics shall Jointly determine that it 
is in the national Interest to extend such financial assistance. 

The National Advisory Committee for Aeronautics, of more than 25 years' 
standing. Is cliarged with basic research in aeronautics. Including power plants. 
It has aerodynamic laboratories at Langley Field, Va., and Moffat Field, Calif., 
and an aeronautical engine laboratory at Cleveland, Ohio. In addition, it makes 
extensive use of the laboratories of the universities and technical institutions 
of the country, as well as the Bureau of Standards and other Government lalwra- 
torles. Its activities are not limited to those I'equested by the armed services 
but include also research undertaken as a result of ideas presented by technicians 
and scientists generally. 

The Army Air Forces laboratories at Wright Field, Dayton, Ohio, are labora- 
tories of applied research. They are engaged in the practical application, or the 
reduction to practice, of the basic scientific principles evolved by laboratories of 
fundamental research. In addition, the Army Air Forces, through development 
contracts, utilizes the facilities and the technical and inventive ability of private 
Industry to a substantial degree. 

Under existing procedures the War Department is enabled to carry on a well- 
balanced and carefully integrated aircraft-development program. It Is believed 
that the policies now obtaining are calculated to produce the greatest iwssible 
return on funds appropriated for research and development purposes by the 
Congress, and that the national interest will be served best by the continuance 
of adequate direct appropriations to Federal departments and agencies which 
have long t»een and now are conducting effective research and development work 
in the field specified by H. K. 2012. I'rohably the appropriation of additional 
funds without specific reference to carefully calculated requirements might result 
In ovei-sntur.'ition of Industry's development facilities, thereby producing less 
satisfactory results than are now obtained. 

At present, Important congressional groups, such as the Select Committee on 
Postwar Military Policy of the House of l{ei)resentatives, pers<ms In Important 
administrative positions and various scientific bodies, have the future program 
and organization for military re.search and development under study. For the 
reasons Indicated above, it Is believed that the enactment of H. R. 2012 would be 
unfortunate. 

The fiscal effects of the proposed legislation are manifest. 
The Bureau of the Budget has advised that there is no objection to the sub- 

mLsslon of this report, as the enactment of the proposetl legislation would not bo 
in accord with the program of the President. 

Sincerely yours, 
HENRY L. STIMSON, Secretary of War. 

THE SECRETARY OF COMMESICE, 
Washington, August 4, 1949. 

Hon. ROBERT GROSSER, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives, Washington, D. C. 
DEAR MR. CHAIRMAN : This is In response to the request from your committee 

for the comments of the Department of Commerce on H. R. 141, a bill which 
would authorize "the Secretary of War, the Secretary of the Navy, and the 
AdnilnUstrator of Civil Aeronautics," acting jointly, to provide financial assistance 
to persons and organizations to conduct experimental work in the development 
of new types of aircraft or the Improvement of exLsting types of aircraft, or In 
connection with other developments In the science and art of flight. The blU 
authorizes an annual appropriation of not to exceed 1.50,000,000 for the puriwse 
of carrying out its objectives. 

This bill in some respects Is similar to H. R. 448 of the Eighty-first Congress 
In that It would authorize the development of new types of transport air- 
craft, but would appear to be much broader than that bill because It would 
apply to the entire field of aviation research and development.    In our com- 
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ments on H. R. 448, we stated that the financial condition of the aircraft man- 
ufacturing Industry has Improved recently, largely as a result of the increased 
tempo of the military procurement program, and that we felt that many of the 
objectives of the proposed prototype program are being realized as the combined 
result of the military procurement program, existing federally sponsored re- 
search programs and the initiative of private enterprise. We concluded that, 
in view of these facts, legislation such aa proposed in H. R. 448 does not appear 
necessary at this time but that if the military services were to determine that 
the program is a necessary part of our over-all military preparedness program; 
we would support the legislation on that basis. 

For reasons simlliar to those given in our report on H. R. 448 we are opposed 
to the enactment of H. R. 141 at this time. 

Because of tlie urgency of the committee's request we have not had an op- 
portunity to secure the advice of the Bureau of the Budget regarding the relation- 
ship of this report to the program of the President. 

Sincerely yours, 
BEBNARD L. GLADIEUX 

(For the Secretary of Commerce).   ' 

Crvtt AEBONAXJTICB BOARD, 
Washington, August 16, 1950. 

Hon. ROBERT CBOSSEB, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatires, Washington, D. C. 
My DEAR CONGRESSMAN CBOSSER: In your letter of August 7, 1950, you asli If 

we have submitted comments on H. U. 141, to provide for Federal participation 
in the financing of certain aeronautical developments. 

In response to a request which Mr. Beckworth made some months ago for a 
statement of tlie Board's position on matters concerning aviation then pending 
in the Eighty-first Congress, we submitted a report on numerous aviation bills 
to the Subcommittee on Transijortatiou of the Committee on Interstate and 
Foreign Commerce by letter dated April 23, 1949. Included in this report was a 
statement of our views on H. R. 141 and a discussion of the reasons why we 
opposed the enactment of that measure in its existing form. 

We enclose for convenient reference an extract of that part of our report 
which deals with H. R. 141. 

Sincerely yours, 
JOHN H. WANNER, Acting General Counsel. 

BILLS WHICH THE BOARD FAVOBB IN PRINCIPLE, BUT WHICH IT BELIEVES SHOULD 
BE SUBSTANTIALLY AMENDED OR REVISED 

(Extract from statement attached to a letter from the Civil Aeronautics Board 
to Hon. Lindley Beclsworth, chairman. Subcommittee on Transportation, 
Committee on Interstate and Foreign Commerce, House of Representatives, 
Washington, D. C, dated April 23, 1949) 

H. R. 141: To provide for Federal participation in the financing of certain 
aeronautical developments. 

This bill is directed to the development of new types of aircraft, and other 
developments In the science and art of flight, objectives with which the Civil 
Aeronautics Board Is In full accord. It would authorize to be appropriated not 
more than $50,000,000 per annum from which grants would be made to indi- 
viduals and companies for the purpose of carrying on experimental work for 
such developmental purposes. The only criterion for determining the per.sons to 
whom and circumstances under which such grants would be made would be 
the joint determination of the Secretary of War, Secretary of the Navy, and 
the Administrator of Civil Aeronautics that the grant in each case would be 
"in the national Interest." This grant appears sufllciently broad to include 
authorization for expenditure of government funds for experimental work in 
the development of aircraft of the kind contemplated by the so-called prototype 
bills. However, it lacks the safeguards provided in those bills and does not 
provide for participation by the Civil Aeronautics Board. Without such safe- 
guards we believe that authorization for expenditure of funds "in connection 
with other developments in the science and art of flight," is altogether too vague 
and indefinite. 

The Board is opposed to the enactment of H. R. 141 in Its present form. 
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TREASURY DEPABTMENT, 
Washingtmi, D. C, March 20, 1950. 

Hon. ROBERT GROSSER, 
Cliainnan, Committee on Interstate and Foreign Commerce, 

Hou^e of Representatives, Washington, D. C. 
MT DEAR MR. CHAIRMAN : Further reference i.s made to your letter of January 

8, 1949, requesting the views of the Treasury Department on H. E. 141, a bill 
to provide for Federal participation in the flnaucing of certain aeronautical 
developments. 

The purpose of H. R. 141 is to authorize the appropriation of not to exceed 
$50,0(K),000 per annum for the purpose of aiding any individual or company in 
the carrying on of experimental work In connection with the development of 
new types of aircraft or the improvement of existing types of aircraft or in 
connection with other developments in the science and art of flight. 

Advice has been received from the Bureau of the Budget that bills now pend- 
ing before the Congress which would authorize Federal financing of the design 
and development of prototype aircraft would not be in accord with the program 
of the President. 

Very truly yours, 
E. H. FoLET, Jr., 

Acting Secretary of the Treasury. 

DEPARTilENT OF THE AlB FORCE, 
Washington, June 15, 19i9. 

Hon. ROBERT GROSSER, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives. 
TDEAB MB. CHAIRMAN : We refer to your recent request to the Secretary of De- 

fense for the views of the National Military Estiiblishment with respect to H. R. 
141, a hill to provide for Federal participation in the financing of certain aero- 
nautical developments, and H. R. 448, a bill to promote interstate and foreign 
commerce and strengthen the national defense by providing for cargo aircraft 
adaptable for both commercial and military service, and for other purposes 
(prototype aircraft bills). The Secretary of Defense has delegated to this De- 
partment the responsibility for expressing the views of the National Military 
Establishment. 

The purpose of these bills is to provide for the development by the National 
Military Establishment of protot.yi)e civil air transport planes which could be 
converted to military uses in time of war. 

The position of the National Military Establishment in respect to subject bills 
is under study and when its views have been developed, they will be communi- 
cated to the Bureau of the Budget and to tlie Congress. 

The National Military Establishment has no comment to make with respect 
to these bills at this time and it is doubtful that a position thereon will be 
developed in time for consideration by the present session of tlie Congress. 

Tills report has been coordinated among the Departments and Boards in tlie 
National Military Establishment in accordance with the procedures prescribed 
by the Secretary of Defense. 

The Bureau of the Budget has been consulted and advises that there is no 
objection to the submission of this report. 

Sincerely, 
W. STUART SYMINOTON. 

THE SECRETARY OP COMMERCE, 
Washington, July 18, 1949. 

Hon. RORERT GROSSER, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives, Washington, D. C. 
DEAR MR. CHAIRM.VN : This letter is in reply to a request by your committee 

for comments on H. R. 448, which would provide for the establishment of a 
cori)orati(in to conduct research and development of new types of cargo aircraft 
and to purchase aircraft from manufacturers for lease or resale to private 
operators. 
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H. R. 448 establishes an Aircraft Development Corporation within the Depart- 
ment of Commerce controlled by a board of directors with authority to exercise 
the functions vested in the corporation Independently of the Secretary of Com- 
merce. We believe that the use of the coriwration device to carry out the 
purposes of the bill would be less desirable than a board composed of Government 
representatives participating In aviation development and assisted by an industry 
advisory committee. The Corijoratlon directors, as provided In the bill, would 
neces-sarily rely on representatives of the various Government agencies interested 
in aviation development and, therefore, the coriwration would be needlessly 
superimposed over existing Government agencies as an additional organization 
to accomplish the functions which such Government agencies are presently 
equipped to carry out in close collaboration with an industrial advisory group. 

The Corporation is authorized to purchase existing aircraft from manufacturers 
tor sale and lease to private operators. Leasing provisions, we fear, would ulti- 
mately result in the United States ownership of substantially all domestically 
operated air transport aircraft. Therefore, we believe it undesirable for the 
Government to enter into the private business of purchase and lease of aircraft. 

The Department of Commerce has in the past supported measures such as 
H. R. 448 which had as their objective the dual purpose of promoting air com- 
merce and meeting the needs of national defense. Our support has been predi- 
cated upon our conviction that, in view of the substantial sums required for the 
development of new-type.aircraft, the manufacturing Industry was unable to 
provide out of private capital the prototype development necessary to produce a 
more efficient tyi)e of transport. It was a point of view which was shared not 
only by other agencies of the Government, but was supported by statements made 
before the President's Air Policy Commission by responsible representatives of 
the manufacturing industry and by the ultimate findings of that Commission 
and the Congressional Aviation Policy Board. 

While we have no doubt that at the time these reports were issued the support 
of the Federal Government in the development of new-type transjiort aircraft 
was thoroughly Justified, the circumstances during the ensuing year have changed 
materially. We are now informed that the manufacturing industry generally 
does not nee<l and does not wish the financial support envisioned in the subject 
legislation. The financial condition of the industry has improved, largely as a 
result of the increa.sed tempo of the military procurement program, and at the 
present time it appears more probable that private capital could provide fo" the 
development necessary to produce new, more cfliclent, transport aircraft. While 
we recognize that much remains to be done In bringing into regular commercial 
use new aircraft utilizing the newer, more effloient engines and fuels, nevertheless 
we feel that many of the objectives of the proposed prototype program are being 
realized through a combination of the military procurement program, existinjE 
fe<Jerally siwnsored research programs, and through the Initiative of private 
enterprise. 

In view of the foregoing, the Department of Commerce recommends against 
enactment of H. R. 448. However, If the National Military Establishment were 
tf) determine that financial participation in the development of prototype aircraft 
Is a necessary part of our over-all military preparedness program, this Depart- 
ment would support legislation to accomplish the objective. In addition, we 
recognize that the aircraft manufacturing industry may again find itself unable 
to provide adequate prototype development solely through the use of private 
capital, a circumstance which might come about If the military procurement 
program were to be reduced substantially below its present level. We believe 
that if this were to happen the entire question should he reexamined. 

Because of the urgency of the committee's request, we have not had an opi»r- 
timity to secure the advice of the Bureau of the Budget regarding the relationsliip 
of this report to the program of the President. 

Sincerely yours, 
C. V. WHITNEY, 

Actin{i Secretary of Commerce. 

Crvn, AERONAtTTICS BOASD 
APBIL 22,1949. 

House  Resolution  448: To  promote  interstate  and  foreign   commerce  and 
strengthen the national defense by providing for cargo aircraft adaptable for 
postal, commercial, and military service, and for other purposes. 
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This bill would provide for Government financing of research and development 
work on new desig:ns of cargo aircraft adaptable for auxiliary military uses, as 
well as Government acquisition of a pool of cargo aircraft to be leased to private 
operators. 

As Indicated in its position on H. R. 73, the Board would fully endorse legisla- 
tion providing for Government financing of research and development worls on 
new designs of civil transjwrt aircraft, of both cargo and passenger types, adapt- 
able for auxOiary military uses, but the Board does not favor use of the Govern- 
ment corporation device to implement any such program. Moreover, the Board 
believes that the provisions relating to the establishment of a Government pool 
of cargo aircraft are unnecessary and- undesirable at the present time. 

TREASURY DEPARTMENT, 
Washington, March 20, 1950. 

Hon. ROBERT GROSSER, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives, Washington, D. C. 
MY DEAR Ma CHAIRMAN : Further reference Is made to your letter of January 

13, 1949, requesting the views of the Ti-easury Department on H. R. 418, to pro- 
mote interstate and foreign commerce and strengthen the national defense by 
providing for cargo aircraft adaptable for both commercial and military service, 
and for other purposes. 

This bill would declare it to be the policy of Congress to provide for the taking 
of appropriate action to insure that there will be available the number of cargo 
aircraft adequate to meet the potential domestic and international commercial 
requirements of the United States but not in excess of the number adequate 
to meet the military reserve requirements. It would establish an Aircraft 
Development Corporation authorized to purchase cargo planes and lease them 
to private operators, and an Aircraft Development Advisory Board to advise 
and con.sult with said Corporation. 

A reply to your letter has been withhold pending the report of an ad hoc 
committee on development of prototype transport aircraft appointed by the Air 
Coordinating Committee In order that the position of the Treasury Department 
In relation to this matter could be coordinated with that of the Air Coordinating 
Committee. On November 17 the Air Coordinating Committee approved a recom- 
mendation of the afore-mentioned ad hoc committee that legislation be drafted 
for later consideration by the Air Coordinating Committee and submission to 
Congress. Inasmuch as present indications are that the new proposed legisla- 
tion to be drafted will vary In several Iniportaat features from H. R. 448 the 
Treasury Department recommends that consideration of any proposed legisla- 
tion relating to this subject be deferred until such time as the new proposed 
legislation approved by the AJr Coordinating Committee is before your com- 
mittee. 

Advice has been received from the Bureau of the Budget that bills now pending 
before the Congress which would authorize Federal financing of the design and 
development of prototype aircraft would not be In accord with the program of 
the President. 

Very truly yours, 
E. H. FoLEY, Jr., 

Acting Secretary oj the Treasury. 

DEPARTMENT OF .TUSTICE, 
OFFICE OF THE ASSISTANT TO THE ATTORNEY GENERAL, 

Washington, July 19, 1943. 
Hon. ROBERT GROSSER, 

Chairman, Committee on Interstate and Foreign Commerce, 
Bouse of Representatives, Washington, D. C. 

MY DEAR MR. CHAIRMAN : This Is In response to your request for the views of 
the Department of Justice concerning the bill (H. R. 448) to promote interstate 
and foreign commerce and strengthen the national defense by providing for cargo 
aircraft adaptable for both commercial and military service, and for other 
purposes. 
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The bill would provide for the creation of a Government-owned corporation 
under the name of the Aircraft Development Corporation, which shall survey 
the commercial needs and military reserve requirements for cargo aircraft, and 
shall be authorized to arrange for the designing and purchase of such aircraft 
and for the lease and sale thereof upon terms and conditions set out in the bill. 
The Corporation would also be authorized to initiate and support research and 
experiments and the actual development of new and improved types of cargo 
aircraft, and to enter into contracts for such iiurposes. The Coriwration would 
be further authorized to recapture any of the leased or sold cargo aircraft when- 
ever the President, having determined such step to be advisable in the interest 
of national security, so directs. 

The measure appears to be designed to carry out the recommendations of the 
President's Air Policy Commission and the Congressional Aviation Policy Board 
(see Survival in the Air Age, a report by the President's Air Policy Commission, 
January 1, 1M8, at p. 115; and National Aviation Policy, the report of the 
Congressional Aviation Policy Board, March 1, 1948, at pp. 13-14). 

Whether legislation of this kind should be enacted involves a question of 
legislative policy concerning which this Department prefers not to make any 
suggestions. There are features in the bill here under consideration, however, 
to which this Department has objection. 

Section 4 (d) (4) of the bill would authorize the corporation "to acquire, 
hold, and dispose of property." Although there is considerable doubt that the 
proposed corporation would come within the terms of the act of August 1, 1888, 
as amended (40 U. S. C. 257), or be subject to the terms of section 355 of the 
Revised Statutes (40 U. S. C. 255), it Is believed advisable to change the above 
quoted language in order to avoid any possibility of difficulty on this point. In 
order to accomplish this purpose it is suggested that the present language of 
section 4 (d) (4) be stricken and the following language be Inserted in lieu 
thereof: 

"to acquire, in the name of the United States, by purchase, lease, condem- 
nation, exchange or donation such real and personal property or any interest 
therein as shall be deemed necessary to carry out the purposes of this Act. 
All condemnation proceedings on behalf of the Corporation shall be In ac- 
cordance with the provisions of the Act of August 1, 1888  (25 Stat. 357), 
as amended (40 U. S. C. 257, 258).   The Act of February 26, 1931 (46 Stat. 
1421, 40 U. S. C. 258a), and the provisions of section 3.55, Revised Statutes 
(40 U. S. C. 255), shall be applicable to all property taken thereunder.   The 
Corporation is authorized to transfer such real and personal property, and 
any interest therein and to sell, lease, or otherwise dispose thereof, and 
to obtain by contract, donation, or otherwise such services, as in Its Judg- 
ment may be necessary or appropriate in carrying out the purposes of the 
Corporation." 

Section 4 (d)  (5) of the bill would authorize the corporation "to sue and be 
sued, to complain and defend, in any court of competent jurisdiction. State or 
Federal."    This provision raises a vexatious question.    The general nature of 
the language is such as has repeatedly given rise to the contention that it consti- 
tutes authority for the attorneys of the particular agency involved to conduct 
all of Us litigation independently of the Attorney General and the Department 
of .lustice. 

The Attorney General is the chief legal officer of the Government and the 
Department of Ju.stlce is charged generally with supervision of the conduct of 
litigation involving the United States. Proper administration requires the cen- 
tralization of the responsibility for the legal affairs of the Government. Any 
alternative means a wasteful overlapping of functions at the expense of economy 
and efficiency. That this has tjeen recognized by the executive branch of the 
Government is evidenced by the Executive order of President Roosevelt (No. 
6166) of June 10. 1033, tran-sferrlng to the Department of Justice the control of 
litigation affecting the Government. 

The most recent expression of legislative policy with regard to the conduct of 
Government litigation is contained in section .507 of the new title 28, United States 
Code (act of June 25. 1948), which requires tlie Attorney General to supervise 
all litigation to which the United States or any agency thereof is a party. 

To decentralize control of litigation can only result In unjustified expenditures 
In the duplication of legal staffs and also the loss of valuable experience acquired 
by the attorneys In the Department of Jn.stice. In view of these considerations, 
It is strongly urged that the bill be amended so as to make It clear that the litiga- 
tion of the Corpt)ratlon will be conducted by the Department of Justice.   Such 
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amendment may be accomplished by striking out all of the language of section 
4 (d) (5) and insertinj; in lieu thereof the following: 

"to sue and be sued in its corporate name, and may settle and adjust claims 
held by it against other parties or persons and by other parties or persons 
against it: Provulcd, however. That in all litigation involving the Coi-pora- 
tion and all litigation arising under the provisions of this Act the Corporation 
shall be represented by the Attorney General or an attorney or attorneys 
acting under his autliority." 

The Director of the Bureau of tlie Budget has advised that there is no objection 
to the submission of this report. 

Yours sincerely, 
PEYTON FORD, 

The Assistant to the Attorney Oeneral. 

THE DEPUTY SECKETART OF DEFENSE, 
Washington, D. C, May J, 1950. 

Hon. ROBERT CROSSEB, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives. 
MY DEAR MR. CHAIRMAN : This Is In refeernce to your letter of March 28» 

1950, concerning H. R. 7870, a bill to provide for the development and improve- 
ment of aircraft Intended for industrial or personal use, and adaptable for 
military service. 

The proposed legislation is similar In many respects to S. 2.S01 and related 
bills with respect to which Secretary Symington testified before the Senate 
Committee on Interstate and Foreign Commerce on January 30, 1950; a copy 
of his testimony on that date is attached for your information. 

Althougli the types and iiurposes of the aircraft that would be developed under 
the two bills differ somewhat, the principle of accomplishing the development 
through Federal financing i.s the sami^ in both bills and. from the standpoint 
of the Department of Defense, is objectionable for the reasons set forth in 
Secretary Symington's testimony. For this reason the Department does not 
favor enactment of H. R. 7870. 

The Bureau of the Budget advises that legislation of this type cannot be 
considered in accord with the program of the President. 

With kindest personal regards, I am. 
Sincerely yours, 

STEPHEN EABI-Y.   . 

The CHAIRMAN. Secretary Symington, of the Air Force. 

STATEMENT OF HON. W. STUART SYMINGTON, SECRETARY OF THE AIR FtoRCE 

Mr. SYMINGTON. Mr. Chairman and gentlemen, the pressing problems affect- 
ing our civil aviation, particularly with regard to prototype transport aircraft 
develoi)ment, have been under study In the Department of Defense for several 
years. Members of Congress, civil agencies of Government, the aircraft manu- 
facturers, and the airlines have also been concerned with this probelm. Within 
the last few months the Department of Defense has reexamined its position 
and concluded that a prototype program with the following characteristics 
offeerd the best solution: 

(1) That the Government bear the expense of developing two prototype planes 
with the following general characteri.stics: 

(a) A prototype low-cost long-range cargo or transport aircraft best suited 
to military needs and adaptable to maximum practical utilization by the civil 
air transport indu.stry; and 

(6) A prototype low-cost long-range cargo or transport aircraft best suited 
to the active operational need of the civil air transport industry and adaptable 
to maximum practical military utilization in the event of war. 

(2) Tliat tlie respnnsibilit.v for carrying out this program be as.signed to the 
Department of Defense, with a specific authorization to the Department of 
tlie -Vir Force. This recommendation stems from the belief that no new agency 
sliould be createfl to carry out this program and from the belief that the Depart- 
ment of the Air Force, by virtue of its experience in procurement and operations. 
Is the best quallfie<l Department in the Federal Government to carry out the 
project. 
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(8) A condition for the support of tlie above program involving tlie use of 
Oovernment funds, is that appropriations separate and distinct from the mili- 
tary appropriations be provided. There are two reasons for this position: First, 
the anticipated benefits from such a program can be expected to accrue, initially 
and with certainty, to the civil airlines, and to the national security only in event 
of emergency. Secondly, the estimateil deficit in airlift between present capa- 
bilities and mobilization requirement does not create a shortage which is .so serious 
that it requires the u.se of Department of Defense funds under presently limited 
budgets. If additional funds could be made available the interests of national 
security would best be served by their application to combat minimums and 
hence, no Department f)f Defense funds can be diverted to a development of this 
kind at the exjiensp of prime military procurement. 

(4) That the above program involves no obligation on the part of the Depart- 
ment of Defense to procure aircraft that might be developed under a prototype 
program. It is neither economically nor militarily sound nor practicable to 
acquire transport-typt! aircraft for the purpose of stockpiling to meet an antici- 
pated wartime deficit. 

The above characteristics of a prototype program were drafted into a bill, which 
we sent to the Bureau of tlie Budget reipiestiug advice as to its conformity with 
the program of the President. We were informed last Friday by the Bureau of 
the Budget tliat legi.slalion providing for the exiieniliture of Government funds 
for the development of prototype transport aircraft is not in accord with the pro- 
gram of the President. For this rea.son, tlie Department of Defense will not 
seek adoption of its program by the Congress and will not support any other bill 
whicli provides for prototype development at Government exiiense. 

Tliank yon. Mr. Chairman. 
The CHAIR.\I.\N. We thank you, Mr. Secretary. 
Senator .Johnson? 
Senator Jon.vsoN. Mr. Secretary, do you need legislation to carry out the 

ob.)ectives in (a) and (6)? 
Mr. SYMINGTON. Yes, sir; we do. 
Senator JOHNSON. Is there prohibition now in the law against your doing 

that unless you have additional legislation? 
Mr. STMINOTON. There would be prohibition of doing it on this basis. Senator. 

If we had it as part of our military appropriation and it was iwssed, we would 
have it, otherwise we have got to have special legislation for it, sir. 

Senator JOHNSON. Are you by law now proliibited from developing prototype- 
cost, long-i-angp cargo or tran.sport aircraft bi>st suited to the active operational 
need of the civil air transport industry? 

Mr. SYXfiNOTON. No, we are not prohibited by law from working on (a) and 
therefore («) would be a question of relative  

Senator .JOHNSON. What about (6)? 
Mr. SYMINGTON.  (6), we would be prohibited; yes, sir. 
Senator JOHNSON. But the meat of what you are saying is you are not going 

to work on either, because it is not in accord with the President's program? 
Mr. SYMINGTON. That is correct, sir. 
The CHAIRMAN. Senator Hunt? 
Senator HirNT. No questions, Mr. Chairman. 
Senator JOHNSON. Is the committee to understand that unless and until there 

is legislation there will be no development by the Air Force in this field? 
Mr. SYMINGTON. Unless it goes into our straight military appropriations. 
The CHAIRMAN. And in that case you would want it separated by item from 

your military appropriations? 
Mr. SYMINGTON. Mr. Chairman. I would say that it was separated from us. 

In other words, in the original military appropriation we had considerable devel- 
opment work and procurement work included. When it came to what was best 
to leave out, why, we thought it was best to go into the combat units as against 
the others.    It is a question of relative priority. 

The CHAIRMAN. What alxiut jet transports as a specific type of prototype that 
may need development in order to keep step with what other countries are doing? 

Mr. SY-MINOTON. From a commercial standpoint, sir—speaking as an indi- 
vidual—I can see that is very important. But from a military standpoint it Is 
doubtful whether, at this time, there is a military necessity for a ,iet transport. 

The CHAIRMAN. In other words, the military is going ahead with experimenta- 
tion in jet propulsion in fighter craft and in doing that, why. you are exploring 
the whole field of jet adaptability. I presume, and that .von do not think it Is 
necessary that we study the jets for cargo carriers at this time? 



102 DEVELOPMENT OF IMPROVED-TTPE  AIRCRAFT 

Mr. SYMINGTON. Well, I think It would be advisable to do as much study as we 
can, sir, but at this time I think inasmuch as there is a question as to military 
necessity for a jet commercial plane, that our work under our limited funds 
should be devoted primarily to experiments with combat models, lighters, and 
bombers. 

The CHAIKMAN. Are you in charge of MATS? Are they under your depart- 
ment? 

Mr. STMINGTON. General Kuter of the Air Force is the operating head of the 
MATS, sir. 

The CHAIRMAN. We have some questions to ask about MATS, and we will 
reserve them for General Kuter, then. 

Do you consider all civil cargo and transport aircraft as auxiliary to the 
Air Force in an emergency? 

Mr. SYMINGTON. Well, it would be auxilitary to the Government. I would not 
want to just localize it on the Air Force. I Imagine In an emergency that every- 
thing we have in this country, especially In the next war, would have to be used 
to win the war. 

The CHAIRMAN. AS a matter of fact, should mobilization day come, the air 
transports, passenger and cargo, would have a tremendous job taking care of the 
civilian program instant to the war and caused by the war? 

Mr. SYMINGTON. Yes. Mr. Chairman, I think that is true, sir. I think that 
Secretary Early very ably presented that problem of all earners in case of war. 

The CHAIRMAN. Senator Williams, any questions? 
Senator WILUAMS. Mr. Symington, do I understand that the prototype outlined 

In paragraph (6) has been disapproved by the Budget Bureau? 
Mr. SYMINGTON. The bill In which that was a part has been disapproved by the 

Bureau of the Budget, sir. 
Senator WILLIAMS. How about the prototype under paragraph (a) ? 
Mr. SYMINGTON. The prototype under paragraph (o) has been disapproved aa 

special legislation. 
Senator WILLIAMS. Has there been any estimate of the cost of these two 

prototypes? 
Mr. SYMINGTON. There have been estimates; yes.    It Is difficult to estimate the 

cost.   I think we would be willing to give you figures on that If you would like. 
tu have them. 

Senator WILLIAMS. I think there would have to be some estimate made before 
we could consider legislation. 

Mr. SYMINGTON. We made an estimate of $30,000,000 for these two airplanes. 
Senator WILLIAMS. $30,000,(X)0 for each? 
Mr. SYMINGTON. NO, sir; $30,000,000 for both. 
That would involve, however, buying just one airplane, and generally when you 

buy a sample, you buy three samples, one of which is the static-tested one, and 
another which you fly. 

Senator WILLIAMS. Does that mean It would be $90,000,000? 
Mr. SYMINGTON. We recommended 30 inillion because we thought it would be 

best to see what we had—1.5 million for one and 15 million for the other—and 
go abend from there. In other words, we tried to hold the cost down to the 
minimum. 

Senator WILLIAMS. DO I understand that you do interpret both of these proto- 
types as an additional subsidy to commercial aviation in general? 

Sir. SYMINGTON. No; that would not be true. The first would be a help to 
military posture, the second might be a help to military posture, but I do not 
think you could say especially in the case of the first that it would be any more 
of a subsidy to commercial aviation than to other planes we buy today are, espe- 
cially transport planes. 

Senator WILLIAMS. I was just noting In the statement you have here: "The 
anticipated benefits from such a program can be expected to accrue, initially and 
with cM^rtainty, to tTie civil airlines." 

Mr. SYMINGTON. I feel that, but at the same time they always accrue in case 
No. 1. obviously, to us. The basic reason for splitting these two was because one 
of the problems, I think, from the discussions of this legislation we have gotten 
into in the years I have been in (he Air Force, is there has been a feeling you 
could design a plane which was a hybrid plane : in other words, a plane that would 
be both a good plane for the airlines and a good cargo plane for the military; and 
I do not think that is possil)le. 

The CHAIRMAN. The subsidy that Senator Williams refers to would come 
after the prototyi)e plane had been approved and off the board.   That is, tinder 
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some of the legislation proposed, the subsidy would consist In purchasing a 
certain number of these prototype planes and letting the airlines use them leas 
than their cost under some such arrangement? 

Mr. SYMINGTON. Yes, sir. And if we designed these two planes, obvloualy, 
the first one would help the commercial airlines. 

Senator WILLIAMS. Yes; that is correct. 
Mr. SYMINGTON. I mean the second one. It is probable the first one would, 

too, because If it. is a new cargo plane in the development of the art it might 
also be u.sed by the airlines as a cargo plane. 

The CHAIRMAN. Yes. 
Senator WILLIAMS. The first plane, under which is all of the cost of develop- 

ment of the prototype, it Is natural that the second plane, whether sold to com- 
mercial or not, would be a small part of the over-all cost of the first plane. 

Mr. SYMINGTON. When I was talking about the first and second, I was talking 
about (a) and (6). You are talking about the second airplane under the first 
prototype.   I think we were a little mixed up. 

The CHAIBMAN. Of course, the Secretary answers one of the questions that 
has been foremost In this wliole proposal, and that is he states very unequivocally 
that you cannot have a hybrid. And that has been the basis, I think, of most 
of the proposals for building a prototype plane. 

Are there any other questions? 
If not. we thank you, Mr. Secretary, for your appearance. 
Mr. STMINOTON. Thank you, Mr. Chairman. 

TREASURY DEPARTMENT, 
Washington, April 24, 1950. 

Bon. ROBERT CROSSER, 
Chairman, Committee on Interstate and Foreign Commerce, 

House of Representatives, Washington, D. C. 
MY DEAR MR. CHAIRMAN : Further reference is made to your letter of March 

28, 1950, requesting the views of the Treasury Department on H. R. 7870, "To 
provide for the development and improvement of aircraft Intended for industrial 
or personal use. and adaptable for military service." 

This bill would declare It to be the policy of Congress that It Is in the national 
interest to sponsor the design, development, construction, modification, and test- 
ing of prototyi)es of aircraft and aircraft components intended for industrial or 
pfcrsonal use, and adaptable for military .service. It would establish a National 
Civil Aviation Council and in addition an advisory committee in order to carry 
out this policy. 

An ad hoc committee on the Development of prototype transport aircraft 
appointed by the Air Coordinating Committee is now engaged in preparing, for 
submission to your committee, a draft of legislation on this subject. Inasmuch 
as present indications are that the proposed legislation will vary In several 
Important features from this and similar bills now before your committee the 
Treasury Department recommends that consideration of any proposed legisla- 
tion relating to this sul)ject matter be deferred until such time as projwsed legis- 
lation approved by the Air Coordinating Committee is before your committee. 

Advice was received from the Bureau of the Budget, by letter dated March 
20, 1950, in regard to S. 2984, an identical bill, that bills pending before the 
Congress which would authorize Federal financing of the design and develop- 
ment of prototype aircraft would not be in accord with the program of the 
President. 

Very truly yours, 
E. H. FOLEY, ^r.. 

Acting Secretary of the Treasury. 

CIVIL AEBONAUTICS BOARD, 
Washington, May 31, 1950. 

Hon. ROBERT CROSSER. 
Chairman. Committee on Interstate and Foreign Commerce, 

Hotute of Rcprcsrntatires, Washington, D. C. 
JIY DEAR CONORESSMAN CROSSER : Tliis is in reply to your request for a report 

on H. R. 7870, a bill to provide for the development and improvement of aircraft 
Intended for industrial or personal use, and adaptable for military service. 
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The Board has long advocated a program of Federal assistance for the 
development of improved transport aircraft, which is the principal objective 
of this bill. The matter has also been under study by the Air Coordinating 
Committee for a considerable period of time and that committee has recently 
taken a positive position in favor of the enactment of legislation to promote 
the development of new transjwrt aircraft. In addition, the committee has 
agreed upon a type of assistance program which we believe is best suited to 
the purpose, and has embodied Its proposals in a draft hill, a copy of which 
Is enclosed herewith. This program, in which the Board fully concurs, is 
premi-sed on the belief that the two most advantageous and appropriate aspects 
of new aircraft development for Government financial aissistance are (1) the 
testing of new prototype aircraft and (2) the conduct of experiments simulating 
actual commercial operating conditions to permit adaptation of ground facili- 
ties and air safety regulations to use of the new designs. 

This api)roacli has the merit of leaving to private industry a maximum degree 
of initiative and competition in matters of inoduction and design. Consequently, 
while the Board favors the general objectives of H. R. 7870. we would prefer 
the enactment of legislation in the form of the attached draft as proposed by 
the Air Coordinating Committee. 

The Bureau of the Budget has advised that the enactment of legislation as 
proposed in the attached draft, if amended in accordance with the recommenda- 
tions made below, would be in accordance with the program of the President. 

The recommendations are: 
1. Insert the word "commercial" between the words "improved" and "trans- 

port" in both the title of the bill and its statement of policy. 
2. In section 2 (a) of the bill change "Administrator of Civil Aeronautics" 

to "Secretary of Commerce" and make corresponding changes in other sections 
of the bill. 

3. Amend section 2 (a) of the bill to read as follows: "Preparing broad 
operating and general utility characteristics and specifications for types of 
commercial transport aircraft which he finds are required in the public interest, 
and which represent substantial advances over existing equipment." 

4. Amend the last sentence of section 6 of the bill to read as follows: "When so 
provided in the appropriation act concerned, such appropriation may remain 
available until expended." 

Sincerely yours, 
JOSEPH J. O'CONNEI.L, Jr., Chairman. 

A BILL TO promote the development of Improved transport aircraft by provldinj? for the 
operation, testing, and modlllciition theerot 

Be it enacted hy the Senate and House of Representatives of the United States 
vf Aiiurica in Congress assembled. That It is hereby declared to be the policy of 
Congress to promote. In the Interest of safety, the national air transportation 
system, and the national defense, the development of improved trausixirt aircraft, 
particularly turbine-powered aircraft, aircraft especially adapted to the eco- 
nomical transportation of cargo, and aircraft suitable for feeder-line operation, 
by providing for Government assistance in the testing and minor exiierimental 
modification of such aircraft, and In the operation of available turbine-powered 
aircraft in simulated transport service to secure data to aid in the development 
and manufa(^ture of turbine-powered transport aircraft, and to aid In the adapta- 
tion of civil airways, civil airi)orts, and air safety regulations applicable to civil 
aircraft to the operation of such aircraft. 

SEC. 2 (a). The Administrator of Civil Aeronautics (hereinafter referred to 
as the "Administrator") is authorized to carry out the purposes of this Act by— 

(1) Preparing broad operating and general utility characteristics and 
specifications for such aircraft; 

(2) Providing for the operation, by contract or otherwise, of available 
aircraft with turbine-jet or turbine-prop power units under conditions simu- 
lating, to the extent practicable, the conditions under which scheduled air 
transport aircraft operate; 

(3) Providing, by contract or otherwise, for the testing of any aircraft 
which, In his opinion, meets the op<»rating and utility characteristics and 
specifications established by him in accordance with this section; and 

(4) Providing for such minor experimental modifications of such aircraft 
during the testing ijeriod which he believes necessary to carry out the testing 
program in tlie interests of safety or economy of operation. 
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(b) In carrying out his functions under this section, the Administrator shall 
consult, from time to time, with interested Government asencies, including the 
Department of Defense, the Civil Aeronautics Board, and the National Advisory 
Committee for Aeronautics, with representatives, respectively, of the aircraft and 
aircraft-engine manufacturing Industries, and the air transport industry. 

SEC. 3(a). The Administrator Is authorized, suhject to the civil-service laws 
and the Classltication Act of 194!), as amended, but without regard to any pro- 
vision of law limiting the number of personnel wliich may be employed by the 
Civil Aeronnntics Administration, to employ and tlx tlie compensation of such 
personnel as may be deemed necessary to assist the Administrator in carrying 
out his functions under this Act: Provided, Thiit to the extent practicable con- 
sistent with other duties and assignments, the personnel and facilities of existing 
Government agencies shall be used to carry out the responsibilities stated in this 
Act. Notwitlistauding any other provisions of this section, the Administrator 
may carry out any of his functions under section 2 by contract with private 
organizations. 

(b) The Administrator, in carrying out the provLsions of section 2 of this Act 
xnay enter Into contracts or other arrangements, or modifications thereof, with 
or without legal consideration, performance or other bonds, or competitive bid- 
ding, and, in carrying out such contracts, arrangements or modifications thereof, 
may make advance, progress, and other payments without regard to the pro- 
visons of section 3048 of the Revised Statutes. 

SEC. 4. As used in this Act— 
(a) The term "aircraft" shall include engines, alrframes, propellers, 

instruments, accessories, and equipment for such aircraft; 
(b) The term "testing" means the operation of an aircraft incident to the 

procurement of a type certificate for such aircraft, and the operation of an 
aircraft, whether type certificated or not, in actual or simulated trans- 
port service for the purpose of determining the operating and utility char- 

-   acteristlcs of such aircraft; 
(c) The term "minor experimental modiflcatlon.s" means any adjustment 

or change necessary and incident to carrying out the testing program in the 
interfeW of safety or economy of operation 'but does not Include any major 
factory modification resulting from a major defect. 

SEC. 5. The Administrator shall include in his annual report of the Olvll 
Aeronautics Administration a rejwrt on the progress made in the accompllsb- 
ment of the purposes of this Act, and the amounts of the expenditures made or 
obligated  pursuant thereto. 

SEC. 6. There Is hereby authorized to be appropriated to the Civil Aeronautics 
Administration not to exceed $12,500,000 to carry out the purposes of this Act 
Unless otherwise provided In the Appropriation Act concerned, such appropria- 
tions shall remain available for exipenditure or obligation until such appropria- 
tions are expended. 

SEC. 7. This Act shall become effective upon enactment, and shall expire 
five years thereafter. 

NATIONAI, ADVISORT COMMITTEE Fon AEnoifAUTics, 
WasliitKjton, D. C, March 31, 1930. 

HOD. ROBERT CROSSGK, M. C, 
Chairman, Committee on Interstate and Foreign Commerce, 

Home of Representatives, United States Congress Washington, D. O. 
DEAR MR. CROSSER : Permit me. In the absence of Chairman Hunsaker, to reply 

to your letter of March 2S, 1950, in which you request comment on H. R. 7870, a 
bill to provide for the development and Improvement of aircraft Intended for 
Industrial or personal use. and adaptable for mllltarv service. 

This bin Is Identical with S. 2»S4, which was considered by the NACA at its 
last meeting. In connection with S. 2984, the following reply was approved 
subject to clearance by the Bureau of the Budget and this has subsequently been 
received: 

"The establishment of a new Independent agency of the Government to be 
known as the National Civil Aviation Council, as proposed in S. 2984. seems un- 
necessary to facilitate the development of prototype cargo or civil aircraft for 
Industrial or personal use and adaptable for military service. 

"The bill would make the Chairman of the National Advisory Committee for 
Aeronautics the chairman of the proposed three-man council.   This would involve 
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an Implied enlargement of the functions of the NACA to include the design of 
aircraft and the evaluation of their utility. This would be an undesirable change 
in the character of the NACA as a research agency, whose findings the military 
services and the aircraft industry have been free to accept or reject. 

"The NACA, of course, stands ready and willing to assist the military services 
or any other group designated by the Congress in matters relating to scientific and 
technical aeronautical data." 

Sincerely yours, 
J. F. ViCTOBY, Executive Secretary. 

DEPARTMENT OF JUSTICE, 
• OFFICE OF THE ASSISTANT TO THE ATTORNEY GENERAL, 

Washington, May 18, 1950. 
Bon. ROBERT CROSSER, 

Chairman, Committee on Interstate and Foreign Commerce, 
Souse of Representatives, Washington, D. C. 

MY DEAR MR. CHAIRMAN: This is In response to your request for the views 
of the Department of Justice concerning the bill (H. R. 7S70) to provide for the 
development and improvement of aircraft intended for industrial or personal use, 
and adaptable for military service. 

The bill would provide for the establishment of a National Civil Aviation 
Council composed of the Administrator of Civil Aeronautics, the Chief of the 
Army Field Forces, and the chairman of the National Advisory Committee for 
Aeronautics. Tlie Council would be authorized and directed to survey the 
'national requirements for aircraft designed for industrial or personal use and 
adaptable for military service; to prepare and recommend the operating and 
utility characteristics and specifications of such aircraft; and to allocate to the 
Civil Aeronautics Administration from funds appropriated to carry out the 
purposes of the measure sums to be used for the purpose of entering into con- 
tracts for the design, development, construction, and testing of prototypes of 
aircraft or the improvement of existing types of aircraft in accordance with 
standards established by the Council. To assist it in carrying out Its functions, 
the Council would be authorized to establish an advisory committee of seven 
members, four of which to be designated as best representing the leading indos- 
trlal, public, and private aeronautical groups, and the other three to be desig- 
nated to represent the general public. 

Whether the bill should be enacted involves a question of legislative policy 
concerning which this Department prefers not to make any recommendation. 
There are certain features of the measure, however, to which your committee 
may care to give further consideration. 

Section 2 (b) of the bill providing for the establishment of an advisory com- 
mittee to assist the Council, would exempt the members of the committee from 
the provisions of sections 216, 281, 28:}, and 4."54 of title 18, United States Code, 
and section 190 of the Revised Statues (5 U. S. C. 99) "or any other provision of 
law Imposing restrictions, requirements, or penalties in relation to the employ- 
ment of persons, the performance of services, or the payment or receipt of com- 
pensation in connection with any claim, proceeding, or matter Involving the 
United States • * • : Provided, Tliat the provisions of section 3679 of the 
Revised Statutes (31 U. S. C. 665), as amended, shall not apply to the acceptance 
of voluntary service by any member of sucli committee." 

Section 216 of title 18, United States Code, prohibits any officer or agent of 
the United States from receiving any money or thing of value for procuring 
any contract with the United States. 

Section 281 of title 18, United States Code, makes it an offense for any officer 
or employee of the United States to receive compensation for services rendered 
to any person in relation to any proceeding or claim before any agency of the 
Government In which the Government is Interested. 

Section 283 of title 18, United States Code, prohibits any officer or employee 
of the United States from acting as an agent or attorney for the purpose of 
prosecuting any claim against the Government. This .secion also prohibits such 
officer or employee from aiding or assisting in the prosecution of such claim 
X)r from receiving any gratuity, or any share of or Interest in any such claim. 

Section 434 of title 18, United States Code, prohibits any officer or agent of the 
.United States from tran.sactlng l)usiness with a corporation, association, or firm 
,of which he is an officer, agent, or member. 
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Section 190 of the Revised Statutes (5 U. S. C. 99), prohibits a former officer 
of the United States from prosecuting a claim against the United States involv- 
ing any matter directly connected with which such person was employed or 
performed duty within 2 years after the termination of such employment. 

Section 665 of title 31, United States Code, among other things, prohibits 
any department or any officer of the Government from accepting voluntary 
service for the Government or from employing personal services in excess of that 
authorized by law, except in emergency cases Involving the loss of human life 
or the destruction of property. 

The main purpose of the above-mentioned statutes is to protect tlie loyalty 
and integrity of the Government service and to prevent the defrauding of the 
United States by the exercise of undue influence on the part of its officers and 
employees who may have personal interests which conflict with tlieir public 
duties. 

While this Department is In sympathy with the desire to utilize the services 
of persons with outstanding ability and experience for public work, it Is feared 
that the proposed exemptions from tlie provisions of law above cited would tend 
to establish an undesirable precedent. It is believed that where exemptions are 
allowed, such should be resorted to only in cases of emergency and, so far as 
practicable, should be si)ecifled. 

It should be noted, in this connection, that the bill contains no provision stat- 
ing that the exemptions shall not apply to any activity involving any matter In 
direct connection with which such i)erson Is employed by the Government or is 
performing bis official duties. It Is suggested that the measure should contain 
such a safeguard. 

The Director of the Bureau of the Budget has advised that the enactment of 
the bill would not be in accord with the program of the President. 

Yours sincerely, 
PEYTON FORD, 

The Assistant to the Attorney General. 

Mr. BECKWOHTII. The subcommittee will recess subject to the call of 
the Chair. 

(Whereupon, at 1:30 p. m. the subcommittee recessed subject to the 
call of the Chair.) 
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THUBSDAY, AUGUST  17,  1950 

HOUSE OF RKPHEf«;NTATivES, 
SUBCOMMITTEE OF THE INTERSTATE AND 

FOREIGN COMMERCE COMMITTEE, 
Washington, D. C. 

The subcommittee met at 11 a. m., Hon. John A. McGiiire presiding. 
Mr. McGuiKE. The committee will come to order.   Mr. Heacock, 

do you desire to present a synopsis ? 

STATEMENT OF AMOS E. HEACOCK, LEGISLATIVE POLICY DIREC- 
TOE, AIR COACH TRANSPORT ASSOCIATION, WASHINGTON, D. C. 

Mr. HEACOCK. Mr. Chairman, I have a written statement that I 
would like to file for the record at this time. 

Mr. McGuiRE. It is so ordeied. 
(The statement referred to is as follows:) 

Carrier memberg 

Carrier Addrtas 
Letter of 
registra- 
tion No. 

ABTO Finance Corp          _  130 maleah Dr., Uialeah, Fla  
Second Iloor, passenger terminal, Newark, N. J . 
Box b!i, Boeing Kielrt, Peattie 8. Wash 

1920 
Air Transport Associates, Inc. .  1896 

P. O. Box 131, Miami Springs, Fla  4 
Lockheed Air Terminal, Burbank, Calif  
Route 1, Box 187, Miami 35, Fla  621 

FreiRlit Air. Inc.-          P. O, Box Sii, Miami Sprincs, Fla 1610 
OrGHt Lakes Airlines, Inc  
Los Angeles Air Service .......  

Lockhocti Air Torrninal, Burhank, Calif  
5900 .\vinn Dr., Los Angeles 4», Calif 

810 
1959 

100 NE 88th St.. Miami 3.5. Fla.  85 
132 W. 4rth St., New YoHt 19. N. Y  
6054  S.   Cicero,   Chicago  Municipal  Airport. 

Chicago. 111. 
Tcterboro Air Terminal. Tetcrboro, N. J  
Wlhlwood Airport, Wildwood, N. J 

862 
Monarch Air Service..     .               . . .- 167(S 

New England Air Express  1802 
292 

Oxnard Slcy Freieht, Inc   Lockheed Air Terminal Burbank, Calif 3888 
Peninsular Air Transport P. O. Box 20«, Miami Springs Fla 723 
Robir^ Airlines, Inc..  Lockheeil Air Terminal, Burhank, Calif  

3191 SW 19th Terrace, Miami 3.5, Fla 
174S 

61 
U>ekhecd Air Terminal, Burhank. Calif  
Tcterboro Air Terminal. Teterboro, N. J  
Lockheed Mr Terminal, Burbank, Calif 

1760 
World Airways, Inc 1718 
World-Wide   

P. 0. Box 122, Miami Springs. Fla. 1627 
Aviation Corp. ol Seattle  

Nationwide Air Transport Service, Inc  

P. 0. Box 40. Airline Terminal Bldg., Boelnx 
Field, .Seattle 8, Wash. 

P. 0. Box 1226, -Miami Springs, Fla  

788 

H. R. 448 VEESTJB H. R. 8536 

Chairman and members of the committee, you have heard the adrocates of 
H. R. 8536 present their ease. Practically ignored, the much more comprehensive 
bill H. R. 448, has received little comment. Let's examine the two t)i!ls. H. R. 
8536 provides for type certificate testing and service testing of turbojet and 

73910—50 100 
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turboprop transports. The bill is extremely limited In scope. A compromise 
measure, based on misconceptions, it was introduced upon recommendation of 
the Air Coordinating Committee, chairmaned by Joseph J. O'Connell, of the 
Civil Aeronautics Board, who has since resigned. H. K. S536 provides no airlift ; 
It produces no airplanes.   Furthermore, it does not design nor develop aircraft. 

It is a pre-Koreau crisis bill. Those who subscribe to It now are those who are 
unable to react quickly to the impact of events. H. It. 8536 cannot even be 
excused on the grounds that it is a step in the right direction, for H. R. 8536 
will not provide any defense benefits. No military authority will have any 
control over the type of aircraft to be produced. This Is particularly undesirable 
when we take note of the recent survey of the Military Air Transport Service. 
This survey indicated that 90 percent of the aircraft employed by certificated 
airlines was not suitable for military purposes. The rea.son for this is that the 
military demands better than a hundred times the amount of cargo as passenger 
transportation. Furthermore, to meet a crisis such as that of Korea, the airlift 
planes must be able to carry 155-miUimeter mortars and rifles. They should be 
able to carry trucks and jeeps for rapid transportation of troops to the front. 
The commercial planes rejected by AL\TS as being unsuitable for national 
defense had plush-lined interiors not immediately adaptable for cargo purposes. 
The doors were small,.not admitting large and bulky cargo. The floors were weak 
and would not stand the weight of concentrated loads such as trucks and guns. 
No cargo tie-down rings were Installed. 

No; we find instead that H. K. 8536 and its companion bill, S. 3504, was intro- 
duced by Senators Brewster and Johnson simply because it was thought that 
nothing better couIU be accomplished this session. Senator Johnson's opinion 
of 8. 3504 was expressed by the following comment he made during the hearings 
on this bill: "'The Bureau of the Budget has directed the Air Force not to 
endorse any prototyi)e legislation in which the Air Force is a party and in which 
Government money is used in the development. As a result of this the coordi- 
nating committee has presented a proposal, S. 3504, requesting authorization for 
an appropriation of $12,500,000 to ojierate, test, and modify new aircraft. This 
is a step in the right direction, but I do not believe it goes far enough. It will not 
give us the various types of jilanes we need." 

H. R. 8536 is spe<'ial-interest legislation favoring a segment of the aviation 
industry already heavily oversubsidized and the luxury-type passenger, while 
neglecting air-carrier expnn.sion for national defense and the 00 percent of our 
voting public who cannot afford luxury-tyiie tran.sportation. I am aware that 
the bill also provides for the testing of cargo and feeder aircraft. I am inclined, 
however, to view this as merely "window dressing," for there is no evidence lo 
show that there is any manufacturer in the United States who is prepared to 
design a cargo aircraft or a feeder aircraft because of the privilege given to him 
in this bill of getting free testing after the aircraft is designed and produced. In 
fact, H. R. 8530 is not a manufacturing bill at all; it benefits only the certificated 
airline monopoly in the United States that has already been heavily benefited by 
mail subsidies. It would enable these airlines to hang Allison turboprop engines 
on the Convair liner and on the Martin 4t)4, possibly, and then subsidize the cost 
of putting them into operation, by paying for extended service testing along 
certificated routes. This is done, as usual, for the most highly subsidized segment 
of the aviation industry. Service testing could be accomplished at a fraction of 
the cost by employing the new aircraft in cargo operations. 

On the other hand, H. R. 448—or, better still, a House counterpart of S. 3507— 
will produce existing tyi)es of cargo aircraft immediately while newer types are 
being designed, tested, and readied for prtxluction. While H. R. 8536 benefits 
only the certificated airline monopoly, H. R. 448 makes aircraft of the latest types 
available to both subsidized and nonsubsidized carriers. Can you ever hope to 
eliminate subsidies without supporting nonsubsidized carriers? H. R. 448 pro- 
duces aircraft for national defense; in the absence of a national defense emer- 
gency, it produces aircraft to be leased to operators at an amount sufficient to 
return the cost of the program to the Government. All profits earned with this 
e(julpment over 10 percent on investment are divided 50-50 with the Government. 
These lea.se payments and recaptured profits are both applied to the purchase of 
these aircraft. Nevertheless, 75 jjercent of the crews and maintenance personnel 
operating the aircraft must belong to the Organized Reserves. The aircraft, 
therefore. Is readied, manned, equipiied, and under Government control at all 
times for devoting to a national emergency within 24 hours after that emergency 
occurs. Within days after the emergency begins, the civil aircraft, crews, main- 
tenance personnel, and management are integrated into squadrons of the military 
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air-transport services. I understand the Russians have tractor-production Un<ia 
Immediately convertible Into tank-production lines. Why can we not do as well 
in our alr-transportatlon industry? When war occurs our aircraft factories need 
to produce combat planes, not transport planes. The transport planes, needed In 
peacetime and needed immediately upon the outbreak of war, should be already 
built 

If we had had such a national airlift at the time the Korean crisis began, we 
would not be so concerned for our forces now. Troops, guns, tanks, trucks, anti- 
tank bazookas, and all the materials of war would have been pouring Into Korea 
in one-tlfth the time. I am deadly serious when I say that those wlio play with 
special-interest bills now are tampering with our national security. 

I say tills with the authority of 6 years' experience In the last war—all of it 
spent with the airlifts of Troop Carrier Command and Air Transport Command. 
When we flew from England to north Africa on African D-day, we did so with 
inadequate C-47 airlift equipment. Maximum pay load, even with overloading, 
was about 18 fully equipped parachute troops. The DC-3, you see, was designed 
for airline, not military, service. On the short runway at Gibraltar, the fourth 
plane off the ground staggered into the air and crashed, and the following aircraft 
with similar overloads took off over the leaping flames that marked the location 
of their buddies that were not able to make it 

• Parachute troops that dropped at Souk El Arba near Bizerte drove forward to 
positions which were retained until the tlnal drive of the Tunisian campaign, 
saving the lives which would have had to be expended winning the ground later. 
The drop of troops at Deplenne, within sight of the white rooftops of Tunis, how- 
ever, was a failure because our airlift equipment was inadequate In quantity 
and in size. Without field guns, bazookas, and light tanks, our troops were no 
match for the German troops in armored cars tliat rounded up the small band 
and destroyed them. With an adequate airlift, Tunis would have been taken 
before the German airlift entered the city and reinforced It. The advantages of 
adequate airlift could liave l)een measured in hundreds of millions of dollars and 
thousands of American lives. 

The advice of a famous Civil War general on how to win Itattles was: "Get 
there fustest with the mostest!" We can see today in Korea that the same homely 
advice holds good. Only today, against an aggressor who may strike anywhere, 
the only way to be there "fustest with the mostest" Is by building an adequate 
peacetime airlift. Military authorities believe we should have four to five times 
the present amount of airlift to meet a modern national emergency. 

Other airlifts were more successful. General Alexander with his back to 
Alexandria and Cairo made use of American airborne antitank ammunition to 
mount his counteroffensive which finally drove Uommel out of Africa. But after 
Rommel was driven out of Tripoli, our generals correctly anticipated that Uom- 
mel might not retreat immediately to Tunis, but might try to drive through our 
thin lines of American and British tanks, manned by green. Inexperienced crews. 
So unescorted C-47's flew deep into the Sahara Desert and came into Tripoli from 
the south, picked up experienced New Zealand tank crews, and flew them to 
western Tunisia to help man American and British tanks. Wlien Rommel tried 
to drive through Kasserine Pass, our crews, inexperienced though they were, and 
assisted by low-flying A-20 boml)ers, slugged It out with the German veterans. 
When the bombers ran out of bombs, troop-carrier aircraft put In a maximum 
effort from before dawn to after dark for several days moving plane loads of 
ammunition to the front and plane loads of wounded to the hospitals in the rear. 

Troop-carrier aircraft developed their techniques In the invasions of Sicily, 
Italy, southern France, and western Europe. An airlift of C-46 aircraft flew 
gasoline for our bombers over the Hump and Into China, facilitating later the 
invasion of the Jaiianese islands. The Chinese were dei)endent on this airlift 
for their supplies. An airlift of C-54's under the Air Transport Command kept 
aerial supply lines open for the 7- to 10-thousand miles across the Central 
Pacific. 

We veterans of airlifts of World War II put away our uniforms with the 
firm conviction that airlift saves lives. Airlift is the first necessity of modern 
war. As General Elsenhower warned, and this Korean situation proves, tactical 
decisions will be made in the flrst 60 days of combat. An enemy's submarines 
may be as unexpectedly superior as the enemy tanks and artillery in Korea. 
How else than by airlift would we then move our troops and supplies. And 
If an enemy seize<l bases on the Arctic coast of Alaska in wintertime for refuel- 
ing atomic bombers, how else would we move troops and materiel to dislodge 
the enemy except by airlift?   Indeed, how else would our country evacuate 
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atomic-bombed cities in which railroads and bridges were destroyed, except 
by airlift? 

Many veterans of World War II have made air transportation their life work. 
We have visions of mass air transportation in a new age. We saw millions 
of people moving by air who had never flown before. We saw a nation's com- 
merce moving by air—freight moving by air—yes, and mail, all first-class mall^ 
moving by air, just as we moved the planeloads of mail in the war zone.s. 

Gentlemen of Congress, take note that it was onr consuming interest in mili- 
tary airlift that caused us to go into commercial airlift.    Our first convictions 
were for defen.se, imd out of these convictions grew our interest in expanding tl)e- 
civilian use of air transport into new air coach and cargo markets.    Congress- 
voted us priorities to buy surplus transport aircraft.    The War Assets Admin- 
istration in brochures like this [indicating]  usgetl us to buy surplus aircraft, 
to start onr own airlines.    The Giivernment, we thought, was welcoming us into 
the air transportation industry.    We started our own airlines.    The CAB ad- 
vised us that until we could get a certificate of public convenience and necessity 
we were restricted to nonschednled activity.   That seemed fair enough to as,, 
for our concept of efficient air-cnrrier operation was demand-type service opera- 
ting with full-load factors.   We l>eUeved that we could thereby provide the- 
world's lowest cost air transportation service—and we did! 

But after the postwar welcome of returning veterans wore thin, a sinister 
and evil purpose became evident in the attitude of the CAB toward xis. Not 
only must we not quote a schedule, said the Board, but we must be "Irregulap- 
and infrequent." The nonscheduled carriers considered themselves, almost 
without exception, as falling into this category. Although we l)ecanie uneasy 
at the growing restrictions, there was not much we could do about it anywoy. 
Our life savings were already invested in the industry of our choice—the de- 
cision was made—and we had to continue or accept bankruptcy. 

In December 1948 came the first rude awakening.   An interpretation of "fre- 
quency and regularity" was issiied by the Board which  indicated we were- 
oi)erating illegally even  if we operated  on  the same day of two  successive - 
weeks between the same two points.    This interpretation  occurred  after the 
most violent campaign nf ?«bu8e that any monopoly has dared to conduct against 
small-business men in free enterprise in America.   The certificated airline In-- 
dustry nurtured and subsidized by the United States Government screamed ont 
the propaganda that the veteran air conch lines were stealing the cream of their 
business. 

At the request of Chairman Beckworth, T answered this false charge in de- 
tail earlier this year before your committee, and the detailed answer is to be 
found on pages ]05-li)!S of the committee record. Suffice it to say at this point 
that onr counter-contention, that we were tapping a vast new market in air 
transportatifm, the Wt jiercent of the public that had never before fiown, has 
been completely vindicated by history. An impartial survey made by the Census 
Bureau at the request of the (^AB proved that over 70 percent of our passengers 
would not have gone by air at all unless the low rates of the Independents were- 
availnhle. But the most decisive answer to the certificated airlines' propaganda 
campaign of li)4S was made by their actions in li>49. In a very undignified 
manner, they practically fell all over themsielves to establish coach services of 
their own to tap this new market. 

The certificated airline monopoly with head already deep In the public trongh. 
cried for and received from the CAB large Increases in mall pay. In my detailed' 
study presented to you in the hearings on H. R. 290S, I gave you the evidence 
that the subsidy element of mail pay is not 30 to fifl million dollars as contended 
by former CAB chairman O'Connell. but over 100 million dollars. Tbe monopoly 
and its echo at the chair of the Civil Aeronautics Board acted to stall and defeat 
this important reform through H. R. 3.SI. The Aircoach Tran.sport Association 
Is crMtefiU to your committee for rejecting H. R. 331. We urge you to proceed' 
with all speed to enact H. R. 2908. 

Ill line with the demands of prominent members of the Industry monopoly, 
the Board acted to liquidate the sniall-bnsiness competitors of the monopoly. 
After withdrawing the blanket exemption from large Irregular curriers in l>ecem- 
her IWO, the Board followed up on May 2.5, 1950, with an opinion designed to. 
wipe out practically every large Irregular air carrier in the United States. In 
this opinion, the Board took note of the fact that In the last half of 1949, the- 
independent aircoach carriers made .5..S43 flights between the seven major cities. 
New York, Miami. Chicago. Los Angeles, Detroit, San Francisco, and San Juan, 
P. R.   The nonsubsidized independent small businesses in air transportation that 
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--are listed at the beKinning of this stat«'inent are to be eliminated by nn arbitrary 
order prohibiiing more than three flights between any two of these jjoiuts for 
any one carrier in any 4-week period. 

I say flatly, that the purpose of this move of the CAB made at the instigation 
•of the subsidized air-transportation monopoly is to liquidate the businesses of that 
monopoly's competitors. At least one article in the trade press flatly admitted 
the purpose and congratulated the Board on their strategy. I have proved by 
cost records presented in a letter to the CAB which was placed in the record of 
the Senate Interstate and Foreign Commerce Clommitlee's Investigation of the 
Airline Industry, that most of our businesses cannot continue to exist on even 
eight trips in 4 weeks. The p<ior utilization of equipment would destroy us. 
The order is not one of regulation but one of liquidation. 

With our backs to the wall, and with the enemy drawing blood, this is no 
time not to call a spade a syiade. The Aircoach Transport Association must 
unleash a legislative counteroffensive or die. With our death all hoi)e of chal- 
lenging and defeating the monoiwly that is preventing the estJilUishment of an 
expanded civil airlift for national defen.se will be gone. Our blood has been 
drawn before. But when the air-transportation monopoly acts to prevent the 
establishment of a national airlift reserve because of the unpredictable compe- 
tition involved, then this nionoijoly is drawing not only the lifeblood of our busi- 
nesses but the blood of soldiers on the battlefield. 

As our Government calls its reserves we find that about 00 percent of the crews 
and the key management personnel of the .\ircraft Transport Association are 
veterans and most of these are members of the Organized R<*serves. Our planes 
and our crews have already been called upon to transport loads of high-explosive 
rockets and tank parts to the west coast, where other nou.scheduled over.seas lines 
have transported them to the war areas. Yet the position of the CAB even now 
Is that we have established our businesses illegally, that we have bootlegged our 
industry into a iH)sition where it is availalile for national defense. 

I, personally, must drop the nonsoheduled airlift mobilizjition planning ac- 
tivity that I am engaged in at tlie request of the Pentagon, to proceed to Seattle, 
the 28th of this month, in order to fight CAB pro.se<'ution for so-called frequenc.v 
and regnlarity in my company's ojterations to Alaska. This in the face of 
wires and letters from the people of Alaska requesting the retention of our 
service. The little men in the CAB are even today more interested in protei'ting 
monopoly than they are in advancing the national defen.se. This Is contrary to 
their oath of office to supi)ort the policy outlined in section II of the Civil Aero- 
nautics Act of 1938. 

When I use the word "monopoly," I mean just that. IMost of the shortages of 
World War II can be traced to monopolies. .Tust so, the airlift shortage of the 
Korean campaign can he laid at the door of airline monopoly, that has been the 
prime influence preventing an adequate airlift pret>are<Jness program. 

The following are some of the antitrust charges which our company and others 
have placed against ."iO scheduled airlines in the Air Transport Association. Our 
case is being appealed from the decision of the lower court that we should apply 
to the CAB for redress. We have appealed on the grounds that the Board cannot 
grant the damages asked for as relief. The charges against the monopoly are 
as follows: 

(a) Circulation and publication of false and misleading statements and ad- 
vertisements and news releases, and stories discrediting and disparaging the 
irregular or nonseheduled air carriers for the purjKise of destroying public 
confidence In same and diminishing the demand of the public for nonseheduled 
air carriers. 

(6) Obtaining preferential discounts and treatment from gasoline and oU 
companies not accorded to nonseheduled airlines. 

(c) Coercing and discouraging ticket agencies in refusing to act for non- 
scheduled air carriers In the matter of making sales and distribution of tickets, 
charters, and contracts on their behalf. 

(d) In engaging in cut-price competition or similar form of competition carried 
on at an operating loss to one or more of the defendants and until one or more 

•of the nonseheduled air carriers has been eliminated from competition in certain 
area or areas, and then reimlMirsing or compensating themselves from other 
•operations conducted by such defendant scheduled air carriers. 

(e) Causing refusal and delay of vital maintenance and other service to non- 
scheduled air carriers at various airports. 

Charges against the CAB as regards discrimination against nonseheduled air 
carriers in violation of the Civil Aeronautics Act of 1938 may be found on page 
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200 of yonr committee's record of hearings on H. R. 2908. The occasion was 
the formal petition to the Board asking for permission to transport the mails to 
Anchorage and Fairbanlts, Alaska, for a dollar per year: "The contention is that 
the projjosed service is entirely in the public interest, saves the taxpayers mil- 
lions of dollars, and relieves the Board of supporting economically unjustified 
certificated carriers by providing alternative service at negligible cost. In addi- 
tion, the mandatory provisions of section II of the act are served. The Authority 
shall consider • * • as being in the public interest • * • the promotion 
of adequate, economical, and efficient service by air carriers at reasonable charges 
without unjust discriminations, undue preferences or advantages or unfair or 
destructive competitive practices." 

"The large irregular air carriers have promoted and are performing adequate, 
economical, and efficient senice at reasonable charges. However, in order To 
prevent tlie unjust discriminations, undue preferences and advantages and 
unfair and destructive comi)etitive practices applied by or approved by the 
Board from driving the applicants out of business entirely, it requested that 
this petition be approved. 

"It is believed that the unju.st discriminations against large irregular carriers 
center around the Board's failure to act on certificate applications, failure to 
act on individual exemption applications, withdrawal of blanket exemptions. 
Issuance of regulations and interpretations thereof disastrously limiting fre- 
quency of flights to a degree precluding efficient operations of large transport 
aircraft. 

"The contentions further are that undue preferences and advantages accorded 
certificated competitors are authorization of unlimited flights, permission for 
added flights, and permission for unlimited ofC-route flights during a maritime 
strike when a petition for similar authority for large irregular air carriers 
during the same emergency was denied, and the granting of air-mail pay awards 
sufficient to assure purchases of equipment and the making of a profit regardless 
of inefficiencies, overscheduilng, and quotation of rates below cost." 

The Postmaster General has agreed with these charges against the CAB in 
the following words: "When the los.ses incurred by the certificated lines are 
eradicated with mail pay, the nonscheduled air carriers, in elfect, are put into 
direct competition with the Government. That this kind of competition cannot 
be met by small independent entrepreneurs is axiomatic. Holders of certificates 
are protected in setting rates and fares which in reality retard and hinder the 
development of civil aeronautics." 

But let us tie down for you the reasons why this CAB-Air Transport Asso- 
ciation monopoly of which we speak affects your choice between H. It. 8536 
and II. R. 448. 

Why does not the monopoly support H. R. 448, the airlift hill? I shall tell 
you why. The monopoly has controlled America's air transportation, not just 
because of exclusive control over routes and over mail pay awards, but by their 
control over the aircraft equipment necessary to air transportation. 

How does a typical certificated airline get its equipment? Let's take the 
case of Northwest Airlines and the Strntocruisers. Northwest Airlines wants 
the 10 new Stratocrulsers. The cost is $1.">.000,000. Northwest goes to the RFC, 
says, "I want .''l.'i.OOO.OOO with which to iniv airplanes." The RFf^ savs, "Go 
to the CAB. If the CAB certifies that they will pay back the $iri,006,000 to 
the RFC out of mail pay, then we will grant you the loan." The CAB does 
certify, the RF<j guarantees the loan, and lo and behold. Northwest Airlines has 
the newest and latest equipment. 

On the other hand, supposing a nonscheduled air carrier would like to purchase 
on time at some future date one of the high speed supertransports. the manu- 
facture of which is supposedly to he encouraged by H. R. S.'i.SO. In the first place, 
the nonscheduled air carrier would not want that type of plane because of the 
high cost of operation for his second-class passenger service. The new equip- 
ment he would ask for would be equipment with low veing loading and high pay- 
load capacity so as to carry the maximum number of people at the lowest price. 

But if the carrier did want one of the aircraft supposedly proiluced as a 
result of passage of H. R. SiWO, he goes to his banker. His hanker would refuse 
to have anything to do with a loan for a nonscheduled airline, pointing out that 
the CAB was going to run the nonscheds out of business within a year anyway. 
He would then go to the RFC and say, "I want a .small business loan with which 
to buy new equipment. My war-surplus equipment is becoming obsolete and I 
wi.sh to replace with new." The RFC would pay no attention to the fact that the 
company had a record of earnings behind it.    The RFC would ask, "Will the 
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CAB certify that they will jjay for these planes out of air mail pay if yon can't 
pay for them?" Of course, you know" the answer. H. R. 8536 follows the 
monopoly line and controls all new equipment, preventing it from getting Into the 
hands of the energetic nonschednled competitors. 

On the other hand, what happens under H. R. 448? When a nonsubsldized air- 
line operator wants to rpe(iuip with latest type equipment, he applies to the 
Government Corporation under the Department of Commerce, and says, "I want 
to lease one of those aircraft which have been developed by the Corporation 
and which are able to transport passengers and cargo at 10 cents per ton-mile." 
The Corporation ninnagement looks at the balance sheet and profit and loss 
statement of the company in question. It shows a profit without benefit of air- 
mail subsidy. The Corporation oflScer says, "Certainly, we will lease yon an air- 
craft at such and such a price. However, you understand that if you are unable 
at any time to make the lease payments, we must repos.se.ss the aircraft." A 
deal is completed and the operator starts paying for the aircraft as he uses it. 

Because of the commercial-military specifications that went Into its building, 
the operator finds that the aircraft has four engines, that It has a low wing load- 
ing, flies 250-300 miles per hour, has a range of 3,000 miles. It has heavy cargo 
floors, strong enough for all military purposes. The cargo door is amply large. 
Special facilities are found aboard for rapid loading and unloading of the air- 
craft, which is a must for concentrated military airlifts into a single airport 
or small area. The aircraft has a safe low landing speed capable of landing at 
short emergency fields in war zones. The aircraft, however, is designed to carry 
more than its own weight in useful load; it will probably be designed so that the 
fuselage instead of being useless weight, will be a part of the wing or constructed 
as an airfoil. While it won't be a flying wing, because control difliculties have 
not yet been worked out on this semiexperimental aircraft, it will do away 
with the long narrow fuselage which usually breaks up In a crash, but which 
certificated airlines demand of manufacturers Just because the traveling public 
is used to that type of aircraft. 

The representative of the corporation is not afraid that the carrier will be driven 
out of business by CAB action, for the Congress in order to assure that the air- 
craft would be used after being produced, adopted an amendment to the Civil 
Aeronautics Act of 1938, which made mandatory the issuance of certificates to 
nonsnbsidized carriers operating a demand-type alrcoaeh or cargo service. As 
long as the carrier operated within the second-class type of air carriage author- 
ized, he would not get into trouble with the Board. That meant that the demand- 
type coach carrier could net offer service in 500-600 mile an hour jet plushed 
aircraft, at the prices of first-class service. He must confine him.«elf to a second- 
cla.ss service of 2.'i0-300 miles per hour. He mu.st employ high density seating 
with high load factors for low cost domestic and International service. The civil 
airlift of the United States would be expanded fivefold. Transcontinental fares 
of .f.50 would be common in demand-t.vpe alrcoaeh service. Also, workingmen's 
vacations would be available by International aircoach to Europe, South Amer- 
ica, to the Far Bast. 

Yes, for fares of a couple of hundred dollars and less each way, international 
aircoach travel would be available. Of course, this would be because the far- 
seeing Congress in 19,50 had reversed the decision of the CAB which prevented 
any but certificated subsidized seheduled-type carriers from carrying passengers 
Internationally. The mandatory certification of demand-type aircoach and cargo 
carriers would put them into position to operate internationally. Huge cargoes 
as well as great numbers of passengers will be flying the trade-routes of the 
•world. 

But more important, hundreds of millions of dollars of defense funds, perhaps 
billions, win have been saved because the civil air fleet will have been able on 24 
hours' notice to throw an airlift into any threatened area of the world. Fewer 
garrison troops would be stationed in foreign areas because the military would be 
confident of their aliillty to immediately reinforce any threatened area from the 
United States proper. 

We have formally requested of the House Judiciary Committee, a Nation-wide 
investigation of the airline monopoly. We have asked foes of monopoly in the 
United States Senate to wase such an investigation. But we have no time to wait 
for the results of congressional investigations, nor the outcome of aintltrast suits 
which will total over ,$10,000,000 in demands for damages. 

Sufllce it to say at this point we will ask an investlvation into the diversion of 
air mail funds to support below-cost operations of certificated carriers aimed at 
driving nonsubsldized competitors from the field.   We will ask an Investigation 
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Into why the eertiflcation case of Central Airlines of Oklahoma City, a feeder line, 
was organized by a former secretary to a Board lueuiber, why that company was 
considered fit, willing, and able to condnct a service without operating experi- 
ence or sufficient capital, why it was permitted to use singie-engined equipment 
after falling to get l)C-3's when other feeder Hues were denied certificates be- 
cause of single engine equipment. 

More important, we will ask why Central Airlines was i)aid $4.5,li>7 in mall pay 
for the month of January 1950 when it could produce only $2,06,9 of passenger 
revenue? This is no investigation so I don't propose to discuss the matter 
further here. Neither do I attempt to draw any conclusions for you. But we will 
certainly demand answers of an investigating committee because that same 
Board that anthorized the i).j-perceiit subsidized oiH^ration of Central Airlines 
is authorizing use of mail pay funds to drive nonsubsidized operators out of 
business. 

We will ask why "expenses" of up to seven figures are chargi?d off as expenses 
in determining allowable air mail pay for below-cost freight oiierations when 
the so-called expenses are paid out to certain freight forwarding couiiiauies 
as commissions for generation of freight that actually rolled into the carriers' 
freight depots with no freight forwarders' services at all. We will ask why 
huge equipment expenditures are written off as expense within as few as 4 
years so that i<)s.ses will be shown for the puri>ose of collecting mail jjay. We 
believe that practices that amount to outright fraud uiwn the American taxpayer, 
can be shown. But we do not have time now for all of this. We are calling 
upon you members of the Transiwrtation Subcommittee of the House Interstate 
Committee to wrest the control of legislative action away from the monopoly and 
away from CAB influence. 

It is disgusting to see a hired certificated airline lobbyist, Mr. .John Sullivan, 
for a fee of $30,000, almost destroy the reform measure, H. H. 2}K)8. by backing the 
"stall-off"' measure H. R. 331. This in .spite of H. U. 2908's almost universal 
support outside of the monoix)ly. It was indeed revolting to see a Chairman of 
the Civil Aeronautics Hoard, whose job was to protect the public, sponsor a sub- 
stitute bill which would have cut the heart out of sepai'ation. And, now, gentle- 
men. It is equally revolting to see the monopoly's own bill, H. R. 9305, introduced 
in opposition to H. II. 2008. This is not the first time that Robert Ramsijeck 
has use<l the device of a substitute bill to sabotage a reform measure for the 
monopoly. You all remember the air parcel post bill. The nonsubsidized freight 
carriers thought that the bill woul<l allow them to .serve the Nation with low-cost 
package service at a charge of only 5 cents i)er ton-mile more than their regular 
tariff rates. This would boom parcel-post service and put many more aircraft 
into our civil airlift. To their great sui'pri.se the monopoly's messenger boy had 
a substitute bill introduced which cut out the cargo lines from ixirticipation, 
provided for pay to the certificated carriers at the same rate as for air nmil, 
and established an unduly high-cost parcel post service for post otlice ijatrons. 
That bill, of course, is now law. We urge you, therefore, this time, to reje<-t the 
Ramsi>e<-k bill, H. R. 9305, and pass the reform bill, the true sei>aration bill, 
H. R. 2908. How can It be expected that the monoiHtly beneficiaries of the pres- 
ent subsidy system will come forward with anything more than a cunning at- 
tempt to abort the reform? 

When ('ivil Aeronautics Hoard Member Jones api)eared before you some days 
ago he favored H. R. 8.")36 because it preveiite<l "Government interference" with 
the mamifacttirers in the design of aircraft. If we do not have such "Government 
interference" with the control of monopolies and bureaucrats by the elected 
representatives of the people then Congress will have abdicated and its policy 
making functions will have been taken over by a monopoly-CAB combination 
directing the manufaclurers. Tlie manufacturers are certainly willing to build 
transport aircraft as the milltar.v wants them. It is only the airline monopoly 
that is demanding no interference with the designs that they work out with the 
manufaclurers—desii'iis that are useless for military purposes. 

Gentlemen, under II. K. .'^."i.'iO. the monopoly is asking for profits Instead of 
airlift, a inorioiH)ly of equipment for a restricted pa.ssenger market instead of 
air tran.sijortation for everyone and an adequate national airlift. Such selfl.shness 
cannot and will not be tolerated in a war emergency. 

I made a promise to a plane load of airborne parachute troops after I dropped 
them to their deaths at Deplenne. I promise<l them that I would flglit for an 
adequate airlift for future wars. I feel that I and the country have failed them 
by neglecting to have an airlift ready for the Korean emergency. I had the same 
Kind of guilty feeling that most Americans had when they read in their news- 
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papers that the sons of the world's richest country were being beaten by superior 
equipment because we could not get our modern equipment to tlie front soon 
enough. If we must form battle lines here in Congress, if we must take on the 
most powerful lobby on Capitol Hill in order to accomplish the puriwse, if we must 
have the battle for airlift before entering the l)attles of world war III, then 
let the battle begin. For regardless of how short the tempers, and how angry 
the words, it will be less bloody here than on the battlefields. We veterans of 
World War II do not inten<l to man an inadequate airlift for another war while 
a CAB-monopoly combination sits at home drawing subsidized profits and elim- 
inating our nonsubsldized busine.sses. Yes, we prefer to draw the battle lines, 
now. 

My special Interest in military air logistics brought me to the attention of 
Gen. Carl A. Kpnatz in the last war and I becauK- his personal pilot and liaison 
officer with Troop Carrier Command. In a letter written to him in November 
I94li, I advised him that I was going to organize an airline which would operate to 
AIa.ska and across the Aleutian Chain to the Orient. I further pre<llcted that this 
would be a most important aerial route in our next roilitary emergency. 

While I lay no claim to being an expert on the future of civil and military 
air transportation equiiiment development, I would like to point out that in 
mld-104ti, I selected the C-40 aircraft as the surplus aircraft capable of beating 
the per-ton-mile costs of C-.54"s and became the first civilian owner of late type 
C-4('>-F aircraft. The C—46 Is, of course, today the backbone of nonscheduled 
low-cost air transportation. 

For what it is worth, therefore, I make the following prediction as to the 
design of future equipment for low-cost air transportation. Since the larger 
the aircraft, the cheaper the per-ton-ndle operating costs, the most economical 
aircraft of the future will be in the 40,f)00 to ,'>0,(H)0 jjound pay load class. This 
will satisfy the military also. Since it is diflicult to find sufficient people want- 
ing to go to the same place at the game time for -such a large aircraft, and since 
the per-ton-mile costs of the larger aircraft will attract new cargo markets, the 
economical transportation of the future will he in combination passenger-cargo 
aircraft. Tills development has already occurred on United States-Alaska routes 
where both scheduled and non.scheduled lines carry both cargo and pas.sengers 
In the .'iame load. The principal employment for the large type of aircraft will 
be found in the inteniational and transcontinental field. 

A good question that the committee might ask me is why .vou should accept 
our estimate of the situation—what weight should the committee give to the 
views expressed on behalf of an admitted minority of the air transportation 
industry? Our answer is that our estimates of the future of the air transporta- 
tion industry have been historically correct—the estimates of the Air Transport 
Association, its representatives and its members, have been historically wrong. 

The certificated airlines saw a big po.stwar expansion of pas.senger transporta- 
tion—they equipped for luxury-t.vi)e service. The demand-type independent car- 
riers went after the alrcoach trnfiic with high density seating on converted 
cargo aircraft. The certiflcatwl carriers with the active blessing of the CAB 
raised rates. We lowered them. The certificated carriers' traffic leveled off 
in 1046 and 1047—ours increased. Finally, the entire industry followed the 
nonsubsldized carriers' leader.ship into coach fares, family fares, first-of-the- 
week fares—all of which was in the correct direction of lower fares. Even 
United Airlines, the company which was one of the last hold-outs against alr- 
coach transportation, now discovers to their very real surprise that they can even 
make more money with DC-6's converted for coach traffic than they can with the 
first-class traffic. 

But now the certificated lines are making the same mistake. They see their 
competitive position shaken by British and Canadian Jet aircraft. We sa.v—let 
the British have the plush luxury passenger market. The British have always 
operated their aircraft under tlie prote<-tion of international cartel arrange- 
ments and imder special agreements with countries involved that either shuts out 
competition or regulates It at the same price as British transixirtation. Under 
such rules the British are boimd to win with faster aircraft at the same price. 

On the other han'l. how long will Canada's projected service from Vancouver 
to Tokyo, with de Haviland .let Comets at a .S7.")0 fare stand up against good old 
Tankee-tyjie competition with 22.'i-miIe-per-hour competition at .f250 with a com- 
bination passenger-cargo service that fills aircraft and makes for frequent service. 
Nonscheduled carriers would be providing this service right now except that the 
Civil Aeronautics Board has prohibited our competition with I'an American. 
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If you need further proof that the subsidized carriers can see no further than 
their next grab of the taxjwyer's dollar, let me offer three choice pre-Korean quo- 
tations : 

"At the present time, there is no shortage of aircraft on the airlines of the 
United States"—part of statement of Robert Raraspeck, executive vice president. 
Air Transport Association of America, before Senate Commerce Committee, 
May 9,1950. 

" • • • the Board believes that the provisions (of S. 237—companion to 
H. R. 448) relating to the establishment of a Government pool of cargo aircraft 
are unnecessary and undesirable at the present time."—extract from letter from 
Civil Aeronautics Board, May 24, 1950 to Senate Commerce Committee. Printed 
hearings on prototype aircraft development, p. 21. 

"I do not believe that its pasj-sage (S. 3.507, similar to H. R. 448) would be 
beneficial to civil air transportation. I do not believe that Its passage would aid 
the air carriers in making a more valuable or a more direct contribution to the 
national defense."—C. U. Smith, president, American Airlines. 

Would you care to entrust our Nation's air transportation policy to these 
people? The first party can see no further than the peacetime luxury passenger 
needs of the air transportation monopoly. The second party is incompetent to per- 
form one of Its basic Jobs of developing air transportation for national defense. 
The third party Is one who likes to write bombastic articles in Colliers on "What 
Tills Country Needs is a Good 3-Cent Airline", while his company attacks the 
nonsub.sidlzed airlines that are performing air transportation for 3 cents a passen- 
ger-mile. His is the company. Indeed, that is charged by Slick Airlines, a non- 
8ul)sidized veteran air freight line, with conducting large-scale air freight 
activities below cost at post-office expense in order to drive Slick out of business. 

What kind of an air transportation policy would we, the generation of air 
carrier managements that came out of World War 11 advocate? With regard to 
the CAB we would advocate stripping the Board of its tremendous power which 
Is derived from its ability to pay out from the post office appropriation .$125,000,000 
to .$140,000,000 per year as it sees fit without supervision by any elected body. 
H. R. 2908 will do this. In its aviation development functions the CAB is entirely 
Incompetent and should have these promotional functions transferred to the 
Secretary of Commerce. If the Secretary of Commerce fails to develop aviation, 
he can at least be discharged by an elected President who is responsible for the 
competence of his Cabinet. A Cabinet member is closer also to an understanding 
of the needs of "the commerce and the national defense." 

The CAB could then wrap itself in black robes and perform the quasi-Judicial 
function tliat it always pleads Is its major job whenever you ask It to perform 
an executive Job in the Interests of commerce or national defense. We Americans 
find it distasteful to our traditional form of democracy, anyway, to have one 
agency performing all of the functions of Judge, Jury, legislator, paymaster, and 
policeman, anyway. That Is too totalitarian for our American blood. I repeat 
the statement I made before the Senate Committee on Foreign and Interstate 
Commerce, May 26, 1949: "The Civil Aeronautics Board Is the most formidable 
obstacle in the way of establishing mass air transportation." But l)efore this 
can be done, a national airlift can be expedited by a committee appeal to Presi- 
dent Truman to fill the O'Connell vacancy with a man pledged to a national 
airlift and to Justice for nonscheduled air carriers.   We beg of you to do this. 

In the Immediate legislative field we advocate forthright passage of H. R. 2908, 
the true separation of subsidy bill, and the reporting out of U. R. 448 with cer- 
tain amendments. The bill should be amended to include many of the research 
and development features of S. 3.507, together with the provision for administra- 
tion by the Secretary of Commerce instead of the Secretary of the Air Force. 

Tlie Air Force builds good aircraft, b\it is seldom concerned over costs. We 
who are to lease and buy the aircraft are. A bomber converted to cargo, for 
instance, may be eminently satisfactory to the Air Force, but the high" cost of 
operation and the maintenance nightmare involved make such an aircraft unsatis- 
factory for expanding our civil airlift. Then, too, the enthusiastic backers of 
adequate airlift for the Army are found in the Army and not, I am sorry to say, 
in the Air Force to date. The Korean crisis has pointed out the Air Force's 
greatest weakness to be in equipment designed for tactical support of the Army 
and in airlift capable of tran.sporting the Army's heavy equipment. Former Air 
Secretary Symington placed the need for transports so far behind the need for 
fighters and bombers that his office would not at any time support civil airlift 
legislation. We see In Korea that the ground Invasion stopping ability of the 
Air Force Is somewhat overrated.   The Russians, we know, have concentrated 
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their air offensive equipment in nircraft designed for close tactical support of 
ground troops. They may be right. The Air Force, therefore, has demanded 
that no funds for civil airlift be devoted for that purpose from the military budget. 

In addition, the bill should have two more important amendments to assure 
that the aircraft constructed will be absorbed by our civil air commerce. The 
first would be an amendment to the Civil Aeronautics Act of 1938 which would 
make It mandatory upon the CAB to issue certificates to qualified applicants 
granting authority to engage In demand-type air coach and cargo operations. 
Since nonscheduled operators would then be certificated, special authorization 
may not be required to authorize international carriage of passengers. How- 
ever, if required because of State Department policy or regulations concerning 
operations to foreign countries, then an additional amendment should clear the 
way for international operations. 

Regardless of whether or not you see fit to observe any of our recommenda- 
tions, however, this presentation is intended to serve notice upon the Air Trans- 
port Association that their day of undisputed domination of the national air trans- 
portation legislative policy is over. For the Aircoacli Transport Association 
and the new generation of air carrier management is here to stay. 

Mr. HEACOCK. Mr. Chairman and members of the committee, you 
have heard the advocates of H. R. 8536 present their case. Practically 
ignored, the much more comprehensive bill H. R. 448 has received 
little comment.   Let us examine the two bills. 

H. K. 8536 provides for type certificate testing and service testing 
of turbojet and turboprop transports. The bill is extremely limited 
in scope. 

Now I have been asked to high light this statement so as to not 
consume too much time, so I will leave tlie text here. 

I would like to say, first of all, that H. R. 8536 is special-interest 
legislation. It provides only that the certificated airlines will be able 
to take the Convair Transport and a few others that are already in 
production, hang turboprop engines on them, and make a small 
attempt to catch up with the British in their attainment of jet trans- 
port production. 

Now, I have gone on to say in my experience in the air lift of the 
last war, 6 years' experience with the Troop Carrier Command and 
the Air Tran.sport Command, we found that airlifts saved lives. Air- 
lifts were something that prevented needless sacrifices. I give a few 
instances, such as where one group of troops were dropped at Souk El 
Arba; they moved up within a few miles of Biserta, holding lines 
which, if they had had to be taken later, would have cost hundreds, 
perhaps thousands, of lives. 

As an example of an inadequate airlift, a similar drop was made 
near Tunis, and because the equipment was inadequate, the quantity 
inadequate, we were not able to do the job. The troops were wiped 
out and the airlift of tlie enemy operating into Tunis reinforced the 
city so that we finally had to dig the Germans out of there with 
bayonets at the cost of thousands of lives. 

The importance of an airlift is that it gets men and equipment to 
critical spots in a hurry. That is what we have learned from the 
Korean crisis—that a whole campaign may depend upon getting the 
equipment there in a hurry. 

I want to saj^ that we have made the charges in this presentation 
that the Air Transpoi't Association and the airlines affiliated Avith it 
have constituted in effect a monopoly. This monopoly has maintained 
itself so well through air-mail funds that at the present time it is 
practically almost impossible to break through with new ideas and 
new developments in air transportation. 
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It affects this bill in this way: We find mobilized against important 
airlift bills the strength of the Air Transport Association, for this 
reason—that during the last war planes were produced and were put 
into the hands of veterans and veteran companies outside that monop- 
oly. In a very short period of time such new markets were developed 
as aircoach, which swept the country in 1948 and 1949, until it is almost 
universal now. The new air carriers demanded high density seating 
and lower fares at the same time that members of the Air 'f'ransport 
Association and the CAB were asking for and did get a 10-percent 
increase in fares. 

The result was a very unprofitable year for the scheduled airlines. 
However, under the impact of our small segment of the air transporta- 
tion industry that introduced lower fares, the industry was led toward 
the 90 percent of the trans})ortation market previously untouched. 

We believe that still more and better aircraft made available to 
others than those presently certificated carriers will expand the civil 
airlift potential over five times. 

Now, I say that not from the point of view of a theorist but from 
the point of view of an industry that has put its own money into 
development and has proved on several occasions that it was right. 
The independents proved it in the development of the air-freight 
market which was finally entered into by the certificated lines. We 
proved it by the development of the aircoach market, the combination 
cargo-passenger market, and so forth. 

Why does not the monopoly support H. E. 448, the airlift bill? I 
will tell you why. 

]\fr. DoLu\T.R. Whom do you mean by the monopolies? Are they 
the Air Transport Association? 

Mr. HEACOCK. I refer to the certificated airline group. I shall tell 
you why. 

The monopolv has controlled America's air transportation not just 
because of its exclusive control of routes and mail-pay awards, but by 
their control over the aircraft equipment necessary to air transporta- 
tion. 

How does a typical certificated airline gets its equipment? Let us 
take the case of Sorthwest Airlines and the Stratocruisers. Northwest 
Airlines wants 10 new Stratocruisers. The cost is $15,000,000. North- 
west goes to the RFC and savs. "I want $15,000,000 with which to buv 
airplanes." The RFC says," "Go to the CAB. If the CAB certifies 
that they will pay back the $15,000,000 to the RFC out of the mail nav, 
then we will grant you the loan." Tlie CAB does certify, the RFC 
guarantees the loan, and lo and behold. Northwest Airlines has the 
newest and latest equipment. 

Mr. HESELTON. DO you offer that as an example, or as an actual 
case? 

Mr. HEACOCK. That is an actual instance. It is another example of 
how it is that the equipment for the purpose of engaging in the nir 
transportation industry is controlled by the certificated airline indus- 
try through the means of mn'l jjay which is an ."dvantage a nonsub- 
sidized carrier cannot meet.   He cannot get his airplanes. 

On the other hand, supposing a nonscheduled air carrier would 
like to purchase on time at some future date one of the high-speed 
supertransports, the manufacture of wliich is supposedly to be encour- 
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aged l)y H. R. 8536. In the first place, the nonscheduled air carrier 
would not want that type of plane because of the high cost of opera- 
tion for his second-class passenger service. The new equipment he 
would ask for would be equipment with low wing loading and high 
pay-load capacity so as to cari-y the maximum number of people at 
the lowest price. 

But if the carrier did want one of the aircraft supposedly produced 
as a result of passage of H. R. 8536, he goes to his banker. His 
banker would refuse to have anything to do with a loan for a non- 
scheduled airline, pointing out that the CAB was going to run the 
nonscheds out of business within a vear, anyway. He would then go 
to the RFC and say, "I want a small business loan with which to buy 
new equipment. My war-surplus equipment is becoming olisolete, 
and I wisli to replace with new." Tlie RFC would pay no attention 
to the fact that the company had a record of earnings behind it. The 
RFC would ask. "Will the CAB certify that they will pay for these 
planes out of air-mail pay if you can't pay for them?" Of course, 
you know the answer. H. R. 8536 follows the monopoly line and 
controls all new equipment, preventing it from getting into the luinds 
of the energetic nonscheduled competitors. 

On the other hand, what happens under H. R. 448 ? When a non- 
scheduled airline operator wants to reequip with latest-type equip- 
ment, he applies to the Government Corporation under the Depart- 
ment of Commerce and says, "I want to lease one of those aircraft 
which have been developed by the Corporation and which are able to 
transport passengers and cargo at 10 cents per ton-mile." The Cor- 
poration management looks at the balance sheet and profit-and-loss 
statement of the company in question. It shows a profit without 
benefit of air-mail subsidy. The Corporation officer says, "Certainly, 
•we will lease you an aircraft at such and such a price. However, you 
underetand that if you are unable at any time to make the lease pay- 
ments, we must repossess the aircraft." A deal is completed and the 
operator starts paying for the aircraft as he uses it. 

Because of tne commercial-military specifications that went into 
its building, the operator finds that the aircraft has four engines, 
that it has a low wing loading, flies 250 to 300 miles per hour, has a 
range of 3,000 miles. 

All of these are military specifications. 
It has heavy-cargo flooi-s, strong enough for all military purposes. 

The cargo door is amply large. Special facilities are found aboard 
for rapid loading and unloading of the aircraft, Mhioh is a mu.st 
for concentrated military airlifts into a single airport or small area. 
The aircraft has a safe low-landing speed capable of landing at short 
emergency fields in war zones. The aircraft, however, is designed 
to carry more than its own weight in useful load; it will probably 
be designed so that the fuselage instead of being useless weight, will 
be a part of the wing or constructed as an airfoil. While it woirt 
be a flying wing, because control difficulties have not yet l>een worked 
out on this seniiexperimental aircraft, it will do away with the long, 
narrow fuselage which usually breaks up in a crash, but which certifi- 
cated aii'lines demand of manufacturers just because the traveling 
public is used to that type of aircraft. 



122 DEVELOPMENT  OF   IMPROVED-TYPE   AIRCRAFT 

The demand-type coach carried would be able to offer fares as low 
as $50 transcontinentally, and would be able to offer fares across the 
Atlantic or the Pacific as low as $250. 

Yes, for fares of $200 and less each way, international aircoacli 
travel would be available. This would be because the farseeing 
Congress of 1950 had reversed the decision of the CAB, which pre- 
vented any but certificated subsidized scheduled type carriers from 
carrying passengers internationally. The mandatory certification of 
demanci-type aircoach and cargo carriers would put them in a position 
to operate internationally. Huge cargoes as well as great numbers 
of passengers will be fiynig the trade routes of the world. 

But more important, hundreds of millions of dollars of defense 
funds, perliaps billions, will have been saved because the civil air 
fleet will have been able on 24 hours' notice to throw an airlift into 
any threatened area of the world. Fewer garrison troops would be 
stationed in foreign areas because the military would be confident 
of their ability to immediately reinforce any threatened area from 
the United States proper. 

I point out that we have formally requested of the House Judiciary 
Committee a Nation-wide investigation of the airline monopoly. Also, 
I have gone on to sav that we nave entered several antitrust suits 
which will soon total over $100,000,000 in demands for damages 
against the scheduled airlines. 

Mr. DoLLivER. What is tlie present status of those suits? 
Mr. HEACOCK. The present status of the first suit is that the lower 

court referred it to the CAB, asking us to exhaust our remedies before 
the CAB. We consider the CAB so thoroughly influenced by the 
scheduled airlines that we prefer to appeal it on the basis that the 
CAB has no authority to grant money damages, and therefore we 
demand to put our case before the court instead of the CAB. 

Mr. DoixivER. Wliere is that case pending? 
Mr. HEACOCK. It is pending in the District of Columbia. It was 

filed in the District of Columbia for a small airline called S. S. W., Inc. 
It is the case of S. S. W. versus the Air Transport Association and 30 
scheduled airlines. 

Mr. DoLLivER. Has the decision that 3-0U refer to been appealed? 
Mr. HEACOCK. Yes; it has been appealed. 
There will probably be several more antitrust suits. Slick Airlines 

has a $30,000,000 antitrust suit against American Airlines and others 
in which they charge that American Airlines with costs of about 38 
cents per ton-mile, is providing transportation at about 16 cents per 
ton-mile in order to drive Slick out of business, the difference being 
made up out of their mail-pay subsidy. 

Mr. DoLLU-ER. The fii-st suit that you referred to is in the nature of 
a test for the otlier proposed litigation, or have the other suits actually 
been brought? 

Mr. HEACOCK. It is in the nature of a test for some of these others 
that will be filed in the future. 

Mr. DoLLrvER. Is the Slick suit against the American Airlines? 
Mr. HEACOCK. Yes. 
Mr. DoLuvER. Is that here also, or down in the Southwest ? 
Mr. HEACOCK. I do not recall where Slick Airlines filed suit. 
Now it is disgusting to see a hired certificated airline lobbyist, Mr. 

Jolm Sullivan, for a fee of $30,000, almost destroy the reform mea- 
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sure, H. R. 2908, by backing the stall-off measure H. R. 331. This in 
spite of H. R. 2908% almost univei-sal support outside of the monopoly. 
It was indeed revolting to see a Chairman of the Civil Aeronautics 
Board, whose job was to protect the public, sponsor a substitute bill 
"which would have cut the neart out of separation. And, now, gentle- 
men, it is equally revolting to see the monopoly's own bill, H. R. 9305, 
introduced in opposition to H. R. 2908. This is not the first time 
that Robert Ramspeck has used the device of a substitute bill to 
sabotage a reform measure for the monopoly. You all remember the 
air-parcel-post bill. The nonsubsidized freight carriers thought that 
the bill would allow them to serve the Nation with low-cost package 
service at a charge of only 5 cents per ton-mile more than their regular 
tariff rates. This would boom parcel-jiost service and put many more 
aircraft into our civil airlift. To their great surprise the monopoly's 
messenger boy had a substitute bill introduced which cut out the cargo 
lines from participation, provided for pay to the certificated carriers 
at the same rate as for air mail, and established an unduly high- 
cost parcel-post service for post office patrons. The bill, of course, is 
now law. We urge you, therefore, this time to reject the Ramspeck 
bill, H. R. 9305, an^ pass the reform bill, the true separation bill, 
H. R. 2908. How can it be expected that the monopoly beneficiaiies of 
the present subsidy system will come forward with anything more 
than a cunning attempt to abort the reform ? 

If you need further proof that the subsidized carriers can see no 
further than their next grab of the taxpayer's dollar, let me offer 
three choice pre-Korean quotations: 

At the present time, there Is no shortage of aircraft on the airlines of the 
United States. (Part of statement of Uobert Ramspeck, executive vice presi- 
dent, Air Transport Association of America, before Senate Commerce Committee, 
May 9, 1950.) 

Allow me to point out the military now does not know where they 
will get the airlift for the Atlantic if they have that in addition to 
the Pacific airlift. 

• • * tile Board believes that the provisions (of S. 237, companion to H. R. 
448) relating to the estahlisiiment of a Government pool of cargo aircraft are 
unnecessary and undesirable at the present time. (Extract from letter from 
Civil Aeronautics Board, May 24. 1950, to Senate (Commerce Committee. Printed 
hearings on Prototj-i)e Aircraft Development, p. 21.) 

I do not believe that its passage (S. 3507, similar to H. R. 448) would t)e 
beneficial to civil air transportation. I do not believe that its passage would 
aid the air carriers in making a more valuable or a more direct contribution to 
the national defense.    (C. R. Smith, president, American Airlines.) 

Would you care to entiaist our Nation's air-transportation policy 
to these people ? The first party can see no further than the peacetime 
luxury passenger needs of the air-transportation monopoly. The 
second party is incompetent to perform one of its basic jobs of devel- 
oping an* transportation for national defense. The third paity is one 
who likes to write bombastic articles in Collier's entitled "What This 
Country Needs Is a Good 3-Cent Airline" while his company attacks 
the nonsubsidized airlines that are performing air transportation for 
3 cents a pa.ssenger-mile. His is the company, indeed, that is charged 
by Slick Airlines, a nonsubsidized veteran air-freight line, with con- 
ducting large-scale air-freight activities below cost at post-office ex- 
pense in order to di'ive Slick out of business. 
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Wliat kind of an air-transiX)rtation policy would we, the generation 
of air-carrier managements that came out of World War II, advocate? 
With regard to the CAB, we would advocate stripping tlie Board 
of its tremendous power which is derived from its ability to pay out 
from the post-office appropriation $125,000,000 to $140,000,000 per 
year as it sees fit witliout supervision bj' any elected body. H. E. 
2908 will do this. In its aviation-development functions the CAB is 
entirely incompetent aid should have these promotional functions 
transferred to tne Secretary of Commerce. If the Secretary of Com- 
merce fails to develop aviation, he can at least be discharged by an 
elected President who is responsible for the competence of his Cabinet. 
A Cabinet member is closer also to an understanding of the needs of 
the commerce and the natioiuil defense. 

The CAB could then wrap itself in black robes and perform the 
quasi-judicial function that it always pleads is its major job whenever 
you ask it to perform an executive job in the interests of commerce or 
national defense. We Americans find it distasteful to our traditional 
form of democracy, anyway, to have one agency performing all of the 
functions of judge, jury, legislator, paymaster, and policeman. That 
is too totalitarian for our American blood. I repeat the statement I 
made before the Senate Committee on Foreign and Interstate Com- 
merce, May 26, 1949: "Tiie Civil Aeronautics Board is the most 
formidable obstacle in the way of establishing mass air transpor- 
tation." But, before this can be done, a national airlift can be expe- 
dited by a conunittee appeal to President Truman to fill the O'Connell 
vacancy with a man pledged to a national airlift and to justice for 
nonscheduled carriers.   AVe beg of you to do this. 

In the immediate legislative field we advocate forthright passjige 
of H. R. 2908, the true separation-of-subsidy bill, and the reporting 
out of H. R. 448 with certain amendments. The bill should be 
amended to include raanj^ of the research and development features 
of S. 3r)07, together with the pi-ovision for administration by the 
Secretary of Connncrce instead of the Secretary of the Air Force. 

The Air Force builds good aircraft, but it seldom is concerned over 
costs. We who are to lesuse and buy the aircraft are. A bomber con- 
verted to cargo, for instance, may be eminently satisfactory to the 
Air Foire, but the high cost of operation and the maintenance night- 
mare involved make such an aircraft unsatisfactory for expanding 
our civil airlift. Then, too, the enthusiastic backei-s of adequate 
airlift for the Army are found in the Army and not, I am sorry to 
say. in tiie Air Force to date. 

The Korean crisis has pointed out the Air Force's greatest weak- 
ness to be in equipment designed for tactical support of the Army 
and in airlift capable of transporting the Army's heavy equipment. 
Former Air Secretary Svmington placed the need for transports so 
far behind the neeil for hglitei-s and bombers that his office would not 
at any time support civil-airlift legislation. We see in Korea that 
the ground invasi(m-stopi)ing ability of the Air Force is somewhat 
overrated. The Russians, we know, liave concentrated their air-of- 
fensive equipment in aircraft designed for close tactical support of 
ground trooi)s. They may be riglit. The Air Force, therefore, has 
demanded tlmt no funds for civil airlift be devoted for that purpose 
from the military budget. 
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III addition, the bill should htive two more important amendments 
to assure that the aircraft constructed will be absorbed by our civil- 
air commerce. The tii-sf would be an amendment to the Civil Aero- 
nautics Act of 1938 whicii would make it mandatory upon the CAB 
to issue certificates to qualified applicants granting authority to 
engage in demand-type air-coach and cargo operations. Since non- 
scheduled operators would then be certificated, special authorization 
may not be required to authorize international carriage of passengers. 
However, if required because of State Department policy or regula- 
tions concerning operations to foreign countries, then an additional 
amendment should clear the way for international operations. 

Begardless of whether or not you see fit to observe any of our rec- 
ommendations, however, this presentation is intended to serve notice 
upon the Air Transport Association that their day of undisputed 
domination of the national air-transportation legislative policy is 
over, for the Aircoach Transport Association and tJie new generation 
of air-carrier management is here to stay. 

Mr. DOIJ:JVEK. Mr. Chairman, I would like to ask the witness to 
develop one or two ideas that he has expressed here which appear to 
me to be worthy of expansion. 

On the bottom of page 11 you make this statement: 
I reiicat the stalenieiit that I made before the Senate Committee on Foreign 

and Interstate Commerce, May 26, 1949: 
"The Civil Aeronautics Board Is the most formidable obstacle In the way of 

establishing mass air transportation." 

Now, do you object to the personnel of the CAB. or to the legislation 
that inaugurated or set up the CAB? Please elaborate on that. I 
would like to explore your mind in that respect. 

Mr. HEACOCK. Yes; I would like to make myself clear on that. It 
is not the legislation. A careful examination of the Civil Aeronautics 
Act of 1938 shows that it is a reform bill. The CAB is charged with 
develo])ing economical transportation, to prevent discrimination be- 
tween air carriers, and so forth: but. in effect, we have found the CAB 
has become interested in perpetuating the status quo as regards the 
airline companies that are involved in air transportation. Further- 
more, the CAB has at all times attacked expansion—expansion by, let 
us say, carriers that provide price competition. The only competition 
that the CAB provides is carriers operating along the same route at 
the same tariff prices. 

Now, that does not develop air transportation. We have seen dur- 
ing the years 1948 and 1949 a movement toward aircoach transporta- 
tion in which a whole new market was developed, but that movement 
was developed entirely against tiie o])position of the CAB. It was 
introduced by carriers that were declared by the CAB to be illegal in 
the first place. It was carried forward under the protests of the CAB, 
and even today the CAB is putting the brakes on aircoach-type trans- 
portation and has a provision which will wipe out every noncertificated 
coach line of the nonsubsidized carriers in a very short time. That is 
a ruling which declares that any movement in excess of three trips per 
week between any of the seven major traffic points in the United States 
by any air carrier will cause that air carrier to be declared illegal 
under the frequency and regularity provisions. 

Mr. HESELTON. You mean noncertificated ? 
7.^910—50 9 
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Mr. HEACOCK. That is right—noncertificated and nonsiibsidized. 
Mr. DoLLiv>ai. I take it, then—and I do not want to be misunder- 

stood in trying to misquote you—that you are not objecting to the 
basic law but are objecting to the way it is administered; is that cor- 
rect? 

Mr. HEACOCK. That is correct. 
Mr. DoLLiVER. Do you make a distinction between the noncertifi- 

cated carriers and the nonscheduled carriers, or are those identical? 
Mr. HEACOCK. Those are considered to be the same; yes. 
Mr. DoLLivER. The same. So, when you use the words "nonceilifi- 

cated" or "nonscheduled," you mean the same thing ? 
Mr. HEAOOCK. That is correct. 
Mr. DOLLIVER. I take it that you are here—and ail of these people 

that you list as representing—representing nonscheduled or non- 
certificated carriers. 

Mr. HEACOCK. That is correct. 
Mr. DoLLiVER. Now, the CAB under the law does exercise some 

degree of control over your group; does it not ? 
Sir. HEACOCK. Yes. 
Mr. Doi^LivER. But you are here in essence complaining that the 

kind of control they liave exercised has hampered your operations very 
seriously; is that correct ? 

Mr. HEACOCK. That is correct, and it is even more .serious than that. 
It is now even wiping out our industry. 

Mr. DoLuvER. Develop that a little. 
Mr. HEACOCK. I will develop that statement. I showed the Board, 

in connection with my appearance before the Senate committee, that 
in operating large transport aircraft it is impossible to cut your opera- 
tions down to so few trips without running your cost of operation up 
so high that you nm yourself out of business. I gave as an example 
that during the winter the operations of my company were cut to eight 
trips a month in .Vlaska. 

Mr. Dou.iVF.R. Wliat company is tliat ? 
Mr. HEACOCK. My company is Air Transport Associates, operating 

out of Seattle to Anchorage and Fairbanks, Alaska. 
I pointed out. while we lost $10,000 a month by cutting our opera- 

tions down to eight because of the lack of traffic during that period, 
we made it up during the summer. If we should voluntarily through- 
out the country cut tlie operations which the Board paid amounted to 
over 5,000 trips between those seven major traffic points in a 6 months' 
period, if we cut them down to three trips in any 4 weeks' period, per 
carrier, it would mean that in effect we would be connnitting suicide. 
It is impossible to pay insurance which amounts to $1."(,000 a year per 
airplane on an airplane that has to stand by and not make a trip be- 
cause of CAB orders. You have to have utilization of large trans- 
tort equipment in order to exist in the business, and that utilization, 
eing (lit down by a bureaucratic order, forces the air carriers out of 

business. 
Mr. Doti.n'ER. Does your industry, the nonc«rtificated carriers, 

stand subject to tlie same couti-ol.^ and safety regulations as the certif- 
icated carriers'? 

Mr. HEACOC;K. Yes; they are. As of June 30 of last year, they 
adopted new regulations which made us come under the same re- 
strictions; in other words, the same safety requirements.   We have to 
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overhaul our engines at 900 hours—have our inspections. We have 
our pilot requirements, and everything that pertains to safety is the 
same as for the transport aircraft. I may say that it is a little unfair 
to compare the safety record of a vast group of poorly organized 
carriers that existed in the past with the smaller, more compact busi- 
nesslike group of carriers that exist at the present time. 

For example, in the nonscheduled carriers operating to Alaska at 
this time—those that are left in the operation—in 4 years of operation 
they have not had a single fatal accident in operating to Alaska, which 
is a much better record than the scheduled airlines. 

For 3 years the transcontinental carriers, nonscheduled, made a 
perfect safety record. 

We do know that there are certain fringes which are rapidly being 
taken care of by the CAA where operations are not properly conducted, 
but that is entirely under the safety regulations of the CAA, which 
have the 100-percent support of the Aircoach Transport Association. 

Mr. Doixi\'ER. Did I understand that you are objecting to the Board 
putting you under the same operational safety regulations as the 
schedulea carriers? 

Mr. HEAOOOK. NO. 
Mr. DoLLTVER. You do not object to that ? 
Mr. HEACOCK. NO, sir. The Board's authority exists over the eco- 

nomic field—how much competition we are allowed to permit to carry 
on with certificated carriers. The other field, the safety-regulations 
field, administered by the CAA, has found the utmost cooperation 
between the industry and the CAA. 

Mr. DoLiimiR. So, you are not quarreling with that at all ? 
Mr. HEAOOOK. No, sir. 
Mr. DoLUVEH. It is simply the economic aspects and the control; 

that is what you are talking about ? 
Mr. HEACOCK. Yes. 
Mr. HESELTON. Mr. Heacock. There are a few things that I think 

ought to be available to the committee for the record. Before I ask 
you for them, I will say this out. I stepped out and perhaps did not 
near you read this part of your statement at the bottom of page 11 
where you say: 

Biit before this can be done, a national airlift can be expedited by a com- 
mittee appeal to President Truman to fill the O'Connell vacancy with a man 
pledged to a national airlift and to Justice for non.scheduled air carriers. 

Quite irrespective of the propriety of this committee taking such 
action and making such a i-ecommendation to the President, I just 
wonder if you thinlk any such recommendation would get anywliere. 

Mr. HEACOCK. Yes. I think it is quite possible that such a recom- 
mentlation might get somewhere. Thei-e has been a tendency to try 
to indicate before legislative committees such as this that the admin- 
istration was against any broader bill than the present bill, H. R. 
8536. That engendered from the fact that the bill was designed as a 
special-interest type of bill. If it had been a national-defense bill, 
there is no reason to suppose that the administration would not sup- 
port it, because I am very familiar with the case where the Budget 
Bureau disapproved legislation which was promoted through the 
efforts of  

Mr. HESELTON. I am not speaking to the propriety of the committee 
.reconmiending the appointment to fill the O'Connell vacancy. 
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Mr. HEACOCK. We have our backs against the wall, and our posi- 
tion is that we are either going to go out of business or we are going 
to have a change in the CAB, or have legislation to assist us. 

Mr. HESELTON. YOU have listed at the beginning of your statement 
members of your association. I notice that it is called the Aircoach 
Transpoi"t Association. Are there other carriere who are not certifi- 
cated and who are not members of your association ? 

Mr. HEACOCK. Yes; there are other carriers. However, the mem- 
bers listed here repi-esent about 90 percent of the passengers and cargo 
that are carried with the exception of two or three nonscheduled 
carriers that are so large that they consider themselves an organiza- 
tion in themselves. I am referring to carriers such as Seaboard and 
Western and Transocean. 

Mr. HESELTON. DO you happen to know what their position is with 
referejice to this legislation ?   Do they share your point of view ? 

Mr. HEACOCK. I believe they share our point of view. They have 
taken no official position. 

Mr. HESELTON. Have you or could you make available for the 
record any information as to the number of aircraft, the type of air- 
craft, and the number of trained pilots and copilots and mechanics 
that are the employees of your earners ? 

Mr. HEACOCK. Yes, I could. That is in the process of being devel- 
oped for the Military Air Transport Services.   We are working daily. 

Mr. HESELTON. The information would not involve securitv, would 
it? 

Mr. HEACOCK. No; it is not a matter of security. It will take a 
little time. I could not give it to you tomorrow, but it could be 
presented to the committee. 

Mr. HESELTON. May I suggest, Mr. Chairman, that it might be 
useful to the committee. 

Mr. MCGTJIRE. Without objection, it .will be received by the clerk 
of the committee. 

Mr. HESELTON. And if you could give some indication of the terri- 
tory sensed, the number of flights, and so forth, I think that might be 
helpful in weighing the over-all picture. 

Now, I notice at the end of your statement you made a recommenda- 
tion for two amendments to H. K. 448. Have you that language pre- 
pared for consideration? 

Mr. HEACOCK. NO. We have no language prepared. We could 
prepare such language and have it properly drawn up. 

Mr. HESELTON. I think that would be useful also, Mr. Chairman, if 
that could be submitted to the clerk so that we could have it before us. 

Mr. McGuiuE. It is so ordered. 
Mr. HEACOCK. Tlie principal purpose of the two amendments is 

this—the purpose of 448 is to produce aircraft for civil airlift. In 
order to use those aircraft after they are i)roduced—and we say that 
they will increase the present civil airlift capacity five times—you must 
in the same bill make it possible for nonscheduled passenger carriers 
to operate internationally. 

Mr. HESELTON. I understand that. I think that it would be helpful 
to us to have the exact language so that we could discuss it. 

(The material was not submitted for the record.) 
Mr. HESELTON. NOW, one more question: Do I underetand that none 

of vour members carry mail? 
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Mr. HEACOCK. That is correct, sir. 
Mr. HESELTON. YOU are excluded from any mail carrying? 
Mr. HEACOCK. We are excluded from carrying mail, and even the 

certificated cargo carriers are excluded from carrying mail, although 
they have offered to do it for about a third to a very much smaller 
fraction of what it is carried for now. 

Mr. HESELIX>N. IS that true where you operate in areas not reached 
by the certificated air carriers?    Do'you understand what I mean? 

Mr. HEACOCK. No. 
Mr. HESELTOX. You cannot carry mail even if you are willing to 

serve an area not presently being served by the scheduled airlines ? 
Mr. HEACOCK. That is con-ect; we cannot because a provision of the 

act asserts that only certificated carriers, or carriers certificated to 
carry the mail, can transport the mail. 

As an example, we have tried to carry mail up to Alaska, which 
takes sometimes as long as •! weeks by boat, for a price as low as they 
will carry it up there by boat, but we cannot under the present law 
carry it at \h cents per pound, our filed tariff rates, because the law 
says that only certificated carriere can carry the mail. 

Mr. HESELTON. Then, beyond the enactment of H. E. 2908, or simi- 
lar legislation, you suggest that the basic law be considered so as to 
open up that operation to your group or anyone who is capable of 
carrying the mail % 

Mr. HEACOCK. No; that is not our position. We take the ixjsition— 
all ri^ht, the certificated airlines have the mail. It may be necessary 
to subsidize some of them for carrying the mail. Tluit is all right 
with us. But what we have thoroughly opposed is the use of that 
air-mail pay to drive our lower cost operations out of business. 

Mr. HESELTON. Your pa&sengers and your freight? 
Mr. HEACOCK. That is right, our passengers and our freight opera- 

tions. No scheduled carrier could continue to lose 15 cents to 30 cents 
per ton-mile carrying freight in competition with a nonsubsidized 
carrier, for very long, if it were not for the fact of the slipshod 
method of appropriating air-mail pay which allows him to use tlmt 
air-mail pay to subsidize his operations to wipe us out of business. 
H. R. 2908, on the other hand, would make the certificated carriers 
say, ''Well, it costs us so much to carry the freight." If it costs them 
so much and they cannot show that they are getting revenue to sup- 
port that operation, we saj', "Turn the traffic over to the nonsubsi- 
dized carriers." 

Mr. HESELTON. Could you conveniently provide some kind of tabula- 
tion showing examples of passenger rates and freight rates which 
your group charges to certain points in contrast to the passenger and 
freight rates charged by the scheduled airlines ? 

Mr. HEACOCK. Yes, sir; in my testimony on H. R. 2908 before this 
committee I gave some charts. 

Mr. HESELTON. That is all. 
Mr. HALE. Mr. Heacock, I notice on page 8 of your statement, in 

the fourth paragraph from the bottom, you say: 
The mnndatoi-y certiHcatloii of domand-type nir coach and cargo carriers would 

put them into position to operate internationally. 

Will you enlarge on that statement somewhat? It is not very clear 
to me. 

73910—50 10 
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Mr. HEACOCK. The nonscheduled carriers started to operate inter- 
nationally as Aivell as otherwise. The CAB put out an order that the 
large irregular can-iers were not permitted to carry passengers inter- 
nationally. So that cut off that traffic entirely. It is possible for us 
to carry passengers to foreign points at the present time because oi 
the CAB order. 

Mr. HALE. You talk about mandatory certification ? 
Mr. HEACOCK. On mandatory certification 5 yes. 
Mr. HALE. There is not mandatory certification of anybody, is 

there ? 
Mr. HEACOCK. NO ; that is the difficulty. 
Mr. HALE. ^Vliy do you use the word "mandatory" in that way? 
Mr. HEACOCK. Because the CAB has the authority right now to 

certificate all of these demand-type carriers as demand-type carriers. 
They would not have to do it; they may not do it. It would be 
necessary to make it mandatory mider a bill such as 448 because 
otherwise you may be wasting a lot of money building up an air fleet 
and not have the companies go out and lease these aircraft and use 
them. That is the idea of it being mandatory, that the CAB may 
otherwis5e try to prevent the certification, as they have prevented 
the certification of every nonscheduled carrier so ftir, with a few 
notable exceptions. 

Mr. HALE. Of course, you are not suggesting that Congress should 
pass any enactment that would compel the CAB to certify anybotly 
m particular, are you? 

Mr. HEACOCK. NO, that was not my thmight. 
Mr. HALE. Has not the CAB got to have discretion as to whom it 

is going to certify ? 
Mr. HEACOCK. That is right. They declare whether or not we are 

qualified; whether or not we are "fit, willing, and able." However, 
if they find that a carrier is qualified and does not certificate the 
carrier because they say— 
We have other certificated carriers, such as Pan American, Northwest, TWA, 
and .so forth, that are prewntly oiK'rating overseas; It is not necessary to certifi- 
cate these other carriers to allovr tbeiu to compete— 

then we would be in the position where we could not use all the air- 
planes. But if we could operate internationally, we know we would 
develop five times the present air transportation capacity. 

Mr. HALE. What do you call a demand-type aircoach carrier? 
What do you mean by that ? 

Mr. HEACOCK. Demand-type refers to the type of service that we 
have been operating. It means that instead of operating on a sched- 
ule, even though the seats of the aircraft are not filled, that the air- 
craft will not move unless there are enough passengei-s or freiglit 
for the movement to be made economically. That, in itself, maKes 
for lower costs, as compared to the certificated scheduled type, service 
which moves on a schedule regardless whether there is a load or not, 
and which has established a national average of having only 54 {per- 
cent of the seats filled in such scheduled operations. We, on the 
other hand, develop figures above 80 percent of seats filled. 

As a result, the (leniand-type service operates cheaper and provides 
a high density aircoach type of service which, because of its lower 
price, attracts people who travel by bus and by train ordinarily, and 
who do not ordinarily travel by air. 
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Mr. HALE. In the demand-type aircoach service you simply keep 
the aircraft on the ground until j'ou have enough people to fill it 
and then you take off, is that ri^t? 

Mr. HEACOCK. That is right. By the vei^ nature of it, it would 
probably use an entirely different type of aii'ciaft than the scheduled 
airline. 

Mr. MALE. Under that type of operation, you might make two trips 
a week or two trir« a month ? 

Mr. HEACOCK. That is right. The public would know that the serv- 
ice was such that it would not operate without a load. It might be 
that on a transcontinental trip, if persons wanted to go on a certain 
evening, and they could not go until the next evening because the 
carrier only had a 50-percent load, they would realize tliat the delay 
was necessary for an economical operation. 

Mr. HALE. Let me put it this way. tSuppose you had an operation 
of that type between New York and some jioint in Eui'ope. Let us say 
that I wanted to visit Europe. I would then have the choice of taking 
we will say a Pan American plane on Wednesday evening at a cost 
of so much, or I could book with you aiul move wlien you were resuiy 
some time that week, at a cost of about lialf; is that right? 

Mr. HK/\C:OCK. That is correct. And if it were international, it 
would jirobably be a combination passenger-cargo flight. The reason 
is that to reacli a low cost per ton-mile, the bigger the airplane the 
better. When vou get a big airplane, however, capable of cari-ying, 
if it were cari'ying all i)assengers, 100 or loO pas.seiigers, then you are 
going to liave some difliculty getting that many to travel to the same 
point at the same time. 

We see the future developing in demand-type air transportation 
where much of the airplane will be loaded with cargo and a portion 
will be set aside, a "plushed" portion, for the cariying of passengers. 
This is because the development of cargo transportation is going for- 
ward by leai)s and bounds, very much faster than the development of 
passenger transportation. 

Mr. HALE. If I live in Maine, and assuming that I have paid you 
the fare to carry me to Europe on a modern type aircoach, and I take 
off from New York, to go to Europe, what do I have to do? Do I 
have to go to New York and stay at a hotel until you are ready to go, 
or do I stay in Maine and have you wire me when you are ready to go? 
How does that work out in practice? 

Mr. HEACOCK. It usually does not work out with as much difficulty 
as it sounds, actually. 

Mr. HALE. I am very much interested in cheaper air travel to Europe. 
Mr. HEACOCK. That is right. You would be booked on a certain 

flight. It may turn out that there would be three or four different 
companies making a flight on tliat particular day. The company that 
booked you on the flight may find tliat it had only one-third of a load 
when the time came for the fliglit and, of necessity, it may have to turn 
over its passengers to somebody else so that a loaded airplane could 
go out. Then perhaps the next time the other company would turn 
passenirers over to the first company. 

Mr. HALE. What you are suggesting is that there be four or five 
demand-type carriei-s and if the A Co. did not carry rae, the B Co. 
would, and so forth ? 
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Mr. HEACOCK. That is usually the way it works. On a transconti- 
nental trip riglit now, on demand-type service, you ask to get out on 
a certain night. The chances are excellent that you will get out on 
that particular night because of that system. 

Mr. HAU:. AS a practical matter, if I wanted to take off Wednesday 
evening it is pretty certain that I could ? 

Mr. HEACOCK. That is right. But it would be subject to the require- 
ment that if the unexpected cx^curred you might be held over a day. 
I would say that any delays such as a week or anything of that nature 
would not occur because actually there would be enough travel so that 
the adjustments to fill airplanes would be relatively a minor and not a 
major factor. 

Mr. HALE. Thank you very much. 
Mr. McGuiRE. I thought that you should know, Mr. Heacock, that 

when you were called in to be a witness, most of the committee members 
said that they could only stay for about 5 or 10 minutes. You have 
been such an interesting witness, I heard several of them say that they 
were very much interested in undei-standing your position. I hope 
that your stay with us has been as pleasant as it has been for us to 
have you with us. 

Mr. HEACOCK. Thank you. May I insert in the record two letters? 
One is a letter to Senator Johnson in opposition to tliis bill, and one 
is a letter to the Civil Aeronautics Board by our Airchoach Transport 
Association. Thirdly, if I may, I would like to insert an editorial 
from the New York 'limes on the subject of "Wanted: Cargo planes." 

Mr. MctiuiRK. Without objection, it is so ordered. 
Mr. Hr.ACdCK. Thank you. 
(The matter referred to is as follows:) 

[From the New York Times, Sunday, August 6, 1950] 

WANTED : CARGO PLANES 

There is sound reason for the Imraedlnte eimrtiiient of the air merchant marine 
hill.s now haiiKinK lire in tlie Senate Cominittce on Interstate and Foreign Ooni- 
nierce. We iiave seen in Korea liow crippling it can be in an einerRency to be 
short of sultaliie airplanes for cargo and other logistic piirjioses. The Berlin 
airlift coiistitiileil a tremendous drain on available transport aircraft, only a 
handful of which were siH-cilicaliy .suited to the carriage of heavy cargo. 

Tlie hills now pending may be subject to minor amendment, but, essentially, 
they would provide a fleet of the best air freighters already developed for both 
commercial and military use. Of equal, or greater, importance is the fact that 
they jirovide for the development of prototype planes including jots and cargo 
ain-raft able to carry tanks. Such cargo planes woubl be availal)le for imme- 
diate nioliiliziiticm by the President witliout forcing him to wait for a declara- 
tion of war or a war powers act. The bills carrj- out the widely acclaimed cargo- 
plane recommendations made by the I'residenfs Air Policy, or Finletter Com- 
mission. Tliey furtlier provide equal representation of labor with management, 
furnish a role for all airlines, and set up cost-recovery provisions for the 
taxpayer. 

The role of the aircraft Industry was well expressed recently by Rear Adm. 
L. B. Kiciiardson, USN, retired. It is, first, development of advance<l models, 
the best in the world in their cla.s-ses, to meet the ri-ijuirements of the armed 
services. Secondly, it is to supply needed replacements for the Air Force and 
naval aviation. Thirdly, it is to maintain ttie ability to produce quantities 
required in an emergency. The rate of mobilization of our armed services, as 
Admiral Uicharilson pointed out, is directly dependent trpon the rate of awvlera- 
tioii of aircraft production in types whidi range from trainers tlirouiih fighters 
and bombers to cargo aircraft. 
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Government financing of prototype aircraft and of snfflcient production orders 
To keep the aircraft industry in a liealthy and immediately expandable condition 
is the principal measure of insurance for adequate defense. We exiwnded and 
frittered away our air strength after the conclusion of VJ-dny. There should be 
no delay now in putting into effect the wise recommendations both of the Fin- 
letter Commission and the Joint Congressional Committee on Air Policy. Ade- 
quate airlift has been proved to be a vital factor in the successful application of 
air power as defense power. The Berlin airlift, Operation Haylift, and, more 
recentl.v, Operation Stormer on the Atlantic coast, have shown its tremendous 
potential. It is a factor in security in which we dare not find ourselves with too 
little and too late. 

AiRCOACH TBANSPOUT ASSOCIATION. 

Miami, Fla., August .}, 1950, 
THE CIVIL AERONAUTICS BOARD, 

Washington, D. C. 
GENTt.EMB;N: At the sngKestions of memliers of the Board with whom we infor- 

mally talked, this letter requests the Board to postpone for a period of (50 days 
any further action with respect to large irregular air carriers. 

The Aircoach Transport Association was formed on June 25, 1050. One of 
the purposes of the association is to present to you the views of its members 
with respect to tlie regulation of large irregular air carriers (particularly draft 
release No. -13 and your opinion of May 25, 19.50, serial No. 4240), and to cooper- 
ate with you in I he adoption, administration, and enforcement of proper regula- 
tions. The association was originally formed by seven ('•arriers; today it has 24 
members and represents over SO percent of the large irregular carriers which are 
actively engaged in operations.   Tlie members of this as.sociation are: 

Aero Finance Corp. New England Air Express 
Air Services, Inc. Ocean Air Tradeways 
Air Transiioi-t Associates, Inc. Oxnard Sky Freight, Inc. 
American Air Transport Peninsular Air Transport 
Arrow Airways Robin Airlines, Inc. 
Continental Charters, Inc. Southern Air Transport 
Freight Air, Inc. Trans American Airways 
Great Lakes Airlines, Inc. World Airways, Inc. 
Los Angeles Air Service World-Wide 
Miami Airline. Inc. Conner Air Lines, Inc. 
Modern Air Transport, Inc. Aviation Corporation of Seattle 
Monarch Air Service Nationwide Air Transport Service, Inc. 

Oflices of the as.sociatiou are presently maintained in Washington, New York, 
and Miami. 

The members of the association are located at their various operating bases 
throughout the country. The necessity of corresiKinding with officers on the 
west coast and the east coa.st makes it impossible to represent their views without 
additional time. 

The Aircoach Transport Association is the only authoritative voice of the 
Irregular carrier industry. This association has eliminated practically all of the 
alleged misconduct discussed in the Board's o])inion of May 25, ]i).">0. Each 
member has made a substantial financial contribution to assure compliance with 
the purposes of the associatiiui. A coordinator, employed by the association, in- 
vestigates all advertising, charges and operations in order to a.ssure the Board 
and the public, of fair, ethical, and adequate treatment by the members of the 
as.sociation. The a.ssociation has also unilied the safety program of its members 
by initiating a uidform system of itilot training aiul supporting the Civil Aero- 
nautics Administration in maintaining the highest safety standard.s. 

In addition, the as.-iociation jK-rforms liaison functions for the Department of 
Defense and makes available, for military purpos<^s, such equipment and per- 
sonnel as the national defense requires from time to time. 

As a part of its program, the association wants to cooix'rate with the Board 
in maintaining a thsefiil i)ul)lic service and developing a lleet of aircraft adequate 
to nu'et the needs of the country and its national defense. 

The as.sociation will furnish the Board with statistics and other data which 
the Hoard does not now have and which appear to be necessary to form a reason- 
able and sound conclusion with respect to the regulation of irregular carriers. 
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These dnta include a plan and system of regulation which will, we believe, prove 
acceptable to the Board and the industry. The gathering and prepjiration of 
these data has been commenced, but another 60 days will be required to complete 
the jiib. The granting of this request will simply maintain the status quo unlil 
the board has an opixirtunity to consider the data whl<-h the associati(m is devel- 
oping. No one will he adversely affecteil by the granting of tlie reque.st and the 
Board, the carriers, and the jaiblic will benefit thereb.v. 

In the sincere belief that this new association will develop valuable information 
which can be the basis for a regulatory plan acceptable to all groups, it is requested 
that the Board defer, for a ijeriod of 60 days, any further action witli resjiect to 
draft release No. 43, and the granting or denying of individual applications for 
exemption orders. 

Sincerely yours, 
AiRCOACH TRANSPORT ASSOCIATION, 

By PHILIP A. MAN.N, President. 

INDEPENDENT AIR C'^RRTER CONFERENCE OE AMERICA, 
Waxhinf/toti, D. C, July 2, J050. 

Senator EDWIN O. JOHNSON, 
Vhainniin, Interstate and Foreign Commerce Committee., 

Senate Office liiiiUlinn, Washington, D. C. 
DEAR SENATOR JOHNSON : At the request of Senator lA'hman, of New York, 1 

understand you asked that S. .'{.'iOt, the jet transpoi-t-testing bill, be jiassed over 
on tlie Senate Con.sent Calendar. American Aviation Daily dispatches have made 
much mystery over the fact that the letters influencing Senator Lehman came 
from "smaller airline constituents." Your own committee profession staff mem- 
ber, Edward (". Sweeney, Incorrectly advised you, in Senate Report No. 17.">1, that 
the bill had the hacking of the aircraft-manufacturing iudUBtry "and all other 
aeronautical interests." 

John J. Klak, executive secretary of the Independent Air Carrier Conference, 
op; osed this siiecial-interest hill unless broad airlift legislation for the entire 
industry were passed at the same time. 

It is with full knowledge that our i)o'-'ition may be misinterpreted that we 
explain our opposition to S. .•'..")l»4. We dix-liiie to accord the bill the tremendous 
advantage it would have on the (Consent Calendar over genuine airlift legislation 
such as S. ;?.J07. the conuuercial air-fleet hill. 

We believe S. 3504 to be special-interest legislation. Its .let transiwrt develop- 
ment is designed to benelit only super luxury .service certilicated domestic trunk 
lines and the nionoiwly-minded American international carriers. The.se carriers 
are concerned, lest they lose a seinimonoiwly grip as users of the world's fastest 
and most luxurious equipment. However, our international leadership in air 
tnmsportation is not .ieopardized, for instance, by Canadian Pacific Airlines 
Introducing jet-powered British Comets at a ST.^O-per-passenger present tariff or 
possibly even a higher future tariff to the Orient. As Canada's expensive 
"chosen instrument" monopoly for Orient service. Canadian Pacific is a sui)er- 
luxury competitor only for American lines using slightly less fast and luxurious 
Stratoliners at a competing tariff of .$().")(). For another .fKK) ditTereiitial, believe 
us who know, America wouldn't even know the competition was there. B 'sides, 
how can Canada or the United Kingdom earn the dollars with which to buy 
American equipment if we don't permit them to earn a few by tran.sporting at 
least some of the luxury fringe of American passengers in their own equipment? 
Or is the present .system of giving Great_ Britain Marshall plan dollars to make 
up her deficit tlie preferable plan? 

What is needed for real commercial supremacy, and, more important, for 
national defense, is a commercial air fleet in existence as soon as possible. 
Commercial .supremacy to the Orient will unquestionably go to the nation 
whose air carriers can quote a fare of .$2."i0 or ,i!;i.'jO. Instead of $6."i0 and $750. 
Ten times tlie airlift capacity could be put into use by ti !?2."i0 fare over a .«(i.")0 
fare. 

This commercial air fleet could be In being now, at the low prices mentioned, 
except that nonsub.sldi?:e(i carriers are prohibited by the CAB from competing 
with the certificated .Sti-^O monopoly. Tlie CM! prohibits large irregular carriers 
from engaging in foreign air transportation of persons. 

Th(! ballyhoo of emergency national-defense arguments for S. .3.504 fails to 
stand up under examination.    First, someone will have to prove that Great 
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Britain and Canada are potential enemies and, second, that jet transports have 
national-defense value. What our national defense needs is an airlift composed 
of long-range heavy-load-can-ying transports in operation now, not prototype 
testing of Jets which may be fast and flashy, but of short ran;re uud limited 
pay load. 

On December 7,1941, the only military transports we had in being were DC-3's 
and CV47's. A commercial air fleet bill of 1935 or even 1938 would have equipi)ed 
us with C-54's and 04(i's. Hut we trained in alrlliie-reQUisitioned l)C-3's In the 
spring of 1942 while waiting for C-47's to be manufactured. C-54's were only 
in the protot.vpe stiige at tlie time, hence useless for the emergencies of 1942. 

The middle of 1942 found us flying the first group of American C-47 transports 
to England, using makeshift fuselage tanks and having low load capacity be- 
cause of the nature of the short-range transjwrts. The much-pul>licized flights to 
tasaWanca, Oraii. find Algiers were struggles against the range limitations of 
aircraft. Many pilots made the unescorted night flight over Spain to Gibraltar 
preferring to take their chances with enemy night fighters rather than with 
the jKHSsible shortage of gasoline, face<l on the long way around. Many landed 
in North Africa out of gas and would have been lost if the country had been 
truly enemy. Maximum load was 16 to 18 parachute troops with equipment. 
On the night take-off from Gibraltar, all but three aircraft had to take off over 
the leaping flames of tlie sinking wreckage of a plane and buddies who hadn't 
been able to make it with the same military overload. 

We, who believed in the principles of air logistics, were cheered by the news 
that American transi)ort planes had arrived at Alexandria. Egypt, with antitank 
shells from America which helped to stop and turn back General Rommel. We 
watched nervously at Souk El Arba, as in full daylight, French and Colonial 
tnwps, loyalties unknown, only 600 feet below, turned from I heir antiaircraft 
gWM to wave and clieer as the troops tumbled from our planes and the air was 
liJkHl with multicolored purnchnte targets carrying temporarily helpless men. 
At Bone we watched fighter planes being refueled, taking off, and establishing 
air supremacy with the cargo of gasoline we had brought in 5-gallon cans. 
We lauglMj<l at our airplanes safuratwl with gasoline from time cans that had 
burst at their seams from expansion of the fluid at altitude. We laughed because 
we had arrived with enough and not too late. 

At r*epienne, within sight of the white rooftops of Tunis, where enemy 
fighters and German reinforcements were being landed, our trooi)s cascaded down 
uiKiM an undefended plowed field. We were later to learn that our troops were 
rounded up with armored cars and light equipment, and annihilated, 1)'canse 
t>ur supreme effort was made with an airlift inadequate in size of planes and 
quantity. The light and heavy field artillery and equipment that larger air- 
craft could have carried was not there. The quantity of trooi>s neede<l for tlie 
Job was not there. We had arrived witli too little—and too \ate. because of 
inadequate airlift. On the other hand, th(? Germans reinforced Tunis sufficiently 
with airborne troops to require a large-scale ground offensive and heavy troop 
cas\ialties to dislodge them. When tlie final offensive was undertaken, it was 
lauTiched from the same lines (wtablished by our airltorne troojjs that had ad- 
vanoed from Souk El Arba. What additional price in lives might we have had 
to pay for the ground that had already lieen taken cheaply by a liaiulful of 
trooi>s that bad arrived early—h.v airlift? 

When Romniei had abamhmed Tripoli, just ahead of Montgomery's pursuing 
Eighth Army, in his flight to Tunis, it was correctly anticipatKl that he would 
use his battle-hardened armored veterans to attempt to pierce our lines defended 
by inesiM'rienctyi American and British crews and inva<le Algiers to destroy our 
rear. The first counter a<-ti<m was an airlift. Unescortt-d C-47's flew deep 
i«to the Sahara desert, then north to Tripoli via the back door. TH'ssert- and 
battle-hardened New Zealand tank crews were flown back via the Sahara to the 
AlBeria-Tunisia front. 

Then the b.ittle of Ka.«serine Pass: American tank crews, experienced or not, 
(Slugged It out with Konimel's best aided by low-flying A-2(> attack bombers. 
The .\-20's w^^re running out of antitank bombs with the nearest snpjily at OraB, 
the north African port city (U>ep iu our rear. Troop carrier crews put In a 
•iin.vinium off irt using every plane to capacity and logging 13 hours a day of- 
time in the air alone. After unloading the antitank ammunition, the planes 
dropped in at Souk El Arba for full loads of wounded soldiers, transiwrting 
them down the coast under S()(l-foot ceilings and along the "iron compass" to 
Ornn. The wounded didn't a.sk how fast or how comfortable our planes were 
before being lifted aboard.    As crew meml>ers hurried along the long rows of 



136 DEVELOPMENT OF IMPROVED-TYPE  AIRCRAFT 

litters on the ground, the anxious question was always the same, "Are there 
enough airplanes?" When, on one of these missions, four of our aircraft left 
Ferinana, Tunisia, without escort and two Foche-Wulfs dove on these defense- 
less transports, our prayers were neither for the jet lighters that were on the 
drawing boards, nor the jet transport equijiment which we might expect some- 
time In the future. Instead, our prayers were answered by four "obsolescent" 
P-38's returning from a raid over Tripoli. The crying need was still for more 
airplanes and larger planes to carry larger equipment and more men. It was 
the same in the invasion of southern France, invasion of Normandy, and other 
European drops. 

One important improvement desired by the crews was self-sealing gasoline 
tanks. If only the troop-laden aircraft could afford the weight of self-sealing 
tanks!    So many American lives would have been saved. 

When the large four-engine C-54's came off tlie production lines and we 
transferred from Troop Carrier Command to Air Transport Command, we moved 
from tactical airlift to strategical airlift. We had cc nteiujjt for the vast dis- 
tances of the I'acific. Xor did the high mountain ranges of the Hump prevent 
the airlift job thiit would have been impo.ssible with the smaller and slower 
equipment we started the war with. The amputees and tlie seriously wounded 
of the I'hilippines, Marianas, and Iwo Jima campaigns had the advantage of 
treatment at base hospitals in Honolulu. What a far cry this was from the 
field hospital attention which was the maxinmm that our C-47 equipment 
could provide for the wounded of the Tunisian, Sicilian, and Italian campaigns. 

At Tacloban airstrip on tlie island of Leyte. Philippines, it was often neces- 
sary to cruise over the field for 2 hours or longer before finding a moment to 
feit down without interfering with the movements of fighters landing and taking 
off.    With   earlier  sliort-range  transports,   this   would  have  been   impossible. 

Yes, Senator Johnson, we are against S. 3504 having privileged consideration 
on tlie Senate Calendar. Uegardless of whether or not S. 3.''>04 is being con- 
sidered as a substitute for genuine airlift legislation, it is practically certain 
that the Bureau of the Budget and Congress will give scant consideration to 
such legislation if tliey feel they have done their duty by aeronautical interests 
in pa.ssing this pork-barrel-type special-Interest legislation. 

In the face of the Korean crisis we feel that the implementation of a broad 
airlift program, based upon the principles of S. 3507. is of immediate national 
concern. Those of us who have had 9 yt^ars of experience in airlifts, both 
military and civil, implore you to hear our voice. The tirst thing necessary 
In modern warfare is an ade(iuate airlift. But, when war is already upon us, 
our aircraft factories must necessarily concentrate on bombers and flgliters. 
This is as it should be, for bombers and fighters become obsolescent much 
faster than transports. 

The transports, on the other hand, are one of the few nece.ssities of war that 
serve equally well in time of peace. At first glance, it would seem, therefore, 
that an adequate airlift program would be practically unopposed in national de- 
fense and aeronautical circles. This is not true. The jiowerful group known 
as tlie Air Transjiort Association has been opposed to any program that will 
permit expansion of our civil airlift reserves, where such a program would put 
transiK)rt aircraft into the hands of noncertifiented competitors. 

Your committee's Investigation of the airline industry long awaited the recom- 
mendations of the Department of Defense. The Secretary of the Air Force has 
opposed airlift legislation on tlio grounds that the funds were more urgently 
needed for combat aircraft. However, an ATA-backed "mothball fleet" pro- 
gram which would have built transport planes without endangering the certifi- 
cated carriers' monopoly po.sifion in the industry was about to be recommended 
to you with the blessings of the Department, when it was dec-lared "not in ac- 
cordance with the program of the President" and shelved. 

We have seen much tampering with tlie natioiiiil security which could only 
benefit monopoly interests in air transportation. Two square miles of parked 
C-40's at Clark Field, Manila, have been lo.st to the United States. I'hey were 
flown to Clark Field from Guam, Iwo .lima, Tokyo, and other points in the 
Pacific. A clause in the Foreign Liiiuidation Act provided that the Foreign 
Liquidation Commissioner could dispose of this piop<'rty in foreign areas only 
to foreign governments and nationals. Import permits were refuse<l to American 
veterans desiring to purchase them and fly tliein to the United States. 

On the other hand, billions of dollars worth of surplus iiroiierty remaining 
on Pacific islands was given to the Chinese Oovernment as n so-called "purchase" 
against what the United States "owed"  the Chinese.    In addition,  17 C-4C'8 
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-which had been completely renovated and overhauled after the war, at the 
Hawaiian Air Depot, at a great cost to the Government, were sold to General 
Chenault's organization. Tlie funds used were provided by TJNURA, most of 
which were donated by the United States. 

At Walnut Ridge, Ark.; at Ontario, Calif.; and at other storage points in the 
United States, agents purchased C-46 aircraft and C-46 engines and parts. 
At United States Government expen.se the aircraft were overliauled and flown 
to China. This program effectively denuded the United States of its huge 
war surplus of transiwrt aircraft and most of it fell into the hands of Communist 
China. 

As the Korean crisis catches us with no national airlift preparedness program, 
the utter bankruptcy of o\ir coimtry's policy to date Is empliasized by the fact 
that Communist China can throw more C-4(>"s into an airlift reinforcement of 
North Korea than can all the independent air carriers in the United States throw 
into a supporting airlift across the Aleutian diain to Tokyo. 

Iiideijeudent airlines pointed the way toward ufillziiig live times the aircraft 
as now empio.ved in the <'ommercial air fleet. The air-coach market, the air- 
freight market, the conil)inat!(m passenger-cargo marki't. the agriculture labor 
nmrkct, and other markets were pioneered and developed by the independents 
and usurped by the .scheduled airlines, usually at tlie expense of taxpayers' mall 
jMiy funds. 

The Civil Aeronautics Bor.rd has consistently followed a policy of discourag- 
ing the expansion of Independent air carriers. In this respect their policy coin- 
cides with that of the Air Transjwrt Association. Finally, the Board has pursued 
this ijolicy to tlie point that their division of May 25, 1950, jiermits only tliree 
trips in any 4-week period between seven of the most important tratBc points 
In the United States. 

Over 2.W,fH)0 passengers who for reasons of price and other considerations 
patronized the independent air-coach lines will no longer have that choice. What 
is more Important In the interest of national defense is tliat none of the air 
carriers involved can comply with this regiilation limitins the extent of their 
competition with the scheduled lines without going out of business. However, 
on this subject, I shall soon write a separate letter outlining a plan for settlement 
of points at issue with the CAB. We believe tlie solution may require legislation 
and for that reason we shall communicate with you. 

It is for the above reasons that the lACCA requests you not to place S. 3504 
on the Senate Calendar. We are not averse to having the merits of S. 3.-104 
considered at the same time as S. ;5.")()7 or otlier genuine airlifr legislation, and, 
in fact, would support the principles of S. 3.^04 as a part of a geiniine airlift bill. 
Standing alone, however, it is special-interest legislation favoring a segment of 
the air tran.sportation industry and the iuxury-tyije passenger while neglecting 
alr-carrler expansion for national defense and the 'M percent of our voting public 

•who cannot afford iuxury-tJTpe transportation. 
.\M08 E. HEACOCK, 

Major, Uf!AF Rpserve. Former Liaison Offlf^er for Gen. Carl A. Spa<itz 
with the Troop Carrier Command; President, Independent Air Carrier 
Conference of America. 

Mr. McGuiRE. Tlie meeting is adjourned. 
(Tlie following statements were submitted for the record:) 

STATEMENT OF DA^^D L. BEHNCKE, PRESIIIENT OP THE Am LINE PILOTS ASSOCIATION, 
INTERNATIONAL, BEFORE THE TRANSPORTATION COMMITTEE OF THE HOUSE INTER- 
STATE ANE) FOREIGN CONIMERCE COMMITTEE RESPECTINC, H. R. 8536 

My name is David L. Behncke. I am president of the Air Line Pilots Associa- 
tion, which was organized in 3930, and for upwards of Ls years since that time 
have represented practically all of the airline pilots flying both in the continental 
United States and on Americnn-fla-jr airlines abroad. With the exception of my 
boyhood, I have been in aviation all my life. My expi-rience has extended into 
nearly all brandies of flying. Including military, civil, and airline flving. I have 
had in excess of lO.lHK) hours in the air. I was elected the lirst president of tlie 
Air Line Pilots Association and have suhserpjently been reelected every 2 years. 
I was also elected as the first president of the International Fetlerati'on of Air 
Line Pilots Associations with offices in London. 

The Air Line Pilots As.sociation has a membership of approximately 9 000 
members including active, inactive, apprentice, and honorary members.   The 
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nctlvllles at the Air Line Tilots A«sooialion are devoted approximately 50 perccut 
to matters pertaloiui; to rates of oonipeiisation, rules, and wwrklne condltloos- 
and 50 percent t» problems of air safety. 

H. li. STjUa is objected to strpiniously by tfie Air Line PUotB Association for 
rensoDS we will outline ia tlie following stutemeut in 8tron« opposition to this 
proposed legislation. 

Jlrst, we shall dwell for a niouKOit on the hlRtorieal bacliground of this situa- 
tisti. The in-resular-service bJstinR and niwlif.viug of new-type airline aircraft 
was first advocated by tlie Air Line i^llots Association a number of years ago 
and, in fact, tliis a.'<soclation submitted an air safety recominendution to Ibe 
Bureau of Air Safety of the Civil Aeronautics Hoard on the subject of ••Service 
Testing and Proving feriod for All New and Rebuilt Air Line Airplanes," wUicJi 
we quote: 

"Uhnt tlie first three (3) of all new and rebuilt air line airplanes be serviee- 
testetl in actual air Hue operation for a luinliuum of 1,(XK» hours, under tbe most 
grueling, all-cotidition air Hue operation on the airways without passen^iers but 
with ma.viuiuu) gross load flown by pilots with parachutes. Penult carrying mail, 
express and cargo, while this proving jjeriod Is lieiiig carried on." 

lii other words, tlie aixline pilots feel that tlie l)a.sic Idea of In-servlce testing 
of airline aircnuCt for extended pei'iods at tlie beginning is good, but the legisla- 
tion as it Is presently proposed is objectionable in the extreme. Strangely euougb, 
this aJr safety reconiuieudatiou of the airline pilots ou tliis Kub.le<-.t was -evident ly 
objected to aiid kept oji the alieLf ever since August 8, 11U7, by the very jieotjle in 
our regulatory agencies who now profess to be so muclx in favor of In-regular- 
servlce testing legislation of the kind proposed by Uieni. 

Xational defense is im>nlloned proniLuently in tJHs legislation. Needlessly and 
in disregard of the Civil Aeronautics Act of I'.KJS, scores upon scores of the finest 
niiiitiii-y-trained airliue pilots in all the world have been laid off by tiie airline 
coiupaiiies throughout tlie years since the passage of the Civil Aeronautics Act of 
19;{S, and the CAA and C.\It have been conspicuous by their complete indifference 
to all these things, which certainly caunot, by any sti-etch of imagination, l>e 
considered in tJie nntioua) interest, the public interest, nor any other interest. 
Kven today, there are ri^ports tluit certain airline companies are violating the laws 
and regulations of the land on pilots" Uighl-tiuM- litiiitations, thereliy rodncing tiie 
nunilier of highly trained airliue pilots available to our i-oun(ry lu time of serious 
natioiuil disturbance. 

Tbe trouble with tlie entire air-transport picture today and its would-l)e air 
safety advocates is that the hyp(«'ritical aspects of creating tbe greatest degree 
of aiJ' safety for tl e taxiiaying public will have to be sweiit clean before Congress 
will be able to li.Ue a reasonable, realistic look at the ali'-safety picture as it 
actually exists. 

KealisticaJly, what is H. R. 85.36? This bill, as it was rejEwrted by tlie Senate 
Committee on Interstate and Foreig:n Commerce, evidently gives carte blanehe 
authority to sjiend ?1:;,5(>0,(K)0 to tbe Administrator of Cl>il Aeronautics, an ex 
airline official who can be expt><ted one day to return to tine olflcialdom of the 
airline iu<lustry. Tills, In the opinion of the airline pilots, Is far too much money 
to iilace In the hands of any man who is virtually, to all Intents and purpo.se.s, on 
furlough from an airline, serving temporarily as C.\.\ Administrator. 

Moreover, this vast sum of money—$12..')00,(tO<»—is an astronomical fltrure to 
spend for tliis purpo-se. It is unnecessary to accomplish the tasls. A better job 
can be done if less money is spent and better legislation created and more real 
work and eanie.st efl'oi-t are substituted. It is difficult to reconcile why certain 
])eo]ile who luive objected to the ulrlliie pilots' In-wrvice testing air safety recom- 
mendation and have objected to the Air Safety Board measures, namely. Con- 
gressman Cros.ser's II. U. .V)t;] and Senator McCarran's S. S, throughout the years, 
are now all of a sudilen in favor of in-seiTlce testing of airline airplanes legisla- 
tion. Senator Mc-Carran's S. 8 has been before Senator Johnson's committee for 
several years without receiving even a hearing. 11ie ("ross«!r measure, H. R. 
iiTAil. is presently receiving prouqjt and desei-ring attention by this committee. 
The indei)eu<lent Air Safety Board bill, whenever It conies up. Is pointed to witii 
horror by the very pi'ople wh<' fjivoi- H. R. >C>:ui because of the comparatively 
piddliii!: cost it will email, and yet they givv tlie nod with complete disarming 
unconcern to s|>endlng Jjilli.oOd.tKXt for an In-service testing bill, aimed at doing 
JUKI one of tlie things that an Independent Air Safety Board woulil doubtlessly 
reconnnend. 

There is in this bill, H. R. sr>:{0. little If any check or balance on the -expendi- 
ture of this money—$12,500,000, wliich is wrong. 



DEVELOPMENT  OF   IMPROVED-TYPE  AIRCRAFT 139 

T^et us look at section 2(a)  (1) of the proposwl law: 
"SEC. 2 (a) The Secretary of Comnierce (hereiniift*^ referred to as the Secre- 

tary) is autliorized to carry out th«' luirixises of this act by— 
"(1) preparing hroad operatiiiR ami general utility characteristics and specifi- 

cations for typ,"e of couiiuercial transport aircraft which he finds are recpiired 
in the public interest, and which represent substantial advances over existing 
equipnjcnt." 

Where are the cliecks and balances? The bill makes no mention of anyone 
bein.t; solicited for realistic partici|jiiti<>n In deciding thest? (ju^t-tions, sncli as the 
airlines, the airline pilots, proper legally constituted labor re|>resenting organiza- 
tions, various other pei-sons, conipiinies. agencies, and jiiuch less the public. 
No. S. .'{SIH merely says the .\dnunlstrator shall have this authority to spend 
the millions exactly as he sees tit with no question asked. H. B. S53C names the 
Bi^cretary of Commerce. 

The Air Line Pilots Association, International, proposes that the foregoing 
eet'tion 2 (a)  (1) be amended to read as follows: 

"(1) The creation of an Advl.sory Board, the members of which shall be ap- 
IKui'tciI by tiie I>re>;ident of the Inited States, and which shall consist of ten 
(10) inemliers, as follows: 

" (1)  The .Secretary of Commerce (or Administrator of CivlJ Aeronautics) ; 
"(2>  a member of the Civil Aeronautics Hoard; 
"(a) a member of the Air Safety Board : 
"(4)  two memb'rs of the air carrier industries ; 
"(,"i) two representatives of air carrier labor representing organiBations, 

one of which must lie a regularly scheduled air line pilot with no otlier duties 
with any air carrier; 

"((Jl  a member of tiie \ational Advi.sory Committee for Aeronautics; 
"(7)  ail exe<-utive member of the United States Air Force; and 
"(8)  a member of the aircraft manufacturing industry. 
"The said Advisory Board shall be appointed by the President of the- 

United Slates within sixty KiO) d.i.vs following the enactment of tills Act;." 
Now, lefs go to section 2 (a)  (2) of the projiosed bill : 
"(2) proviiiing for the operallon. by contract or otherwise, of availalile aircraft 

witb turbine jet or turbine-prop power units under couditiims simulating, to the 
extent i racticuble, the conditions under which scheduled air transport aircraft 
operate.'" 

Why limit the provisions so strongly to turbine-jet or turbine-prop powered 
aircraft? This part of the bill is wrcmg because it should not be limited in tliis 
fasliion. It should be broad and apply to all new typ«> aircraft that may be 
developed or modified of every kind and character—all exjiially deserving of 
proper in-.servic;' testing and exix'rimentatiou. 

Notice the broad character of this provision, "providing for the operation, by 
contract or otherwise''—all in thejiand of one single man. The airline pilots 
may l)e wrong, but tJiey feel very strongly that the day must end when one 
single person is given or acquires for himself too much autJjorlty. One single 
peition is, K]xaking plainly, too much affected liy human frailties, iKditics, and 
extraneous intlueiices to be given too much authority. Kxhibit 1 In support of 
this antidictatorship position are the world's dictators so conspicuous in our 
universe today. 

The Air Line Pilots Association, International, proposes that the foregoing 
obiections be obviated by tlie amendment of the preamble of the bill in the 
following resp<><'t: 

"Rr it rnnctid h)i the Srnatr nvd IJonnc of Reprt'Mriitatirrs of the Vnitid fitriles 
of Anicriea in Co-ii^ress afixcmhiril, I'liat It Is hereby declared to he the policy 
of Congress to promote, in the interest of safety, the national air transportation 
system and the national defense, tlie ilevclnprncrit mid in-,«r/ricc Irsling of new 
or itnproveil trannport aim-aft. rrliuilt or modified tranxfmrt nirernft. turhine- 
povrercd aireralt, aircraft eKpeeiallfi adapted to the eeonomie tranxportation of 
cargo, and aircraft .siiitahle for feedcr-linc operation, hi/ providing for tenrpo-rary 
govirtitnent anfti^tance for Ktirli drvelopvient and in-serriee testing and to secure 
i-nla to aid in the drvelojymevt and manufacture of all mich transport aircraft, 
ami to aid in the adaptation of ciril airiragu, civil airports, and air traffic proce- 
dures for the operation of such aircraft." 

And by the following amendment to section 2 (a)  (2) : 
"(2) Preparing, in crmjtinction with the memhert of the Adrisory Board, 

broad oi)erating and general utility characteristics and speciflcations for sncli 
aircraft;". 
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Now, iPt's go to section 2 (a) (3) of the proposed bill: 
"(3) Providing, by contract or otherwise, for the testing of such aircraft 

which, in his opinion, best meet tlie operating and utility characteristics and 
speciflcntiona estabiislied by him in accordance with this section." 

Ail we need to do is to read this and realize that any Government official and, 
in particular, one identified with any agency well sprinkled with politics and 
special-privilege-boys influence, with this kind of power and authority, with 
BO checks and balances, is completely wrong. 

It is recommended that the deficiencies noted above be remedied by amending 
section 2 (a)  {'A) in the following resi)ect: 

"(3) Providing, in con.function with the inenibers of the Advisory B mrd. for 
actual in-service operation by certificated iiir carriers, of the first three of ail 
iiewl.v purchased new type aircraft or converted type aircraft of certificated 
air carriers operated by certificated air carrier personnel flown by regular sdied- 
uled air line pilots—not officials—such aircraft for a period of the flr.st one 
thousand hours of such operation to be limited to the carrying of cargo, mall, 
and express cartage;". 

Section 2 fa) f4) of the proposed bill is in the same category: 
"(•1) Providing for such minor exixriniental modifications of such aircraft 

during the testing period whldi iie believes necessary to carry out the testing 
program in the interests of safety or econoin.v of operation." 

Who is going to do the testing? Who is going to fly the in-service proving 
te.sts? Are tliey going to be regularly scheduled airline jiiiofs or impartial 
test pilots of some other category? Where does the vast niacliinery of the Na- 
tional Advisory Oonnnittee for Aeronautics Bt in? Are all these things to be 
bruslied aside and the test pilots to be subject to tieconiiiig puppets, influenced 
by their paymaster, the airline companies, and the manufacturers—to say 
nothins of tlie CAA Administrator, who is, in S. .3.")04. given i«!12.."no.(MK) to spend 
as he sees fit and who is the policeman in the industry, holding life and death 
powers over the certificati?ig of all pilots? In H. R. 85,36, the Secretary of 
Commerce Is given similar far-reaching authority. 

The airline pilots feel the only way to get a real, impartial, down-to-earth, 
!n-.service performance test of any new or modided airline aircraft is to put it 
in the hands of the regular pilots (not officials) in regularly .«che<luied commer- 
cial operation. .\nd in the military service, the same procedure should be 
followed. The pilots who ffy equipment in regular service shouiil be the ones 
to fly the equipment during the in-.iervice jjroving run [wriod. It .should not 
be done liy the financial-interest people iTi the industry, who are interested 
primarily in their balance sheets, noi" anyone who must depend on them and 
their every wish for a livelihood. 

Therefore, it i-s propo.sed that section 2 (a) (4) be amended In the following 
specific respect: 

"(4) I'roviding, hy such rrrtificated air cnrriern, for the testing of such aircnift 
•which, in the opinion of the Scvrciarji (or Administrator) and the Adrinory 
Hoard, shall best meet the operating and utility characteristics and specifications 

•established hi/ the t^ccretary (or Administrator) and the Adtnaory Board in 
accordance with fids .section ; and". 

Now, wo come to .section 2  (ti)  of this proposed bill: 
"(h) In carrying out his functions under this section, the Secretary shall 

consult, from time to time, with interested Covcrnment agencies, including the 
Department of Defense, the Civil .Aeronautics Board, and the National Advi.sory 
Committee for Aeronautics, and with representatives of tlie aircraft and aircraft- 
engine manufacturing industries, and of the air transport industry." 

Here is spelled out .substantially the following: The Secretary shall consult 
from time to time with interested Government agencies, etc. About all the 
Se<Tetary or C.\.\ Administrator would need to do to comply with this pro- 
vi.sion would lie to have the vaguest kind of contact with these other agencies— 
nothing d"finite nothing mandatory, nothing specific b( yoiiil "shall consult from 
time to time with intercstiMl Government agencies." Tliere must be a far more 
realistic and effective reiationsldp between interested (Joverniiient airencies than 
this to get the in-service testing job done right. The bill, as presently drafted. 
Is basically not founded on a proper concept to accomplish fids end. 

Therefore, it is recommended that section 2(1)) of the proiwsed bill be amended 
in the following res|)ect: 

"(I)) In carrying out the functions described under this Section, the SiH-retary 
(or Ailniinislrator) and the .Advisory ISoard shall consult realistically, and 
records made an<l kept of such consultations, from time to time, not less than 
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once every three months, with interested goveriinient agencies, including the 
Department of Defense, the Civil Aeronautics Board, and the National Advisory 
Coinmittee for Aeronautics, and with representatives of aircraft and alrcraft- 
engine manufacturing industries, and with duly authorized labor organization 
representatives of air line transport and aircraft manufacturing industries." 

Section 3 (a) of H. It. 853(5 is an equally wide open section. It provides as 
follows: 

"(a) The Secretary is autliorized, subject to the civil-service laws and the 
Classification Act of 194!), as amended, but without regard to any provision of 
law limiting the number of personnel which may be employed by the Civil 
Aeronautics Administration, to employ and tix tiie comi)ensalion of such per- 
sonnel as may l)e deemed necessary to assist the Secretary in carrying out his 
functions under this Act: Piovidcd, That lo the extent practicable consistent 
\rith other duties and assignments, the iKjrsonuei and facilities of existing Gov- 
ernment agencies shall be used to carry out tlie responsibilities stated in this 
Act." 

We have heard much about the foreign aliens working their way into the 
very heart of our governmental structure, and the President and the Govern- 
ment have repeatedly taken action to clean out the subversive element. As the 
airline pilots understand this section, there is nothing in section 3 (a) of this 
proposed bill that guards against this in any manner. 

The Secretary has carte blanche authority over employment. 
It is rec-ommended that the foregoing objection to section 3  (a) of the pro- 

posed bill be remedied by amending that section by the addition o£ the following 
statement following tlie last sentence of the section : 

"• * * And provided further, Tliat personnel so employed shall be citizens 
of the United States of unquestioned loyalty " 

Section 3 (b) of tlie proposed bill gives the Secretary and obviously the Admin- 
istrator more dictatorial power, not questionable even by Congress. 

'•(b) The Secretary, in carrying out the provisions of section 2 of this Act, 
may enter Into contracts or other arrangements, or moflitications thereof, with 
or witliout legal consideration, performance or other bonds, or comiietitive bid- 
ding, and, in carrying out such contracts, arrangements or nioditications thereof, 
may make advance, progress, and other iKiyments without regard to the provi- 
sions of .section 3048 of ihe Revised Statutes." 

It is recommeiuUnl that the foregoing objectionable section of the proposed 
bill be eliminated in its entirety. 

Further, in keeping with the amendments which we have proposed to this bill 
by way of remedying the objections notcnl. it is suggested tliat section 4 (b) of 
the proposed bill be amended in the following respect: 

"(b) The term 'testing' means the operation of an aircraft Incident to the 
procurement of a type certificate for such aircraft, and the operation of an air- 
craft, whether type certificated or not, in actual transport service by certificated 
air carriers, oi)erated by regular air-carrier personnel and Hown liy regular 
sc-heduied airline pilot.s—not officials—for the purpose of determining the in- 
service o[)erating and utility characteristics of sncli aircraft." 

Section ."> should be amended in the following resix»ct: 
"SEC. 5. The Secretary (or Administrator) and the Advi.sory Board shall sub- 

mit annually to the Congress a detailed repost on the progre.ss made in the 
accomplishment of the jmrposes of this Act, and the amounts of the expenditures 
made or obligated pursiuuit thert>to." 

It is also recommended that section '> of the proposetl bill be amended by the 
Inclusion of the following section 5 (a) : 

"(a) Any person participating in any way in carrying out the |>rovisions of 
tills Act shall not have any stock or utlier holdings, pecuniary or otherwise, in 
auy airline transportation company, scheduled or nonscheduled. or in any aircrEft 
power plant, or apimrtenances thereof, manufacturing companies, and shall be 
an American Citizen of unquestioned loyalty to the United States of America." 

Then we come to section 6 of the proposed bill: 
"SEC. 6. There is hereby authorized to be appropriated to the Department 

of Commerce not to exceed .$12,.''>00,(X)0 to carry out the purposes of this Act. 
When so provided in the approiiriation Act concerned, such appropriations may 
remain available until expended." 

Twelve million five hundred thousand dollars is placed in the hands of the 
Secretary of Commerce, and obviously also in the hands of the Administrator 
of Civil Aeronautics, to spend as they see fit, with practically no checks and 
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balances as to whether or not their actions are proper and whether the monej" 
Is spent frugally—no cliecks or balances by the industry or any of the workere, 
governmental advisory agencies, labor unions, industry representing organiza- 
tions, or the public. 

Therefore, it la recommended that section 6 be amended In the following" 
resjiect: 

"SEC. 6. There is hereby authorized to bo appropriated to the Civil Aero- 
nautics Board not to exceed $6,000,000 to carry out the pnrp<ise of this Act, 
which amount may he sHi)piemente(l from time to time by the Bureau of the 
Budget with the approval of Congress. Such appropriation shall be utilized by 
the Civil Aeronautics Board for allocation to certiticated air carriers whose 
aircraft shall be operated in accordance with Section 2, to supply any operating 
deficiencies arising out of such ojierations; such allocations to be made only 
upon the submission of satisfactory proof by the certificated air carrier of such 
operating deficiency arising out of the ojierations set forth under Section 2 as 
aforesaiil. Unless otherwise provided in the .Appropriation Act concerned, such 
ai)propriations .shall remain available until expended." 

Section 2 referred to in the foregoing proposed amended section refers, of 
course, to amended section 2 discussed in the early part of this statement. 

The airline pilots feel this bill as presently written should under no circum- 
stances be pa.ssecl, and in its stead should be substituted, first. Congressman 
Crosser's H. U. S.'jf!! and Senator McCarran's S. 8. If real progress Is to be 
made for air safety, we must first have a real watchilog for air safety that is 
not financially or politically interested. We must guard against even small 
dictatorships, for even now we are fighting a dictatorsliip set-up, vicious, far 
reaching, and dangerous. It is the wrong concept, no matter how it Is viewed. 
When tiie independent Air Safety Board bill is made law, it is time enough to 
look at a good in-service airline aircraft-testing bill. It can be said It Is never 
difficult to be critical, but it takes real «ffort to be constructive and to offer 
something constructive along with criticism. In line with this philosophy, 
the airline pilots are certain a far more constructive approach to the airline 
transport aircraft developing and in-service testing problem can be achieved, 
and they stand ready nnd willing to assist in the formnlaling of such a law. 

Thank you for permitting the airline pilots to be heard re8i)ecting H.  R. 

STATEMENT nr JAMES G. RAT, .XIBMNE CO.VSHI.TAXT 

Sly services are retained by a numb'r of the local service airlines for work of 
a technical and operational nature. One phase of this work h.-tss been the oper- 
ating requirements of a feeder airplane, to be designeil to operate more efilciently 
than the I)('-;{ which most of these operators are using. 

I am heartily in favor of II. R. H'lliC). I don't believe it gi>es far enough, but If 
it is the best that can l)e gotten at this session of the Congress, it certainly 
should be enacted liernuse it is still very worth while. 

I have only one new thought to add to the many excellent ones that have bpen 
presented to this committee. I wtmid like to surest that the prototype DC-3 
replacement aircraft, the feeiler airi)Iane, he given special consideration. 

Most of the discussions have centered around jet transport aircraft. This is 
as it should be. The jet tran.'^port is the "glamor" job, the high-speed develoi>- 
ment. Involving policies of American prestige and leadership, as well as our 
national welfare and the national defense. The loiig-rnnfre cargo carrier is 
Important, too. It is vital to our national defen^ie and can contribute materially 
to our future national well-being. 

It would seem the feeder plane hardly belongs in this same group. Certainly 
it is a much simpler and less expensive yiroject. Yet it has greater immediate 
practicality than the other [)rojects. The jiistitication for the feeder plane is not 
prinmrily a developnunt for tlie fnfnre but for riie p'cs >nt. It is not a matter of 
prestige and ieadei-ship but one of .saving the Federal Government money. 

Most of the preceding witne.sses have acciMited the importance of the DC-.3 
replacement airplane. Both the C\A and the CAB comin(>iitcd on its need. Mr. 
Ramspcck, of the .Mr Transjiort .Vssociaticn, pointed out the great cost of con- 
tinning to fly an olisoiete airplane. He p'aced the actual cost last year at some 
$1.S,0(H).()(H). which I think is ji very realistic f'gnre. 

This IS miili< n is the increased cost for flyinq the 1 (!1.000.000 miles that was 
flown on DC-3's over what a more eflicient newly designed aircraft would have 
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cost. Under the ClvH Aeronautics Art, this increased operating cost is paid for 
by tnail pay. 

The development of a more modern replacement aircraft would cost only a 
fraction of this $18,000,000. My estimate ba.sed on discns-sions with representa- 
tives of six of the leading mainifacturers of transport aircraft and with CAA 
officials is that about $7,0()0,000 would be needed. In other words, a $7,000,000 
investment will pay back $18,000,000 the first year and w'll continue to pay 
•without further investment a similar return for each succeed!iig year. 

There is not much lilceliliood of a future decrease in the amount of flying 
to provide local service which nmst use an aircraft of about the D(>-3's capacity. 
Even the largest trunk carriers are serving some smaller towns where large 

^ aircraft are impractical. 
I have no desire to sec the Federal Government do anything that can be done 

by private enterprise. Personally, I would rather see this aircraft developed as 
a private business venture. But after 6 years of effort on the part of the local 
service air carriers there still is no suitable replacement aircraft in sight. So, 
the Federal Government is faced with the question of whether it will continue 
to pay this costly ob.solescence bill or invest a much lesser amount in tlie design 
of a prototype DC-3 replacement aircraft. 

It would seem to me that the most aualitied agency of the Government to 
superintend the expenditure of this money would be the CA.\. They would 
develop a specification, tlie details of which are already known, and send it to 
the various aircraft manufacturers, who would study it and prepare a proposal 
which would include both design and cost projections. After a careful study of 
these proposals, the CA.\ would select a design and a manufacturer with whom a 
working agreement would he developed. This would not be very different from 
present-day military procurement. 

I feel certain that most of the aircraft manufacturers would be interested in 
this project on this basis. All of the six I have talked witli have indicated their 
deflnite interest. 

Although most of the emphasis on the value of this feeder aircraft has been 
placed so far on its immediate commercial need, in my opinion, it does have 
deflnite military value. The C—17 was certainly used extensively in the last war. 
According to current news reiwrts, it is being used today. If it were replaced 
with a more eflScient design that did the same job for less cost, I see no valid 
argument for continuing to use the obsolete airplane. 

It occurs to me that it might be advantageous for your committee to consider 
this feeder airplane as a pilot or test case for the whole prototype problem. 
Adding a sum of $7,000,(KX) to H. R. 8.53(5 would set in njotion the Government 
function,* and controls which will be necessary later when the prototypes of the 
other aircraft included in this bill are being built under some future autlioriza- 
tion of Congress. Certainly the DC-3 replacement is the smallest, simplest 
part of this whole program to be used as a beginning. 

1 want to thank tlie committee for the privilege of appearing before it. 

EXHIBIT A.—Comparative characteristics 

Item of coniparlson Boeing 417 DC-3 

Span over-all  
Lent'th over-all  
Cross hinilinf! weight  
Horsepower, ineto-. -  
iield lenKth for take-oH. sea level. CAR  
Field IcnKth for landinc, sea level, C.\R  
Pajioad, fuel for 4(10 miles plus openillnK reserve. 
Cruising Sliced al sen level. (K) pereent power  
Cruisins; sp<'ed at lO.WKi feel, liO iiercent power... 
Block speed,  flO  percent  power,   ro-milc  trip 

Icnglh.' 
Maximum altitude, single engine  
Numl)er of passengcis  
Kt'inainlrjc payload for cargo ' -  
Direct flight costs IHT mile, 70-mile trip length.. 

86 feet, 8 inches .. 
6;* feet, 2 inches.-- 
19,700  
1.400 horsepower.. 
3,100 feet  
3,200 feet  
4,200 pounds  
182 miles per hour 
200 miles jj^'r hour 
152 miles per hour 

10,800 tect  
20  
WX) pounds  
^i.'j cents  

95 feet. 
04 feet, 6 inches. 
24,400. 
2,KI0 horsepower. 
(I). 

3,320 feet. 
4,440 pound.^. 
174 miles [jor hoar. 
lhi> miles per hour. 
134 miles |«r hour. 

9,000 feet. 
21. 
ttis pounds. 
40 cents. 

I 

' Not shown in Douglas brochure. 
* Average length of feeder airline trip. 
' Passenger weight at Ido poimds. 
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• EXHIBIT B.—Transport aircraft in passenger service 

Number of other plane. 

Country 
Number 

DC3'3 
18 to 24 

passengers 
25 or more 
passengers 

17 or less 
passengers 

Africa                                                      lU 
138 

60 
2£4 
4H) 
lOfl 
187 

20 
e 
2 

95 
11 

9 
10 

13 
21 
32 

236 
587 
37 
SO 

98 
Asiii     - 40 

34 
103 
37 

107 
44 

Total  -  1,208 156 976 463' 

Source: Equipment of the Foreign Scheduled Common-Carrier Airlines.   Foreign Air Transport Divi- 
sion, Civil Aeronautics Board.   Mar. 1, 1950. 
"U. S. Airline Fleet", American Aviation Magazine.   Apr. 16,1960. 

(Whereupon the committee adjourned.) 
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