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I ask permission, Mr. Speaker, to insert into the RECORD, the entire text of 
Mr. Ramspeck's letter to me, and my reply. While I will not burden this House 
with a verbal recitation of the details, I wish Mr. Ramspeck's letter to be 
inserted verbatim, not only for fairness in comparison with my own, but also 
in deference to his years of distinguished service in this House. This air
transport business has become so important to the taxpayer and the public 
generally, that Congress should consider clearly the argument of both sides of 
this controversy.

There appears on the following pages a reprint of pages A4515 to A4518 of the 
CONGRESSIONAL RECORD for June 22, 1948 (Volume 94, No. 115). While it is 
rather lengthy, we would appreciate your taking the time to read it carefully 
since we believe that the exchange of correspondence contained therein out
lines the air cargo carriers' problem extremely well.

MR. KENNEDY. Mr. Speaker, I received a six page letter the other day from 
a farmer Member of this House who now represents the Air Transport Association 
of the big certificated air lines, attempting to refute the remarks I made 
on the floor of the House on April 28, on the subject of discrimination against 
the veterans' air-cargo companies.
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First.

The heart of the difference between the former Representative from Georgia, 
who now represents the certificated air lines, and myself, who in this case can 
be said to represent the interest of the veterans, is really over two matters:

In contrast to the present subsidy practive, which Mr. Ramspeck evidently 
approves, I note with interest that the independent air lines that are applying 
for permission to carry cargo are not asking for any subsidies from the taxpapers,.

Second. Is there a place in the commerce and security of this 
country for the newly formed veterans* air-cargo 
companies, or is there not?

Are the public payments to the air lines for 
carriage of the United States mails excessive, 
or are they not?
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That is why on April 28 I said that it was shameful that- 
single certificate to any of the veterans* air-freight

0

I am very critical, Mr. Speaker, of the fact that the Civil Aeronautics 
Board has determined that the mail rates of the Big Five be at about 60 cents a 
ton-mile, and I note with interest that this rate, which the taxpayers are asked 
to pay, is about five times the CAB rate— 13 to 16 cents a ton-mile — which Mr. 
Ramspeck considers fair for the carriage of cargo. His letter to me does not 
explain this tremendous difference, and I will gladly insert into the RECORD any 
information which he gives in the future in reply to my request for an explanation 
of this difference. It is painfully apparent to me, however, that the taxpayer 
is being required to pay the air lines not on the basis of services rendered in 
the carriage of the public mail, but on the basis of the deficits run up by those 
air lines. This system, in effect, means thtt those who do the worst, get the 
most from the Public Treasury,,

It is my contention that these, newly formed veterans* companies deserve a 
chance to develop the new air-cargo business which they, more than any other 
group, have pioneered, 
the CAB had not given a 
companies who have been waiting on the CAB's doorstep for over 2 years

For M-day, the military have stated their needs to be several thousand freight 
planes. The entire fleet of the certificated air lines, as quoted by Mr. Ramspsck, 
even admitting for the moment that passenger planes are easily converted to ba all
cargo planes, is only around 20 percent of the military requirements. It is, 
therefore, obvious to mr, Mr. Speaker, that every new freight plane that can bo 
brought into our commerce is a necessary addition to the military reserve. Since, 
according to the Commerce Department, the veterans* companies already possess 
around 125 cargo planes, and would likely bring into use a great many more if they 
would receive certificates from the CAB, I naturally conclude that this group would 
be a significant addition to the security, as well as to the commsi-ce, of this 
country.

It is, and has been, my contention, Mr. Speaker, that the public would be 
relieved of the burden of air line subsidies which run into millions of dollars 
per year according to the report of the distinguished Representative from Kansas 
(Mr. Rees), if these air lines were to develop the new cargo business. But they 
have, in good part,ignored the new cargo business, an assertion supported by tho 
fact that the newly formed veterans* air-cargo company — even though operating 
on a shaky basis, without capital, and without certificates from the CAB — have 
carried more freight than all the certificated air lines put together which ora 
backed with $70,000,000 in mail pay per year from the Government.
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My dear Mr. Kennedy:

Here are the facts:

1.

Hon. John F. Kennedy, 
House of Representatives, 
Washington, D. C.

AIR TRANSPORT ASSOCIATION OF AMERICA, 
Washington, D. C. May 19, 1948
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There are strong indications that such statements as were contained in your speech, 
and have appeared in very similar form elsewhere, are part of an effort which has 
been going on for some time by the air freight carriers to influence the decision 
of the Civil Aeronautics Board — a semijudicial body — before which the air 
freight case is pending.

I am writing you with regard to your recent speech in the 
Congressional Record on the subject of air freight.
We believe that the sources of some of the data contained in that speech have mis
led you into incorrect conclusions and we assume that you will, of course, afford 
an opportunity for both sides of the case to be heard.

Under unanimous consent, I insert in the RECORD the complete text of the letter 
to me from Mr. Raraspeck of the Air Transport Association, and the complete text 
of my own point-by-point rebuttal:

You refer to the "kicking around" that is being received by 
the socalled independent air freight carriers. The record 
shows plainly that quite the reverse of this supposition is 
true. The Civil Aeronautics Act of 1938 demands a certifi
cate of convenience and necessity for any carrier desiring 
to operate under the act on a common-carrier basis. The in
dependent air carriers, not hiving granted such certificates, 
since June 10, 1947, have been operating under an exemption 
from the Civil Aeronautics Act granted to them by the Civil 
Aeronautics Board. The exemption affords the independent 
carriers every advantage enjoyed by the certificated carriers 
under the terms of the Civil Aeronautics Act. They are 
allowed to publish schedules, to advertise for and solicit 
business, in fact to do anything in the air transport busi
ness — and all this without the responsibility required of 
the certificated carriers. The independents have had and 
have more advantages than any carriers in the history of air 
transportation. They are not required to service any parti
cular points but can pick the high volume stops at random. 
The independents have been coddled and pampered as a result 
of this exemption from the law. They are not required to 
conform either to the safety or operational requirements 
rigidly enforced upon the certificated carriers.
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2

money,,

3.

4.

You refer to the fact that the Civil Aeronautics Board has 
been slow to act with reference to certification of the inde
pendent air carriers. If the CAB has been deliberate, it has 
been acting in line with the recommendations proffered it by 
the President's Air Policy Committee and the Congressional 
Aviation Policy Board, which strongly asked that the air 
freight-cir cargo subject be dealt with carefully and delib
erately and with a full recognition of economics, safety, and 
operations.
You refer to the national-defense aspect of the independent 
air cargo fleet. We thoroughly agree that the national
defense aspect of civil air carriers is a most vital one, and 
one which affects the public directly. But to infer that the 
independent air carriers have more to offer in this regard 
than the certificated air lines is far from the truth. The

It must be remembered that these independent air 
carriers could not have entered any other form of 
transportation without certificates of convenience 
and necessity. For instance, they could not have 
purchased trucks and gone into the interstate, truck
ing business without full certification and regula
tion o
They operated as contract carriers for some time 
before they even applied for certificates as common 
carriers. By their own testimony they did finally 
apply because they realized that their operations had 
become common-carrier operations and they would sooner 
or later have to obtain certificates.
You constantly refer to these independent air carriers 
as veterans' air lines. The records of application to 
the Civil Aeronautics Board by these carriers show that 
only a minute portion of the capital invested in the 
principal independent carriers' organizations (that is, 
the five lines which have been considered for certifica
tion and who do the vast majority of irregular carrier 
business) could possibly be referred to as veterans' 

It is true that the independent carriers are 
attempting to masquerade in GI costumes purely for the 
purpose of garnering public opinion and sentiment in their 
favor, but we challenge any of these five independent car
riers to show that a major portion of the capital has 
been provided from the life savings accounts of returning 
GI's. We believe it will be found that most of the money 
is being provided by large Nev; York banking concerns, 
colossal family fortunes, or has been drummed up in stock
selling operations on a purely investment basis. Besides, 
the certificated air lines employ some 30,000 veterans 
(approximately 30 percent of the total employment). The 
importance of the success of the industry to these 30,000 
wage earners is probably greater than the few stockholders 
in the independent game.
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5.

(a) The encouragement and development of an air trans
portation system properly adapted to the present and future 
needs of the foreign and domestic commerce of the United 
States, of the postal service, and of the national defense;
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With regard to your discussion of competition, it is 
necessary to understand the declaration of policy enunciated 
by Congress in enacting-the Civil Aeronautics Act of 1938. 
This act made mandatory in the exercise and performance by 
the Civil Aeronautics Board of its powers and duties, the 
following:

(b) the regulation of air transportation in such manner as 
to recognize and preserve the inherent advantages of, assure 
the highest degree of safety in, and foster sound economic 
conditions in, such transportation, and to improve the rela
tions between, and coordinate transportation by, air carriers;

planes flown by the certificated carriers are the 
same planes which successfully shuttled back and forth 
over both the Atlantic and Pacific in the hands of the 
Military as well as certificated lines under contract 
during the war. Your argument that few of the certifi
cated air lines are capable of ocean transportation is 
thereby completely disproved. The scheduled air-line 
fleet now numbers ip excess of 1,000 planes. These air
planes are available on a few hours' notice in any 
national emergency, and the fleet was so utilized in 
1941. However, the certificated lines have so expanded 
and improved their fleet since 1941 that they can offer 
to the military today 632 percent more emergency lift 
capacity for just such use as was available in 1941. 
This is, I believe, the only element of national defense, 
with the exception of the atomic-bomb project, which has 
actually grown since the end of the war. On the other 
hand, the planes of the independent carrier group number 
something between 40 and 50 against the 1,000 of the cer
tificated fleet. The only difference between the two 
types of airplanes is that all except 60 of the certifica
ted air liners - are equipped with seats. The 60 all-cargo 
planes of the certificated fleet more than match the capa
city and availability of the independent operators, and 
it is only necessary to remove the seats from the 900 
passenger-cargo-carrying planes in order to effect their 
usage for cargo lift. This is only a matter of hours under 
emergency circumstances.
One of the announcements made recently by the independent 
carriers is that they are planning to leas® airplanes from 
the military in order to expend their operations. It is 
difficult to see how these carriers who have not bought a 
single airplane from a manufacturer since the war was over 
can expect the public to believe that their operations con
tribute mightily to nations?, defense when they intend to 
lease militaty planes already in existence for the purpose 
of such aid. This certainly is not adding either planes or 
capacity to the total military emergency lift.
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(d)

6.

(e) 
tics

In view of the effect that a superim-position of an entirely 
new cargo-line structure on top of the present certificated 
air-lines’ structure is having and will have on the regulated 
air transport industry, it is well to review the current 
status of the nation's air transport industry:

the regulation of air commerce in such manner as to 
best promote its development and safety; and

(c) competition to the extent necessary to assure the 
sound development of an air transportation system 
properly adapted to the needs of the foreign and domes
tic commerce of the United Stqtes, of the Postal Service, 
and of the national defense;

It will be noted that in these statutory provisions the CAB 
is required to promote the sound development of an air trans
portation system properly adapted to the needs of the com
merce of the United States, of the postal service and of the 
national defense. It will be noted that the air transporta
tion system of the country is to be regulated in a manner 
which will foster sound economic conditions in such indus
tries and that in so doing, the CAB is to permit competition 
only to the extent necessary to assure the sound development 
of the air transportation system.

the encouragement and development of civil aeronau-

It should be clear that this provision is not a direction 
from the Congress to the Civil Aeronautics Board to consider 
competition an end unto itself and it is not a direction to 
authorize additional competition for reasons which are not 
consistent with the basic precepts stated. It clearly is an 
instruction to add competition only when additional competi
tion is necessary to assure the sound development of the air 
transportation system, and then only to the extent required. 
The entire philosophy of regulations embodied in the Civil 
Aeronautics Act is a control of both the nature and the 
amount of competition. Excessive competition under the 
philosophy of the act is as much an evil as monpoly, and the 
act, I believe, provides against both.

The certificated air lines collectively lost approximately 
-$6,000,000 in 1946. They lost a total of more than 
$21,000,000 in 1947. A total loss of the two postwar years 
of $27,331,164. All except 5 of the 35 certificated air 
lines had net operating losses in 1947. It is simple to see 
what the added competition asked for by the independent air 
carriers would mean to the already gloomy financial status 
of the air transport system. You can judge for yourself 
whether or not there is any basis for the charge of monopoly 
when you consider that 91 percent of the total air traffic 
of the United States moves over routes with two-carrier com
petition, 59 percent moves over routes having three-carrier 
competition, and 13 percent moves over routes having four- 
carrier competition. The serious result of such competition
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7.

The

We would like to set straight the facts regarding the highly 
touted so-called rate war referred to in your speech,,
Prior to the independent carrier exemption order in the 
summer of 1947, the independent air carriers were not required 
to file any rates whatever. At that time the certificated air 
line rate level was approximately 26j cents per ton-mile. The 
air lines publicly announced and filed with the Civil Aeronau
tics Board on August 1, 1947, a joint tariff providing for 20 
cents per ton-mile. The independent air carriers, with full 
knowledge of the 20-cent figure, then filed rates at 13, 14, 
and 15 cents per ton-mile, and some of their rates were as 
low as 11 cents per ton-mile. The certificated air lines 
found that the independent carriers were only operating between 
big cities and were attracting only specific commodities. The 
certificated air lines left their rate structure at 20 cents, 
but filed rates equal to the indipendent carrier rates of 13 
and 13g- cents per ton-mile on those specific commodities, 
independent air carriers then shouted "rate war.”
The opinion of the Civil Aeronautics Board on the motions of 
the Air Freight Forwarder Association decided October 2, 1947, 
spells out the facts of this case very clearly. It states 
that the reduction of specific commodity rates by the certifi
cated air lines "admittedly is competition, even though it 
may not be competition at every point. This is the very privi
lege that the uncertificated carriers asked and were granted. 
The exemption (from the Civil Aeronautics Act) accorded them 
certainly was not that of a one-sided right, namely, the right 
to compete agAinst the certificated carriers and the privilege 
to be protected against competition against them."

already in effect tis further shown in the reduction in 
load factors from 90 percent in 1945 to approximately 
69 percent in 1947. The condition of the certificated 
air lines is further indicated by the fact that total 
investments in the air lines represented by common 
stock or equity money decreased from 90 percent in 1945 
to 41 percent in 1948. During the same period money re
presented by preferred stock increased from 7 percent to 
17 percent, and money obtained through long-term obliga
tions increased from 3 percent to the startling figure of 
42 percent.
By far the greatest volume of cargo developed by all types 
of carriers involves movement over transcontinental routes. 
Between the east coast and the west coast four trans
continental carriers certificated for passenger, mail, and 
property operating loss suffered by the domestic air lines 
in the United States in 1947, approximately $16,000,000 of 
such amount was lost by the transcontinental certificated 
carriers. Yet it is over these routes and in spite of 
policy provisions of the Civil Aeronautics Act that duplica
ting air lines and route structures for the transportation 
of property is proposed.
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With best wishes, I am
Sincerely yours,
ROBERT RAMSPECK, Executive Vice President.

June 1948

My Dear Congressman Ramspecks

Hon. Robert Ramspeck,
Executive Vice President, Air Transport Association of America, 
Washington, D. Co

Unless you have objections, I plan to insert into the CONGRESSIONAL RECORD the 
entire text of your letter to me, as well as my reply, because I think the subject 
of air transportation has become of such importance to the taxpayer and the public 
generally, that a clear statement of both sides is called for.

In the international picture, sufficient competition is 
just as evident. On the north Atlantic routes there are 
three United States certificated carriers in competition 
with each other as well as with British Overseas Airways, 
Air France, Sabena, KLM, and others.

I have read your letter of May 19 with great interest, not only because of the 
importance of its contents, but also because of the respect I have for the long 
years of distinguished service which you contributed in the House of Representa
tives.
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The opinion of the Civil Aeronautics Board quoted above 
also strongly refutes your argument that subsidy by the 
United States Treasury has supported the certificated air 
lines in their "war” with the independent carriers. The 
opinion of the Board reads: "No action that the Board has 
taken or is now taking places subsidy of the United States 
Treasury behind this effort of the certificated carriers 
to meet the competition of the non-certificated carriers. 
This venture, so far as this Board has expressed any con
cern, whether for gain or loss, depends on their our funds.

At the beginning I should like to make it clear that I have never been involved 
with any aviation interests, and have only the: public interest at heart. I have

Recognition by the CAB that the 20 cents per ton-mile certi
ficated airline rate is a purely compensatory rate is highly 
inferred in the decision on the air freight rate case where 
16 Cents per ton-mile was set as a compensatory rate. In 
order for the argument that the certificated air lines are 
using Government money to fight the independent carriers to 
hold water, it would have to be shown that the rates charged 
by the certificated carriers are lower than compensatory 
rates could be.
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KICKING AROUND OF AIR VETS - TRUE OR NOT?1

2. INDEPENDENT AIR CARRIERS - ARE THEY VETERANS OR NOT?

You object to my complaints against the kicking around which the air vets havo 
been getting, and you allege that 
vantages than any carriers in the history of air transportation. — 
pendents have been coddled and pampered as a result of this exemption from the

I should judge that if the present situation of the veterans is as comfor
table as you describe

always looked out for the interest of my fellow veterans of World War II, and it 
is on behalf of those veterans who have been trying to form new air cargo com
panies since the end of the war in what I conceive to be the public interest 
that I come into debate against your distinguished self, who, having resigned 
from Congress, now represents the certificated airlines which are the members of 
your Air Transportation Association.

I judge that if receiving certificates of convenience and necessity from the CAB 
would bring only additional responsibility and no additional advantages to the 
veterans" air freight groups, you and the certificated airlines who are members 
of your organization, would not be making such strenuous efforts to keep the 
.veterans from getting those certificates.

"the independents have had, and have, more ad- 
The inde-

In this uncertain status, a veteran company operating abroad cannot provide ade
quate service to the trade and is, itself in a precarious position. As Raymond 
A. Norden, a 32-year-old Air Force veteran, now president of Seaboard and Western 
Airlines, said about his own company: "In a word, if it succeeds with the trade 
to a point with some degree of regularity as obviously called for, it may violate 
the (CAB) regulation and thus effectively succeed itself out of business."

You allege that the five air freight companies currently under consideration by 
the CAB for domestic certificates are attempting to masquerade in GI costumes. 
Not only are the vast majority of the employees of these companies, veterans, but 
in addition my information is that the men who are running these airlines have 
spent quite a bit of time in GI costumes during the past few years.
SLICK AIRWAYS - The president and principal organizer of this company, Earl Slick, 
is in his late twenties and served with the Army Air Forces from 1942 to 1945. I 
believe your comment about colossal family fortunes has very little to do with 
the fact that while he did apparently inherit money from his late distinguished 
father, he is a veteran and is doing a splendid job in financing and running his 
company.

Perhaps the simplest method for me to answer your letter is to go over, point by 
point, the eight objections which you raise to my speech of April 28, on the 
floor of the House, entitled: "Discrimination Against Veterans' Air Cargo Lines

law." 
table as you describe, they would not be trying to change their present status by 
applying to the CAB for certificates of convenience and necessity. Of course, as 
you know, the lack of certificates from the CAB, makes it almost impossible for 
these air freight groups to raise from private banks and other sources money need
ed for development and expansion, and consequently they have been, since the end 
of the war, in a very uncomfortable and restricted financial position. As you 
also know, the lack of a certificate of convenience and necessity restricts the 
air carriers operating abroad under economic regulation 292.1 to "irregular" or 
"occasional or infrequent" operations.
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UNITED STATES AIRLINES - The president and secretary-treasurer both appear to be 
veterans of the Air Corps in World War I.

The fact that these veterans' companies, even without certificates, already haul 
more freight than do the established lines which are members of your Association, 
is to me pretty good indication (a) that they want to go into air freight on a 
big scale and have been trying hard to pioneer this new business, and (b) that 
your members, which possess far more capital and other resources, have been making 
only half-hearted efforts in that direction.

Of course, there are, as you know, a lot of other air freight companies run here 
and abroad by veterans of World War II, but since you did not mention them in 
your letter, I will not take the time to do so now, and hence confine my rebuttal 
to the facts about only the five domestic air-freight companies which you mention
ed.

CALIFORNIA EASTERN AIRLINES - This company started 2 years ago, hauled more 
freight than anyone of the certificated air lines, but has just gone into bank
ruptcy through inability to wait any longer for the CAB to grant its certificate 
of convenience and necessity, and through its inability to raise sufficient 
capital from private banks in the meantime while lacking a certificate. I under
stand that the president at the moment, who was called in for the financial re
organization of the company, is not a veteran, but that a substantial number of 
the original organizers served with the Army Air Forces or ATC in World War II.

Now you point out that the certificated air lines employ some 30,000 veterans. I 
have no means of checking those figures, and I would certainly like to know your 
sources of information. But you will surely recognize, and I am sure that this 
principle has occurred to you more than once in your long years am a Member of the 
House, that some young veterans would prefer to establish their own businesses 
rather than simply take a salaried job in an already-established enterprise.

THE FLYING TIGERS LINE - The president, and principal founder, Mr. Robert 
Prescott, appears to have held a commission in the Navy until he transferred to 
the Flying Tigers to do combat work in China. The other top officials and or
ganizers seem mostly to be bona fide veterans.

It was in World War II that air cargo was really developed on a big scale, and 
these young men who are now veterans, underwent what amounts to a new experience 
in air transportation. Unfortunately, a lot of the top officials in the already- 
established air lines did not have that experience, or if they did have it, it 
did not sink in very far, and many of them appear to be managing their companies 
on the basis of their prewar experience when air transportation was largely a 
matter of passengers and mail and a few boxes of cargo in the nose of the airplane.

The point is that the initiative in getting these airfreight operations going 
has largely emanated from a number of relatively young men who wanted to apply 
in peace one of the talents they learned in war - moving large quantities of 
freight by air.

WILLIS AIR SERVICE - It is my understanding from reading the CAB examiners' re
port in the air-freight cases that this air line was formed after V-J day, 
largely with and by young men who had been involved in naval aviation, and I 
note that the president and executive vice president, Mr. Willis and Mr. Rose, 
both saw considerable service with the Navy.
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CAB SLOW TO ACT - TRUE OR NOT?3.

in 1946, over 2 years ago.

4.

Now about your paragraph No. 4, I want to ask you three questions of fact, and I 
ask them in all sincerity because I am frank to admit that I do not have all the 
information on the subject of air transport that I would like to have, and I want 
to be thoroughly fair in presenting the facts to the House.

NATIONAL DEFENSE - ARE THE VETERANS' AIR 
FREIGHT COMPANIES HELPFUL OR NOT?

While the CAB cases are no doubt complicated, and while the air cargo cases in 
particular doubtlessly involve a subject matter unfamiliar to many persons connect
ed with the CAB, it seems to me exceedingly unfortunate that these cases should be 
taking the CAB twice as long to handle as the average truck cases decided by the 
Interstate Commerce Commission.

As I said in my speech of April 28 on the floor of the House, the military will 
need, ready and operating, on M-day, several thousand C-54 freight planes, or a 
smaller number in new type large-payload air freighters. The certificated 
carrier fleet, even granting your statement that passenger plans can be easily 
converted to cargo work, would not exceed 20 percent of the total military re
quirements. Therefore, I cannot see how it is to the interest of national de 
fense to drive out of business the veterans" air freight groups who have, accord
ing to the Commerce Department, around 125 all-freight planes which could become 
part of the national defense fleet.

How would the important personages in the certificated air lines, now members of 
your association, have felt if a quarter of a century ago they had been denied 
the opportunity to establish their own companies, and had before them only the 
alternative of taking a salary job in some already established business? As 
Americans, we have always believed that the door to going into business should 
not be slammed in the fact of the next generation. And we are not going to for
get that principle now.

Now you say that the veterans have not yet bought any new cargo planes. I assume 
that until the vets can raise money on the basis of being able to show the bank
ers a certificate from the CAB, they will be unable to buy new planes. But their 
past record, their current interest in, and their future plans for air cargo on 
a big scale, lead me to believe that quite a lot of new planes would be put into 
commercial service if these veterans could get the status that they deserve from 
the Government.

The applications of most of the veterans" air freight companies were made early 
I do not know how you can justify the delays of the 

CAB from 1946 to the present by quoting the reports of the President's Air Policy 
Commission (which after all did not come out until January 1948) and the Con
gressional Aviation Policy Board (which did not report until March 1948). While 
it is true that these two temporary boards were somewhat cautious about air cargo, 
I did not see that either of them recommended that the present air transport 
industry be frozen against newcomers - which is obviously the effect of stalling 
off the applications of newcomers. I think it is regrettable that any Government 
agency should have taken so long in handling a case as the CAB has taken with the 
various companies, and as I have pointed out, after some 2 years of applying on 
the part of several dozen veterans' air freight companies, to date not a single 
one of the air vets have received a certificate from the CAB.
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a.

b.

c.

5.

6.

RATE WAR - WAS IT A RATE WAR OR NOT?7.

How many all-cargo planes of 4-motor 054 type or bigger (in pay
load) do the certificated air lines now have in use?
How many postwar type cargo air craft have been purchased by the 
certificated air lines since the end of the war?

In my speech on the floor of the House on April 28, I commented that it was in
deed strange that while the certificated airlines on the one hand were asking 
for greatly increased mail pay from the Government, they were on the other hand

LOSSES OF THE CERTIFICATED EIR LINES - DO THEY 
RULE OUT ADMITTING THE AIR VETS TO THE INDUSTRY 
OR NOT?

CIVIL AERONAUTICS ACT OF 1938 - DOES IT RULE 
OUT THE AIR VETS OR NOT?

I am fully cognizant that the Civil Aeronautics Act, as do most of the regula
tory acts of the Government, attempts to outline a middle road business between 
monopoly on the one hand, and excessive competition on the other. I am simply 
saying that in my opinion, the CAB, in its administration of this act, and you 
and the members of your association in your public interpretations of this act 
in connection with this matter, have so fax- tended to overbalance the act a bit 
too much away from free competition.

Of the thousand planes which you say the certificated air lines 
could offer to the military in war, you admit that over 900 are 
primarily designed for carrying passengers. You state that these 
passenger planes could be turned into all-cargo planes for the 
military in only a matter of hours. It is my understanding that 
to convert a luxury passenger plane into a freight plane suitable for 
the specifications of the military is a very considerable undertaking 
indeed, in fact so lengthy as to cast great doubt on the auxilliary 
military value of 90 percent of the entire air fleet of the members 
of your association. Naturally, this is a very, grave question and 
one not to -be answered lightly, and I would appreciate receiving 
some authentic information, supported by actual experience and if 
possible by the military authorities, on just how long and how dif
ficult it would be to convert'the passenger planes owned by the mem
bers of your association into all-freight planes, and whether or not 
the resulting converted planes would meet the military specifications 
for overseas freight work in a future war. The information I receive 
from you I will place in the RECORD, so the Congress will know all 
the facts.

I am fully aware that the certificated air lines lost some $20,000,000 in 1947, 
and I understand that it is a very grave situation indeed. It has been my feel
ing that these losses might have been in the past, and might in the future be 
relieved, if the certificated air lines really went into air cargo on a big 
scale and brought in some new business. My impression is that the potentials are 
big enough to nourish both the certificated airlines and some newcomers, too. I 
would certainly like to obtain your comment on this possibility. I would also 
like to know if you, or the members of your association, have made any thorough 
study of the real potentialities in domestic and international air cargo.
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so

With kindest regards, I am,
Sincerely yours,

JOHN F. KENNEDY, Member of Congress,

cutting their air cargo rates, 
put them out of business through a rate war 
wat and quote a brief passage from

I guess the above is the legal way of saying that there really was a rate war.

a move which the veterans charged was intended to 
„ You say that there wasn't any rate 

a CAB opinion of October 1947.

The air-transport industry is extremely important to the public, and since it is 
intimately associated with the operations of the Government, the public should 

have a chance to see all sides of the issue

If you have no objections, I intend to put the full text of your letter, as well 
as mine, into the CONGRESSIONAL RECORD, so that the public may see both sides of 
this debate. I will gladly insert into the RECORD such additional material as 
I receive from you, and I will willingly retract any of my assertions if you can 
demonstrate to me by any relevant facts that the rates paid the air lines for 
carrying the mail are not excessive, that the freight potential is too small to 
justify allowing the veterans and other newcomers into the air-transport industry 
that the veterans' air-freight companies are not important to defense, or that 
any of my other statements are in error.

You doubtlessly are familiar with the more recent document of the CAB in the Air 
Freight Rate Investigation, dated April 21, 1948, in which, on pages 20 and 27 
the CAB finds: "Present competition **"■ has resulted and will result in unduly 
low, depressed, and noncompensatory rates and charges for the transportation of 
freight by air, and that these practices have, and will result in unsound econo
mic conditions in the air freight industry within the United States."

It is my contention that the big certificated air lines have been getting through 
the CAB, from the taxpayers, an excessive amount of mail pay. On the one hand the 
CAB determines that a fair rate for carrying cargo by air is between 13 cents and 
16 cents a ton-mile, and on the other hand, at the petition of the big air lines, 
it decides that around 60 cents or 70 cents a ton-mile is a fair rate for 
carriage of the mails. About the mails, it certainly is my impression that the 
delivery, ground handling, and pick-up are performed by the United States Govern
ment, and, furthermore, the mails which are delivered to the air lines certainly 
represent business which the air lines do not have to solicit. Both of which 
facts make me wonder why the mail rates are so much higher than the cargo rates. 
I would certainly like to see your explanation in detail as to why carrying mail 
by air costs almost five times as much as carrying cargo by air.

I, and those interested in this debate, will be very glad to see your answers to 
the specific questions I have posed, particularly in paragraphs numbered four 
and six.

Besides, the CAB records disclose that your 20-cent tariffs were filed after, not 
before the 13-cent tariffs of at least one of the veteran freight airlines. And 
furthermore, how does a carrier keep from attracting specific commodities? In 
view of the rate policies of the ATA carriers in every other field passenger, 
express,mail, and most overseas freight, isn't it clear that the low-rate policy 
in domestic air freight is beyond doubt an effort to exclude the only non-ATA 
competition which your air lines have found in the domestic field?


